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MAX - introduction

MAX is the EU's latest framework research projettobility Management (MM) and Travel Awareness {TA
in transport. Four thematic Work Packages (WP) lmiK these topics to develop products of use to kit TA
practitioners:

WP A New approaches and innovative campaigns in MM

WP B Development of a new behaviour change modélaprospective assessment tool

WP C Linking MM to Quality management - leadingMid/ certification

WP D Integrating planning and MM

Accompanying Work Packages 1- 5 will integratebsearch efforts. MAX started in October 2006, Stete
of the Art analysis were completed in April 200 dadhe main research will be carried out over thiefang 18
months.

Previous EU research on MM has in the main stullidiand TA separately, but MAX aims to link them in
order to demonstrate the synergies between themirapdrtantly, to develop products that will bevatier
applicability and usefulness than the pilot demtigtins that tended to predominate in earlier futsje

A special focus is on new Member States, as reftert the partners from 16 EU countries, four @nthnew

Member States. The consortium will provide exceleerknow-how and experience from various discigjne
including marketing, psychology and social sciefidee main results will be translated into the mogiortant
languages of these countries, while the final camfee will be in the largest new EU Member Statdaid, in

the city of Krakow, in September 2009.
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1 Introduction

MAX Work package D (WP D) concerns the better inagign of mobility management (MM) with land use
planning (LUP). The WP D State of the Art (SoA)ieav found how generally little knowledge there emtly
is on how MM and LUP can be integrated. The theony practice of integrating MM and LUP is at arlyear
stage. Several major research gaps were identedicularly the reasons why actors might choosetegrate
MM with LUP, and the mechanisms that help to btimg about. Most importantly, the SoA report idted
the need for research on how to integrate MM withPLin practice. The SoA review found rather moiiemr
research on the integration of sustainable tramgjectives with LUP. However, this was importaas,the
WP D research team believes it to be an importertqmdition for greater integration of MM and LUP.

It appears from some member states’ experiencehtbdtUP process can provide points where MM can be
leveraged into new developments and renewed dewelofs. A review of the current level of knowledged
practice set out in the WP D SoA report showed tttexte is relatively little knowledge about howdevelop
and implement this area of MM practice in the miajasf member states. Therefore, the WP D resegplain
set out a number of steps (Working Stages WS) vilydrrowledge of this area could be increased, thi¢h
overall objective of producing useful guidance fitanners and developers in all member states onthewUP
system can be better used to secure more MM.

The first Working Stage ‘Analysis’ was carried daytpartners who looked at their own countries’ L&}Btems,
and how far sustainable transport objectives, hadrtegration of MM with LUP, were integrated withhese.
Three groups of countries were identified: thosth\@imost no integration, those with integratiom glicy
level (especially at higher levels of governmemgl aomead-hocintegration on the ground, and those with
more consistent integration in both policy and pcac This latter situation was seen to be a ptobdtimore
political will for the integration at various lewebf government, plus the creation and/or ideratifan of various
tools to assist integration. Nonetheless, wayghith greater integration of MM with LUP could beohght
about were seen to exist in most of the states avplaning systems were reviewed.

In the second WS ‘Simulation’, five planning simiga workshops were conducted in Germany, Lithuania
Poland, Slovenia and Spain. These all consideeg@ltmning and building permission process reggrcial
sites for large new developments and brought tegetiumber of local professionals who are involived
planning decisions and site development for a waogsto discuss how MM might be integrated intoghecess
for the site in question.

The workshops for the site in Austria were addé¢erafll the other simulations and served more as
demonstration site. The site in Vienna — Aspernv(oity development site for mixed use ‘Seestadteks)) is a
whole new city quarter in planning for 20.000 resits and 20.000 jobs. FGM-AMOR has been commisdione
to produce a mobility concept for this developmemd will connect the expertise from WPD and theegigmce
from the workshops. The planning workshops tookelan 2, 16, 29 October, 20 November and 1 December
2008. As the Austrian site was added at a much $age results could not yet be incorporated (Statd"
December 2008).

The third and final WS ‘Guidelines’ is dedicatedie development of recommendations and guideines
complementing tools regarding the integration of MMhe planning process of a new/renewed buildingrea.

This report summarises the results of the WP Drpfansimulations, the more detailed country repoats be
found in the Annexes I-V.
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2 Overview

In Working Stage ‘Analysis’, the WP D partner caigd’ (plus Netherlands and Ireland) planning lans
systems were analysed. The planning simulationsni@e ‘Planspielé) as next research steps were carried out
within the second Working Stage ‘Simulation’.

Within a planning simulation the main focus is laidthe goal-oriented and planned action (decisiaking) of
the participants in order to obtain more informatédout human decision making processes within the
(simulated) systems and their impacts. What coelddhieved by organisations or single persondferaint
courses of action are taken is tested in this Wg.focus point is not to identify one single bagtrnative but
to show barriers and limits as well as the backgdoio actions. At the same time the planning sitraeaims
to clarify participants’ relationship to the projesd their freedom of action as well as simulatinges,
responsibilities and options for decision makingjiven framework conditions (Diekmann and Lepp&T8).

During the planning simulations WP D obtained vhlaansights into participants’ views and opinidroat
suggested changes and measures, and about théaaceepnd perceived barriers for integration and
implementation of MM (general findings see chafxer

The planning simulation workshops were preparedagdnised in several steps (see chapter 4). Baséte
research results of WS ‘Analysis’, the transfeiigbdf suitable planning instruments, MM measured aase
studies were discussed in general. The countriethéoplanning simulations were then selected: WéReEided
to choose those countries, where no or only litlegration of transport and LUP or planning and vdes
place, i.e. Germany, Lithuania, Poland, Slovenih @pain. Within the planning simulation workshogs,
valuable and deeper insight into existing possiediand barriers for integrating MM into plannimgwo of the
‘Old’ and three of the ‘New’ Member States of ther&ean Union could be gained.

The planning simulation workshops were arrangedraddive ‘real’ development sites, which were caligf
selected for further investigation. In all counséribe case studies / development sites were cliwseder to
match some predefined criteria such as large taumedize and significant predicted traffic impactthe
surrounding area.

At the different sites, the actual states of ttenplng processes vary, but in all planning simafetithe cities
have produced a (general) land use plan and dattaie development plan for the selected ar@asoiine
cases there are designated developers, which haaelyaprepared a detailed description of techraspkcts of
the planned buildings, e.g. in Lithuania and Slaa€see country reports Fehler! Verweisquelle konnte
nicht gefunden werden).

A number of key actors from the public sector ai a®private parties were invited to join the coyis
planning simulation. The participants were briefddut the development and its context, as welbasitethe
concept of MM. If feasible, suggestions were madiens to change the actual planning, where and bow t
change the planning process or planning laws agulagons to offer the possibility to integrateessted MM
measures or supporting measures into LUP. The tanuepof changes and suggested measures and the
feasibility of the new concept were discussed dt we

Many sites were poorly integrated with walking, loyg and public transport networks, as in mosthefse
countries it is rare for transport to be thorougtdysidered in the early process of location sigledor the
developments. MM is a new concept to most pawitip, and one whose possible successful transfeeito
local contexts was greeted with some scepticism.lelyal mechanisms were found that require or emcmithe
integration of MM with the permission process femnbuildings, but it was agreed that this fact doats
necessarily mean that such integration is not plessis the integration could in some cases alrbadychieved
through negotiation.

Sucosssul |evel Awereress Campaigns
page 11 / 169 & Mcbility \Aaﬂagemaamt Stratzges M ax




3 Outline of the five WP D planning simulations

Following for each country (in alphabetic ordeghmrt description of the most important facts isegi The
more detailed country reports can be found in thaeXxes I-V. For a summary of general findings deter 5.

3.1 Germany — Dortmund: Brownfield re-development f  or technology park
‘Phoenix-West’

Date: The planning simulation workshop took place off @l April 2008; it functioned as a pilot for WP D.

Site: Phoenix-West was chosen as a case study for evedeppment of a brown-field area where the city wil
test a new mobility concept. The former steel sitk is under re-development and the city of Dorichaims to
transform it into a ‘technology park’ dedicatedaalsigh density business area for micro or nanorigeies and
related businesses. The site has a size of aBOutd (40 ha for commercial use) and is locatethSa&uth of
the city centre of Dortmund and about 1 km weghefdistrict centre of Horde. The detailed siteedepment
plan is about to come into force. Main roads wdldonstructed and decontamination should have firiehed
by the end of 2008; some developments alongsidmtie road are already in place, but most estaen@ yet
sold.

Figure 1: Aerial view Phoenix-West in June 2007 (swce: Website Projektbiro Phoenix)

Transport related problems: Despite good on-site pedestrian and cycling infuasure and reasonable
public transport access, the development sitehaie to deal with estimated 34.000 car trips pgr(dden
fully developed). The city intends to solve thedicted traffic related problems (e.g. noise) usingew
mobility concept. This includes the early integratof MM for companies into the building permissjgmocess,
which is a new activity for both sides. Legal amgamisational problems need to be solved beforeithiecan
start to encourage the developers to take up @viswoluntary option.

Participants: Representatives from:

- city departments (town planning, transport plannarghitectural control, business development -
Phoenix project office);

- scientists (experts for construction & planning |@wperts for planning & for MM);
- architect & developer;
- management of existing companies, and

- public transport company.
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Agenda: The main focus was on the legal and practical dspdche possibilities to reduce the required
minimum number of parking spaces within the buiddpermission process. Points discussed:

- legal framework for Phoenix-West and state of depeient: street-design, existing & planned transport

infrastructure etc;
- introduction of the MM instrument ‘travel plan’;

- integration of travel plans in the building perndssprocess, existing minimum standards: examples
from UK;

- how to use a company’s travel plan for reducingrtbed for parking spaces in Dortmund;
- discussion of legal opportunities: legal basistatesbuilding code;

- local regulations and processes: type of contracohitoring necessities, legal handling of the reidinc
within the building permission process;

- discussion of usage of ‘pay-off money (in UK piiaet called commuted payments) from not-built
parking spaces to undertake new activities sud¢heasnplementation of MM measures or MM
consultation and corresponding legal changes.

Main findings: The German planning law and system do not sugperintegration of MM, but within, for
example, the state building code of North Rhinestpialia there is scope for interpretation. Thtrmeel plan
can be used as an additional input (beside ussiaadf buildings and number of workplaces) for the
calculation of the required parking spaces. A trplen (like the German model travel plan developgdLS)
was accepted as a good instrument to structurerduess, select suitable targets and measure® gmdve the
companies’ ideas to the city. Single MM measuresawot discussed in further detail because getegal and
organisational questions were of greater inte@mte problems need some further discussion witt@rcity
administration and need to be solved. This concses and content of an additional contract (sintita
planning obligation in UK) as well as organisatibpeoblems like the future monitoring of the trayddn, its
implementation and effects.

The participants welcomed the idea to use the (filajroney from not build parking spaces for mobility
management measures themselves or a consultatiomfuility management, instead of using it more
conventionally for infrastructure measures. Theas great scepticism, however, that such use ahtheey is
possible under the existing regulations. This néed a thorough check of existing interpretatidith®
corresponding paragraph in the state building cbdeprobably a change of regulations is needstl fir

MM is generally not very well known by the partiaifts but nevertheless accepted as a new soluti@xifsting
transport related problems (e.g. quality of livinighin the city, scarce space, noise, climate ckagtg.). Within
current framework conditions, the integration of Mo the building permission process will only dexepted
by most of the participants, if it offers additidiifinancial) benefit to the developer. The pagamts stated that
MM must at the moment be handled as a strictly malty option. The existing strong competition betwe
cities is seen as a main barrier for stricter leegllations. A mandatory integration of MM is geaily seen as
an extra burden and only acceptable, if the reguiatould be applied in a wider region — best rmatimle — in
order not to discriminate a certain city in regai@attracting new developments.
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3.2 Lithuania — Vilnius: Brownfield re-development for mix-use area
‘VELGA’

Date: The planning simulation took place on™df August 2008.

Site: The Lithuanian planning simulation in Vilnius isamer industrial area which will be re-develogded
mixed use. The VELGA development area (~13.5 hijdated at the border of the city (distance todtetre
~5 km) close by the embankment of the river Nenid the park area Vingis. A shopping and leisurdreen
(~100 000 m2 floor space) is planned as well aisedf(32 000 m2) and houses (1850 flats -127 000The
detailed site development plan for the site was@agga in March 2008, but there is an ongoing public
discussion about the perceived negative impadiseoflevelopment on the neighbourhood, which miggad lto
changes in planning. Technical details need tahead before building permission is finally grantdthe
developer already started work on the decontanoinatf the site.

i
i

/

Figure 2: VELGA site (source: “Commercial / residertial centre”. Territory in G.Vilko st. 2 plan, 2008)

Transport related problems: When fully developed the predicted generateditré$f2 600 vehicles / peak
hour adding to the already high existing traffitbroe. A high number of parking spaces is plannedotal

5 340, of which 2 090 for residents rest for conuiauses / offices. The access to the site is imalanned for
car drivers; alternative modes are not taken intmant. On-site infrastructure for everyday cyclamgl walking
is missing. The distance to the nearest existingt® is about 1 km - according to Vilnius locapkhere are
plans to improve PT in this area (new line), bt ithplementation is uncertain. Therefore the acinal
planned accessibility of the site and the connaatigpecially to the direct neighbourhood but adsthé city
centre by foot, bicycle or public transport is poor

Participants: Representatives from:

- city departments (urban development / building pesian, municipal planner);
- scientists (experts for transport feasibility stuelyperts for planning & for MM);
- city council;

- main site developer, and

- public transport company.
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Agenda: To discuss the sustainable transport options #lt&A, one focus was to look at the beginning of
site development process and discuss options, whebdity management as well as new transport
infrastructure could be integrated. Acceptancelagdl aspects of suggested measures where discussed

- legal framework and plans for VELGA, street-desigxisting & planned transport infrastructure etc;
- general introduction of MM (following MAX MM Defirtion);

- example from Switzerland, Sihlcity ( multi-use sitgh good PT, cycling, walking infrastructure,
additional services (delivery; storage boxes) & Miasures) and Germany, Phoenix-West;

- parking management, e.g. acceptance of maximuningaskandards, of measures would be
implemented like park & ride or change of parkirsage purpose;

- supply of public transport, e.g. new PT mode, ne& br new route design of existing PT, shuttle bus
to VELGA from nearest PT stop or P & R, possiblatdbutions from developer, and

- cycling and walking measures, e.qg. internal netwits connection to the neighbourhood and city,
bicycle parking;

Main findings: The Lithuanian discussion reflected the diffiaultrent situation, where the preconditions for
MM are not satisfied because the options for cerahtives are not well-developed, or hardly eaisill. The
promotion of alternatives is difficult when they dot exist. Another problem is uncertainty withaedjto the
implementation of the public plans like the planfeddevelopment that are stated in the Vilnius|lptan.

Here e.g. a new PT line and a new bridge are pthforehe district, but implementation is delayadgertain
and depends strongly on political decisions. Thusiical decisions are often changed after elestico the
dilemma exists that some of the predicted trangpattlems for VELGA will not occur if the local plas
implemented as planned and the private side ddesant to make contributions to solutions which seen as

a public task.

At current state, the developer is not willing teatdiss any further conditions and contributionsolihwould
exceed those normally required, that is, improvangessibility is seen as a task which should beeddby the
public authorities. Therefore the suggestion tolement e.g. a shuttle service to VELGA was not ddw
positively.

A reduction in parking spaces is not seen as naafsbeneficial by the developer. The possibitilyuse some
money from not building parking spaces for otheamges is not seen as a benefit, but rather asiarbahe
developer explains that the use of money from lzaedits is earmarked for defined investments, anddes
not believe that MM is seen by the bank as a nacgssvestment. The same is true for any othertadil
financial expenses, for which credits will not &abie given. In such way, a mental barrier in reigan MM
becomes a financial barrier as well.

Parking standards and building conditions are @effiny the national building technical regulatidnvas
discussed that those rules are sometimes followetwbut an overall transport strategy in the ciaesl towns in
which they are applied. New laws and regulationsldmeed some kind of further explanation or tragnif e.g.
the administration should more precisely take atoount the local situation or implement new pagkin
standards when dealing with the number of parkpagss for new developments.

Some general mistrust was expressed by severatiparits that measures ‘from western countrieshdbwork
in Lithuania as well. Some participants felt tha tountry and the people are not ready for theskslof new
concepts. But suggested MM measures were also aséively by the city council and the PT represénéss,
the (low but) increasing use of bicycles and thednef cyclists was discussed as well, e.g. at theemt no
bicycle parking is required and therefore parkmdifficult at home as well as at any destinati&a shopping.
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3.3 Poland — Cracow: further development of a mixed use area to include
an exhibition & conference centre ‘Czy \Wny-D +bie’

Date: The planning simulation took place on"2& June 2008.

Site: The Polish planning simulations discussed the usix-area ‘C2y/ny-D-+bie’ in Cracow. It is one of the
city’s main development areas for science and w@dgtes. It is located in the neighbourhood of dieised
runway of an old airport, the polish aviation museis situated in the central part of the area, resdlential
uses exist in the northern part, offices and usitebuildings in the south east corner. The wiaska will be
developed as a mix-used area and will includeraajar development the Cracow exhibition and comfeee
centre (CECC), in combination with a hotel and apgling centre in the southeast corner of the drea.
detailed plans for the CECC are still under prefi@amaThere will be other uses like additional offs, an
university swimming pool and housing.

Figure 3: ‘CzyWny-D+hie’ development site (source: Google maps; grapitUT)

Transport related problems: Site accessibility by car will be good due toethiadjacent main roads;
changes in planned public transport would offeraerconvenient service. Some bicycle infrastructsire
planned on site. There is some need for improvesregt no bicycle parking spaces are planned gsatigenot
required. Generally the city of Cracow plans toliaye the bicycle network and dedicates a separatgdi for
this task. Despite existing maximum parking stadddor Cracow (depending on building density), tinenber
of planned ground level car parking spaces is hégpecially for the new Cracow fair complex (130 ). It
is expected that within the current transport situracustomers will be highly attracted to use ¢heas main
transport mode and therefore congestion of thd loeal network is seen as a likely result (generataffic was
calculated with different scenarios).

Participants: Representatives from:

- city administration departments (urban infrastruetoffice; road & transport administration; Cracow
municipal administration);

- developer;

- regional road and transport administration;

- Cracow university (management & students);

- scientists (experts for transport planning, MMn#jaort psychology, architecture)
- local district / quarter council (inhabitants), and

- bicycle federation.
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Agenda: The main part of the planning simulation dealtwifitegration of sustainable transport modes (not
only car & car parking spaces) and MM in the buitdpermission processes. It focused on the major
development CECC and discussed the idea to usedvi®ldiuce parking spaces. Detailed plans for CEEC ar
still under preparation; therefore it is seen gead point in time to discuss the transport immdchis large
development. Points of discussion:

- legal framework & plans for Cxyny-D+bie, street-design, existing & planned transpdrastructure
etc;

- predicted transport problems and MM as possibletieni (e.g. examples from university’s travel plan,
example from Sihlcity);

- joint travel plan for university & CECC with measgrlike carpooling, real-time information, bicycle
facilities, integrated ticket for PT & CECC entrancar parking restrictions & charges;

- possible improvements to public transport (altéweatoutes for planned tram line, new bus line);

- legal aspects of suggested measures and instrufngintsium standards for MM to justify the
reduction of parking spaces), and

- extra support from public transport operator, sstigas for new services or tariffs.

Main findings: The suggested MM measures were accepted by ttieipants in general; however, the
implementation seems to be perceived as very diffio real procedures (financially, legally) withihe given
framework conditions. To keep the focus on theadiie development rather then discussing getenasport
problems in Cracow was difficult. Infrastructure asares were more easily discussed than soft measuheh
are a new approach and all in all not very wellwnoCarpooling and improvements for bicycles werren’
discussed in detail, but suggestions to improves@&vVice (especially the relocation of a tram limeriove it
closer to CECC) were welcomed, especially by plasyaad the PT operator. They also agreed that thereed
for a better integration of land use and (publighsport planning. Instead of discussing the rédocif planned
parking spaces, the possibility to use them ascaasional P & R station for big city-wide eventssviaund to
be more promising, especially by municipal admmaiste unit. The developer himself was mostly worgy
about freight accessibility of the trade fair binlgs, and didn't seem to be interested in accdigibi
improvements for customers or related MM meas\ascently the proof of accessibility is only recgdrin
regards to access to public road network. There@@mmon procedures how some of the costs fopalgic
transport infrastructure investments related to dewelopments can be shared with the developers.

The legal situation doesn’t support mobility managet and it is not integrated in any laws or retjoifs. No
definition of MM exists and the planning documetdsitain no possibility to include MM as a mandattagk
directly into the building permission process.|Stilere is some scope for negotiations betweewgithieand the
developer. There exist some regulations which affgrortunities to integrate MM.

The city’s spatial development policy allows sejtmaximum parking standards for reasons of traffic
congestion, environment, health, safety and antiguieings. Here, MM could be integrated as a sgato
cope with these tasks. The policy is setting thenfrwork for the future urban and transport develamrbut it
is not directly legally binding. Nevertheless thegglly binding) local spatial development plansaé¢o take it
into account, so it would foster the integratiorMil. Within the strategy, specific minimum and maxim
standards for each district of the city would hel@djust the number of parking spaces to the Isitadtion. If a
new development is likely to substantially increasfic on the surrounding road network (definitiof
standards should be integrated into the strategygvel plan should be required.

For bigger investments the environmental protecticincould offer an opportunity to integrate MMantrban
planning as well. To achieve this without chandimg law, some additional effort is needed. Thetgs
regulations can allow taking transport impacts extoeount as well and ask for mitigating measures.

Successul -evel Awareress Uampaigns
Fade 1717169 & mcbiny Maﬂcagérrfaml -:".:rataéies M a X




The new public transport act is currently undeippration and would offer a good opportunity to gnste MM
into some public transport standards.

Successul -evel Awareress Uampaigns
Fade 18/169 & mcbiny Maﬂcagérrfaml -:".:rataéies M a X




3.4 Slovenia — Ljubljana: green area development fo r university campus
(relocation of two faculties)

Date: The planning simulation took place on™df June 2008.

Site: The Slovenian case study for the planning simuortesiite is the new university complex which is attou
be built quite close to the city centre of LjubBafdistance ~3 km). The new green area developsitentvill
contain new buildings for the existing facultiescbemistry & chemical technology and computer Sonnfiation
science (FCCT & FCI). The two faculties will have @00 m2 floor space. About 330 employees are wagrkit
the two faculties and 3 500 students are matriedlaimilar numbers are expected at the new catogaton.
In future an additional new faculty for mechanieagjineering and a new technology park are plarméki
area as well.

Figure 4: University of Ljubljana new development &e (source: 4M architects)

Transport related problems: The calculation of generated traffic shows a mimmof 5 000 car trips a day
for the two faculties and the whole complex is extpd to generate much more traffic in future. Calyery low
number of parking spaces (~350) are planned witiéruniversity development. Parking permits willgieen
only to staff not to students, despite the incregasiumbers of student car-users. Additional parkipaces are
planned to be built in parking garages at the eddke university campus, but these will not bdthatithe same
time as the development and participants doubtaicktiey will ever be built at all. Therefore a higill over of
search traffic into the surrounding neighbourhadxpected. The existing public transport sensasoit
efficient and the stops are too far away to offeodyaccessibility (~450 m). Currently the closufeme existing
bus line is discussed. No footpaths are plannednoect the new buildings to the existing stops@mndite
infrastructure for walking and cycling is poor aslw

Participants: Representatives from:

- city departments (urban planning, transport plag@ind public transport);
- urban planning institute: landscape architect, mi&dransport planner;

- experts / scientists (university of Maribor: urb&atransport planning);

- developer and user: university of Ljubljana (inwesht management, faculties, technical adviser,
students);

- constructor, and
- ministry of environment and physical planning (&ggtlanning directorate).
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Agenda: Main scope of this simulation was to look for pbdlties for integrating MM into planning processes
and to mitigate the predicted transport problenme fbllowing aspects were discussed:

- legal framework & plans for the university develogmt

- introduction of MM, best practice examples e.gnfrAustrian & British university travel plans;

- problems regarding the development such as exp&etesport problems and discussion of reasons;
- suggested solutions: parking policy, PT improversecycling and walking, mobility plan for faculties

- discussion of transferability of the above mentabngeasures and how MM could be integrated into the
planning or building permission process.

Main findings: Most of the discussed MM measures are considerbd promising and potentially useful, but
are only seen as relevant if combined with hardsuess. A general lack of knowledge of the possiedi

offered by soft measures to solve transport problexists, probably due to lack of awareness obrination
about MM. MM measures are nonetheless considerad apportunity, an important element is the pakisib

to implement them in short term and slow down tloesening of transport problems. Generally the dismn
concentrated more on hard measures as they arefamitar to the participants. Additionally, withbu
improvements of options for alternative modes (sidoprecondition) soft measures which e.g. aimrtonote
their usage can not be effective or make no sereé a

Minimum parking standards are defined at the Iteal; Ljubljana sets them with respect to typeisé and
location. Some orientations for parking standarésgasen on national level; for two types of usessidential
and kindergartens) the construction by-laws sebnatide binding standards. Negotiations about catuthe
number are officially not possible, but in Ljublgs city centre a partial pay-off of can be arrahgéhe
expected search traffic and parking spill over framiversity campus requires the implementationasftmlled
parking in near by areas by the city. Other meas(e®. parking charges) could be realised by tiveusity
itself. Participants agreed that some kind of paglpolicy will have to be adopted. Possibly thid v done as
part of a travel plan (including criteria for albtton of parking permits). To set binding maximutarsiards for
parking, a national regulation or guideline is sasfbest solution in order to overcome politicaiimgness to
set limitations in regard to car users.

No public transport development strategy existd fabljana, routes and frequencies of lines aréngef by the
PT operator (city owned) mainly on an ad-hoc baSenerally there is hardly any integration of logddan and
PT development. Some integration could be achibyestate guidelines which would set PT access atalsd
for main traffic generators. Within negotiationsanarrangements seem possible, e.g. co-financirgnafw PT
line in exchange to reduce the number of parkiragep. Most of the participants considered the sitggeto
relocate a PT line so it would pass directly thitotlge campus would not be a good solution, whiajhtribe
due to the ‘bad’ image PT currently has. Presamrisfaeem favourable to all participants, and theyarator
stated that promotional discounts e.g. for firgirygudents can easily be realised by agreements.

Bicycle parking for new buildings is not mandatamySlovenia. Cities are free to set standards;ighilke case in
Maribor but not in Ljubljana. Construction standaait guidelines for bicycle stands, storage faeditike
lockers and showers do not exist at all. At theuest) of the users, architects included some bicstoage
facilities and showers, but these will be availdblethe university’s staff only. Problems with fifiging these
investments discouraged the architects to do tme dar students. The participants expressed gedetddts
about the efficiency of soft measures; thereforsmanfrastructural improvements were discussed.

A traffic impact assessment (TIA) should be subeditfor big traffic generators, but to ask for iaisthe
discretion of municipal administration or the Sloign Roads Agency. No standards exist; therefofiaidg
national thresholds for obligatory TIAs would belegane. To mitigate negative effects or cope witbdicted
transport problems, a travel plan is a suitabl&imsent. Participants supported the idea to produtcavel plan
for both university faculties. They also agreed thahange of location is an excellent opportutdtipreak with
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old habits (car use) and promote new (sustainatzle®l behaviour. There was less support for tlea iof cross
financing alternatives or the mobility plan fronrkiag fees; those will be needed for maintenance.
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3.5 Spain — Getafe: new development site for reside ntial use ‘Los
Molinos’

Date: The planning simulation took place off1& June 2008.

Site: The Spanish planning simulation workshop took @liacGetafe, a city close to Madrid. The new hogisin
district Los Molinos is located at the north-eastieorder of the city (distance to the centre lass t~4 km). The
whole development has an area of 125 ha. The naatropthe site is dedicated to residential use3(r&), here
about 6 270 accommodation units for 17 500 inhabstare planned. Some facilities for retail trguleylic
service and other commercial uses are planned lasTwi® motorways (north & east) and a regionalwaly

line set the frame for the development area, doske train & underground station El Casar inwhest some
commercial uses are planned.

[T1AN

Figure 5: Los Molinos development site (source: plaparcial - ARPEGIO-UTE, 2005)

Transport related problems: With regard to parking, minimum standards arergefiregionally and ask for
1.5 parking spaces per 100 m2 gross floor spabe twuilt inside the buildings. This standard wélsult in 9 159
parking spaces inside the buildings, another 2gic on-street parking spaces (without parkinghaggement)
are planned. In addition a P & R unit close totthé station will offer about 1 450 parking spabasfree. The
estimated number of trips generated by the newldprreent is 39 700 per day, ETT suggests a moréstieal
estimation which results in 50 000 predicted tpps day. No bus line is planned to serve the aed the
walking distance e.g. from the centre of the aoethé nearest train station is not very convenie@00 m).

Participants: Representatives from:

- city departments (mobility, urban planning, munaiprchitects, environment, traffic police, molyilit
councillor);

- regional land use solicitor and developer;

- regional public transport provider;

- national representative (transport department tidme institute of energy saving);
- consultants responsible for the detailed site adgraknt plan, and

- scientists / consultants from ETT.

Agenda: The preconditions for sustainable transport maaesthe integration of MM are not very good for
Los Molinos and the planning process is alreadypletad. The planning simulation aimed at takingep $ack
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and looking for measures that can be introducebédrdetailed site development plan. How and by wkonid
the measures be implemented, which legal aspezisngortant? A discussion of the possible rolehef t
investor was not possible, due to lacking partittipeof real estate agencies.

The following aspects were discussed:

- legal framework and plans for street-design, exis& planned transport infrastructure etc;

- discussion about what the transport situation wbeldike if no additional measures are implemented;
- discussion about possibilities to introduce MM epéarand

- possible changes, measures and instruments disc{vsisie short introduction of each measure):
mobility office, changes at public transport intesiage & new services, walking & cycling networlgffic
calming, parking management, car-free housingskaring, support for telecommuting.

Main findings: Participants believe that an early integratiomability needs of future users (all modes) in the
planning process would increase the acceptandeeaheasures suggested and make them present theing
whole planning process. Including the suggestedsarea in the general urban plan or the detailed sit
development plan could lead to a change in pretiondiin favour of sustainable mobility. Also artsport
assessment for new developments should includsaaport modes and should be better integratéukisite
development plan. The better inclusion of mobitigpects in the planning process and the suggesitgtbas

were generally accepted as a potentially impoitaptovement of the precondition for sustainablesgeort.
Regional legal regulations / conditions that canfivith MM (e.g. min. parking standards: 1.5 peretling)

should be changed or more flexibility should beegi¥o municipalities to cope with local conditions.

Cultural barriers e.g. in regards to bicycle usesmen as an important influence as well as awssesfe
problems on all levels. The developers and consirsi@re in general very flexible and can adaptidquito
changing (legal) framework conditions, with regerdicceptance of sustainable transport and MM, a
charismatic key person (e.g. mayor) is important.

Some suggested instruments and measures weresgiddnsmore detail, like establishing a mobilitfice at
the PT interlink. The office would be responsilide érganisation and planning of transport tasksHerdistrict,
promote car alternative modes, organise a car4pgaitheme or would plan infrastructure improvemenése
no legal barriers exist; the implementation cowddone by adding this task to the ones of theiagist
neighbourhood conservation association. But thisldvincrease the expenses for inhabitants who tmpay
for those services and the municipality would needssist in the start phase. To solve some tranppablems,
the station should be transformed into a real nméidal interchange where car alternative modes avbell
treated with priority. The site development plamsiot take this into account; therefore the acbdggifor
alternative modes would need improvements. Sontieeoplanned car parking spaces located at thestetiuld
be reallocated e.g. for safe, protected bicycl&ipgrfacilities. These improvements could be pdssitthen this
plan would be included in negotiations betweerPallcompanies. But the split of competences betweaéonal
and regional level in regards of PT investmentein as a barrier for an easy implementation.

A reallocation of space from on-street car parkimgvalking and cycling would also increase the dgyalf life

in the district (e.g. reduced search traffic). Tiadally the city aims to build as much on strpatking as
possible in order to face the increasing demarek parking could be given to car-sharing vehiclgsia the
centre area or to car-poolers e.g. at the P & Hitfaclose to the station. Some bicycle parkingsidered for
the new houses, but participants gave a higherifyrto walking, because cycling is not a commondeand
there exists no real ‘cycling culture’ within thigycor the region. To reduce parking spaces e.gdting
maximum standards seems to be a very new ideapardicipants, though the energy agency welcorheddea
and favoured parking management for the distridh strict monitoring. Usually the developers villild more
parking spaces per unit than required becauseibfitable to sell those together with the apartteelf no
national standard can be set, in a first step tit@n@mous regions could gain more independencettsush
standards themselves. Car-sharing has no tradéswell as car-free housing, therefore those iddese met
with greater scepticism.
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4  Working procedure within MAX WP D Working Stage * Simulation’

4.1 Selection of planning simulation sites

In a first step the countries in which the plannsigulations should take place were chosen. WPdixldd to
select those countries, where no or only littlegnation of transport and LUP or planning and Mbpil
Management takes place, i.e. Germany, Lithuanikrelp Slovenia and Spain.

Secondly a suitable case study (development sitegefch country was selected. To do so, some pnedef
criteria were set, which are similar to the Swisanaple of ‘heavily frequented sites’. In particuthe
development site must have significant predictadsport impact and it should be a medium or large
development in relation to the cities sizes. Ineorid minimise the potential barriers for discugssnitable
instruments and measures, some basic preconditah$o be met, like no green-field developmenunalr
areas or at the very outskirts of a city, or theegal existence of a public transport network witthie chosen

city.

Table 1: Selected case studies / development sites

. . . Type of ; Date of
Country City Site Size development Main land uses workshop
~110 ha technology park
Germany | DortmundPhoenix-West 40ha for. |ndustr!al mlcrolnano/IT- 11 April 2008
commercial | brownfield businesses & related
use services & offices
mixed uses
Lithuania | Vilnius | VELGA 135ha | ndustrial shopping centre, |1} o6t 2008
brownfield leisure, offices &
housing
mixed uses
exhibition &
other fallow conference centre,
Poland Cracow | Cagny-D+bie ~13 ha land hotel, shopping, 25 June 2008
university buildings,
housing & students
accommodation
~33 ha whole
area
. - University campug 7,1 ha ) Education
Slovenia | Ljubljana (FCCT & FCI)* construction | 9"€€N field university campus 11 June 2008
area for two
faculties
~125 ha residential use
Spain Getafe Los Molinos 61 ha for. green field mainly housgs, some_ 18 June 2008
construction schools, retail & publig
area services
*FCCT: faculty of chemistry & chemical technology
FCI: faculty of computer & information science
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Four of the planning simulation workshops took plaetween June and August 2008. The German workshop
was the pilot for the other simulations and toakcel in April 2008. Immediate after that date, therGan
example was presented at a project meeting, shalwaghole procedure, in particular organisaticartipipant
list, defined scope and produced input materialelsas first results from the discussion itself.

4.2 Analysis of legal conditions and defining scope of planning
simulation

Existing examples of how to integrate MM and LUReveaken from more advanced countries, where such
integration has a longer tradition. Good exampdeskisting MM measures were identified and sugatdse
studies selected. Case studies and regulationsErggtand and Switzerland were found especiallyulsbfit
also university or businesses travel plans froneiotiountries were analysed (e.g. Austria, Belgium).

Those examples were taken as a source of inspiretibansfer ideas and instruments to the resgectuntry
or they were taken as a more or less direct inmuttie planning simulations to look at the trareiféity into the
planning system or the building permission proaggshe selected country and city.

The analysis of the planning system (WS 1) incluadidst check of legal opportunities for integratiMM
and / or supporting measures into the selectedtidesinplanning system. This analysis built the ksround
information to define the scope and the programaah discussion. One aim of WP D was to suggest
theoretically suitable MM measures in the planrsirmgulation and to discuss how the integration cdngdd
possible within the existing framework. An importapiestion was also to discuss the defined barindesvs
and regulations or in other fields and talk abasggible ways in which they could be overcome.

The state of the local planning processes for éfected development sites were analysed in fudbtail and
some partners discussed the scope and prograntheithain stakeholders e.g. transport planning deyest or
the actual developer of the site prior to the datugeting.

Depending on the local situation, each partnemeelithe scope for the planning simulation indepatige
Some partners used suggestions regarding a chateygdi use plans and transport planning practiceake the
planning structure more conducive to sustainallesort and thus to MM (e.g. Spain). Some partilerghe
ones in Poland and Slovenia discussed also siniflaidasures for the planned development and the ager
the sites, which could be implemented by the depasido cope with predicted transport problems. [Bhal
building permission process and suitable regulatamd contracts were discussed as well, e.g. im&wey.

The scope and contents of the planned workshops aiscussed within WP D meetings (Leuven in Apdid2,
London in June 2008).

4.3 Selection and invitation of participants

All planning simulations dealt with real cases réfere most of the invited participants came fréw focal
level and were either directly involved or affectadthe development. The majority was from the juséctor
and belonged to different city departments, putthosport companies etc. Some upper level reprathesd
(planning departments) were invited as well ases@ntatives from special user groups (studentgcleic
association) or neighbourhood representatives. @myprivate parties like architects or consultants
participated, although the main developers weregie

Typically people from the local departments whicé gesponsible for land use and urban planningspart
planning or giving building permission were invitadd joined the discussion. Important for the disan were
the invited local (and some regional) public traovsjprovider, which participated in all cases.
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Where feasible, the actual planners who producedéimeral local land use or the detailed site dgwveént
plans were invited as well. In some cases theymieate) planning consultants like in Spain, imsothey work
within the cities' planning departments, as in Gamn

From the ‘private’ side, namely the main developeese invited. In Lithuania and Slovenia the maieaaof the
selected case study sites will be used and dewelopenly one developer; naturally each one wagddvand
participated at the discussion. In Poland, the rdaireloper for the CEC centre took part, but nobfathe
developers (expected are ~4) are already knowmeanbment. In Germany only some small developers ar
currently known to plan to build on Phoenix-Westfartunately only one out of this group (an arcttifevas
able to participate. In Spain, the land-promotet lamd developer was invited and took part, butatteal
building contractors (developers) or municipal hingslepartment weren't able to participate. In Rdla
representatives of cycling organisations were priese Slovenia and Poland student representatigetscipated
as well.

Higher level public authorities participated ontysome of the simulations, in Slovenia a represieetérom the
national level participated; in Spain the natiomadrgy agency was involved in the discussion.

4.4 Programmes and inputs for the planning simulati ons

The programs for the one day workshops were deeélafongside with the input material for the plaugni
simulations, which was presented or handed outdgarticipants. All participants received the paog prior to
the date of simulation. In Slovenia some smalles@eal briefings took place with each group of isgrants.
This was found to be very useful in discussingglaaned scope of the simulation and dealing wigh th
expectations of the invited persons.

All programs included an introduction round, shimgsentations of the MAX project and of the scopa @ms
of the planning simulation itself. In most coungridis part was followed by general information et obility
Management, to raise the awareness and knowledys #iis concept and support a common understariding
the following discussion.

Another basic and necessary input was the infoomatbout each site and the state of the planniogegs and
the state of the current development process.dpthasentations the focus was laid on the molzkyects of
the planned development and about the grade gjratien of transport and land use planning forgiven site.
Here the forecast of numbers of trips which willgenerated by the development and the number ohpth
parking spaces offered a good starting point ferdiscussion in all workshops.

Such background knowledge about the planning syatahthe status at the given site is needed tdvevo
participants, who are not (yet) directly involvedtihe planning or building permission process.dme planning
simulations these inputs were made by the respeptvticipants themselves e.g. cities planning deygats or
the main developers.

The predicted transport impact on the surroundighbourhood and other expected transport probleens
addressed by the MAX partners as well. This steptinaned out to be an essential part of the sinaatas
well, due to the fact that in most cases the mighiiélated aspects of the planned development andwure
transport impact on surrounding network were naistered or not discussed into detail before. Tthes,
situation like it would occur without a change lams built the starting point. In most cases MM mugas were
explained and ‘transferred’ to the local situatéond were presented as part of possible new sotuf@rthe
problems of the actual site.

Most discussions turned then to details about kaered development and suggested solutions. Depgodi
the country and the case study, the discussiorsfmclion various different aspects and includedipfieed
leverage points within the legal framework, exarmg€MM measures and planning instruments and iplies
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In general the planning simulation workshops offemegood mechanism whereby new ideas, solutions and
possibilities were discussed in an open atmospdretienore or less free from existing constraint® ififormal
discussion alongside existing cases supporteddtieipant’s critical but realistic appraisal okteuggested
solutions. They were free from pressure to prodgréain results and were good starting pointsifatifig
suitable solutions for the cases studied.

4.5 Country reports

All five partners, who were involved in the plangisimulation workshops prepared separate counpyrte
They described in more detail the planning framéwtite development site, predicted traffic and $pant
problems, scope, program and input for the disonsas well as results of the planning simulatiorshart
description about lessons learnt and recommendattrimproving the method were included as welle T
country reports are part of this document and eafobnd in Annexes I-VI.
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5 Main findings

At the WP D meeting in Ljubljana (August 2008), fale planning simulations were discussed. The main
findings resulting from country reports and thecdission are shortly described in the following isarct

5.1 Acceptance and transferability of instruments a nd measures

The general question of transferability from otpkrces or countries’ experiences remains — to taicer
degree — unanswered and can not finally be sohdnasuch a planning simulation workshop. To d&u
transferability seems to be more difficult when oepts, measures and legal details are not well kraovd new
to the participants. Nevertheless, the fact albaethere are good examples to be found is argggotint for
introducing these kinds of new solutions. Generdli and its measures are accepted by most paatitép but
the feasibility and direct transferability to theiwn country, town or development is doubted in yneases. One
reason for scepticism with regard to the transfétaland effectiveness of soft MM measures areghber
preconditions for alternative modes in most ofgbkected case studies, here the hard (infraste)ateasures
seem to be of greater importance to the particgpdithere no or only poor public transport serviceffered it
is hard to argue in favour of promoting such mo@ser measures, like car-pooling could be impleten
despite those poor preconditions, but the awarerfemsch measures and their feasibility seems tguite low.

New Member States’ participants seem to be espgc@lictant to accept solutions which are comirogrf
western countries, indicating that good practioenfthose countries could be a big step further tdsva wider
acceptance of mobility management.

A direct transfer is difficult due to differenceas(mobility) culture as well. Those differences expressed
especially related to bicycle use and bicycle payKacilities. In some countries bicycles are usarmeveryday
mode, in some they are not widely used or used Iynfinleisure activities. To ask for sufficientdyicle parking
for new developments is in some countries like Garyrincluded in respective laws and regulationan@ards
are seen as hard to transfer to countries wheyelbikare not widely used as every day transposansée.g.
Lithuania). In Getafe (Spain) some standards foyddé parking were discussed. Here one space tor fo
apartments located in the basement was seen asmaddes, a number and location which would not be
acceptable in countries like Switzerland or Germaigre not only the quantity but also the qualitpicycle
parking (ground floor, close to entry, weather potéd, secure, thief-proof etc.) are increasingdgussed and
asked for new developments.

Some partners stated that in their countries, dndas a great importance as a status symbol. Mesagtnich
aim to limit car use or car parking spaces areamyrcountries quite unknown and are seen to bewgrgpular
ones. Some participants doubted that such measordd be supported or enacted by politicians, ef/iris
accepted that these measures can be very suppiortigehieve a change in transport behaviour tosvéesis car
use.

The importance of cars is reflected in growing@anership and extensive car use in all Europeantces.
Countries like Poland and Lithuania are ‘catchipgquickly to highly motorised countries like Germgeor
Switzerland. Car ownership increased in all coestim the last 15 years (in some countries likBuania very
rapidly) as it is shown iffable 2and visualised ifrigure 6.
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Table 2: Number of passenger cars per 1 000 inhabitts for WP D partner countries (source: EC 2007)

1995 2000 2005 2006
Poland 195 261 323 351
Lithuania 199 336 428 470
Slovenia 357 435 479 488
Spain 360 431 463 464
United Kingdom 378 425 469 471
Sweden 411 450 459 461
Switzerland 457 492 518 519
Germany 495 532 559 566
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Figure 6: Number of passenger cars per 1 000 inhahints in WP D partner countries (graph: ILS)

To deal with the (negative) effects of growth intorgsation in order to offer a healthy and susthieglace for
living seems to become more important for Europex@w and in old member states alike.

5.2 Accessibility of sites

It was found that in most of the development sities,integration of land use and transport is oy \good,
especially the planned connections to the exigtingic transport network and bicycle or pedestrizutes are
in most cases of poor quality. The wider neighboods or major destination points within the citg aarely
taken into consideration when preparing the detale development plans. Thus mobility needs tfrkiusers
and the generated traffic are not taken into camatibn in planning process. It was perceived thany land
use planners do not seem to be aware of user aeddsmerging transport problems. Alternative mades
travelling, i.e. other than car, are normally raien into consideration. On the other hand therptanfor a
special site does normally not need to deal witth&r connections to other parts of the town,s8glom within
the scope and responsibility e.g. of the singke dévelopment plans.
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Here, the problem of poor preconditions for mopititanagement comes into focus. MM alone can neesall
problems of accessibility; a minimum of infrastnugt and public transport supply is heeded befodiiadal
measures that are based on information, promotidrcaoperation can be suggested. This is espetiaéyin
countries where public transport (infrastructutgy and organisation) is seen as the exclusisgarsibility
of the public sector.

This relates to the assignment of public and peivasks within the countries' planning system. RRrob emerge
especially where the public sector seems not @ tediable partner e.g. for providing the plannebljc
transport supply. In the Vilnius planning simulatithis seems to be the case: there the privatdajmreis not
willing to finance the solution of such problems(ibad public transport accessibility) becauskeafcity would
realise it's own plans, PT accessibility would betsuch a big problem. A strategy for and the imgletation
of a network of comfortable and safe pedestriantaogcle paths is also seen as a task for the wditle
Nevertheless the local connections to major detbing like train stations, main shopping areasifaity
consumer needs, schools etc. should be considengairbof the detailed site plan.

5.3 Parking standards

In most countries the parking standards for neveliggments are minimum standards. For those it mesgtms
to be a totally new concept to offer a reductiothmise numbers if other measures are implemensgteaid, in
order to minimise transport problems for new depalents and to encourage alternative modes. Thigmaas
discussed in all simulations. In most cases, thkipgiregulations are not completely under the llacdhority’s
responsibility, instead, these standards are shidgher level of government. In many German staes)e
flexibility is possible in order to take into acette.g. the local conditions like accessibilitypadblic transport.
Special cases are developments which are planneatdiee / car-reduced areas. Here the laws hage b
adapted to some local initiatives and a reductfomiaimum parking spaces is possible, if additiofmlvate)
contracts are closed or additional regulationssataip in order to guarantee to the city the lomaled for car
parking spaces.

In contrast to the other workshops, where high rensbf planned parking spaces were discussed agoa m
problem, the small number of parking spaces wasbttee main problems for the site in Ljubljana.rélea
small number of car parking spaces was acceptétnatie building permission process without angddion to
implement additional measures. This number willb@tsufficient and will not fulfil the expected dand,
therefore additional efforts are needed to coph thi¢ situation that no parking spaces will be labéé for the
students of the new university campus. To avoidaagive spill-over to the neighbourhood (searctiitr&f
parking) the need for implementation of additiomsasures was discussed and accepted during thergan
simulation workshop.

5.4 Developers contributing to MM and obligations o n developers to
implement MM

The suggestions that developers could contribugatimprovement outside of the development ares, @sne
in the UK or Switzerland, is generally seen asabfgmatic task which was not usually accepted bypifivate
party. Furthermore, in most countries this suggess not legally possible within the existing piémg laws and
regulations. Developers were, perhaps not sungigi not particularly supportive of being askegty for
measures that they do not currently fund. Howewespme cases, including Poland and Spain, itneted that
the detailed site development plan (DSBBYId, with sufficient political will, be modified to tpiire developers
to provide MM measures. However, this is percei@edisky, and leadership from higher levels ofegament
is required in order to make MM a more acceptedamdmon part of the land use planning and building
permission process.
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In none of the five countries an obligation existinclude MM into the planning process; but in tofsthem
there are some points within the planning processreveither the preconditions could be improve bt
could be negotiated with the developers on a valyrbasis. For example, in Dortmund (Germany),atexists
the possibility to negotiate the number of parkspaces required at a new development, to a celtaree,
between the city authority and site developer. Higrelocal conditions have to be taken into actand a
reduction of the number of spaces in exchangeh®atioption by the developer and site occupietturo
measures e.g. a travel plan could be possible.@uUgng as there are no higher level standargsplaligation
to reduce parking spaces and use MM instead wastegj e.g. in Germany. These kinds of solution®ahe
accepted as a voluntary and additional option tstiexy regulations. The main barrier seems to e &
competition between cities / sites for new develepts and businesses. The participants perceiveragst
competition between the cities and fear to weakeir tities’ attractiveness if they would oblige tlieveloper
to undertake additional efforts in order to minienisansport from new developers. Additionally thare many
open guestions about how to secure and guaranteecemmitments and about the monitoring of the
effectiveness of agreed MM measures. In Sloveh@atraffic impact assessment process is an opptyrtion
negotiate about accessibility improvements to ttes and not only access by car.

However, once again, the use of these “leveragagailepends a great deal on local knowledge alitigab
circumstances. Given that the simulations all steba quite low level of knowledge about mobility
management in general, let alone MM in the planipragess, then the research project MAX can have an
important role in enhancing knowledge throughoetEtJ.

5.5 Usefulness of the planning simulation workshops - method, additional
insights and side effects

The method ‘planning simulation workshop’ was getigrseen as a useful tool from both sides; from B/P
partners as well as from workshop participants tecommended by all partners as a useful towittoduce
and raise awareness about new concepts like moiriihagement and to discuss the integration of kit the
planning process.

One main advantage is achieved, if a good sampdéfefent parties and participants is invited aakks part in
the discussion. New ideas and solutions can bepted from a more or less neutral position (exparts
scientists who are not involved in the actual plagmprocess) and are discussed with views, opinamasknow-
how from various angles. In all countries the garints themselves stated, that in their normakimgrpractice
there is a lack of such discussions, where thelpeopolved in land use and transport planning €athange
opinions and discuss some open questions for amlazse together with other affected partiesdigeelopers,
public transport companies or user associations.ofen atmosphere of the planning simulation tatdd this
exchange, while other more formal public consustadioften lack such atmosphere e.g. when theyharmain
occasion for formal objections from private parties

Such a meeting can also be a novelty for peopl&ingiin different departments of the same city. 8ahthe
participants stated, that they miss such an oppibytto exchange arguments and discuss matterskete.g.
the mobility and the urban planning departmentseéms that sometimes those departments (or tidedect
as competitors and not as colleagues, so theyemieus of each other and seldom exchange ideasudh a
more informal workshop, which is organised by adlparty, they have a chance to interact with araleer
more easily.

Such a round table discussion is seen as a goauftapfiy for the real case studies as well: to labkiven
planning situations from different sides and ugerttore or less neutral place and occasion (the MAXD
partners were not involved in the actual plannfieglan open exchange about details of the planeamelging
problems. If all affected parties have the posisjbib discuss problems and barriers together, ntatysions
and plans can be better understood and can matg leasccepted.
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The real cases gave the opportunity to show hothimvihe actual steps in the planning processethes
possible opportunities to integrate MM, but alsaligcuss emerging problems, so that the discussioot too
theoretical. The possible effects of MM can alsavimre easily discussed by means of a real casg. sudirect
visualisation of changes for the development aedcettpected effects on transport was asked for byobthe
participants; this seems to be a good idea butdvordbably go beyond the scope of such a worksBome of
the most suitable MM measures should be selectettiéopresentation, but not too many should beudised if
the concept is new to most participants and the tershort. It was noticed that in such a worksadipst
impression about integrated land use and trangemhing and MM can be given. It can therefore fiomcas a
first step towards implementation.

It is important give all participants the opportiyrtio get to a similar level of knowledge. Herehars personal
briefing of the participants prior to the workshogn be a solution. At this meeting, information attthe scope
of the workshop, the concept of mobility managenmerthe current stage the planning process camdeaded.
In Ljubljana this procedure was found very usefutdpe with the participants expectation, espachkzicause
MM was mainly unknown to most of them. If theresismough time, the workshop could also be splibin t
separate sessions, but then it might get morecdiffio convince private parties to join the disios twice. A
good moderator, who has, in addition to communicaskills, adequate knowledge about planning and MM
plays a key role as well. In all workshops the miatte sometimes needed to remind the participantitatine
main points of the discussion to put them backrackt

In some countries, where the planning process was wor less finished, the participants said theylddave
appreciated such a workshop in an early or egshiase of planning. They see it as a good oppoyttmitiscuss
expected problems for new developments. In anegaiage, much can be gained from such an intéptrsary
open discussion and the possibility exists thatgtzould be adapted in order to minimise futurespart
problems and raise the opportunity to implement Efféctively from the first day the site gets intgeuln
Ljubljana representatives from public transportaseted the invitation and the informal discussiommas
opportunity to talk about emerging transport praisebefore they occur and be able to contributesolaion
before the campus will get into use (e.g. condoltedibout special student tickets). They see tleel 0é a better
integration of transport and land use planning,sbifgrmal procedure is missing at the moment.

An early integration would also avoid confrontingvelopers in the middle or at the end of a planpiregess
with additional requirements in regards to mobiligpects, which was rejected e.g. in Vilnius. Syupdstions
should be transparent from the very beginning amdtiben be discussed as early as possible withibuhding
permission process. In Getafe (Spain) the partitgpstated that they believe, an integration ietgian or city
wide (development) plans would be most effectiientany requirements would need to be integratézinar
level plans. This could be especially helpful igarls to acceptance of the new measures and ielgas (
mobility office, MM measures, separation of carkig spaces from the residential building — cenpiaaking or
limitation of parking spaces).

Within the workshops the participants discussedigpsite related problems as well as some impbatrer
problems, barriers and preconditions. Some legéihancial conditions (e.g. taxes) are not underdbntrol of
the local planners or politicians, but influenceidmns as well. Here an additional insight coutddained, e.g.
in Getafe, where the developer can gain a finatgakfit from building underground parking spadésre,
underground parking is not defined as usable spadaherefore need no building permission and ymeat is
required, in contrast to the space on above gréewel. The built parking spaces (usually two per
accommodation unit) are therefore sold togethehn Wie apartments, which is profitable for the depels and
is seen as one reason why the developers aretamsted in limiting the maximum number of parkemaces
for residential uses, but actually augmenting thedard.

The name planning simulation (German: Planspie} erasen to reflect the real case approach asawitie
idea to discuss possibilities within the plannimggess together with the participants. In some t@s) the
word simulation was used; this caused some imitatbecause ‘simulations’ are mainly associated wit
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computer simulations, traffic simulations or otleatculations of different scenarios and therefaised ‘wrong’
expectations. Thus one suggestion was to chang® i ‘workshop about mobility and planning’.

There were some unexpected but welcomed side gftéthe workshops as well. For example in Spaie, af
the participating planners is actually integrating idea of separating the parking spaces fromesieof the
buildings, a concept which is considered to helpetiuce the everyday car use. The representatitres of
national energy agency was very pleased with theudision and stated that such workshops coulddzefas
training sessions (the workshop was also presexgedgood example at a conference). In Vilnius the
participants decided to proceed with such meetioghscuss general mobility problems within they @hd
those for other developments in a similar way. jutbljana, the university is planning to implemeat® of the
discussed measures. In Dortmund a meeting betweerity and a developer was planned, now therérate
negotiations going on about a mobility conceptvgitalan) for one of the developments where thaitect was
present at the planning simulation. In Krakow téecation of the tram line seems to be a possésalt of the
discussion, and a concept of how some of suchpgoaheelated infrastructure costs can be relateghtbpaid by
a new development is currently developed.
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6 Summary of conclusions

This report has presented summaries of the plarsimglations and explained how they were carrietd diney
were a diverse set of cases but all shared the conttmaracteristic that they referred to actual moid
hypothetical sites the possibility of using thedahad been considered but all partners weretaliteentify real
sites for their simulations. The simulations adbared the characteristic that their participatitoand the
process valuable. From the process, some commadimdjs about the integration of MM into the builglin
permission process can be drawn, and these are atiseoh below.

Acceptance and transferability of MM to planning process

Generally, the MM concept and its general trangfiéitg were accepted by most participants, butfeeesibility
and direct transferability to their own countrywtoor development is doubted. Another reason fepscism
with regard to the transferability and effectiveme$ measures are the poor preconditions for atme modes
to the car in some of the selected case studiexif@ally;

New Member States participants seem to be espeoéilictant to accept solutions from western
countries, so good practice examples from the NMnselves could be a big step further towards
gaining wider acceptance of mobility management.

A direct transfer is also difficult due to differeas in (mobility) culture.

Some partners stated that in their countries, éindias a great importance as a status symboleto th
extent that they see this as an insurmountabléebarr

Measures that aim to limit car use or car parkipacss are little known in many countries and it is
perceived that they would be very unpopular.

Accessibility of sites considered

In most of the development sites, the integratiblaed use and transport is not very good - esfigdtze
planned connections to the existing public transpetwork - and bicycle or pedestrian routes anmdst cases
of poor quality. It was noted that link to wideeas and/or major destination points within the aity rarely
taken into consideration when preparing individsitd development plans and thus mobility needsitiré
users and the generated traffic are not takenciomsideration in planning process. In some casesjgtions of
future car traffic are made, but then nothing inalto mitigate the impact.

Parking standards

In most countries the parking standards for neveliggments are set as minima. For most of thesetigesithe
simulations found that it seems in the main to batally new concept to propose a reduction in ¢hmsmbers if
other measures are implemented instead, as a neeansimise transport problems for new developmainic
to increase the use of alternative modes.
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The role of developers in MM implementation

The idea that developers should include (and fieaMM as part of the planning process is (at prgsen
perceived to be a difficult issue for planners,céfieally because:

To ask developers to implement and contribute tiradly to wider MM measures (outside of the actual
development) does not currently occur and woultkedy to be met with much resistance

In most countries there is no legal obligationdewelopers to include MM within the planning prages
although, it is possible for voluntary arrangemeatbe made. For this to become more widespread

practice new regulations at a national level wddgle to be introduced, and local political knowledg
and commitment would also be required.

Usefulness of the planning simulation workshops

The planning simulation workshops were generaléwéd as a useful exercise by both WP D partnenslss
by workshop participants. Specifically;

They were viewed as a useful ‘tool’ to introducel/an raise awareness about MM and to prompt
discussion about the integration of MM within tHamqming process.

The value of similar workshops was identified torbest useful at the initial (early) stages of the
planning process.

Successul -evel Awareress Uampaigns
Fade 35/169 & mcbiny Maﬂcagérrfaml -:".:rataéies M a X




“Commercial / residential centre”. Territory in Glkb st. 2 plan, 2008
4M architects (2006). Competition entry for two nfagulties in Ljubljana. 4M architects, Ljubljana.

ARPEGIO-UTE (2005): Plan Parcial del Sector PP-8delo Urbanizable Sectorizado Los Molinos,
Consorcio Urbanistico Los Molinos-Buenavista, Coidad de Madrid

Diekmann, P. & Leppert, H. (1978): Planspiel undri@piel-Simulation in der Raumplanung. Text - Spiel
Literatur. Birkhauser Verlag. Basel und Stuttgart.

EC — European Commission, Directorate-General far§y and Transport (2007): Energy & Transport in
Figures 2007. Brussels: online available — lasess©2.11.2008:
http://ec.europa.eu/dgs/energy_transport/figurekipitbook/doc/2007/pb_3_transport_2007.pdf

Google maps: online available — last access 04008:http://maps.google.de/maps?q=Czy%C5%BCyny-
D%C4%85bie&ie=utf-8&oe=utf-8&rls=org.mozilla:de:affal&client=firefox-a&um=1&sa=N&tab=wl

MAX-MM Definition: online available — last acces4.21.2008: http://www.max-
success.eu/downloads/MAX_CRP_AnnexE_MM_DefinitinodMeasures.pdf

Website Projektbiro Phoenix: online available + é&sess 04.04.2008:
http://www.phoenixdortmund.de/de/services/downldfadss.jsp

Sucosssul |evel Awereress Campaigns
page 367169 & Mebility \Aaﬂager‘naamt Sratagies M ax




8 Annex I: Country report Germany

8.1 Introduction

8.1.1 Purpose of this report

This report presents the results of the third sfeporking stage (WS) Simulation: Execution of plarg
simulations in Germany. According to the WP D egsh plan by using a planning simulation, the pnktes

of the integration of mobility management (MM) hetprocess of planning of new or renewed buildamys
sites were explored in the context of concretegassch grounded within an actual planning contiexb
planning simulations took place in old Member StgtdS) (Germany, Spain) and at three in new MSV&ia,
Lithuania, Poland). In the reported planning sirtialathe process, how MM can be integrated intddinel use
planning and building permission was discussedast practice MM measures and supporting measwges w
selected and their transferability to Germany weaedysed.

8.2 Preconditions

8.2.1 State of LUP and transport integration

The German simulation site “Phoenix-West” is lodatethe county-free city of Dortmund and is pdrthe
Ruhr-Region of the federal state of North Rhine-Wealia (NRW). NRW is divided into five administia
districts. The regional plan (Regionalplan) for #tbministrative district of Arnsberg, to which ttigy of
Dortmund belongs, gives information about issudaid use planning (LUP) with regional impact. Doghe
scale the shown information is not related to elatst This is the responsibility of the lower-lépéanning
processes. In the regional plan the area of Phé#feist is classified as an area for commercial addstrial
use. The green corridor north of the developmesh@vn as a general free space of regional relevand with
the function of securing landscape and landscalpgererecreation.

On the municipal level, the local land use plard¢hkennutzungsplan) shows information about desgrnand
uses for the whole administrative area of the ¢itythe local land use plan for the Dortmund theaaof
Phoenix-West is shown as a special use area fqgrutpose of a technology park. Green areas arershew
public park, forests or areas for nature-orientedetbpment. The detailed site development plan
(Bebauungsplan) for the area of Phoenix-West givee detailed information and is explained furtimer
chapter 0. On the level of this detailed site deprient plan land use and transport planning are guell
integrated.

8.2.2 State of local (and if relevant regional and national) transport plans
as they affect this site

Transport issues are shown in the regional plan@sal land use plan as well. On the level of casmand
county-free cities, local transport plans (Nahverkplan) are set up in cooperation with the puioéiasport
purpose associations. The local transport planadasi@ll major points of the public transport (Ry¥tem.

The ‘mobility master plan ' contains the most impoit strategic future developments regarding atigport
modes and mobility matters in the city of Dortmuhicsets the framework for future development aredudes
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the issues of Mobility Management and sustainailesport, which are both mentioned and are supptosee
promoted by the city.

New brown field developments like Phoenix-Westmastly well integrated into the existing PT netwaflkno
direct services exist or if it is not satisfactomgw services and/or modifications on existingdiaee considered.
It is planned to introduce new bus lines and sess/for Phoenix-West step-by-step, depending on the
progression of the development. On-site, the difpartmund limits the amount of public available-stneet
parking spaces and sets quite strict limits tabihiéding of ground-level parking within the giveegal
framework for construction (Stadt Dortmund 2007%&se shapter 0).

8.2.3 Local transport data

The transport network of the city of Dortmund catsiof more than 100 km metro lines, another 111 km
railway lines, 1,814 km roads (incl. freeways) &d@ km bicycle lanes. The main railway station ife
international and national services as well aslland regional ones. There are several regionlavagistations
(Regional-, S-Bahn), closest (distance: ~800 niltoenix-West is the station at Horde district aaniihe city
offers a combined tram/underground system, theaecc'Stadtbahn’ (74 km incl. ~20 km undergroumd a
123 stops) and local and regional bus servicest{egiand planned bus service see chapter 0). Huere
304,651motorised vehicles owned by Dortmund ciszém June 2007 Dortmund had 587,137 inhabitants
(source: eMail contact with city administrationftd 9.07.2007; Stadt Dortmund 2008).

Week day modal split in Dortmund 2005:

mcar
| public transport 49%
o walk
m bicycle
O other

204 10%

Figure 7: Modal split in Dortmund 2005 - (source: bid. - graph: ILS)

In 2002 419 passenger cars were registered periiB@bitants in Dortmund (Stadt Dortmund 2007 bYhia
same year the average in Germany was 542 (WehlstistSches Bundesamt). Despite the high levebof
ownership, these numbers are still growing: in 3an2008 there were 599 passenger cars registeretDp0
inhabitants in Germany (Website Kraftfahrt-Bundeg§am

8.2.4 Legal situation

Sustainable transport and land use is one aim ashotigers of transport and land use planning pdidbut
only seldom finds its way into reality in a thordugnd systematic way. Land use and transport pigrigionly
partly integrated and other framework conditiong.(énancing of infrastructure, legal limitatiomgthin LUP
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laws and regulations) limit a more sustainable tbgraent. Another reason can be seen in the lagkvafeness
regarding alternative solutions within the city adistrations which have far reaching competencgeicisions
in LUP due to the principle of subsidiarity. Thetake of alternative or innovative solutions is oftamited due
to a lack of resources (economic, skills, knowl§dggewell. Higher level guiding principles e.g.achieve a
better sustainability are therefore quite oftenleetgd at the local level.

The minimum number of required parking spaces foydbes and private cars (in North Rhine-Westphalia
legally requested) is up to a certain degree aemaftnegotiations between the city and the dealegthin the
building permission process, as the local condstio@ed to be taken into account. In the end, theldger
needs to deal with a certain minimum number of ipgrkpaces. The number, place and design of théngar
spaces must be defined for each building deperatirtpe uses. Where appropriate, the number of pgrki
spaces which are to be paid-off must be definedoanke reduction of the need for parking spacestra
taken into account (e.g. good PT accessibility)y@fthis issue is finally agreed on can the bisilgipermission
be granted and the construction phase begin. Antiraent, there is no administrative rule in fordgch
guides/binds the city’s administration in their dé&mns but the former proposed a minimum of 1 paglspace
per 30 mM (usable) floor space.

Integration of Mobility Management is not supportgdmost parts of the planning system and instrasnien
Germany. There are some options where MM couldhtsgiated e.g. in the building permission processre
the cities need to estimate the number of requiselling spaces. Some states’ planning laws andatiaus
work more in favour or give more space for intetation than other (only Berlin has no obligatiorbigld
parking spaces for new developments). Dortmundpi®aeer city in NRW, which intends to use the opsi the
existing law offers.

8.3 Simulation site description

‘ 8.3.1 General information

‘ Location of the simulation site

The chosen site (Phoenix-West) for the planningukition is located within the city area of Dortmuiathout
5 kilometres to the south of the city centre.

.-'." ‘I'-':_-"' a7
PHOEMIX &

Figure 8: Position of Phoenix / Horde area within @rtmund city area (Stadt Dortmund 2006: 2)
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It is a brown field area where for about 150 yestie®l production took place, the first blast fueédochofen)
on the area of Phoenix-West came into use in 1862 former industrial sites are divided into twe re
development areas (Phoenix-West and Phoenix-Basty are positioned in close vicinity to the disticentre
of Horde. Both sites were connected via rail afeoinfrastructure and worked on different stepstael
production. The last blast furnace located in Phe@est was closed down in 1998; the steel mill
(Oxygenstahlwerk) in Phoenix-East was closed daw20i01.

After the closure of the sites about 200 hectdna} ¢f brown-field area remained for re-developm&he
revitalisation of both areas is handled in an irdéggd process and Phoenix-West is supposed to leegcoenof
the key future development sites in the whole RRégion. The re-development process is funded btage
of NRW, the federal republic of Germany, the Euapé&nion and the city of Dortmund. In September20®@
city parliament of Dortmund decided on the framewpolanning for Phoenix, in December 2002 official
notification for funding (10 million Euro) was carhed to start with the first construction stagegiwite
Dortmund project a).

Phoenix-See (Phoenix lake) located in Phoenix-&dkbe developed as a mainly housing and leisuea avith
some services and office buildings. It is suppdsdaecome a somehow ‘upper class’ housing areasand
integrated into the recreation area Emscher lapéspark (Emscher Landschaftspark, Begire 9, which
includes many different projects to revitalise tiver. The river Emscher is flowing at the northedge of the
Phoenix-West area and is currently being re-desigimeconnection with construction work for the niake

and in line with the regional plan and landscaplThe river valley is highly modified and wasdss a
dumping site for industrial waste for the last fd@cades. The small river itself still functionsrfphg as an open
sewage channel but is getting redesigned stepelpy st

Siackteml Harcs und Tl des
Emscher Lanctschaftsparis in
dier Gelsrmntirasshl PHOERD:
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Figure 9: Phoenix See as part of the Emscher landsge park (Stadt Dortmund 2006: 11)

Phoenix-West is located in close neighbourhoodvoféxisting recreation areas, Westfalenpark and
Rombergpark. The Westfalenpark is located cloghaaorthern river bank. Within walking distanceeét of
the trunk road) is the botanic garden RombergpEk. connection to these green areas is made mdaoki
green wedge/triangle.
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Figure 10: Aerial view Phoenix-West in June 2007 (\&bsite Projektbiro Phoenix)

Adjacent in the south of Phoenix-west is an exgsbasiness area with mixed uses, to the east dnere
residential areas and a school.

Type of utilisation of the site as stated in the detailed site development plan
(Bebauungsplan Hérde 253 — Phoenix-West)

Phoenix-West is also called ‘Phoenix technologkpdhne size of the whole area is about 110 hardbie

40 ha are reserved for commercial uses. The sp@t@adevelopment plan identifies most of it aseea of
special use: ‘technology park’ (Sondergebiet SOdhhelogiepark; see area number 1 in Figure 11illbe
developed as a business park; no housing is petdhithainly due to potential limit exceeding noigpa@sure).
On this special use area the land use is maintyictes] to ‘future’ technology industries, laboraés, offices
and start-ups. The area is designed for attrattiagches like micro system and nano technologresiyation
engineering, software development and other IT-$triles and corresponding services (B-Plan Vorerfjwur
(Stadt Dortmund 2007a)

Furthermore there will be some smaller servicespping and leisure/cultural facilities. Some forriretustrial
buildings are listed (heritage-protected) and diredecorated. The buildings are integrated irotesall
concept (e.g. blast furnace and gasometer).

Despite of the fact that the corresponding detadlezidevelopment plan (Bebauungsplan Horde 2580eifix-
West) is only just coming into force in 2008, partghe site are already developed (e.g. constraatiork for
the main road ‘Konrad-Adenauer-Allee’ and for th&Mfactory started in 03/2003). This is due toftet, that
the decontamination and restructuring of the aras split into separate steps to speed up the whole
redevelopment process. For all streets which agepéral importance for the accessibility (Ersdhliegs-
stral3en) a parallel planning procedure took plBgehe end of 2008 it is planned to build all bas@ad)
infrastructure and decontaminating and restrucguoihisurfaces should be finished by that time st areas
which are designated for construction (Stadt Dortch2004). One important reason why the redevelopmen
was/is organised in such a way is the (time-rastlicavailability of funding from European Uniom(p
possible until the end of 2008).
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Figure 11: Phoenix-West areas of different uses (&it Dortmund 2006: 9)

The Phoenix area development is also part of tbhetdind project’, which was created in 2000 forlohegwith
the overall economic structural change in Dortmasén imitative from the city and ThyssenKrupp At (
cooperation with consulting McKinsey). This orgaatisn aims to create good conditions for (and f)ste
new future business branches, in parallel it waksvell for improving the conditions for existingrapanies.
Dortmund aims to develop a former location of heendustry into a leading IT, high technology andiftics
location (Website Dortmund project b).

The city of Dortmund together with the LEG (LEG ldmsentwicklungsgesellschaft NRW GmbH) is respoasibl
for the Phoenix-West development and project oggitin, the contract for the cooperation betweercity

and LEG was signed in 2002. Most of the Phoenix{Vilesa is owned by the LEG. The city established th
‘Projektbiiro Phoenix’ as part of the business dewelent department to take over its responsibilifié®

project office functions as a mediator betweendnthkity departments, LEG and other third parties.

In 2005 the competence centre for micro-systemm@lolgy (MST.factory.dortmund) was ready for usés thias
the first new settlement for Phoenix-West. It is finst establishment of its kind and is desigretidlp business
start-ups to get ready for the market, but establiscompanies can rent offices and laboratory spaeell.
MST factory provides an equipment park; clean rdaaiities and advanced technical infrastructuréchitan
be used by the tenants. MST .factory offers merta(@ommercial) advice for the tenants and otheniing.

The MST factory is an initiative of the dortmunabjact.
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Figure 12: MST .factory (Stadt Dortmund 2006: 9)

In 2007 construction work started for the new oefftir production technology (ZfP - Zentrum fiir Puktions-
und Fertigungstechnologie) it should be ready sinsummer 2008 (topping-out ceremony took placé&'bof
March 2008). The floor space will be 5,000 squaeters with office, laboratory and storage / shedsrthe
tenants will have access to modern machinery. &ntboment there are four companies located at the e
ZfP is part of the technology centre Dortmund (TZPTechnologiezentrum Dortmund). The shareholdérs o
the TZDO are the City of Dortmund, Dortmund credstitutes, chamber of commerce and industry (IldKdl
chamber of trades (Handwerkskammer), Technical &isity and Technical College Dortmund (Website
Technologiezentrum Dortmund)

Both centres are publicly funded and are meantriotfon as business incubators for the site andnord. The
ZfP is built for material technology and surfaceheique, robotics and automation technology, sesgstems,
signal processing und measurement technique aswedllated services (see area numbergare 1J).

Estimated number of users (e.g. employees, residents, etc)

The estimated number of new jobs/employees worliitigin the re-developed Phoenix-West area is 10(000
forecast is available which shows any more details)

8.3.2 Technical description of buildings

There are several buildings already in use or smaler construction. The public funded MST factang #éhe
ZfP are amongst the first buildings on Phoenix-W&ke existing MST factory was constructed in tweps and
has a total gross floor area of 9,400 square medests website there are 16 companies listedm@asnts. The
MST factory itself employs about 5 people; the otmmpanies employ about 75 people (Website MST
factory). There are a number of ‘normal’ parkingeps on the factory ground, directly beside th&dmg. A
representative of the MST factory stated at theptebne (Briickelmann 01.04.2008), that he thinkisthey
have less than 50 spaces (but doesn’t know exastlywould need to check it). The ZfP is under totion,

it will have a gross floor area of 5,000 squarerewet

For the ‘Phoenix-Arcaden’ some private developBagener Architects and Dr. Hesse and Partner Grabd)
redesigning a former industrial hall. The compantsghe building and places an internal buildinthimi the
existing structure that will contain mainly officaed a restaurant in the entrance hall. The gtoes &rea will
be about 5,000 square metres.
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Close to the existing heritage protected buildMWgaéchkaue — dry/locker room, pithead baths) a nfieeo
building (by Warns-Léschmann + Partner) will belbuni a similar style (gross floor area 2,000 sguanetres).
Another new building is planned for offices andbdratory (by Freundlieb project development inpmyation
with architects Schamp & Schmalber), it will be-8abr building with a gross floor area of 400 sgranetres
on each floor. The offices will be flexible in sjzgepending on the users’ demands.

There is no official information about the numbécar or bicycle parking spaces for these buildings

Description in the detailed site development plan

The detailed site development plan gives a numbiguares, which give guidance in regards to the asd the
construction of buildings (sdeehler! Verweisquelle konnte nicht gefunden werderbelow). The allowed
uses are described in the text information for égpécial use area’ (SO). A dense built up argdaaned, but
some ‘pocket parks’ for recreation are mandatamgiuiding a pedestrian footpath (light green area) rain
water retention areas.

Important elements are: building lines (red lindgse to the main road), where you need to buildrh
building boundaries (blue lines), within thesestaries you are allowed to build. Building heigaisl total
sizes are determined by figures like:

1. GRZ (Grundflachenzahl) which set the permittecctoterage area;
2. GFZ (Geschossflachenzahl), which is the floor aetia;

3. TH (Traufhdhe), which sets the eaves height ofildimg. There is a general maximum height for
the respective parcels of land (orange areas) amicisnum height (TH min), which is set mainly
close to the main road (to guarantee an urban ape).

For most of the technology park, parking spaceoahgallowed within the building boundaries, extieps are
marked separately with St and red-dashed linesharglit is allowed to build commonly used parkapgces,
garages or other minor constructions.

Figure 13:Excerpt of detailed site development plaiStadt Dortmund 2007a)
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Parking spaces

MOBILITY CONCEPT PHOENIX-WEST

The regulations for building will make it difficuto build the required parking spaces on the saimengl as the
building, or at least not in the ‘normal’ and chesfpway: as open ground-level parking spaces pekiet
buildings. Instead there will be the need for ugdennd parking or (multi-storey) parking garages.

The aim of Dortmund city is, to come to a moderd ap to date transport regime within Phoenix-WAst.
intelligent mix of different modes should be acl@é\(motorised and public transport as well as ngctind
walking). Within the planning process the city ffeang therefore several possibilities to reduce flegally)
required parking spaces and communicates thistdekelopers and the users of the area.

The LEG and Dortmund city, together with the arettitand urban planning company stegepartner (wiofer
the competition for a Phoenix-West urban developrpéam), produced three guidebooks on energy, desigl
mobility. These books are more or less informatrimaents for advising developers which are intex@a the
site. The new buildings must be constructed inr@r@y saving way as stated in the energy guidebook
(Energiehandbuch). The energy saving obligatioratfhg, isolation, cooling of buildings) emergealnr
European funding. The buildings must as well bénia with the design guidebook (Gestaltungshandhuch

The underlying mobility concept for Phoenix-Weshaito (Stadt Dortmund, LEG 2008):

1. Minimising the investment for mobility
the number of required parking spaces should bémisad and the parts of building grounds
which are used for parking should be as small asipte.

2. Minimising the company’s mobility costs (operaticmsts)
a small number of built parking spaces minimisesrttaintenance costs. Furthermore there are
other costs for company mobility which can be misied as well.

3. Environmental protection
good organised company mobility will result in less traffic and is therefore a contribution to
environmental protection.

The mobility concept and the mobility guidebook er@arts based on experiences with the existiogritelogy
park close to the university campus, where the tdgarking spaces is a problem (Website Presée8tdt
Dortmund). A set of problems occurs in relatiortéo parking within the Phoenix-West area due tdfdlaethat
the existing space will be scarce and it will netdmssible for the developers to build all parlspgces at
ground-level parking on their own estate (Intervidgachmeyer-Isphording). The mobility guidebook cdfe
some solutions to this problem. The city offersieeo every developer on the topics of the guiddisp
especially on energy saving and mobility:

One aim of the mobility concept is theduction of the required amount of parking spacegminimum amount
required by NRW state building law). A reductiorpisssible (Stadt Dortmund, LEG 2008):

1. if the developer offers high quality bicycle parimfrastructure (the amount depends as well on
additional facilities like showers, changing rooteskers for drying clothes),.
If high quality bicycle parking (close to entrancegather protected, quality bike stands) is gifcen
5 % of the employees; 2.5 % of the normally reglparking spaces can be saved. Additional showers
or changing facilities can save another parkingsgterview Meif3ner);

1. if the company is producing a mobility/travel plam,if single mobility management measures like job
tickets, car-sharing for business trips or car imgoplatform for employees are offered and shown to
the city;
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2. if other measures like parking charges are plammedguaranteed.

The companies are not obliged to produce a molmttycept or a travel plan, it's a voluntary optidhe
mobility guidebook promotes as well the buildingaotomatic car parks on the companies’ estates as a
effective utilisation of the scarce space.

If there is not enough space to build the requraking spaces on their own estate or if the complmesn’t
want to build multi-storey parking spaces, Germampganies can generally negotiate with the citydpamt
planning department to pay off a certain amourgarking spaces to the city. In this case the compéihneed
to pay a fixed amount (Ablésebetrag) per parkirgcspwhich they can not build. The amount depends®n
location of the site within the city area, for PhbeWest this is 7.00Q The price is legally set by the city
council within a special city charter (in Dortmun8tellplatzablésesatzung’ from 13.02.2008). Thg
obliged to use the money in favour of the payingnpany and in order to come to a solution for paykin
problems. The federal state law gives the frameviarkhe allowed usage of the money (near by parkin
spaces, support of mobility infrastructure e.gybie stands at nearby public transport stations)

The city of Dortmund is earmarking this money fr&moenix-West developers for building / funding 2-3
‘central’ multi-storey car parks (‘Quartiersgaraear underground car parks in the Phoenix-Weshalteis
planned that the car parks will be built by privatenpanies and the number will depend on futureasheinThe
mobility guidebook gives design examples of what¢hr parks should look like.

Another general possibility is to put a buildindightion on another estate (‘Baulast’), which nolisnenust be

located in close vicinity to the own parcel of lafithe obligation to accept the parking spacesgstered in a

special register (as a future use on a neighbowstate). The detailed site development plan sliogvsstates

where the ‘Baulast’ will be placed; these estatesdadicated for future use as the above mentiondti-storey
car parks.

The whole procedure is part of the building permisprocess: the proof of fulfilling the requiredmber of
parking spaces permanently is one preconditiogétting the permit. The city of Dortmund is applyia new
system to estimate the usually required amountadfipg spaces for each new development. Normadly th
determination of the required number is made byukable’ floor space. Dortmund transport departinveh
determine the number additionally by the expecigmlvers of employees and visitors, thus a call eanith
many employees will require more parking spaces ghaormal office with a similar floor space ar€he
required amount of parking spaces will also take account the time or working pattern and the etgrbshare
of employees, who will commute as car drivers tmedo a sound and realistic estimation of the ad¢tatiic
and the actual need for parking spaces (Stadt Dodni2007a).

8.3.3 Accessibility of the area

The Phoenix area is located 5 km south to thecgtyre of Dortmund (sd€igure 8).

Car access

The Phoenix-West site has a good connection testtsting local and regional road network (§égure 14 and
is already accessible by car. The main junction3)(%ill be re-designed to fit to the estimatedurak of traffic.
The existing main roads are marked in yel" , the doted yellow line shows an optional road,clidould be
built later if the traffic volume exceeds expeaat. The B54 on the west side is the biggest naad the
southern direction towards the city centre andtivasseparate lines for each direction, it's estadahat about
60 % of the car traffic to and from the site wideuthis road and entrance side to Phoenix-WestBbHAds
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connected to the B1, which is showrFigure 8as the west-east motorway-like street which duisugh the
southern part of Dortmund.

The main on-site road (Konrad-Adenauer-Allee) isadly constructed and accessible from the wes{Mdodl).
At the moment there is no drive through possibiligm west to east. The other on-site romsis still need to be
built; the location of some roads will depend oa $ives of the companies’ estates.

Figure 14: Road network (Stadt Dortmund, LEG 2008:34/35)

Public transport access

EXISTING PUBLIC TRANSPORT

The nearest train station (local and regional 8gis the station of Horde and is located in tistridit centre (see
Figure 15. The closest stop of the existing metro line WBlRombergpark’, it is located about 1 km to thestv
of the centre of Phoenix. In the district centrédéfde which is located about 1 km to the eashefdentre of
Phoenix-West is another metro stop (U41). The imgsfumber 446== stops at the Rombergpark but doesn’t
serve the Phoenix-West area directly. It has aueagy of 10 minutes.

Figure 15: Public transport (Stadt Dortmund, LEG 2008: 38/39)
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PLANNED PUBLIC TRANSPORT

The most preferable solution would have been acdiegl bound service to Phoenix-West area, bubating to
a pilot survey, the construction of a train stofi mot be feasible due to high infrastructure c@std an existing
high service frequency. In addition, the alrealgrsdistances between the existing train stopddvbe a
problem (oral statement of transport planning digpant).

There is an option of constructing another metre (iU) which would serve the Phoenix-West area
directly. A dedicated track is included in the dethsite development plan, no buildings are allduvethis
area. Three stops are planned to the east thevtifed will continue underground to Horde centreeTh
construction is not directly planned as it wouldreatly have a cost-benefit rational which would afttow
additional national infrastructure funding andde expensive for the city alone. The constructidlhtve
considered again when the site is fully occupiakiing the city’s economic situation into account.

Itis planned to run two bus-lines on Phoenix-WksE number 47~ (5 stops on-site) and line number 445
B (8 stops on-site). A minimum service frequenc@fminutes is planned - when the site is fully qued it
could be increased to every 10 minutes (Stadt DottmLEG 2008).

Pedestrian and bicycle access

Figure 16: Konrad-Adenauer-Allee, separate cyclingpath (Website Projektbiro Phoenix)

The Phoenix-West main road is constructed as aelatd with separate pedestrian and cycling paths. T
pocket parks will function as connections betwdendn-site roads. Two squares are planned closegting
heritage protected buildings; they are reservegéalestrians, cyclists and probably buses. Exoepgh& main
road, there are no separate cycle paths planndtedPhoenix-West site.

As in the rest of the city area of Dortmund a ayglhetwork exists around Phoenix-West. In Dortmuhe,
existing cycle paths are often accompanied or coetbith pedestrian footpaths. This network hasgaml is
generally not constructed in a high quality wayeTse of the cycling network is a combination &suire trips
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(e.g. alongside the river Emscher) and everydayg tlongside main roads. The cycle paths alondgké&lbig
trunk road B54 in the west are not very attractiug, are the quickest way towards the city cergezqonal
judgement).

Figure 17: Combined existing and planned bicycle neork (Stadt Dortmund, LEG 2008: 40/41)

Dortmund city and Hérde district centre are witbircling distance.

8.3.4 Projection of generated traffic (Projection o  f trips per day generated
by the new development)

For Phoenix-West within the borders of the detadliée development plan there is a forecast of 34,00
motorised trips per day by the year 2015. The maaid network and adjacent junctions will be desigtoefit
this estimation, but the necessity to foster emrirentally friendly transport is stated in the imf@tion text for
the draft detailed site development plan. A mopitibncept was developed to cope with the amoutraéffc
and to mitigate the negative effect of car traffiés described in the chapters above.

8.4 Simulation description

8.4.1 Scope of the simulation

The simulation will concentrate on the actual gitraat Phoenix-West. At the moment several develent
stages exist in parallel. Part of the site is atilflergoing some decontamination and is not yelyréar
(infrastructure) construction. The central partthef area are already developed, the bigger paineafain road
(Konrad-Adenauer-Allee) is constructed and in usg @nnects the MST factory to the existing roattivoek
(west end). Some heritage protected buildingsaratéd here; two of them are recently renovatedhaadised
as office buildings. The southern part is used lassiness area.

The detailed site development plan is just abogbioe into force (mid 2008). In connection with detimated
traffic volume the plan places emphasis on the mé@dmobility concept and the need to encourageute of
other modes (especially public transport).
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One of the innovative parts in the Phoenix-Weshpilag process is the mobility concept and guidebsek 0),
which is meant to solve or reduce the predictettipgrand transport related problems in an innoeatiray (at
least for Germany): to offer the possibility to guce a company mobility concept in addition toabheve
mentioned traditional solutions. The discussioruf®s on this aspect.

Until now, this possibility for reducing the regedt amount of parking spaces is not used by thelalases, the
standard possibilities seem to be easier and nteetive (statement by city transport department).

8.4.2 Content of the simulation

Due to the restructuring process of the ILS thgioal date of the planning simulation had to betpmsed. It
was planned to invite the participants to the M&gtdry in Phoenix-West for a one day discussiore fiéw
date (11.04.2008) was arranged together with #resport planning department as our main partneityn
administration.

The idea to compress the whole building permispimtess into small steps was discussed, but ideeisied to
start with the given planning situation in PhoeWéest. The city already integrated the transportiader all
modes into the detailed site development plan atadthe mobility concept for Phoenix-West, so the
preconditions are rather good. The simulation fedusn the implementation process and on gaininiglibgi
permission and on the questions of implementingiitodng and financing company MM.

The main part of the simulation concentrated orpthiat in the building permission process wheredbeeloper
and the city administration are concerned withdhleulation and the proof of the required amountarking
spaces. The planning simulation concentrates auskéng the new possibility to use Mobility Managsnto
reduce the estimated need for parking spaces.

In order to transfer existing knowledge and goaatpice examples, the ILS produced a prototype ales
(ILS-Mustermobilitdtsplan), a document which shdtes scope and core content of a company travelgdan
well as the production procedure. The prototypedirplan is based on several existing examplesniK,
Germany, Austria and Belgium), but mostly uses Wreples and existing guidelines. This model plaumsisd
as an input, so everybody can see an example dfsuch a plan could look like. Another input is the
presentation of minimum standards for such a trphzad.

Using MM to reduce the need for parking spacesnduttie building permission process is a new ideat, ¢
why quite a lot of open questions exist. Minimurargtard (content), processes for monitoring, thethe
problem of the ‘unknown user’ (if the developer t&to sell the building, or doesn’t know the tersaydt) and
the problem of penalties in case of non-compliaorceon-effectiveness.

Another point for the discussion is the earmarlohthe money from paid-off parking spaces, herew n
possibility was discussed (proposed by ILS): Ushymoney to raise a fund for a mobility consultant(all)
companies in Phoenix-West. This solution would piip need a change of the state building code.olyty,
the pay-off money needs to be reinvested to sblegarking problem close to the given site, it @nty used to
fund parking infrastructure, but in some of thefdéeral states also public transport or cyclingasfructure.

The simulation was planned as a one day simulaflaning the invitation process it became clear twahe
private developers could only attend half a dagrafore the whole discussion was compressed and the
simulation took part from 9:30 — 14:00 (see 8.4.4).

A planning simulation can show existing conflictelaifferent interests in relation to Mobility Magement
between private and public parties. The ILS fundias a third party, offering possible solutionth®early
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integration of MM into the planning process. Ope@esfions about the implementation and legal pdiibi
exist, e.g.:

Is it feasible and desirable to be able to usecthgs money (Ablésebetrag) from paid-off parking
spaces for funding a mobility manager (consultadyjiser or coordinator)? This person would act on
behalf of the city to give advice for (all) partiedo are interested in the building project in Riige
West.

How to campaign the positive effects of MM? Howstwow to the developers the positive economic

effects (saving money if you don’t need to buildnasny parking spaces as normally required and you
save the money which is otherwise needed for maamee of the parking spaces) and the positive

image effects? What preconditions and circumstaaceseeded to see MM as a good prospect and
not as a restriction or barrier?

What would help the developer and the existing camgs to implement Mobility Management in
Phoenix-West?

8.4.3 Relevant MM measures to be integrated at the  simulation site

No single MM measures were suggested and discessegt a prototype travel plan.

8.4.4 Programme of the simulation

The planning simulation Phoenix-West took placel i April 2008 at the ILS and was conducted with joint
input from “MAX — Successful Travel Awareness andiiity Management Strategies” and the German jtoje
“Mobilitatsmanagement in der Stadtplanung”, it éelled this agenda:

09:30 Welcome and introduction of the participants
09:45 Input (ILS):

2. What does the planning simulation means for thepregects “Mobilitaitsmanagement in der
Stadtplanung” and “MAX — Successful Travel Awarenaad Mobility Management
Strategies"?

3. What is Mobility Management: what does it aim fehich are the measures, what are the
experiences?

10:15 Input (City of Dortmund):
4. State of the detailed site development plan andribieility concept for Phoenix-West
10:30 First round of discussion:

How Mobility Management can be implemented in addito traditional ways to reduce the required anmiad
parking spaces and in order to deal with the comyiganobility needs(and to minimise the effort feducing
the parking spaces).

Input (ILS):
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5. introduction of the prototype travel plan as a iigl@ssolution

Open questions:
6. Is this a feasible approach for Phoenix-West?
What can developers and companies gain? What aggositive effects?

What problems and barriers are anticipated /ane @gewhom)?

© © N

What kind of support would the developers and carigsmneed (technical advice, economical
assistance...)?

10. What kind of support gives the public transportraper DSW21? Infrastructure, services,
tickets and rates (tariffs), car sharing...

12:00 - 12:45 Lunch break
12:45 Second round of discussion:

11. What kind of minimum standards for Mobility Managemt should be fulfilled and
demonstrated to the city in order to justify thduetion of parking spaces in a legally
profound way (within construction law)?

12. What judgements have the participants about thgesimn to raise a fund for mobility
consultation for companies (using the money froid-odf parking spaces)?

13:45 Résumé / Conclusions

14:00 End of planning simulation

8.4.5 Who was invited and took part in the planning simulation?

In the Phoenix-West area different public and gavaarties are involved in the planning proceskhAve their
own interests and views about the area and abtemggort and parking. The ILS invited, in consuttatwith the
Dortmund transport planning department, the follmywrganisations / parties’ representatives to pakein the
planning simulation.

CITY ADMINISTRATION DORTMUND

The transport planning department of the city oftBwind can be seen as the main driving force fer th
implementation of the mobility concept for Phoeklifest.

Within the city administration the town planningd8tplanungsamt), architectural control (Bauordrsamgt)
and transport planning (Verkehrsplanung) departenard involved in the planning process in Phoenesténd
therefore were invited to participate at the plagrsimulation together with representatives forcgddasks like
development planning (Bauleitplanung) and jurislicssues for planning and construction (Baujyrist

Within the administration there are no employeexigised on or have explicit responsibility for Miity
Management. Two employees from transport planniagesponsible for the ‘Masterplan Mobilitat’ and
therefore responsible for those parts of MM whioh mentioned / planned there (Stadt Dortmund 20D4g.
local building authority (architectural control)dsncerned with every building project with the girof parking
spaces, and in this matter also partly concernéu MM.
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Until now, there exists no routine integration of/Mnto the planning and building regulations. Tlepdrtment
for transport planning stated that they think ipassible to better integrate MM into building lavike stated
above, this could be achieved by giving the poliitio prepare a travel plan and thus reduce tiaber of
required parking spaces (Interview Mei3ner).

The project office Phoenix (7 employees) was ird/iis well, it plays a special role for Phoenix-Waesd it is
part of the business development department ofriort city. The office has to take into accountdtiterent
needs of the single city administration departmantsin relation to Phoenix (town planning, arcttibeal
control, transport planning, environmental agenéyraweltamt). It has to assure the communicatiombeh
the departments and works in close cooperation M6 and other parties.

The city aims to handle the transport on Phoenixsdifea modern way. The mobility guidebook was (picet!
to achieve this. The guidebook was developed thr@ugegotiation process between several city degats
(town planning, transport planning, and busines®lbpment) and was produced in cooperation with LEG
the project office a voluntary integration of MabilManagement into the planning process is sugfitithe
private developer should not be confronted withag@ssary barriers; during the building permissi@tess,
the developers will be confronted with severalralidive solutions to proof the required parkingcgsaanyway
(Interview Hachmeyer-Isphording).

LEG — STATE DEVELOPMENT AGENCY OF NORTH RHINE-WESTPHALIA

An LEG representative was invited but couldn't taket. The LEG Landesentwicklungsgesellschaft NRW
GmbH (state development agency of North Rhine-Wedip) is the biggest provider of building land (Band)
for industrial and commercial uses in Phoenix-Wkss. working on behalf of the estate fund of thderal
state. The aim of the LEG is to sell all parcelaofl until ~2015 (Stadt Dortmund 2004: 5f). Paitthe LEG
(e.g. housing supply) were sold and privatiseduimeJ2008, but LEG Stadtentwicklungsgesellschaft Bmb
remains responsible for the development in Pho®Viest as it belongs to the non-sold 'public services
department.

DEVELOPERS/INVESTORS AND ARCHITECTS

To discuss open questions with the private sestof great importance to get an insight into thiaw about the
topic of Mobility Management and the suggestionssfdutions from the city administration and resbaA
spectrum of developers were invited: establishedpamies like MST .factory and ZfP (Zentrum fur
Produktions- und Fertigungstechnologie) and exgséind potential future developers (Architekten Sghaind
Schmal6er, Degener Architekten, Freundlieb mbH & Ki®) which are known to plan to invest into renangt
existing heritage protected buildings or plan tastauct new office buildings in Phoenix-West.

The companies aim at an economic solution for élgglired amount of parking spaces. The possibifity o
reducing the number of parking spaces by buildigé lquality bicycle parking facilities seem to berderest;
but further Mobility Management measures are ngiger yet. Instead of trying to further reduce émeount of
parking spaces, the developers tend to pay ofethasnbers, which can’t be build on their own estate

At the time, when the matter of parking spacesssused (during the building permission procefishao
information about the majority of the potential issétenants of the planned building is availatilerefore the
estimation of car trips and other mobility issugsdlifficult (or too much effort).

LOCAL PUBLIC TRANSPORT COMPANY DSW21 - DORTMUNDER STADTWERKE AG

The DSW21 (Dortmunder Stadtwerke AG) is an umbretzanisation for public services of the city of
Dortmund, the core business is the local publiocgpart service (bus, Stadtbahn and the suspendedraibat
the university campus called H-Bahn). For Phoenistythe Stadtbahn and busses are important. The
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municipal transport services play an important folea modern and sustainable transport systengead
services play an important role for successful engntation of Mobility Management.

ILS, ISB AND ZIR

The planning simulation was organised and run thithhelp of colleagues in the ILS who are working o
similar questions about how to integrate Mobilitphigement in the planning process. The ISB (inetftr
city engineering and urban transport) of the Ursitgrin Aachen is a partner of the German projeobNity
Management in urban planning. The ZIR will join diecussion as well (Zentralinstitut fir Raumplagun
Universitat Minster), they are specialised on plagilaw in Germany.
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PARTICIPANTS AT PLANNING SIMULATION

Institution Name

Architekten Schamp und Schmaléer Richard Schmaloer
DSW21 Dortmunder Stadtwerke AG Andreas Friedhoff
DSW21 Dortmunder Stadtwerke AG Lars Hirschfeld

ILS Institut fir Landes- und Stadtentwicklungsfdrsng  Dr. Ulrike Reutter
GmbH

ILS Institut fur Landes- und Stadtentwicklungsfdrsng  Janina Welsch
GmbH

ILS Institut fur Landes- und Stadtentwicklungsfdrsng  Mechtild Stiewe

GmbH

ISB, Institut fur Stadtbauwesen und Stadtverkehr bid® Brandt
MST.Factory Dortmund GmbH Dr. Heinz Briickelmann
Stadt Dortmund, Stadtplanungsamt - Bauleitplanung irgiBNiedergethmann

Stadt Dortmund, Stadtplanungsamt - Verkehrsplanung Andreas Meil3ner
Stadt Dortmund, Stadtplanungsamt - Verkehrsplanung Winfried Sagolla

Stadt Dortmund, Wirtschaftsférderung — Projektbliro ~ Konrad Hachmeyer-Isphording
Phoenix

ZIR, Zentralinstitut fir Raumplanung Cornelia Wale

ZIR, Zentralinstitut fir Raumplanung Dr. Susan @fels

8.5 Simulation results

The planning simulation took place in an open amhélly atmosphere. Phoenix-West as a developnitentisd
case study was introduced. The preconditions aspart and land use planning and the degree of thei
integration weren't discussed in detail, but thgutations set by the detailed site development plare
explained by the city and generally accepted. Theelbpment concept for Phoenix-West aims for a hjighlity
development and was approved by all participantsu@ problems like non-existent public transport
accessibility during the first stage of developmeate discussed shortly but in general the disounssicused
on the problems about how to implement monitor seclire MM (how can it be handled to become a sgriou
alternative to building parking spaces in ordeistive’ transport and mobility problems).
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Figure 18: Planning simulation at the ILS in Dortmund, April 2008 (photo: Simon Grotthoff, ILS)

8.5.1 Description of discussed planning and MM inst  ruments & measures

At the beginning of the planning simulation the cgpt of MM was introduced and some measures were
mentioned to illustrate the idea and possibiliGeM. The prototype travel plan was discussedras a
instrument to offer a strategic and well organiapgroach to company Mobility Management. Minimum
standards and questions of monitoring and evaluatiadhe effectiveness were discussed in geneuahd
detailed MM measures were suggested.

The mobility concept of the city of Dortmund wasdlissed as it is described in chapter 0. The toahsp
planning department offers to the developers ofelRheWest several possibilities to cope with thguieed
number of parking spaces. The developer can eaittestruct (all/part) or pay-off (some) parking sgadiy an
obligation to build the parking spaces on somedse®estate in close vicinity, or reduce the resginumber
of parking spaces if a company offers a mobilitpaept to the city and implements measures accdydibtil
today the ‘normal’ developer will either build aiquired parking spaces or choose a mixture ofitsiethree
options.

The main part of the simulation discussed the dffeeduce the number of parking spaces and ItSdnted
therefore the concept of a travel plan as a MMrimsent.

Main points of discussion have been:
Reduction of parking spaces — using MM

Use of money from paid-off parking (for the notlbparking spaces) for MM consultation instead of
earmarking it for central parking / multi storey garks as suggested in the detailed site developme
plan

High quality cycling parking and shower facilitie®re discussed briefly because they are already/use
installed at Phoenix-West and give a ‘bonus’ f& #stimation. The potential of high quality (cléseentrances,
weatherproof, well-lit and lockable) cycle parkifug reducing the amount of required parking spasedready
estimated by the city’s transport planning depantmer 5 % of the staff, 2.5 % less parking spaeasbe
built, in general one space is reduced addition#lly shower is installed as well.

As described above the public transport stopshvelbuilt in parallel to the development, the plahbes lines
will start/increase their services step by step (e At the moment, the local transport compan¥\23$ sees no

Sucosssul |evel Awereress Campaigns
page 567169 & Mebility \Aaﬂager‘naamt Sratagies M ax




possibility to start with a full service as long tagre aren’t more potential customers working loa gite. The
service for the site will start with a small changehe existing network: every second bus of tkistang line in

the south will connect Phoenix-West with the subvetgtion Rombergpark and the Stadtbahn and railway
station in Horde district centre. There is a liditamount of public on-street parking planned b&t key
leverage points are the private parking spaces.

Using a travel plan to reduce the required number of parking spaces

LEGAL BACKGROUND

The most important legal levels in regards to pagldpaces are the ones of the federal states dinel at
municipal level: The governments of the federalesta@et up building codes (‘Bauordnungen’) inclgdin
amongst many other aspects the framework reguafamparking spaces. The city administrationsadi@ved
to set up local parking charters for filling in thamework given by the relevant state buildingeadn NRW
they are free to set up a charter, but they daveho. The number of required parking spaces tvalopment
is estimated by the city administrations in theyesttage of a building permission process. In Damchthe
transport planning department bases their decmiregulations in state building code as well &ssite
development plan and gives allowance separatelgvery single building application. A local parkiogarter
was set up and can help by speeding up this process

Most state building codes allow a reduction of ieggliparking spaces in the case of a good pulditsport
accessibility to the site. In North Rhine-Westphaalie reduction in case of good PT accessibiligsgap to

30 percent. An exception is the state building cofdBerlin, where there isn’t any duty to build kisug spaces.
Berlin’s government has the opinion that developeghsbuild as many parking spaces as are realsdeel
without additional regulations. Some states allowauction in regards to other reasons than PTsaiukty: In
Hamburg and Lower Saxony this is the case if a @mpffers rebated public transport passes (‘joketis’) to
its employees. In the State of Hesse a reductipossible due to additional ‘special measures’ énatnot
further defined. City administration can interpttas in its own way. Therefore it looks like in Hesthe legal
integration of MM on the state or communal leveludbnot be as difficult as in other states; MM abhk
integrated as one possible interpretation/versfdspcial measures’.

BUILDING PERMISSION PROCESS

In Dortmund, an additional solution for reducing #aimount of required parking spaces has been intesi

The new concept of a travel plan was introduceddisclissed to give an idea how a strategic apprioach

setting up a company’s Mobility Management conaepild look like and what it should contain as miaim
requirements.

Developers on the site of Phoenix-West can settugval plan during the building permission pro¢esdmit it
together with the other required documents to ttyeadministration and then reduce their requirackmng
spaces by a certain number in return. The buildode of North Rhine-Westphalia (BauO NW) neithémvas
nor forbids this approach directly. For fixing MMeasures within the building permission processcityes
transport planning department sees a possibiligooidering this for each individual case (8§ 5LB8a&NW —
‘Einzelfallbetrachtung’). According to this paragha the amount of required parking spaces neelds to
estimated individually. According to the ZIR, tlisswhy individual solutions are admissible withimst part of
the building permission process. The need to déhlthve particular cases authorises the city te felivi
measures into consideration whilst dealing withebtmation of the number of required parking space

A travel plan would be submitted within the builgipermission process and the city administratidhhaindle
it as a small expertise. It will be judged accogdio the question: what degree of reduction of iparkpaces is

Successul -evel Awareress Uampaigns
Fade 571169 & mcbiny Maﬂcagérrfaml -:".:rataéies M a X




likely to be achieved? The suggested measuresthaweve a reducing effect on the need for parkpagss. A
basic condition is that the effect needs to beuatatl and be proven after a certain time. The fi@mns
department prefers an annual proof of implementadied effectiveness of MM measures/ travel plan.

It is not answered conclusively how to handle tlegltiction’ legally, what kind of construct is masiitable.
One possible solution is to defer (suspend) pattt@bbligation to build parking spaces for a dartene. This
is the case in Lower Saxony (Niedersachsen). A eamygan offer a job ticket and therefore doesnddht®
build a certain percentage of parking spaces agdsrit proves this measure annually.

ZIR stated that this option was once included engtate building code of NRW as well but has bdeished
in the year 2000. It was believed to create toohmadministrative work. Nevertheless, in their opimthis does
not mean that it is illegal in NRW to defer theydtdr a given time (‘Aussetzung der Stellplatzili.

Another solution is to first define the number afling spaces that will be ‘replaced’ due to thegasted MM
measures. Second this number will be handled gswbeald belong to the number of parking spacesdhat
paid-off to the city. Instead of paying the toted@unt, the company will not need to pay the mome\ttie
reduced parts at once. Instead, the payment willdberred as long as the company can prove théeexis and
effectiveness of the travel plan/ MM measures (&tung des Ablésebetrags). According to the transport
planning department this kind of construct willrnest likely chosen in Dortmund.

The transport planning department stated as watitHose solutions could legally be handled asrmab
‘beneficial administrative deed’ which works in &aw of the developers (‘beglinstigender Verwaltuktjsa
The suspension is then seen as a special advantdgedevelopers as long as they provide the pBath
solutions will bring along a relatively high amowftadministrative work to be monitored but wouldnéed a
change in laws and regulations. After coming irge there is usually no regular checking of the exgents
stated in the building permission, therefore pagldpace related agreements are not checked asivell.
building permission is given once, but might beaktesl again e.qg. if changes in the building’s use ar
announced. Despite of this, the city administratigrees to perform the additional work needed fiecking the
implementation of MM measures for the pilot projecPhoenix-West.

WHAT KIND OF AGREEMENT IS NEEDED TO INTEGRATE A TRAVEL PLAN INTO THE
BUILDING PERMISSION PROCESSES?

One solution could be a commonly used collate@ist (Nebenbestimmung -side agreement) which can be
placed like a planning condition (Auflage) and dedh certain minor aspects of planning permissibime city
administration doubts that securing travel plansising a ‘simple planning condition’ is possibléRzand the
transport department of the city of Dortmund indtbave the opinion that it is possible to do s@oAdition can
be placed for developments with a low amount otiegl parking e.g. students accommodations. Thditon
includes the duty that additional parking space&ha be built if there is a change in use or agxpected high
demand for parking.

Another solution is the more complex ‘urban plagnéontract’ (‘Stadtebaulicher Vertrag’). Accorditgythe
planning department, agreements for monitoringrtiggementation of the travel plan and agreements on
consequences in the case of not fulfilling it, cab be legally secured within normal building pessidn. Here a
separate contract may be the best solution. Thedasdevelopment department is sceptical and tdisnthe
idea of a separate agreement. They state thatithargreat danger that additional contracts aga as a barrier
by developers.

HOW CAN MM MEASURES BE MONITORED WITH REGARDS TO THEIR
EFFECTIVENESS, |.E. HOW CAN THE USERS PROVE THEIR ACTIVITIES IN MM AND
THEIR MEASURABLE EFFECTS?

Successul -evel Awareress Uampaigns
Fade 58 /169 & mcbiny Maﬂcagérrfaml -:".:rataéies M a X




Examples of the minimum requirements of UK ‘didtigouncils’ show that the developers are expecaiqutdve
the effectiveness actively, the user would havadive burden or obligation of proof (Nachweisgit It
includes implementing the travel plan as well as/prg the effectiveness of measures and reachmtptigets
included in the travel plan. Sanctions in caseaof fulfilment need to be agreed on and a contarsigmein the
company has to be announced as well. This molaitirdinator is responsible for the travel plan and
implements the measures included in the plan. Bogdso the coordinator needs their own budgete(tmd
money) as well as the support of the company’s gamant. Mode and frequency of monitoring and
responsibility for proving MM activities (company oity administration) have been discussed contakty.

The transport planning department sees a maingmolsl proving the measures in the long run. Thelibgper
or contact person for the travel plan aspectsdasdve the effectiveness periodically e.g. evargnby
conducting a mobility survey and analysing of tovs aspects. The city administration would theeathif the
contract or the planning conditions are fulfillddhe transport planning department predicts a prolalae to
current lack of regularly re-checking any condiiaiter initial planning application on the oneesahd the
need for periodical checking on the other.

The business department states that an annuatalptpve MM activities would be too much to ask &od
therefore doesn’t see this as a promising apprdabhilding applications including a conditiongsanted, this
should not automatically release an active burdgmanf, because this additional administrativek tasuld
have deterrent effects. ZIR instead has the opitliaha burden of proof is the only feasible pasitand
refers to other legal fields, e.g. in environmefdal where additional measures for danger preverdiccheck-
ups by the chimney sweeper are compulsory.

INDIVIDUAL SOLUTIONS

Individual solutions that are needed to produceiammement a travel plan won’t be attractive andkireg for
all situations and all companies in the same wég farticipants agreed that setting up a travel pid
presumably be interesting if the developer is atdfime time the user after construction. Other ggptidns for
taking up a travel plan could be companies thaicegk their business site to Phoenix-West or iftrapall of
the future users of a building are already knowthitime of building application and therefore sosarvey
about their (past) travel behaviour could be fdasib

Setting up a travel plan is seen as more diffifalit not impossible) for developments built forales especially
in the case of unknown future users. The businegsldpment department sees a barrier in legallyrgeg
additional agreements between the developer arateand if so legal successors regarding implanggent
measures and taking over the travel plan.

FINANCIAL BENEFITS

Conditions fostering travel plans are often relatétth cost savings for the developer. The cheapastion for
coping with required parking spaces should beastme time the most comfortable one for the uséis.
means that a travel plan needs to be cheaperddantiestor than building all parking spaces or pgyhem off
and this is seen to be more likely the case wigjgdi companies (and the duty to build a high nuralbgarking
spaces). The financial benefit of a travel plantfiar investor has to exist over several years asddhave be
an amount that is bigger than the costs for prowimg) implementing measures. The annual adminigtrati
expanse has to be on rational terms with thess.cost

A mobility concept as well as measures should tstgded to fit the users’ needs of the site and hae
accepted by employees as well as customers tddtieg. These are the preconditions for changiogitity
behaviour and securing the parking space redudtioably.
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According to the city’s transport planning depanpeetting up a travel plan will create finandiahefits for
the investor (mainly through saving money for bgyioonstructing and maintaining parking spacesphis
context companies should reach a certain minimas (svhich should be specified) showing if a trgvein
pays off regarding financial and expanse issuagri€ial benefits for developers have to be comnatedin a
more concrete way, as has to be, too, the posgitnliestimate these benefits in advance. At ldastosts for
setting up a travel plan and the manageable exganberden of proof stand vis-a-vis with huge sae
regarding building or paying off as well as maintag parking spaces.

Other than financial benefits didn’t seem to bgefat interest to the participants and their opirdibout what
they think that developers and companies would dimalvincing or how they would act in regards to itigh
management. The costs of producing a travel plaseen as an additional barrier. It might be higinéne
beginning where no benefits can be seen yet anpdabple question the outcome. There is a lack péeence
regarding a ‘normal’ price, timescale or contentraf plan.

Using pay-off money for funding mobility consultancy

The city of Dortmund will earmark the money theyl\get from paid-off parking spaces on Phoenix-West
support the construction of central parking, up toulti-storey central car parks are planned on gfie.

ILS asked the participants their opinion if it captable, feasible and legally possible to usertioney for
mobility consultancy for Phoenix-West developerl.agjreed that this use would be acceptable, tiye ci
wouldn’t see a problem in feasibility, but the leframework would need some changes.

In the state building code of NRW the use of thaneyois ‘limited’ to special tasks. It can eitheriumed for
additional parking, like central parking, if podsilin close vicinity to the development where theney came
from, or it must be invested in an improvementhaf &ccessibility by public transport or bicycle.

The idea was to create a fund and use the moneyrfability consultant for Phoenix-West. The depelis
would be supported during the set up and/or impitgaten and monitoring of a travel plan. ZIR pouhtaut
that the money must be used in favour of the deezlor the group where the money came from. Thigldvo
not be directly possible if the very first phasepadducing the travel plan would be supported. dies who
profit would not have paid their part yet becauseriumber of parking spaces for which the develapépay-
off is only defined later on in the process after travel plan is produced.

Another problem is that the use of the money iststrlimited for the set of special tasks by lafvprofound
legal expertise would be needed to check the pitissiio use the money for staff instead of infrasture (the
German word ‘investiv’ plays a central role here).

One option to avoid the first problem ‘who profithen’ is a variation: to use the fund for suppartihe
implementation of MM measures and the probably ewere difficult phase of monitoring and evaluatiiityis
would help to secure the reduction of parking spageich needs to be long lasting. It is formuladsdh
precondition to the building permission process tha parking space issue is solved permanentlgould even
be possible to use the fund area-wide for all caniggawhich pay into the fund additionally.

During the discussion the business developmentrtiepat stated that it might be a good idea if titg can
support the developers in the phase of settingtugval plan. While doing so, the city would pay tbe needed
consultancy or offer it within their administrativerk by the transport planning department. It Wwakeved that
this would help to push the process - maybe thiddcbe offered in a pilot phase e.g. for the fing travel
plans.
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8.5.2 Description of acceptance for Mobility Manage  ment

In general Mobility Management is seen as a usafotept and accepted by the participants themsdlves
particular the transport planning department seas & good additional option to the traditioned&d)
infrastructure supply’ and has confidence in tHeaiveness of MM measures. A travel plan as atrungent is
accepted as well, the main problems were seenanigiyular evaluation of the effects of measuret)en
monitoring of the plan and its implementation adl ag with legal successors, if the developer wamtell the
building.

The business development department / Phoenixqirofice itself accepts the approach as well legissa
(mental) problem in regards to their clients awassnbecause this concept and the advantages ofrbhba
(yet) widely known. This fact makes it complicatecconvince a developer that using MM is a goodgland
that they can expect benefits. They fear that thelbper will see MM as an additional barrier ia filanning
process (on top of design and energy consumptiguiagons, which are special for this site as wé@l)siness
development placed emphasis on their experienegéstmpanies normally are on the one hand intetésta
worry-free/total-care package in the content okjmay spaces. They therefore tend to build as maayrgl level
parking spaces as necessary and as close to the@nas possible to offer a convenient and safftcsupply to
their employees or customers. To propose to theldpers the possibility that they can build fewarking
spaces if they do MM, is therefore an unexpectéuatism and not easily explained. A long discusgioocess is
needed for communication of alternative solutiond @inancial) advantages. On the other hand tleldpers
are willing to discuss new solutions as well ifrhés not enough space (for cheap ground levelipgrior other
constraints and problems (e.g. at Phoenix-Westravbite history makes it extraordinary expensivbttibd
underground parking).

If only one single city or site is trying to deaitlvtransport problems in such a way (less parkipaces, more
alternative modes, use of MM) it is an isolatedliation. All participants agreed that as long asggeneral
standards exist (federal, regional or local) MapiManagement has to be voluntary and needs gamuqgiion
and communication. MM needs to be explained anchpted as an additional alternative which offersal r
cost-benefit to the developers. It is importanstert the discussion about the new alternativeeavery
beginning in the pre-application phase betweenIdpee and the city. The option to make it a mandatask
for every new development to implement a travehpgagenerally rejected. No one wants to come up wi
additional mandatory regulations given the exisfiagnework conditions, especially with regardstte t
competition between the cities.

The representatives of the local transport orgéinis®SW21 were in general the most sceptical pigidints
compared with the other participants. They very Imsge themselves as a bus and Stadtbahn provideotoas
a ‘mobility’ provider, i.e. they aim for customenho use the busses every day and don't see thegigse
between bike and bus as well as they don’t seehthnace that they could gain new customers in the tan.

Their statement: ‘what happens if we as a PT pengtipport MM and then the people cycle insteaasofg
our busses?’ The attitudes of the transport conggarary a lot, at the Darmstadt simulation the igubhnsport
provider was much more open minded and supportidettzere are several other city-owned local trarispo
providers which are forerunners e.g. in the caddMfand intermodal travel support (e.g. Bielefditlnich).

To make MM and the mobility concept for Phoenix-Wasuccess, some preconditions should be fulfilldx
participants pointed out that Mobility Managemespecially needs to offer a real cost-benefit todbeelopers.
At the same time good preconditions for all modesreecessary for the effectiveness of suggested MM
measures. Preconditions for public transport atevexy good at the moment, the existing Stadtbdbpssare
too far away for walking (distances of ~800-1000amjl the site itself is still under constructioniethmakes it
even more unpleasant to walk that far to the n@xst@ps. Therefore the local conditions must benakto
account: e.qg. it will not be effective at the beding of the development in Phoenix-West to basenbbility
concept mainly on supporting public transport geitig job-tickets to the employees etc). At themamt there
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are no bus services within the whole area. MSTofggbointed out that the employees ask for a good
accessibility both by car and PT. There are othecial conditions for Phoenix-West, it is for exdenmeant to
attract mainly skill-intensive businesses whichlarewn to recruit their staff from quite long dists. This
would mean that cycling will not play a major rale it's own but maybe it might become important in
intermodal trips. At the same time car-pooling ar-sharing could play a bigger role as in otheasr&lost
preferable, there would be a consultant who kndwesspecial conditions for Phoenix-West and woufdrof
some assistance to the companies.

PERCEIVED PROBLEMS AND BARRIERS

MM is still a new concept, especially if it is uskat new developments e.g. to reduce the numbezmfired
parking spaces. Therefore a lot of informationnpotion and consultation is needed to raise the exvesms of
advantages of MM. The business development depattimafraid that the quite high amount of regulas at
Phoenix-West might be a competitive disadvantagattoacting developers and selling the estateRlmenix-
West. They have the impression (from their expegeso far) that the restriction in the area regaydiesign
and energy saving are more easily accepted thaonémin the mobility field. Other development'®siwithin
the region don't ask that much from the developBrg to the far-reaching structural changes oRbbr-Area
there are a lot of brown-field re-development séesilable. Especially for ‘new-technology’ busises there is
a strong competition between the cities withinrdxgion as well as all over Germany.

Within the cities administrations normally no osesspecially responsible for these tasks and #murees are
scarce (a lot of German cities suffer householdstaints). Good awareness and knowledge about MM ar
uncommon, or concentrated around very few peopleimiransport departments. In the early stage leewjth
strong intentions are needed to start with pilofguts to integrate MM into planning.

MM is not mentioned and not defined in any uppeeléegal regulation or law. The lack of a legal definitioh
MM is seen as a barrier for a wider uptake. MM rsekedbe defined in order to be included e.g. ihtodtate
building codes as one reason to reduce the reqaimeaint of parking spaces (like it is in the cagé public
transport accessibility).

A barrier to use this new concept of MM in theestieveryday building permission processes for cedpthe
need of the required number of parking spacesaisthie city’s administration wants to be prepaadfie case
of failure of MM as well. They state that thereahe need to have some kind of fall-back regulatisnvell. In
Dortmund the discussion came back every now anithagahe case of failure of the travel plan orefselling
of the building (and the new owner doesn’t wantdatinue with MM / doesn’t want to take over thaviel plan
etc).

In many of the German car-free or car-reduced dgweénts there is an estate in the vicinity of thedes
where a building obligation (Baulast) is placedtfoe case that too many inhabitants will buy/owgirtbown
cars despite of the contracts they have signeefjfiat use is normally a (automatic) multi-storeyking to get
as much parking spaces as possible on one parbelproblem is that a parcel of land needs to heghiband
assigned to future use as parking. This land caretbre only be used temporarily for other actgtor uses. In
this case the financial benefits for the car-freadeholds are not as high as otherwise possible.

A similar aspect is covered by the question howattiginal negotiation results about the use of Mah e
maintained if the developer sells the buildingsharowner / tenant will change. In this case d ciontract
would need to be set up between the parties, moalfapproval is needed. A change of the ownerdoigsn’t
need a notification. The planning department ofdityeneeds to be notified of a change in use eftthilding
only; at this point the number of parking spacesdseo be checked again and sometimes needs thusteal.

In Germany there seems to be a general lack afitado take over responsibility for a companyisedt and
indirect transport related problems (emissions, rooier traffic, traffic jams, freight transport, assibility to
site for all modes and social groups etc.). Acdityi to the road network and (sufficient) supplfyparking are
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the main points of interest and mostly looked dy amthe beginning of the planning phase, sometijob
tickets are relevant for bigger companies as well.

The duty of monitoring and evaluation of a travialrpand its effectiveness is seen as a difficutyvall,
especially for the pilot cities/sites because eflick of experience in the framework of Germansland
regulations (e.g. no prototype contracts availahleThe business development department is scepdiqalt
another ‘burden’ on the developers; therefore teagsefer that the transport planning departmakes over
the active part (and not to put a regular dutyrespnt the evaluation data on the developer’s .sid& legal
experts see no difficulty to put such a regulardiftmonitoring and evaluation into a side-contrathere
exists several situations where the company neefidfil similar requirements (e.g. for emissionects due to
environmental laws).

8.5.3 Description of other results

The existence of some small leverage points andrbpities in the existing legal framework and #veareness
of local transport problems allows cities to findaution of how to handle the use of MM in therpimg
permission process. But within the given (legadaficial and political) framework the use of newaapts has
some uncertainness and needs ‘brave’ people ity’a administration to test new solutions, desfiie existing
non-supportive laws and regulations. The (nonejvgtiess to take that risk can not be changed adfeday
discussion, but the direction how to proceed aerdethisting barriers can be discussed.

Transfer of knowledge and experience from otheopean countries proved to be useful and helpfthién
Dortmund discussion. E.g. the references to guidsland experiences of the widespread use of tpieves and
the discussion about district counties minimumdgeids in England were helpful to show the genesability
of these instruments and MM measures. The protdtgeel plan (ILS-Mustermobilitdtsplan) was a good
example of how to transfer the collected and tatesl information in a practical way. But no direct
transferability is possible due to differencesegdl framework conditions.

A change of the regulations about the proof of ssitdlity of the development estate (including efée
surrounding road capacities) to a real ‘transpogact assessment’ for all modes would help to endde
scope of planning. This could work in favour oftaiisable transport, e.g. if not only the given tstnd direct
surroundings are taken into account but the exjstatwork as well e.g. for the next train statiéthe main
destinations within an area (bicycle access torameshopping centre etc.). Therefore cooperatitwedsn
transport, development planners and private deeetoywould be needed.

PLANNING SIMULATION DARMSTADT (07.08.2008)

In Darmstadt, the cooperating German project “Mtitgmanagement in der Stadtplanung” conductechanot
planning simulation workshop. ILS joined forcesrtegrate the European perspective with the Geromas
and discussed the integration of MM into planniogd housing re-densification project. The partcifs were
all representatives of cities administration, g-otvned housing company and the local public trartsgion
organisation.
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Figure 19: Planning simulation in Darmstadt, August2008 (photo: Janina Welsch, ILS)

Most of the participants seem to be more sceptizal in Dortmund (some discussion had already taksre
and there is a will to test the concept). The tienadility of ‘foreign’ experience and knowledge svgenerally
doubted, especially in regards to the legal framrewla Darmstadt the architectural control was galhg very
sceptical in regards of setting up new rules agdlegions, mainly due to possible lack of legataieity. They
didn’t seem to see the need to find new solutiorthe existing transport problems. They saw notjmalc
possibility and no capacity to monitor such kindsiew regulations. Therefore those rules shoultebbie
avoided completely. Even so Darmstadt belongbdastate Hesse and has, as stated above, a sommattew
supportive regulation within its state building epthis department doesn’t seem to be willing testader any
new concept because legal certainty is of greatportance to them.

But to be able to use MM to reduce parking spaoasesnew arrangements and legal solutions will lesled.
The legal situation, where no obligation and nopguipto integrate MM exist, can easily be used &dlang-
argument’.
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Figure 20: ‘Postsiedlung’ existing (yellow) and planed buildings (red) (Stadt Darmstadt 2006)

The transport planning department is on the othaedHooking for new or additional options to dedhw
transport problems. Darmstadt is a growing city emnithe near future will need to deal with quitg bbnversion
sites (former military uses) in the south of thiy.cT here the existing road network has no freeacap and
other solutions will be needed if the idea to buiédlv housing districts should get a chance to hénpm
practice.
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The local public transport organisation was opend®ad and the city’s department responsible foripubl
transport as well. They were both interested e.gvelcome packages for new inhabitants’ which wessented
as a MM information measure by ILS.

For housing areas the same point in planning psiarigrocess is suitable as the above describetbone
business sites, they both need to fulfil the obiigaof building parking spaces for new developrsein
Darmstadt the discussion concentrated on a ‘falkbaption which includes an allocated space onave
estate on which a building obligation for futurelpag spaces is laid on, in case of failure of dthiginal
concept. This kind of ‘solution’ wouldn’t solve tlaetual problem: the housing company looks for an
opportunity to re-densify the ‘Postsiedlung’ arethaut needing to allocate as much space as normejuired
for parking. They look as well for solutions to &/@a second underground parking level. This woultkenthe
whole project much more cost-intensive. They warkéep’ as many of the existing tenants, but therseused
to low rents due to buildings being of a low standda

The housing company didn’'t seem to have a cleaun@®f what they are willing to invest or willirig
contribute to be able to reduce parking spacethéar new development. They would be willing to waevith
the city together but e.g. wouldn't like to be resgible for the travel plan (partly due to percdilack of
knowledge and skills and the fear of not being ablgidge mobility measures and their effects).ylbely had
vague ideas about what it could mean to activglyarinfluence the mobility behaviour of their tetiand the
other users of a site and to take over resportsilfdr mobility related problems originating frornetir own
development (even outside of the own estate).

Participants agreed that the concept of MM is atersid to be especially useful for Darmstadt in rég¢o the
new developments of the bigger conversion sites;Rlostsiedlung’ itself was not discussed in suglagdetail.
The process of taking MM as an additional concefat account seems to have only started and ndetbtai
measures were discussed, which would especialllgdirea.

The possibility to use existing or new parking gsafor mixed uses (similar to the trip-quota madeurich)
was discussed brieftly. But it was seen as too dicated to put obligations on existing parking sgmdt was
not discussed in detail if ior seen as a good goidor a new multi-use high frequented site.

AACHEN SIMULATION — STRATEGIC INTEGRATION OF MOBILITY MANAGEMENT INTO
CITY POLICY

In the city of Aachen ILS was not directly includedt could gain insight within a workshop, where th
preliminary results of the German project “Mobilgghanagement in der Stadtplanung” were presented (i
Frankfurt, June 2008). The simulation concentraiethe internal city administration and the strateg
integration of Mobility Management into the cityang-term / general policies. Different variationsre
discussed how to best integrate a MM concept iftam planning: make it compulsory for all new
developments, offer consultancy from city admimistm or come to an arrangement for (bigger) dexelents
through urban planning contracts.

Only recently Aachen needed (due to European emviemtal law) to produce an air quality action plan
(‘Luftreinhalteplan’), here the city joined forcesth the private sector, e.g. with the chamberahmerce and
industry. The chamber wants to prevent the ingtalaof a clean-air zone (‘Umweltzone’) for theycitentre,
they are afraid of putting off future developersl avant to avoid any discomfort and competitive dismtage
for the local economy (a clean air zone would ntéah old and polluting cars and lorries would netdliowed
in the city centre). The city promised not to itistaclean-air zone and the chamber has promisethfzoy a
mobility consultant for their client .
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8.5.4 Description of simulation as a method

The two planning simulations in Dortmund and Daadstvere both organised as group discussions alotul
development sites. They were a good opportunigligouss the new concept of MM with all responsible
departments and other third parties and gave @ghinsito existing options and barriers.

It could have been useful to have a short preparatieeting to discuss some points in more detatjifte the
participants more information before the actualudation). But this would increase the organisatdfort, and
probably would set an additional barrier (time a&ffdrt) in regards to participation.

Such kinds of discussion seems to be useful astavéthnsfer knowledge and give input from resefsgibnce
(or other cities/other European countries expedshto local participants.

A good starting point were the development siteslldwed the bringing together of many differeattfes to
discuss transport problems and solutions with hoa@se study in mind. Here the site in questionthedocal
situation can be discussed in an open atmosphecé. & more informal meeting (organised by a thady)
helped facilitate an open exchange of opinionsctvimost participants seemed to appreciate.

To bring all participants on an equal level of kiedge is of great importance, this is true for feavork
conditions and site specifications as well as fowideas like MM.

The participants seemed not to distinguish betveedinand hard measures, most tended to discusptren
problems more easily on the level of infrastructamel other preconditions. It is necessary to thksd on board
as well, to have a basis for discussing other mreasif a similar discussion is taking place eailiethe
planning process, the effect of the planned devetys and the importance of good transport pretiondiwill
probably become even more important. For a givien sicould be useful to have therefore severaitings,
depending on the progress of the planning andetesldevel of the question and possible solutions.

To start earlier in the planning process could tgiven the opportunity to ‘simulate’ changes acaugdo
different designs and measures; in the meetingsitbelevelopment plans weren’t discussed.

The role-changing part was not taken into accoutiése kinds of planning simulations, if the foumore on
the participants and educative side - to learn aiymlbility problems and solutions - this elementlddbe
introduced to support a change in awareness giriblddlems of the different parties.

Due to the local scope of the simulations, no seglgestions for changing the higher level regutativere
made. But problems, possible solutions and barfiers a practical point of view were discussed (endetailed
in Dortmund than in Darmstadt).

The planning simulation is a good instrument teegaw input for new possibilities and add a momerdacha
push in the direction to widen the view of the fmdpaints and to discuss different alternative sohs. It can
give an initial overview which can give the impettesgo into further detail and where to find sugpmnd
existing experience. A direct transfer for suggestiof legal changes is difficult, but barriers &nkrage
points can be detected and discussed from a pabptiint of view.
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9 Annex Il: Country report Lithuania

9.1 Introduction

‘ 9.1.1 Purpose of this report

This report presents the results of the third sfeporking stage (WS) Simulation: Execution of plarg
simulations in Lithuania. According to the WP Bearch plan by using a planning simulation, thesibdgies
of the integration of mobility management (MM) hetprocess of planning of new or renewed buildamys
sites were explored in the context of concretegasach grounded within an actual planning contiexb
planning simulations took place in old Member StgtdS) (Germany, Spain) and at three in new MSv&ia,
Lithuania, Poland). In the reported planning sirtiatathe identified best practice MM measures ampsrting
measures were selected and their transferabilitythowania and its planning system was analysed.

9.2 Preconditions

9.2.1 State of LUP and transport integration in Lit  huania
Strategic planning documents (important for tram§go Lithuania are:
strategies for some issues (like national econatnategy, City transport strategy),
strategies for some areas (like Vilnius countytetyg which covers lot of “activities”),

various feasibility studies, which often don’t had@ument status, these just complement documents
prepared before (like new development investmeajepts, visualisation before the detail planning).

Documents for territories planning are:

Comprehensive plan (CP) or so called Local Plan:(ttis one is most likely to be a spatial plan,
because it covers all areas (land use, socialsinfreture, transport and engineering systems, tapes
heritage, recreation and so on);

Special plans (SP) (these are meant for one opfwbove mentioned areas, e.g. special plan for
cycling routes, special plan for water-supply, $plggian for streets networks in developed areg;etc

Detailed plans (DP) (these are prepared only foceste site, with aim to receive building permissio
later on).

Strict rules for making transport plans don't exasall. These might appear on the level of spedtals, as a
key part of a CP (LP) or it might have the statfia strategy for a transport issue, but mostlgysljust in
feasibility studies for concrete towns (not sit8gansport planning isn’t statutory (like LP or s®i®P), that’s
why there are almost no transport planning tradgiim Lithuania.
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9.2.2 State of LU plan chosen for simulation

The conversion of a former industry zone to a rfurtitional area with commercial, residential andues
buildings, was projected in Vilnius City Local pland approved in 2007. A detailed plan “Conversibn
industrial territory “Velga” was approved in Mar2008. However, although the process of land usenptg is
theoretically complete, the project is at the téchlrconstructive designing stage with buildingrpession still
not received. New conditions for land use haveeshen produced so it is possible that the detplka may
be changed..

After the detailed plan was approved, there wegadebates amongst society and municipal represggads to
the impact of the development on generating nefficffiows and the negative impact this would hawrethe
social and environmental quality of the neighboadhsurrounding the site.

City, where simulation will be implemented

Vilnius is the largest city of the country. Accandito the 2001 census, the population of Vilnius is
approximately 580,000 people, which accounts fopéitent of the total population of the countryinitis
occupies an area of about 400 square kilometradizh 20.2 % approximately is developed and theaiader
is green belt (43.9% approx.) and water (2.1% apjprdhe historical centre of Vilnius, the Old Town
(Senamiestis) is one of the largest old town caritvdcastern Europe (covering almost 360 hectares).

Legal situation

There is one main technical building regulatiotithuania, which is the same for all areas (doesdtter if
it's the capital city or small village). The biggdisnitations of this regulation is:

Decision to limit parking spaces cannot be madéhbydeveloper but only passed by the Municipality
Council who have one parking policy for the wholanicipal area Politicians are therefore very loath
to change municipal parking policy;

Developers are unable to make decisions regarditggnéing public transport (PT) routes to the site;

There are no regulations for bicycle parking spaseshere are no mechanisms to “force” developers
to build them.
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9.3 EXxisting situation analysis

Site chosen for simulation

Figure 21: Red circle — VELGA site position in Vilrius context (source: Study “The influence of Vilkpees
— Miskiniu territory conversion to Vilnius transpor t system”, prepared Territory planning research
institute, 2008)

Figure 22: Red area ,Konversija“ — planned conversin for VELGA and other sites, Green area ,Zalia | —
Vingis" — biggest Vilnius park, Brown area ,Gyvenimas — Centras” — Vilnius city central part (source:
Vilnius Local Plan)
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Figure 23: “Conversion of industrial territory “Vel ga” (source: “Commercial/residential centre”.
Territory in G.Vilko st. 2 plan, 2008)

Site area — 13.5 ha

Area of shopping and leisure centre - 100 000 m?

Area for offices - 32 000 m?

Area for housing - 127 000 m2 (1850 flats)

Parking for 5340 cars (2090 for residents, other focommercial — administrative zones users)

The new development site, VELGA, lies between twigteng points - Vilnius Park VINGIS and the ExHibins
Centre. It lies close to the main arterial Viktreet, where there is no public transport seraied no
possibility to reach the site by bicycle or fobhe nearest public transport stations are a distahalmost 1 km
and while the neighbourhood is well served by jmuiphnsport, accessibility for users of the net® bas not
been solved.. In the Vilnius Local plan a new lioePT is outlined, although this would requireeawnbridge
over the Neris River. Traffic flows in the maineniil streets around the site are currently ab6004ars/per
peak hour. It's anticipated that after the VELGA/el®pment there will be about 4500 new residentsl800
new working places, resulting in apx an additic®@00 cars/per peak hour.

Planned solutions for VELGA accessibility by car, PT, bicycle and foot

When solutions for serving the VELGA developmentevdesigned it was taken into account, that by 2615
area will generate circa 2600 vehicles at peak hadrthe total load of transport infrastructur¢hie
neighbourhood area will be 2015 m. - 15270 vehiatgseak hour, an average increase of traffic hbw.5 %.
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The following solutions for tackling the projectiofgenerated traffic flow were designed (Ségure 24):

inner streets network;
extension of Gerosios Vilties street;
overpass for cars through Gerosios Vilties street;

paths for pedestrians and cyclists in zone of d$\exierside and connection with
+Eurovelo® network;

conjunctions from Laisves prospect;

[

approaches and widening for deceleration and aetila lanes form Gele inio
Vilko (main arterial street) and Gerosios Viltiese®ts;

underground pedestrian path;

reconstruction of part of Gele inio Vilko streetc@@rding to technical project).

GELTONA SPALVA PAZYMETA:

- VIDINIS GATVIU TINKLAS;

- GEROSIOS VILTIES G. TESINYS;

= AUTOMOBILIY KELIY VIADUKAS PER
GELEZINIO VILKO G.

UPES PAKRANTES ZONOJE IR JUNGTIS
SU "EURDVELO" TINKLU.

= JUNGIAMOSIOS GATVES NUO LAISVES
PROSPEKTO;

- PRIVAZIAVIMAI IR PLATINIMAI LETEJIMO
IR GREITEJIMO JUOSTOMS NUO GELEZ}-
NIO VILKO IR GEROSIOS VILTIES GATVIY;
- POZEMINE PESCIYJY PEREA;

- DALIES GELE2INIO VILKO G.
REKONSTRUKCIJA PAGAL PARENGTA TP;

TERITORNOS TARP GELEZINIO VILKO GATVES, LAISVES PROSPEKTO IR NERIES |
UPES DETALAUS PLANO SPRENDINIY |GYVENDINIMO SCHEMA (PRIEDAS Nr.1)

Figure 24: Solution implementation scheme (sourceStudy “The influence of Vilkpedes — Miskiniu
territory conversion to3 Vilnius transport system”, prepared Territory planning research institute, 2008)
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9.4 Simulation description

9.4.1 Scope of the simulation

The simulation will focus on a newly planned corsien in the former industrial zone VELGA in a very
sensitive area of Vilnius. In the detailed site@epment plan residential, commercial, public addhiistrative
zones are outlined. Moreover — about 5000 new pgr&paces are planned for permanent and tempatary s
users.

The main idea of this simulation is to encourageusation participants to return to the very begnof the
planning process and to discuss the possibilitptefgrating both mobility management measures @&wd n
infrastructure, if necessary, for a sustainablegpart system in site development.

The existing situation is not satisfactory everhaitt building a new attraction in this area. Taffows are
already at a peak, public transport isn't acces$drl new site users and there are no cycling -egteidn paths
for reaching the central part and other city zan&s.in new plan A large number of parking places@anned
for the new site, but no other measures are platmedcourage travel by transport modes other tiaprivate
car. Therefore the main objective of the simulagaercise is to discuss all transport possibiliteethe site and
mobility management measures to encourage site tsecthoose PT, bike or pedestrian travel to acces
VELGA.

As conversion of this site was outlined in the WilLocal Plan, no special preconditions for depels were
given at the planning stage. Instead the planvi@hbthe main building density, structure of siteefie are
indicated in the local plan) and existing plannémgl designing norms in Lithuania (for site zonipgtking
numbers, new entrances parameters and so). lathe pcal plan, some transport infrastructure cearfgew
multilevel intersection, detour and bridge, possitéw public transport mode - metro or tram) fas Hite were
detailed as well. So in producing the detailed maly a transport flows modelling feasibility studgd
assessment to the environmental impact were prépAsedevelopment of transport infrastructure & riamit of
municipality plans, planners are free to "igngressible transport problems, and need only beeroed about
providing substantial parking which is attractiveaabusiness element. All other issues must beddly the
municipality. This raises another problem — if thenicipality won’t implement their local plan salts (like
new bypass, new PT line), the developer will bedé&ine to deal with their accessibility problems.

So far, complaints about the prepared plan have lreeeived from residents of the neighbourhoodosunding
the VELGA development with many saying they werémade properly aware of its contents or implicadio
This dissatisfaction may contribute to the sucaddhe planning simulation as ‘publicity procedunegjuires
that if a plan is revised it has to be presentatiégublic again. Therefore, developers, planraerd, municipal
representatives have to be ready to provide araat to discuss some other possibilities to sérigesite in
terms of accessibility.

As the environment for sustainable transport plagiim Lithuania is really poor, during simulatidns planned
to look to MM integration through:

Feasibility to integrate some conditions for MMtie new development into the local city plan;

Implementation of MM measures in the developmeai pl

9.4.2 Content of the simulation

The main part of the simulation will concentratetbe point of the detailed planning preconditionscgss
where the developer and city administration haveetal with infrastructure and mobility managemeegsures
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at the site and the legal and negotiable waystégiate mobility related solutions into the plammnar building
permission process.

One of the most difficult tasks is to prepare aofehobility measures which could be adopted bytibe
planner and developer as necessary for this siteer@ise discussion about its integration into Litdight fail,
just because they wouldn't agree on the need ésetmeasures.

VGTU and VELGA planners input:

Highlighting possible transportation problems nigs@r site as new car trips are created as a redhie o
development and to show that there is no infrasiredn place to encourage site users to travel to
VELGA by transport modes other than the car. Arieraprepared study "Influence of conversion to
Vilnius transport system" will facilitate this.

VGTU input:

Possible solutions for solving future transportipdeons with new public transport and cycling
infrastructure measures.

Possible solutions for solving future transportippeons with mobility management measures:

Participant’s input:

To prepare to discuss:
What preconditions should be imposed on the deeelapd in what planning stage?
Changes in planning law (as representatives fromir&mmental Ministry will be invited);

Changes in permission to plan land use (as repisess from the Municipality will be invited there
will be discussion on the infrastructure e agredrbetween the developer and Municipality of the
developer to provide financial contribution towardew infrastructure and changes in the planning
conditions process);

Changes in the Vilnius Local Plan (as represergatitom the municipal enterprise "Vilnius planas”
will be invited) — discussing both the possibilitf/establishing mobility management measures for

newly developed areas and to determine the exdigatibns of the developer at this site and in othe
developments within the city;

What financial and administrative contributions aceeptable from the developer and investors
regarding the measures agreed him (especiallyeicdle of PT - how and when in the planning
process should public transport enterprises beuti@a® What level of funding is necessary for PT
development and what proportion should be paichbydieveloper and Municipality?).

9.4.3 Relevant MM measures to be integrated at the simulation site

More specifically the simulation will focus on tF@lowing MM measures:

Parking management - to accept maximum parkinglstais norms (in both national law and as a
municipal council decision according to change®imilding Technical Regulation”). Currently, the
following standards exist: minimum 1 parking spémeone flat, 1 per 25 frof useful administrative
area, 1 per 20-30 Tof useful shopping area etc., but these can beedsed 0.5-0.75 times by
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municipal council decision (for example: insteadhimium 1 per 25 fuseful administrative area —
maximum 1 per 37,5-50 Tuseful administrative area). These standards sBrbe accepted only if
other measures are also implemented such as:

Park and ride system — concentrate parking neantie city and national public transport
routes and offer parking at a reduced charge fusehravelling VELGA leisure, shopping and
administrative area;

Changing parking usage purpose — day time for carialeand administrative areas users,
night time for residents.

Appropriate supply of public transport servicesrr€ntly it is not attractive to use existing public
transport modes, the following measures will bewuksed:

New public transport mode or new route design ierdxisting mode;

Free shuttle buses from the nearest public trahspations to the VELGA territory (the
distance is approx. 1 km.).

As the VELGA site is situated near the river, tlkeséng embankment and Vingis parkas infrastructure
could be used by cyclists . The following measuviisbe discussed:

Internal cycling and pedestrian network with cortigecto the city centre (approx. distance —
4-5 km.);

Parking for bicycles.

9.4.4 Programme of the simulation
Date: 11 July2008

Place: VGTU, Sauletekio av. 11, 2504 a. Vilnius

9.00 Welcome and introduction of meeting purposk@articipants — Marija Burinski@n
VGTU
9.15 Presentation of simulation site — VEL@#s purposes, chosen place in Vilnius, relatiops

between developer, investors artiarties (municipality and community)Viadas
Mykolaitis, AKROPOLIS (site developer)

9.30 Presentation of simulation site — VEL@%hosen layout, historical changing of layout
changing and reasons, barriers met in differeninpliag stages)

10.00 Presentation of simulation site — VEL@&asibility study of possible transport demand
after site will be built up, proposals for solvifayecasted problems (new infrastructure
and reconstructions of existing onre)/ytautas Grigonis, VGTU.

10.30 Coffee break

11.00 Presentation of MM concdfpliefinitions and competencggjossibilities of integrating MM
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into land use planning proce&uropean experience)Marija Burinskier?, Kristina
Jauneikaite, VGTU.

11.30 Presentation of MM measures which could tegiated into the VELGA projeétising
good practice example;Marija Burinskier?, Kristina Jauneikaite, VGTU.

12.15 First round of discussiofis subject of discussion clear? Is presence afedv
representatives clear? First impressions of devet@nd planner, municipality
representatives and city politicians, law makerd &1 representatives) moderator
Marija Burinskiene, VGTU

12.45 Lunch Break

14.00 Second round of discussi@ee Participants input above):

- What preconditions should be set and in what plagistage? What financial and
administrative contributions are acceptable for theveloper and investors?

Moderator Marija Burinskiene, VGTU

15.30 Resume and conclusions

16.00 The end of simulation

9.4.5 Participants of the simulation

To the simulation the following companies and paubliministrations have been or will be invited:

UAB “Akropolis” — the main site developer V. Mykates. There are some other investors in this site,
but the main decisions and negotiations are maoedh this enterprise;

UAB “Parko investicija” — VELGA planners. Arch. Asadauskas (they organised preparation of
VELGA detail plan and traffic assessment and modgeleasibility study) — couldn’t come, but project
and process of planning was presented by a develepeesentative;

VGTU representatives, who conducted the above meadi transport feasibility study. V. Grigonis,
G.M. Paliulis;

ME “Vilnius planas” — municipal planners. V. ValakAuthors of the main Vilnius strategic and land
use plans, responsible for Vilnius Local Plan impdmtation.

Vilnius City Municipality, Urban Development Deparént. M. MiSkinis, S. apiene. Responsible for
the preparation of planning conditions for newssaed planning and building permission process.

Environment Ministry, Department for Land use plagnurban planning and architecture — responsible
for planning norms legislation, authors of projdotsminister prescripts related to legislatioruiss.

ME “Public transport services”. R. Gerasimoviene Avitanavicius — enterprise responsible for
organising passengers carriage by public transpaid, parking, PT users exemption etc;

VGTU representatives, responsible for planning $tien. M. Burinskiene, K. Jauneikaite

Vilnius City Council — V. Avin.
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9.5 Simulation results

9.5.1 Description of discussed planning and MM inst

ruments and measures

The results of discussed MM measures (describetldapter 9.4.3) are presented in following table:

Measure

Existing planning instruments

Changes needen planning and legal basis

Other barriers hindeing implementation of
proposed measure

Parking
managemen
(maximum
norms, Park
and ride
system)

Since 2008 01 Building technical regulation
1 (further BTR) allows the acception in each

municipality of some restrictions for number g
parking places in the city centre and
surrounding area. Existing minimum standard
can be decreased 0.5-0.75 times (see chapte
9.4.3) but anyway it wouldn’t be maximum
standards, in that case the same minimum

for the whole country, but the above describe
decisions can be taken by a particular
Municipality Council. If the council would
support such decision it would be obligatory f
the whole central part of the city (delineated i
local plan or other relative document).

The same BTR regulates norms for giving
planning conditions. These are the very
minimum, even if Municipality and developer
agrees on reducing the number of parking
spaces it can’t be less than described in the
BTR. A few years ago it was proposed that th
law was amended so that parking standards

standards would be lesser. BTR is the regulation

At least 2 changes are necessary in national
Building Law and BTR:

=2

1) Parking standards at national level should tak
the form of recommendations for municipal
(local) decision makers. To supplement this:

S

=

the BTR should contain some concrete date
and responsible authorities stipulated for
" preparing particular standards for each municig
territory. These concrete standards might solve
not only parking, but e.g. PT accessibility and
; frequency, cycling standards etc.

D

L or to create a mechanism for the decision tg

made on a case by case basis.

Generally changes have to be made first of all at
national level. Later on it might be regulated at
local level, especially since there are only fetiesi
in Lithuania, and the rest of urban territories are
small towns and villages - practically such chang
ISvould raise lot of “problems”. Such changes are

The park and ride system was well known by
transport consultants, PT and municipal
representatives. Everybody had heard about it b
Bnone of them were overly keen on the idea. The
same reaction was given to all measures not
proposed by themselves. “It's too early for
measures like that in Vilnius” said municipality,
although they have already planned P+R locatio
in the local plan and two of them not far from

developer claimed that Vilnius is too small for
using P+R. The argument was: who would like tg
drive a car for 10 minutes, to wait 10 minutes for
g and then make a trip by foot and PT for anotf
15 minutes if he could do his trip in 15 minutes
only by car or 30-40 minutes only by PT. P+R
would only be an advantage to visitors to Vilnius
guests.

The developer said that he wouldn't like to pay e
ofor PT tickets (used by passengers who left thair
ntht P+R and got to the development place by PT

any other innovative M measures). The develop

elga territory. Municipal representatives and the

ns

er

really feasible for Municipalities with poor
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were set by each municipality, but it was not
approved. (However, in some cases
Municipalities have been able to change this
regulation and the developer has to accept th
changes or face long delays in gaining buildin
permission.

In Vilnius each developer has to pay the
municipality for each new parking place and
therefore the Municipality has no incentive to
reduce parking due to the revenue raised fron
There is no national law governing
infrastructure to state the developers obligatig
to the Municipality, it is more a case of
negotiation. There are no clear mechanisms f
determining developers payments to the city.
All participants agreed that such a protocol
should be developed. Park and ride stations 3
designed in the Vilnius Local Plan, but it
doesn’t obligate the developer to build or to
support it.

awareness of mobility management. If developin
local standards was obligatory the necessary su
required to do so would be very costly. A possibl
esolution would be for developers and planners tg
gconduct a parking feasibility study with a view to

favour maximum parking spaces to make their
investment more attractive.

2) Maximum parking standards norms. These
n it. norms can also be recommended in national |
and later solved at local level. During the
simulation it seemed that participants had not
considered this an option and deemed it
irrational.

ns

or

are

gsaid that they invested too much into this

daevelopment so they really wouldn't like to be

e“pioneers” and to invest into such innovative ttEn
which are not really profitable. The main argume
for this was that they have justify every measwwre

reducing parking although developers are likely tfoprofitable to their creditors, the banks.

It's very alike that we still miss acceptance and
awareness in local decisions making level, that's
why any changes in national law might be
aimterpreted differently and met not always
positively.....A solution would be to raise
awareness of those administering planning
conditions (like environmental agencies, Health

to implement it. But again these institutions often
enjoy formally following existing norms and not
really thinking about other solutions than those
described in regulation — the same problem of
awareness, competence and not willing to take
responsibility. The system of awarding planning
conditions has to occur through changes on a le
basis.

Another important point is that politicians usually
try to keep developers “happy”. That's why they

are not rushing to make decisions which wouldn’
be attractive for investors; they try to supporny an

investment into city.

care centres and alike) who could “force” planner

a

yal

t

Supply of
PT services
(new mode

1)Vilnius Local Plan (and generally local citie
and towns local plans) solves PT supply
services. PT is usually administrated by

5 All the streets in urban zones have stated
categories. According to BTR, PT cannot be
allowed in the main arterial streets as it woutzlsl

The benefit of increased VELGA accessibility by
PT was appreciated by all simulation participan

[s

The main problem remained how to reach it;
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or new
route
design, free
shuttle bus
to VELGA)

municipal enterprise.

2)Separately some municipalities solve these
questions in strategic plans, special schem
feasibility studies and other documents whi
do not always have legal status.

3)Almost 100 % of responsibility for planning
implementing and maintaining PT services
belongs to municipalities. Although
developers usually pay some money to the
city budget for developing an area, and a
municipality might give conditions to build
some infrastructure for PT but it isn’t fixed i
any law (see info above).

4)All requirements for building PT lines and

setting up PT stations are described in BTR.

Usage of PT priority lines is described in
“Rules for road traffic”.

down car traffic speed. A possible solution coutd
to allow PT on category A category if a separate

lane for PT is built.
es,

ch

1)About 20 years ago the idea of a new transport

mode (tram or metro) in Vilnius was born. Th

debate over whether it should be tram or metro
changed every 4 years (after cadence of mayor
and council ends). After the new Local Plan fg
Vilnius was approved with designed routes for a
tram system, the municipal authority has
changed and new politicians are discussing the
options of a metro , air gondolas, electric buses
and bicycles. But it is more than likely that no
new transport modes will be created in the nepr
future. One of the problems is that the
municipality cannot force a developer to suppprt
PT systems as part of the development
conditions. Developers will not be willing to pay
for new infrastructure if the local plan already
states that a new metro line is to be built near|by

=

2)The land which is needed for building new PT]|
facilities is a big barrier too. It is expensivedan
even with a huge budget there are no assurances
that the current owners will sell it.

3)Developer’s reactions to supporting new PT
transport facilities was met in the same way as
the proposal about supporting a P+R system

4)Discussion about public transport was the majn
focus of the simulation. Everyone agreed tha
PT is a problem within the city and can’t be
solved by one developer. If “promises” of the
Local City Plan were kept, this discussion would

page 79 /169




not be necessary at all.

Cycling and
pedestrian
paths
network
parking for
bicycles

+

1)Network of cycling paths can be designed i
a special plan and(or) indicated in City Loc
plan;

2)Need for it can be discussed and stated in
strategic plan for city(district) as well;

3)All requirements for building cycle lanes ar¢

described in the BTR.

4)National law for non-motorised transport
indicates conditions for non-motorised
transport development and common
requirements for non-motorised transport
infrastructure design, building and
maintenance.

nThere are no standards in any of the laws for

alobligatory network and cycle stands in newly
development areas. If such appear in documents
and plans this is only due to the awareness of

rlﬂanner or developer. National law only says tha
the development must be planned following

| sustainable development principles.

There should some changes in BTR, stating:

1) frequency or length or any other criteria for
paths necessary e.g. for resident districts,
accessibility of suburban areas etc.

2) at least something
standards for bikes near public buildings
near multi-storey residential buildings(5-16

more floors), where normally flats are qu

g

like minimum parking

The problem is that bikes are not widely used in
Lithuania and so cycle stands are rare. People
usually don’t have the opportunity to store bikes

those who do own bikes tend to use them rarely
for leisure trips.

nd
or
te

small, so people don't have space to keep their

bikes within the flats.

close to or within their place of residence and so

and
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9.5.2 Description of acceptance of Mobility Managem  ent

Is MM a good approach to tackle existing transport problems?

Generally, the proposed MM measures for solvingriutransport issues in VELGA were welcomed.
Everybody was interested in the Zurich and Dortmexamples presented and the composed set of cencret
measures for VELGA. However, the participants ttedtt Vilnius wasn't yet ready for such new initiats
despite acknowledging that they had noticed areamed in the number of bicycle users and an inetieahe
number of foreign tourists and students who prieferse PT.. The main conclusions:

Politician (member of Vilnius City Council) was th&ggest fan of MM. He was the first who noticed
that these solution are very important not onlydocessibility of VELGA, but for the whole city, én
that these measures would be useful not only fersusut for the environment. In particular he veant
to discuss more widely the idea of a new transpaxde in Vilnius which would also be used to access
the Velga territory. He stated that most importaethphasis should be given on environmental and
economical aspects. In his opinion measures ligeghould ensure the increased attractiveness of
Vilnius. He said that he would like the developethink about the possibility of a social adventist
in the area - website, brochures, promoting hgalidty of living, usage of friendly transport modes
and giving necessary information about it (like wshswn in the Zurich example). But once again he
state that understanding necessity and benefibjetts like Velga should enforce local authoritydto
more to help developer, but not to straiten hisatives.

ME “Public transport services” representatives weaxgy positively regarding the initiatives related

PT. Whilst other participants were of the opinibattthe developer should not be responsible for
providing services set in the local city plan, BiE representatives thought that due to estimated
passenger flows to the Velga development, extentti@dP T line to the area should be discussed
further. Especially because it's not clear when laod the transport solutions set in the Vilnius &loc
Plan will be implemented (in the local plan notytiie new PT mode but a new bypass is planned).
Unfortunately discussion regarding financial anchadstrative contributions to be paid by the
developer and investors was not realised as thelagsr did not agree to the possibility of finatigia
contributing to such schemes. Municipal officerd afanners from ME “Vilnius planas” were of the
same opinion about the proposed MM measures. Téeed that developers proposed plan is adequate
if the municipality implements the local plan sadims. The municipality liked the examples presented
regarding parking standards, but still they shat these are not suitable for Lithuania. Firsaloft

can't be legally set in planning conditions (seaptkr 9.5.2). Secondly if some changes would beemad
in national law and regulations, there are not ghospecialists in municipalities to give considkere
planning conditions for every individual case. Theyuld need be trained to analyse every situatan n
just copy andpaste requirements from the BTR ahdratocuments. The municipality highlighted the
increasing number of bicycle users and their neBidycle users can be used as an example that every
initiative needs time and resources; hobody wasgusicycles 5-10 years ago and now situation has
been changed. Maybe after some failed examplesugilmill start to use P+R systems, “home delivery
service” etc.

The most negative of the participants about implgatéon of MM measures was the developer. He
wasn'‘t denying the importance of MM importance, li$ main argument was that he wasn't prepared
to pay for any extra infrastructure that would bohg direct benefit. However, had this been braugh
up at the early planning condition stage, he winalde been prepared to negotiate on this point.
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9.5.3 Description of other results

Could plans and practice be changed to influence the location of development towards
areas that are capable of being well served by sustainable modes?

Municipality plannergthose who made Vilnius Local plan): The locay ¢itan and transport infrastructure were
designed with thought to existing and future urbation. The new tram line was designed to be aitde$som

a distance of 500 — 700 metres from existing udadion. New intensive urbanisations (like multst
residential buildings or big commercial centre® pianned in the surrounding area of existing dadrmed
transport corridors. To serve the Velga territoithvgustainable transport systems, there are rewlines, 2
P+R locations (one of them not far from VELGA ttary) planned in City local plan. The developer sthéhe
best location for the new development based oratiishas already invested a lot of money demolishin
existing factories, cleaning the area and provigéingineering infrastructure, the rest, in his poinview, is a
public problem that should be solved by the murailiiyp.

Developer he noted that usually the blame fell on develser increased traffic flow caused by new
developments and did not appreciate that develdpars paid to improve or build new infrastructuwetipport
such developments..

All participants agreed that huge changes in existing planningskgstem wouldn’t be necessary if there wasn't
a requirement to justify innovative ideas that @b fall under existing BTR/planning law. Also, besa the
council is changing every 4 years, plans and swigtprepared and agreed with an existing authority not
acceptable to the newly elected council.. Techlyictie suggested changes in law are feasible ardynational
level, which can’t be done by MM supporters at thennicipal level. Some changes (see 4.2) mighidme at
municipal level with separate council decisionmothie Local Plan (this is currently done in Vilnijydut to
prepare a “document” isn’t enough. The implemeatatias to be led by additional council decisions.
Everybody agreed that national policy is declamtind non working, that’'s why a new phenomenoredall
“diarchy” is appearing. Local authorities do notvladhe power to adopt beneficial decisions forenrcases
(for example theoretically they have no legal poteeiorce developers to implement MM measures andise
any specific conditions in the planning processaf¢they deem it necessary) and also has powetonoass
beneficial decisions (for example not to approvellase plan which is implementing MM measures (ess
parking spaces) by developer initiative) if theyndlavant to (their argument would be — the prepayiech
doesn't fit to BTR e.g. too less parking spaces).

Other important outcomes related to MM in Vilnius

When using examples adopted in old EU member statgsould be acknowledged that there are somterall
differences with new member states. Participanishasised the difference in resources (money, inisiti,
practice, human resources etc) available to casiich as Lithuania in comparison to western Eaop
countries. They found it more beneficial to discgesd and bad practice examples form the BaltiteStand
Poland as opposed to , Scandinavia and the UK.

Charges for parking spaces in Vilnius city are ¢heap and simple. Charges must be progressiveiggerb
than they are currently (most expensive — abold Bi&o per hour, the cheapest — 0.3 Euro). Evé&taimas
(second biggest Lithuanian city) charges are highleere are no such parking lots, where the duraifgpaid
parking is restricted, only free parking is regethte.g. the first 15 min are for free or the fitdiours are free of
charge and then you either leave or you pay if yawiis parked for a longer period.

Another example of a planned new development ircémgre of Vilnius was discussed. Here the develope
doesn’t want to provide a large amount of parkigage is limited and underground parking too expehsAs
this goes against the BTR the planners are looking solution to solve this problem. This illusgs how
planners are often forced to provide parking desgstlimitation providing environmental benefifhe main
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problem highlighted was the absence of politicalisien and the fact that cities and towns don’tehtheir own
strategy, they often just follow national strategighich are sometimes not suitable for BTR.

9.5.4 Description of simulation as method

What worked and didn’t work?

Most participants knew each other before the sitrariaand had knowledge of the detailed site dgumient
plan for Velga.. This made discussion more calma@eh. All participants were keen to discuss gdnera
transport/building problems within Vilnius and iae necessary to keep steering the discussion bdbk t
purpose of the simulation. However, due to the ditfeaf experience of the participants, discussibsimilar
projects implemented was of benefit to the simatati

Planning simulation workshop as method could bel ifsat least one of the involved parties is insted in it. It
would be especially useful if planning simulationwd be organised on behalf of a municipality atitre, but
in this process independent consultants shouldvaghvied as well, not only planners and developerthis
case, during such workshops the best solutiona ingle site and the overall city transport system be
crystallised.

Is a planning simulation workshop a good method to integrate MM into land use planning
within a negotiation process?

It is possible within Lithuania, but first some ciges in existing law are necessary (e.g. in the oaparking
standards), but generally, those things which ateegulated in existing BTR or other laws and natiue
legislation could be the subject of negotiationAzetn developer, municipality and municipal entesgsi(for
PT, for planning, for health, environment and et®jviously such negotiation must be discussedrbeijiving
planning conditions, so the developer would knoawnfithe onset his obligation regarding supportifigaRd
that he won't be asked later support further inftagure changes.. Participation of independepegs/—
consultants is key at the beginning of the proceke.negotiation process could also could be desdrin
implementation measures of infrastructure law (Wwh&not yet prepared

Description of other results or effects

Unfortunately from the beginning of the workshopvéds clear that no practical changes were goirtptmade
in the prepared plan, but all participants agréed the simulation workshop was useful not onlydiscussing
particular site issues, but also for exchangingadge and opinions about existing land use antspart
planning systems in Lithuania and Europe. During Workshop different questions about existing jeots
and possible solutions in Vilnius were raised, adipipants agreed that it would be useful to haweh
workshops on a regular basis, if not to discussqaar issues but at least to exchange their kadge and
experience.

9.6 Conclusions

I. Itis necessary to make some changes in ndtRuilding Law and BTR:

Minimum parking standards at a national level stidag¢ more like recommendations for municipal
(local) decision makers. Minimum parking standaslsuld be adapted to different situations, e.g. in
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different towns or parts of cities. The regulatgould allow a decrease in the minimum standarchnor
if some MM measures are implemented.

Maximum parking standards: these norms also caedmmmended in national law and later solved at
a local level.

Frequency or length or any other criteria for cimdelestrian paths should be set in BTR. Particular
requirements should be stipulated on a legal Basi®sident districts, accessibility of suburbasas
and main destinations (schools, shopping centseg)laners and developers would be obliged to
design it into new land use plans.

Something like minimum parking standards for bikear public buildings and near multi-story
residential buildings should be adopted.

Il. The first step is done in Local Plan — here s@upporting measures (P+R stations, new PT (roetiram)
lines, new cycling path network) are set. Now ihézessary to create a mechanism for enforcing the
municipality, developer and other stakeholdersetgatiate about their implementation or additiortdt MM
measures.

Ill. Everybody agreed that national policy is deatave and non working (there are no clear mecimatisw to
implement and monitor tasks named in national glithat’'s why new a phenomenon called “diarchy” is
appearing. Local authorities doesn’t have powexdopt beneficial decisions for current cases asal lahs
power not to pass beneficial decisions which theyetright to pass but don’t want to (see 9.5.3).

IV. There is no national infrastructure law, whigbuld define the developers’ obligations to the mipality.
Such clear mechanisms would be useful — this weeeddoy the developer, city council and municipalit
representatives.

V. A solution would be to raise awareness of thasked with issuing planning conditions (like eonimental
agencies, health care centres and alike) who ¢taride” planners to implement certain measureyaritange
their plans. The existing system of issuing plagréonditions has to be changed from the top aacktore
changes to the legal system and recommendatiomseaessary.
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10 Annex Ill: Country report Poland \

10.1 Introduction

‘ 10.1.1 Purpose of this report

This report presents the results of the third sfeporking stage (WS) Simulation: Execution of plarg
simulations in Poland. According to the WP D reskalan, the possibilities of the integration afliity
management (MM) in the process of planning of neweaewed buildings and sites were to be explangte
context of concrete cases, each grounded withectral planning context: these were the plannimukitions.
Two planning simulations took place in old Memb#at&s (MS) (Germany, Spain) and at three in new MS
(Slovenia, Lithuania, Poland). In the reported plag simulation the process of how MM can be ing¢eq into
the land use planning and building permission wasussed; best practice MM measures and specipbstingy
measures were selected and their transferabiliBotand was analysed.

10.2 Preconditions

10.2.1 State of LUP and transport integration

In Poland, three governance units are responsibléné& planning process. On the country level Mivg@stry of
Regional Development with National Council Spabalvelopment set the main regulations for local
development planning taking into considerationrtile of each characteristic spatial unit (houscmnmercial,
green, industrial, etc. areas), which must be pledifor on the planning site.

At the regional level, the conditions for chosemr sire connected with directives of the Regionaitidp
Development Plan. During the enactment process;divectness of scope in the Local Spatial Devekagm
Plan is checked with all planning documents onctintry, regional and local level.

On the local level, the mayor of the city prepaard enacts the Local Spatial Development Plan (DSi@Rich
is a legal document and essential for sustainadleldpment areas. In practice, the Urban Developmen
Planning Office is responsible for preparing LSBPdity. Depending on the planning area, the plesisbould
prepare the LSDP including housing, cultural, sifientechnological, and industrial, sports, gregeas, etc..
Now in Krakow, the areas covered by LSDPs do noted 14 %. For the chosen planning simulation tite,
authority prepared and enacted the LSDP — \§ay D+bie” [1] The main assumption of the LSDP provide
legal and spatial conditions for scientific andhtealogical development, for topographical and gmedection
which are connected with values of historical anlfure elements of the landscape, but also fordtmaent
process which will lead to an economic activatiéihis area.

Local Spatial Development Plan, as a planning umsént, defines the role of the site, land use dingl and
transport indicators, etc. Based on the LSDP, thate planners prepare a Partial Plan which dsfthe
structure of the new site, street organizatiorrastfucture needs and accesses to the transpadrketind the
size of streets and footpaths. In some cases,tpmlanners predict public transport service ferdhe, but that
approach is rather seldom used. Therefore, indiildibg permission process, requirements for thiglipu
transport or bicycle service are not normally tak#a consideration.
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10.2.2 State of local regional and national transpo  rt plans

However, in Poland, some documents could be hefpfuithe integration of sustainable transport, rigbi
management and land use planning. For examplespoanissues are included in following documents:
Transport Policy, Development Strategy, Spatial@ewment Policy and Integrated Public Transport
Development Plan. Some of those documents exibeatountry, regional and local level, but not glaa
Transport Policy is the main legal document, whadke into consideration general transportation etspé
plays a great role in making decisions of transgextelopment. On the national level, “Transporti¢dior
State for 2006-2025" [4] defines main transportipems, diagnoses transport/roads preconditionspesgbses
solutions to mitigate harmful impacts of transgortthe citizens’ health. A regional Transport Rglfor
Malopolska Region (Krakow is the capital for Mal¢gi@) does not exist. The main assumptions foispart
development are contained in Krakow Developmerdt8gy [7] and Spatial Development Policy [8] for
Krakow. At the local level, the Transport Policyfides main transport problems, diagnoses transpads
preconditions and proposes solutions between h&afises of transport and citizens health. In Kvgkhe
local Transport Policy [2] has been in existencesil993. The most important conclusion is therjyidor
public transport with regard to investments as @slto road design (bus streets and lanes, pewiititraffic
lights etc). This document is focused on improvidlic transport accessibility, especially for thew
development areas, decreasing traffic levels irdthentown (by concentrating transit traffic on tiveg-roads),
better access to bus stops, rail stations andmmagiistems “Park & Ride”, and increasing the nunafdrike
paths and improving bicycle connections. Therdss another document, which focuses on publispart’'s
role in transport service. In 2004, Krakow City @oil enacted the “Integrated Public Transport Depeaient
Plan for Krakow” [3], which focused on a major plam improving public transport service. These duoeuats
play an important role in increasing the importaot®&M in new development in Krakow. Another docemb,
which could have a great impact for improve in yl&iips sustainable transport is Parking PolicykiPa Policy
is one of the most important planning measuretefines the recommended or maximum numbers of parki
spaces for new/renewed developments. Such a sepkrament exists in only few Polish cities (Kielce
Poznan), in other cities it is included in the $dddevelopment Policy. In Krakow, recommended and
maximum numbers of parking spaces are establigiretié whole city, depending on the building depetent
intensity. For example, for the city centre the maum number of parking spaces is two per 1000 m?2 of
buildings and five per 100 employees [8].

Local transport data

In Krakow, there is a special document “Comprehangiravel Study” [5] which focuses on the traffesearch
and sociological transport aspects. The conclusiothis document was to define values of main partdata
and to make a forecast for future transport measure a result of the research, the following resscéin be
seen:

Inhabitants in city — 757 000 (continuously deciegs

Car ownership is increasing continuously: from 888icles per 1000 inhabitants in1995 to 458
vehicles per 1000 inhabitants (in 2006 - 533 vehpgr 1000 inhabitants statistic information); the
forecast predicts a continuous increase as a refsthle expected improvement of the economic
situation for most of the inhabitants in Krakow;

Modal split in Krakow — 27 % individual transpo3 % public transport, 29 % pedestrian, 1 % bicycle
Mobility — 2,06 trips/day/inhabitant

Number of tram lines — 23; number of bus lines 5;Xumber of private bus lines — 220
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Number of transport passengers — 302 min passenbatsiumber is continuously decreasing since
2002 (331 min passengers)

Total length of bicycle paths in Krakow — 40 kmihe end of 2010, total length of bicycle pathd wil
be 110 km (in this year the authority ensured 088 of the city’s budget for bicycle network
development ).

Legal situation

The Land Development Act has no clear regulationsdistainable transport planning in LSDPs. In ficac
integrating MM and LUP could be very difficult teibg about, but not only for that reason. Despite éxisting
“Transport Policy for Krakow” [2] and “IntegratediBlic Transport Development Plan for Krakow” [3]
documents, the authorities (especially the citynedjydo not understand that the sustainable tramnsp a key
solution to city congestion. Sustainable transparreness is rather high among transport planpetshe main
decisions are taken by the city council. Moreowet,all the stakeholders have enough awarenessstdigable
transport, but at the same time they have huge power transport decisions.

“Transport Policy for Krakow” and “Integrated Publiransport Development Plan for Krakow” are theiinal
executive/management documents, but do not haagah dvertone — they are rather a political docuniBnis
could be a legal reason that integrating MM and lddBId be not easy to execute.

10.3 Simulation site description

10.3.1 Location of the simulation site

The simulation site is situated between the histbity centre and the industrial area Nowa Hiitee area
under analysis is located on an open area whiciratgs large housing estates from developmentarity. The
role and function of the area is vital to the depahent of economic-technological-sciences in the @he main
aspect of the chosen site is its location and itambrole for the development of Krakow. The arealgsed is
located on the eastern side of Krakow, near thewid/ay. A simulation model and the descriptiorhaf
specific area were carried out based on the LSDE#g\y/ny-D+bie quarter. The main area is located at the
northern side and limited by three main streetnffthe northern by Bora-Komorowskiego St, fromgsbath by
John Paul Il Avenue and from eastern side by S&dlaickiego St). The function of these three stresvery
important in existing transport network. Additiolyalin the future, the importance will be even heglas a result
of the transport network development which will qgoete the ring road system in the city. The distainom
the centre does not exceed 6 km.

The main aspect of the chosen site is its varied lese character. Linking technology, science angimg, the
chosen site is a model site of sustainable devedopnin that area, at the start of investmentoitild be
possible to integrate mobility management and laselplanning. However, due to lack of mobility mgement
in land use planning in Polish experience, it isaquate easy to ensure developers’/investors’ ustdading of
sustainable transport. Moreover, CUT took parhmEU CIVITAS CARAVEL project, in which many
measures recommended by MAX were carried out, blytia very particular aspects/cases like the tralan
for university students and employees. In the MgXject and simulation workshop, there was an dppdsy
to explore the CARAVEL experience and to conneatasmeasures from CARAVEL and MAX (due to the
location of some CUT buildings in the neighbourhpod
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Figure 26: Border of the simulation site (source: www.google.pl)

10.3.2 Type of utilisation of the site in LSDP plan

The area selected will be developed as an econteaicnological and sciences quarter. Some housiitdifgs
(also for CUT employees), student hostels, unite@mpus of CUT and buildings of COMARCH Software
Company are already built and used. It is also @/ey green area with the old runway. Nowadayeretlare
some allotments, but they are continuously remokrethe future, the city predicts to develop a g¥akow
Exhibition and Conference Centre (KECC) with hos#lopping centre, but also new buildings of CUT jgasn
with swimming pool. Presently, there are 4 studestels of CUT with 2100 inhabitants and buildings
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Mechanical Engineering as largest faculty at thel Cahd also one of the biggest faculties amongarsities of
technology in Poland.

The Krakow Exhibition and Conference Centre plagseat role in the development area. It will beigiesd for
conference, congresses and fairs, with 4 big asmmadler exhibition halls, a great multifunctionalllh hotel and
shopping centre. KECC should be ready for use r120rhe multifunction hall will be able to
containf/accommodate 8,000 people, the auditori@®®people, in 4 exhibition halls 1,260 people &rgD0
people in smaller halls. KECC will be also develdps a place for banquets and balls, besidesdtstat and
concert hall with extensible walls and decomposidines/platforms will be established. Krakow Umgity of
Technology will be the main investor in KECC. Va# will have also the possibility to use the aldway for
getting to conferences or congresses by smallaireg. The Polish Aviation Museum, which is locatedr the
simulation site, is trying to reactivate the oldwway, in the course of the predicted redeveloproétite
museum. The investor also plans to install on titside the buildings “media grid diode”, on whi¢tete will
be presented huge moving pictures. KECC will c@i5-million and will be financed by the European Union,
from the state budget and by private investors. |&ihé on which KECC will be built, belongs to CUT.

Investors predict a large number of parking spagtsa total area of 130 000 square meters, dtieeto
character of the development. However, the existimd) planned road network does not ensure efficient
transport service. In 2007, Prof. Andrzej Rudnimkd MSc Tomasz Kulpa from Chair of Transportatigat&m
at CUT prepared a project analysing the transpetwork connections and public transport servicekiaCC
[6]. They proposed a solution with new tramlinesgiag closer to the KECC than Stella- Sawickiegarfst
also suggested a reduction in the number of parkiages. However, this is in contrast to the irragtlans.

Type of development

On the selected site, there are the following tygfdsuildings: exhibition and conference centrerakow
Exhibition and Conference Centre; shopping ceminéel ; education and science area of CUT; housieg
(private housing and student hostels); commerciddlings; software companies.

Successul -evel Awareress Uampaigns
page 89/169 S mcbiny Maﬂcagérrfaml -:".:rataéies M a X




e
n|
/////é;

A\

s

©@ =
S

. e

5 3 _Kp LA N -
i / ) h
=) )
.:.JI i| =— (8 Y g

fﬂno Pawta i\ K7(:

Figure 27: Simulation site with development plan (@urce: [6] and authors of simulation plan)

Blue: existing buildings and tram lineRed planned buildings and tram lingSreen existing/planned bicycle
paths;0Orangg greenandrose tram lines variants.

1: Private housing are&: Students hostels3: Shopping/housing area: Private housing area (also for CUT
employees);5: Krakow Exhibition and Conference Centr&; Software companies, e.g. COMARCH; CUT
buildings (Faculty of Mechanical Engineering) witlanned swimming pool8: Car shop.
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Figure 28: Existing and planned area photos and nutels (source: www.dzielnical4.krakow.pl,

www.krakow.naszemiasto.pl)
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10.3.

3 Technical description of existing and planne  d buildings

Estimated number of users

Residents: 2 784;
Residents in student hostels: 2 100;
Employees: 800;

Visitors: Krakow Exhibition Centre — 15 000; Krak&onference Centre — 12 000; Shopping Centre —
2 000; Hotel — 460.

Number of buildings

3.

4.

5.

Floors

Housing area: 18;

Student hostels: 5;

Shopping area: 4;

Krakow Exhibition — Conference Centre: 7;
Krakow University of Technology: 4;

Car shop: 3;

Software Companies: 6.

10.

11.

12.

13.

14.

15.

Housing area: 5 — 10 floors (max 25 m);

Student hostels: 11 floors;

Krakow Exhibition and Conference Centre: 10-12 ffomax 33 m);
Krakow University Of Technology: 6 floors (max 19;m

Car shop: 4 floors (max 10 m);

Software Companies: 6 floors (max 15 m).

Useful areas (existing and planned)

16.

17.

18.

19.

20.

Housing area: 34 000 m?;

Student hostels: 5 800 m?;

Krakow Exhibition and Conference Centre: 104 000 m?
Krakow University of Technology: 35 000 mz;

Car shop: 15 000 mz;
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21. Software Companies: 132 600 mz2.

Parking spaces — for cars (for bicycles there is no data available)

22. Housing area: 52 000 m2; 2000 parking spaces;

23. Student hostels: 3750 m?; 150 parking spaces;

24. Krakow Exhibition and Conference Centre (KECC): M&@ 000 m?; 5000 parking spaces;
25. Krakow University Of Technology: 6 250 m?; 250 pakspaces;

26. Car shop: 14 000 mz2; 560 parking spaces;

27. Software Companies: 132 600 m?; 5300 parking spaces

The number of parking places in KECC is the prjoissue for the predicted increase of traffic voturfihe
numbers presented in the table below shown nunthear&ing spaces, which are needed for these lohdses.
The number of parking spaces was estimated basédoteria (see table below). Based on the Spatial
Development Policy, option | allotted the areadoe D (Krakow is divided for zones A, B, C and pdeding
on private transport access). Option Il linkedahea to the urban zone (Krakow is also divided3fabnes
depending on public transport access to the adEaw-town, urban and suburban zones).

Table 3: Criterions for calculating minimum and maximum numbers of required parking spaces

Number of parking spaces for private cars in KECC

Criteria
MIN MAX
According to German practice 3010 4820
According to the LSDP for Czyzyny Dabie 3420

According to the Spatial Development Policy for

Krakow 1430 - Il option (4050 - | option)

Planners’ proposals [6] 2800

10.3.4 Accessibility of the area

PT — existing and planned distance to the PT stops, frequency

Existing accessibility to the area is possiblerayrt and bus. However, a tram service is only alvklan the
south side (there are 6 lines to the east and sigesbof the city). Bus lines are located on thém¢t3 lines) and
east side (3 lines) of the area. Existing distand@e bus stops are approximately 200 m, to #ra stop
approximately 450 m. Bus and tram frequencies apeddent on the line, but approximately every 10 —

15 minutes there is a bus or tram available.
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Greenlines — bus
Violet lines - tram

Figure 29: Planned public transport network (source www.mpk.krakow.pl)

The planned PT network in analysis area will besdeibecause of new tramlines passing by the sit¢éhé
east/west side and in the middle of the area lggilom the east to the west). However, a new tragrdilong
Stella-Sawickiego St will not be able to servideuskrs of Krakow Exhibition and Conference CeiKkECC)
at a high level of convenience. Therefore, a traffimulation model of the site includes variantaedv
tramlines, including on a parallel road to the westn Stella St. It will also include proposals feew bus lines
on the new roads on the area (depending on thditesh

Bicycle access - existing and planned

Existing bicycles paths are located along StellaiSidego St (leading north-south). The LSDP fory@my-
D+hie also plans new bike paths along John Paul 8nive, some parts of Bora-Komorowskiego and on ¢e n
road in the middle of the area (on east-west doBraind along the local streets inside the houaneg.
However, planned network paths seem to be insafficiregarding students and future KECC user’s delsa
There are no bicycle parking facilities plannedlatin the planning simulation workshop, new bigypaths

and parking spaces for bicycles were discussed.

Car access - existing and planned

Car access is possible by existing and plannedsrdadsting roads provide very good connectionthéocity
centre and all other directions and destinatiortérakow. However, the local road network is instifnt for
good connections. Therefore, LSDP and traffic satiaoh model were used to predict any need for reasls.

10.3.5 Projection of generated traffic

For the projection of trips per day generated leyrtew development there is no defined proceduksaiand.
However, it is possible to create a mixed approbaBed on mobility factors, share of peak houraitydraffic
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(both values refers to different travel purposdgpamed in report of Comprehensive Travel Study @mdover
indicators defined during a parking survey in thig.cThis method is a new procedure, developed BY @r
the planning simulation workshop.

Traffic conditions in the area of new investmeriluience was a crucial issue for the whole simutapioocess.
It was necessary to define traffic volumes on timecsinding streets to show what results can beaggdefter
implementation of new investments (new PT linesy. that purpose a micro—simulation model of Krakeas
used (Visum software). The city has no official rmbdbut the team at CUT has already created suateimo
which was successfully used in the scientific amdstiltancy activities of the University.

The model is based on results of Comprehensiveel Gtudy (CTS) [5] and embedded in a traditional fetep
approach:

4,

Trip generation: according to obtained results ©6Cit was possible to define relationship between
generated trips and spatial development (descabetimber of inhabitants, working places etc.) for
different purposes of the trip. The main resultshis stage were linear regression functions wiiehe
used to calculate number of trips generated inmasduraffic zones.

Trip distribution: the result of this stage is fheD matrix (origin — destination) showing the sphti
distribution of generated trips in the city. Theras a gravity model used defined by logit model,
calibrated for the city in the frame of CTS.

Modal split: according to results of mobility suyyét was possible to define a modal split model fo
Krakow. The model has logit character, but thevith results was not adequate. The key variable was
the quotient of travel times for public and priva@nsport, but the results relevance to the suwene
rather low (R2=0.34). Nevertheless for further aidtions the author’'s model of modal split was ysed
based on the quotient of generalized cost of the@ferand public transport trips. In this case, the
coefficient is much higher R2=0.63.

Assignment: a street network model of Krakow wafinge (in Visum software), and after applying an
assignment procedure (Stochastic assignment) ipassible to define traffic volume.

The procedure described was treated as an iteatbeess, repeated several times to obtain beitaes of
relevance (calibration process was based on cosgratiaffic counts and modelled traffic volumessetected
links in the network — 142 count locations in tlitg)c Moreover a calibration procedure in Visum ({@WFuzzy)
was used, which in general affects both trips getimr and OD matrix values. After the calibrationgess, a
coefficient of R2=0,72 was obtained, which wastedas acceptable for further work.

A prognosis model was calculated as well, which defined in two parallel approaches:

8.

Forecast of street network development — accept&patial Development Policy [8]: streets which
will be built by 2025

Forecast of trip generation — according to demdggpnobility and spatial development changes it
was possible to define a forecast of generated. tHpwever it was not possible to use a gravity
function (as it was described above) due to cdiitimgorocedures conducted on OD matrix. Therefore,
the Fratar methodology was applied to calculatg®wsis OD matrix values.
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The results of conducted micro — simulation for Itlisiness as usual scenario is present&iure 30 below
(for description purposes, only a small part of thedel was chosen):

Figure 30: Travel forecast for the Czyzyny Dabie aga — in 2025 — without KECC (source: CUT/authors
procedure)

For the planning simulation workshop, it was neags$o show the impact on traffic volumes that rileev
investment will have. The analysis was focused rmgposis horizon 2025 which was taking into consitien
a functioning KECC. The following describes thepsteonducted:

4.

Assuming four calculation options, differing witomber of parking spaces: Option 1 — no investment
("business as usual scenario”), option 2 — 2 80Ripg spaces, option 3 — 4 860 parking spaces and
option 4 — 5 890 parking spaces.

For investment options, there it was needed t@agsirking location to proper traffic zone (in the
simulation model, the investment influence areadwa®red 5 traffic zones). The main idea of analysi
is to increase number of trips generated by chtsdiic zones with number of vehicles

entering/exiting planned parking area. Rough eg@thfactors were assumed, describing the
relationship between parking size and the shadiffeirent functions of KECC (housing, exhibition,
shopping etc.). Chosen factors have defined numibezhicles which could be generated / attracted by
parking space.

The next step was to change the number of tripsrgéed by selected traffic zones in the prognofis O
matrix. It was assumed, that number of additiomdlieles will decrease origin and destination tepd
using Fratar procedure, change OD matrix valuethdmresult, all OD matrix values for selected zone
will be changed in proportional way, which seembécacceptable for this analysis.

For the assignment procedure, the network waschianged, taking into consideration connections of
KECC to existing road network. After assignmentha changed OD matrix it was possible to define
chosen parameters of the network: average speeddamship (calculated in vehicle-km and
vehicle-h). To emphasize local influences of KEGCtlze street network there were two areas of
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influence defined: the whole network, and the clageoundings of the investment — the parameters
were defined for both areas.

The traffic simulations were conducted for all cddtion options, but within this document only riésdor
Option 4are presented.

Figure 31: Travel forecast for the Czyzyny Dabie aga — in 2025 — with KECC (source: CUT/authors
procedure)

Below (Figure 32) the chosen parameters are pregecdlculated for all options.

Average speed in the network [kimh]

22,50 2.2

| Option 1- business as usual
m Option 2
0O Option 3
|| |@Option4

whole network close surroundings

Figure 32: Average speed in the road network (souec CUT/authors procedure)

The first parameter corresponds to average speth@ inetwork. In whole network, as was expectesl, th
influence of new investment is very small — lesnth %, but in the chosen area it is possible édlse impact
of the investment. In the worst case (for Optiomith almost 6 000 parking spaces) the average sigeed
decreased by 15,6 % in relation to the ‘businesssaal’ option 1.
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In the case of vehicles per hour the most imponahtes refer to the total amount of travel timedt vehicles.
The changes for the whole city are very small,osdte presentation at the planning simulation \wbdp the
results for a smaller area were chosen (the saeseaas mentioned above).

Ridership [veh-hour]

7600 7 900

7100

W Option 1- business as usual
m Option 2
@ Option 3
m Option 4

close surroundings

Figure 33: Ridership for KECC in 2015 (source: CUTAuthors procedure)

In this case, values of ridership have grown mapédly, and total time for all vehicles travelledthe area is
increased by over 23 % for the Option 4. The rethpewalues for other options are smaller.

It is necessary to emphasise that the proposedagpmas a rough estimation and was created ontido
planning simulation workshop, in order to show éxpected traffic growth in the surrounding strektghe
process of calculations, the impact of planned ipubdnsport investments connected with KECC wéspsd.
In fact, development of public transport servicé tvve an impact on modal split and could charmige(ease)
the number of vehicles generated by the area agwhlyzowever, the overall impact of public transport
development was taken into consideration, becdesprognosis model of the city already includesdiiéned
planned investments in the development of new tiaes.

10.4 Simulation description

10.4.1 Scope of the planning simulation

The simulation concentrated on the project for KE@8ich is still in the preparation phase. Proetisions
concerning transport services (both by public areape transport) are still in the planning pha3éerefore it
is a good time to present to participants the jpd&ss of proposed changes in transport servar@nected with
reducing the number of parking spaces. Part ositieg(north side) will mostly be developed by fprivate
developers, but it is worth emphasising that hetroossult with CUT on his ideas and actions. Gnwlest
side, the software companies are still developug due to lack of possibility of implementing pighransport,
the only means to travel is private car (the distato the nearest tram or bus stop is rather mgHeads
through undeveloped area). This is main reasdrthianvestors want “to produce” parking spaceathout
taking into consideration their impact on traffim the current situation, where the concept ofK#C is
under development, the responsible administratives @lon’'t demand the travel forecast from the #toes.
Without the travel forecast they can’t say anythabgut the impacts of the development on the readark.
Therefore, the units, which are responsible fonting a building permission, can not take into actand
cannot react to the problem of congestion. Theudision will focus on those aspects.
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10.4.2 Content of the planning simulation workshop

The main part of the planning simulation will contrate on the building permission process and matéwyy
MM and LUP. In Poland, developers and city admratin units concentrate only on the number of jmark
spaces, but not on the public transport serviceagodssibility to the bus/tram stops. The plansingulation
took into consideration the new possibilities te M in building permission process for reduce ésémated
need for parking spaces.

CUT took part in CIVITAS CARVEL project with meass, which are also connected to MAX. Caravel crkate
a Mobility Plan for CUT with priorities for PT, békand alternative car use forms. One suggestitmein

planning simulation was to prepare a Mobility PlanKECC and CUT, as well. The discussion focused o
these aspects.

The simulation is was a one day discussion, appratdly from 10.00 a.m. to 4.00 p.m. in 2 sessions.

The planning simulation showed the existing cotdliend different interests of private and publigsim
relation to Mobility Management. After an introdiem about MM and the site, the morning session
concentrated on the discussion with the develogleosit their views and opinions. In the afternooggastions
about changes in the legal regulations were disdjs®re the legal experts and the city’s repraseat were
in the focus of the discussion.

‘ 10.4.3 Relevant MM measures to be integrated at the  simulation
| site

Integrated MM measures

travel plan for employees;
travel plan for students;

car pooling scheme (at CUT there is a car poolimgegt (part of the CIVITAS CARAVEL project) for
students and employees, but simulation carpootihgrme will include also employees of KECC)

integration of different mobility management plans;

Cooperation in mobility management with other ingtons.

Public transport

improved infrastructure for PT;
development of a new busi/train line and/or conoedbetween them;
real-time information at the PT stations.

integrated ticket for public transport and entrafiseKECC

Cycling and walking

improved cycling and walking infrastructure;
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new cycle parking places;
linkage of cycling and walking paths to the locatwork;

Installation of showers and storage facilitiesfon-motorised users.

Parking

car parking restrictions;
parking charges;

reserved parking for car pooling;

Information

pre-trip information package;

personal travel advice (for CUT it is availablerfrehe CIVITAS CARAVEL project) with trip planner
(PT, cycling, walking, car pooling...) on universgiaebsite;

Promotion

promotional events and exhibitions;

information and advertisement campaigns;

Distribution of information leaflets, brochuresctyy maps...;

campaigns highlighting the health benefit gainedrfmon-motorised means of transport;

Regular marketing of travel plans and improvemeantsind the University to keep the issue in the
forefront of people’s minds.

10.4.4 Participants of the discussion

In the Czyyny-D+bie area different public and private parties ak®ived in the planning process. They
compete to get building permission and each ore dwn interests and views about the area, abansport
issues and parking spaces. The CUT (MAX) teantédvadministrative units, which are involved inltirg
permission process, land use planning processransport network services. The following partaifs took
part in the simulation: representatives from LSDdhpers and KECC Conception planners, Public Trasp
Operator, researchers and students from CUT, dtiéfspiocal people, .

Architecture and Urban Planning Department — AUPD

That unit is responsible for granting building p&sion, building and land use conditions, architesturban
issues, and establishing public investment locatietowever, concerning the building permissionythave no
possibilities to correct or to suggest changeséartansport services in favour of public transpbhey must
grant the building permission only based on the lase law. The investor needs only to ensure roeéss to
the investment to the public road network. Themoidegal obligation, to ensure access as wellubfip
transport or bicycle. Based on the plans prepayatidinvestor for the development, AUPD decidéisegito
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grant (YES) or to reject (NO) a building permissiélowever, opinions of the AUPD could be very helgor
creating “new ideas” for integrating MM and LUP.

Urban Infrastructure Office - UIO

The unit is responsible for transport system afé&tructure planning through policies and for tirea
direction for strategic development, preparing oh@i-Term Investment Plans and Development Plansrdle
of that unit will be helpful in supporting sustala transport for analysis area. The UIO opinidaté& could
have a main role for creating a new form of tramspod infrastructure management.

Urban Planning Office — UPO

This unit is responsible for urban and land usemilag, preparing of Master Plan, Local Urban Depetent
Plans (LUDP). In the UPO, there is a unit whicheisponsible for transport plans (roads connectiouislic
transport and bicycle lines) in the LUDP. That wumitrks in collaboration with the land use plannétswever,
not all the LUDP are prepared by the UPO. Moshefit are prepared in private planning offices wiitdee
quite difficult to check all the transport solut®rObviously, the UPO verifies solutions that aregppsed by
private offices, but sometimes there are no pdgs#sito change most of them. In the LUDP, thaeetavo main
problems for integrating MM and LUP — the law (lasknecessities directives) and developers or tipaople
business. This unit will be helpful with their exjgmces for creating transport connections or serin land use
planning.

City Strategy and Development Department - CSDD

This unit is responsible for planning strategy aneéstment — financial planning, preparing of asaand
prediction for city development and supportingdevelopment enterprises. KECC is one of the madriesiic
investments in Krakow. That unit could show theerof KECC in the city and need for good public saort
service for that area.

Road and Transport Administration — RTA

The unit administers national and regional roasfit, public transport and parking servicessitiso a main
investor for public transport investments for KrakBommune. The unit has the power to decide about
investment in the road network and public transpetivork . Unit has a main control to ensure putshasport
service for chosen area for simulation. Bus linekioycle network is depending on that unit.

Krakow Municipal Administration — CMA

The unit administers commune roads, urban greear@hyenvironmental services; it is also an inveftor
transport infrastructure and sport and leisurestments with its administrations.

Council Quarter of CzyWny Area

That unit is composed of Cgyny quarter inhabitants; they take care of pulthnisport and bike service in their
neighbourhood. They could “fight” with developerspablic units for better public transport connens or
oppose investments that might generate too marsy car

+~Akopol” Developer

It is a main investor of the housing area connetdgdUT (a few employees of CUT have a participatio
“Akopol” investments).

Successul -evel Awareress Uampaigns
page 101 /169 seergy e sges MG X




Krakow University of Technology

The University is a main investor of KECC area. Thad, on which most of the buildings are/will hélt
belongs to CUT. University will get money for KEG@m the European Union, state budget and fromapeiv
investors.

CUT Students — Students™ Hotels Council

Those students represent all students living idesttihostels of CUT. They could support the prapmsior
enhancing public transport and bike connectionséet CUT on Warszawska St. and students hostels.

Bicycle Federation

That federation is composed of public units of @igpartment, but also non-government units — Polish
Ecological Federation, Green Federation, EnvirortrRamtnership Foundation and Polish Tourist Country
Lovers' Society in Krakow. They try to create a@amnt bicycle network for Krakow.

10.4.5 Programme of the simulation

Welcome and introduction of the participants
Input (CUT):

Main information about MAX project - Successful Veh Awareness and Mobility Management and
what the planning simulation means.

What is Mobility Management: what does it aim fahich are the measures, what are the experiences
of Dortmund and Switzerland?

State of the mobility concept for chosen area -eeisfly for KECC and CUT with MM measures to
implement (what measures could be implementedealt/tiiversity site and at the KECC site).

First round of discussion (CUT):

- What are the main problems in transport servicelferselected area and how to solve them? Is it
possible to implement Mobility Management to tramtial ways to reduce the required amount of
parking spaces and to deal with the company’s ritgl§dnd to minimise the effort for reducing the
parking spaces)?

- How to implement sustainable transport for KEC®e-main assumptions for KECC with public
transport and bicycle service propositions withrextion to building permission process (the
procedure and instruments which are needed foudiivoj MM in the building permission process) ?

- Isit possible to demand from developers/invesiosrepare sustainable mobility plan with
propositions for public transport and bicycle see#

Open questions to participants:
Is this a feasible approach for KECC and CUT area?
What developers and companies can gain? What aitveceffects?

What problems and barriers are anticipated /ane @gewhom)?
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What kind of support would the developers and cariggneed (technical advice, economical

assistance...)?

What kind of support gives the public transportraper? Infrastructure, services, tickets and rates

(tariffs), car pooling
Lunch break

Second round of discussion:

1. What kind of minimum standards for Mobility Managemh should be fulfilled and demonstrated to the

city in order to justify the reduction of parkingaces in a legally profound way (within constructio

law)?

2. How to change the sustainable travel awareness@stakeholders for creating transport service

efficient

Résumé / Conclusions

End of planning simulation workshop

10.4.6 List of

participants

Institution

Unit/Responsibility

Post

Name

Architecture and Urban Planning
Department

Building Permission
Department

Manager

Beata Danielowska

Urban Infrastructure Office

Director

Jozefa Kisek

Urban Infrastructure Office

Expert Major

W odzimierz Zaleski

Urban Planning Office

Urban Section

Expert Major

azinierz Goras

City Strategy and Development
Department

Planning Strategy and
Investment Offers
Department

Manager

Martd ak

Road and Transport Administratid

Development and Mobility
Control Section

Expert Major

Roman Krzyek

Road and Transport Administratig

Public Tranport Manageme

Manager

Izabella Bruchal

Krakow Municipal Administration

Transport and Bicycle Path
Section

2\/ica Niractn

Andrzai Olewic:

Expert Major

Henryk Kamski
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Council Quarter of CAyny Area

Chairman Aleksy Ga ka

Akopol Developer Investment Manager - Barbara Kayswicz
Faculty of Architecture/Mair] .
CuT KECC designer Chair Manager Wac aw Celadyn
Opole University Transport Psychologist - Tadeusz Rotter
Bicycle Federation - - Marcin Hy a
gz\bllc Transport Operator - MPK| Inspector Jaros aw Praso
City Council - Member of City Council Pawe Bystrowski
Residents' association - Chairman Micha Zubel
Investor - Fair in Krakow - Chairman Pawe Nikilski
| Katarzuna Noe:

CUT Civitas Caravel Members | -

ukasz Franek
CUT KECC transport solutions | Tomasz Kulpa

designer

previous tramline project | . )
CuUT designer in KECC Marian Kurowski

MAX team manager Andrzej Rudnicki

WPD simulation leader | Aleksandra Faron

CuT MAX team
WP5 leader Andrzej Szarata
financier Luiza Po omska-Joniec
People marked in were present on simulatierting.
10.5 Simulation results
‘ 10.5.1 Description of discussed planning and MM ins  truments &

| measures

The planning simulation meeting has shown thaethisting planning documents don't include posdileti to
implement MM measures directly. Even if administratunits want to establish the MM measures apgroac
they can't because there is a lack of respectilieips and mobility management has no legal statdisose
documents. Existing laws permit only to demand ftbmdeveloper that the must ensure an accese fmuttlic
road by car, but public transport and bicycle aségsot taken into account at all. However, someudhents
could help integrating some MM measures and suadé@rtransport in urban planning. The Spatial
Development Policy is the document where maximurkipg standards are established. Maximum parking
standards permit to control number of parking spacehose areas where increasing number of vehidald
be dangerous for traffic congestion, environmaritabitants’ health and safety, and antique builslitg
Krakow, the numbers of parking spaces for new itnaests are limited, depending on the 4 city parkioges.
In that document, there are also guidelines hoestablish minimum parking standards — however etlaes
only recommendations. There is also a notation wtakes into account possibilities to implementakRX:
Ride system. Public transport is also a quite ingdrpart of transport development. There are adgations for
ensuring transport possibilities for non-motorizesgrs — pedestrians and cyclist. Unfortunatelgtigp
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Development Strategy is a legislative act, butliésises are not binding for land use planningonly guides
the directions for urban and transport developnihis is the reason why it cannot be used as the fua real
and practical implementation of MM measures in lasd planning.

However, the Local Spatial Development Plans asetban the Spatial Development Policy. LSDP haalleg
form — it means that those planners who make ptaaseas with an LSDP, must include all assumptfonshat
site. So, it could be a chance to including MM mueas in land use planning in legal form. The Spatia
Development Policy has to set sustainable tranggstmptions in more detailed form. It the docurmérdre a
regulation could be integrated concerning oblayaifor preparing travel plans for developmentscihi
generate a lot of car traffic, including sustaigatiphnsport in new development areas, ensuringgubhsport
priorities on the junctions, etc. The second doaumnshich could be helping in integrating MM and Blis the
Environmental Protection Act. It regulates theiestymental protection demands for new investmentwose
investments which could have crucial impact ongheironment need to produce a document concerning
“evaluation of investment impact on environmentdlhe Environmental Protection Act does not take
sustainable transport issues into account direEttyironmental friendly transport clauses in the lsave a
rather weak character and do not include sustaértadahsport issues in a comprehensive way. Howéver,
administrative units could try to interpret sometaf regulations in a way that allows them to asksfistainable
transport development as one aspect of environingriteection. Nevertheless, this approach couldiffeult
because it could cause oppositions from the deeedpput this procedure seems to offer the onlgipdiy to
require sustainable transport for reasons of enmental protection without changes of existing laws

There could be another possibility to establish tndplement MM measures. The Polish Parliament is
currently preparing the new “Public Transport Adti that document public transport standards véll b
established, which include MM measures connectéld puiblic transport in that issue.

Existing law do not hinder, but also does not dlyeallow implementing MM measures. However, in soof
the existing laws there are some sections thatddeeilused to implement sustainable transport in new
investment. Road and Transport Administration caikéw Municipality Administration could obligate the
investor to implement some of MM measures — in @mmental protection intention.

The planning simulation discussion has shown,dhdhtegration MM and LUP could be possible by
negotiations. However, it is not regulated by lawd #or that reason, it is not obligatory. But #pgproach is
sometimes already realised in some developmentinelgakow - Bonarka. Within that development (nigi
commercial centre and housing area), the investmtswto build large commercial and office areaelmsan
existing railway line. Infrastructure Office and&d and Transport Administration proposed to readtie
railway stop near the buildings to ensure a betteess to the area for customers and employees\tdovihe
rail operator opposed the idea in many ways @bisnected with financial participation) — e.g. hgueed that
rail area is closed for any investment. In faos, tlational rail operator — PKP is a very diffiqoétrtner in
negotiations and is not interested in private itwesits on his area. At the moment it is imposdibliegally
oblige the developer/the railway operator to s=abir to participate in the re-activation and depelent of that
railway stop. There is also an important issue cWhiffects negotiations about the implementatioklbf:
Currently there is no common procedure in Polartdclvallows sharing the infrastructure investmemists
between municipalities and the developers or owokdevelopment areas. In the example mentionedeahb
is very difficult to oblige the investor to covdt/@r arts of the costs. Due to lack of an offig@gocedure, the
investor will always have the chance to undermimeeargumentation for the need of new infrastructure
investments (even if they are strictly connectethwianned investment site). The common explanasipthat a
new tram or bus line or a rebuilt junction will bsed not only by potential customers, but will adsove the
public /all city inhabitants.

In the planning and or building permission procé@sglementation of MM measures is currently onlggible
by negotiations. Obligations for that approachlagally not possible - it is strictly connected lwitnancing of
the measures by the investors, and normally theyaly interested to fulfil the basic obligationkieh are
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defined in the existing laws and regulation andtoao beyond on their own accords. It is posdible
recommend the implementation of new bicycle pdifegicle parking facilities or a better access @ plablic
transport stops; which are necessary precondifmn¥M measures, but the discussion showed thabiild be
very hard to realize those measures. Sometimasethatiations work and come to an agreement betéeen
city and the developer, but it is mainly dependimghe investor/developer attitude.

Due to a lack of legal regulations on country leaWell as on local level, there are currentlyaossibilities to
demand from the investors or developers to implerve measures. It is only possible by negotiations.
Nevertheless, it is doubtful that it would be stiffint to only suggest these negotiations, due peeted
resistance on the side of the f investors, but sdsnetimes on the side of decision makers (andithés in a
very weak position without supporting laws and tatjans or policies). Therefore, it is necessarghange
legal regulations, in particular to support thealepment for sustainable transport. CUT therefoiggsst
including the following aspects into the SpatiavBlepment Policy:

13. to develop maximum and minimum parking standarde&zh quarter of the city (depending on the
distance and frequency of public transport servidgeyill help to regulate the access to the argady,
but also help to ensure accessibility of areas whie situated far away from public transportdine

14. to allow / require a variety of uses of big patklaces at large investments (where full parking
capacity is only seasonal used) for occasional Raride — e. g. during big events;

15. the document should also contain the obligatioprepare a travel plans for investments which have a
significant impact on the traffic volume on stre@tg. if the number of cars generated by investmen
cause increasing traffic volume on certain amosjt-[the investment should have travel plan);

16. the development and implementation of a commongutoe is needed, which allows to share (define
proportion) the additional infrastructural investrheosts between investor and the city;

Based on the Spatial Development Plan, plannersaped Local Spatial Development Plan for particqlaarter
and area — the investor should fulfil all notatidmsthat side.

On the country level, Environmental Protection Aot Spatial Development Act should contain sectibas
require MM measures in new/redevelop investmentsaet of travel plans. It is a challenge becaiusdl
need changes in law on the country level. It i alwallenge because it seems that any changes Byptitial
Development Act are made in close collaboratiomwit/estors and developers business.

Not only legal barriers stand in the way of implertieg MM measures. There are also quite big
oppositions/rejections from investors, developeid some decision makers. Political awareness ofiMMther
low; and some of City Council Members do not pereghe necessities to decrease number of carseon th
streets. They prefer rather to open some streetsafific than for to close them. That understagdsprobably
the result of a cultural aspect — due to bettenenuc situation among inhabitants, it is fashioeabl use cars in
many daily trips and in many cases travel by céaster than by public transport. However, citizpasceive
that city develop the public transport prioritiesy. bus lanes, and the congestion on the rodainity centre is
very high. For those users, Park & Ride system dibel very useful.

Low awareness for the benefits of sustainable fram@&mong decision makers is the most importamidyeor
the implementation of MM measures. Even if admraiste units want to implement some sustainablestart
solutions, some of the City Council Members opdos¢hat — any obligations and demands for inhaibita
investors and transport users are unpopular (angenceived as a risk for future elections). Fingmqroblems
are also barriers for the implementation of sustilie transport solutions in transport network.itg budget,
the annual amount of money which is dedicated stasuable transport is not sufficient to deliveost of the
planned sustainable transport solutions. In thespart network, there are huge deficits, so cttig$o improve
roads conditions and public transport service istang form, and then they can think about new sohs for
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road infrastructure. The most important problerthésbudget distribution in transport sector in ffisient level
— especially for bicycle network because normdibré is only one overall transport budget and mdilles
walking and cycling are not represented by thein twvdget and are underfunded. It is connected laitking
awareness for sustainable transport among City GbMembers.

10.5.2 Description of acceptance for Mobility Manag ement

The participants agreed, that the concept of MMa(dsard” planning measure — change and develap lirees)
is very good approach for improving transport catioes and services .For CUT, the travel plan waseds a
part of the CIVITAS CARAVEL project. The particip@nof the simulation meeting from the city reactedy
well for that plan. They participate in implemedatof some aspects of that — e.g. in next yeay it
develop the bicycle lanes between the CUT campubspeobably they will change the bus line which ect
students hostels with main campus in the city estiatimprove it. Workshop participants acceptedvii
measures that were proposed and presented atitblason meeting. However, one of the main scoges o
simulation meeting was directed to improvementsudflic transport connections by relocating the p&ahnew
tram lines so that they would cross the Krakow Bitlin and Conference Centre area. There was also a
discussion about the number of parking spaces adh@nistrative units mainly pad attention on piisies
how to use that parking spaces in other way — & svgggested to use them as an occasional Parde& Ri
location in days, when CCEC is not open for visitand customers. The new tram line could serve the
connection between Park & Ride lot and the Cityt@erFor CCEC planners, MM measures are a very good
idea to implement. Especially, the supporting meadio relocate the new tramlines and locate thetwden
the KECC buildings (second variant — green lineuFég27) was approved. All participants think the third
variant is not needed (orange line —Figure 27). déxeloper, who was present during first roundis¢ussion,
did not take care about any MM measures. In higiopj the most important issue is to ensure freiiginsport
access. There was also present Bicycle Organizktember — however he didn't engage in discussiahli®
Transport Operator was very interested in new fiaenconcept in that area. He agreed that it isleddo
include public transport network in urban planningnuch concrete and detailed way. However, the new
concept of carpooling system and bicycle facilitieesen't discussed by the participants. Only theetplan
was perceived as a good idea, but with legisldibsiers.

Unfortunately, the discussion didn't seem to shavtigipants real attitudes towards MM. They maiayee to
the concept, but not in very specific or directeywr hey think about such new propositions as algdea, but
there is still a long way to go, in order to getlneesults and it will not be easy especially igawls to financial
and legal aspects. MM measures in their opinioriccomiange the planning process but only if the lofiexal)
level documents and the policies allow implemeatatf those solutions. One gets the impressionathat
participants understand the need for MM implemémtatand accept them in general, but they also tieai due
to existing preconditions and external circumstaritwill be very difficult to implement MM measwgén real
procedures and planning / building permission psees.

10.5.3 Description of other results

Discussion has shown that a meeting of all adnmatise units, public transport operators, inhakigaand
investors are needed and beneficial for all of thEacth participant could discuss with each other an
understand many of the previous decisions andeobftinions of other parties. During the meeting ynasues
were discussed (not always connected with scoplgeagimulation) and this shows that it is a goashitb
organize that kind of meeting for strategic inmeshts in city, but it is recommended to limit thember of
participants to a smaller group.
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10.5.4 Description of simulation as method

In our opinion, the simulation concept is very gadel to discus transport and urban planning problét
could be a very good approach to gather in oneaddyone place all stakeholders who are resporaitae
interested in that issue (for a particular proje@ily intensive discussions and changing of ideabkopinions
could solve many transport and planning urban jgmob| but first of all the laws must be changedolf most
of the new solutions might remain unsolved duestpsiative reasons. In a planning simulation megtinere
shouldn't be assembled more then 10 people tosepréhe main stakeholders. Bigger groups could lbarrier
for an effective discussion. In Polish reality,tthpproach is a new one in planning process. InR.8Bacted
process, a similar kind of meeting exists but nathdorm of presenting plans and information aid to discuss
possible new solution which might emerge from ttamped development. During the planning process,
inhabitants and developers can meet for one ddypléinners and administrative units for discussireg
proposed solutions. However, usually, such a tiawil' meeting is used for protests against nawsport
network proposals.

It is very important to inform and instruct all gaipants about the scope of the meeting. In Polrel
stakeholders could not present their opinions atiait willingness, apprehensions and requests iopen and
straight contact. Because of that, there is theatithat the simulation meeting can end up in afféntive
discussion. Sometimes, this could be barrier taikitions’ success.

There is also another problem for Polish participaf simulation meeting — the name of that meeting
“Simulation meeting”. During the meeting, approathhe simulation was presented, but for participahe
“simulation” was understood. Maybe it will be bette change name of that approach on “Brainstorming
meeting”? In Polish, “simulation” means somethitggee- it is rather used in computer calculation.

What was wrong? — Participants present only thaimions and discussed only the general transpofilem in
Krakow. They barely focused on the main discuspioints prepared for the simulation meeting. It wesy
hard to reintroduce them to the MM measures issues.
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11 Annex IV: Country report Spain \

11.1 Preconditions

‘ 11.1.1 State of Land Use Planning and transport int  egration

In Spain there are basically three levels of coempes in LUP and transport planning
The national law on LUP sets the framework of hbevitegional laws have to be developed.

The regional law has legislative and administratieepetence in approving the local LUP. They
develop town planning plans for the municipalitiefjch provide a more detailed framework than the
national law, and revise and approve finally thenioipal LUP. The minimum parking standard is also
set on a regional level.

At a local level the municipalities have the congmee in developing a General Urban Plan (Plan
General de Ordenacién Urbana-PGOU) following thigines developed in the town planning plans,
where the present and future use of land for thieeemunicipality is determined. It also defineg th
criteria and norms of how to develop the area enisity of buildings, heights, uses, etc.

The Partial Plan (detailed plan of the area) heferred to as a Detailed Site Development Plan -®3®a
planning instrument that has to be developed few'sites” defining the structure of the new siteget
organisation, infrastructures needs, structuretsf letc. It also defines the measures of strewtdamtpaths.

The DSDP of Los Molinos was written by a team cstirsg of the architect Ménica de Blas, Euroestuciosl
Rueda y Vega asociados on request by the Urbano@ous Los Molinos-Buenavista founded and represiént
by the Autonomous Region of Madrid and the munidipaf Getafe on the 27 of June 2004. The plan was
finally approved in December 2005 by the municiyadf Getafe and the Autonomous Region of Madrid.

According to the Land Use Law of the Autonomous iBe®f Madrid it's specified that a DSDP has to be
developed for new developments. For the DSDP tappeoved, specific technical studies have to beddd
among them a traffic assessment study. Regardntrdffic assessment study it doesn't say exprelysifat it
is obligatory to develop it, but specific studieashinclude the "right connection, extension andfogcements
of every infrastructure, equipment and public mipdtand supra-municipal services, that will bedubg the
future population (supposing they will be permanesidents), and as a minimum the integration offoks of
education, welfare, sanitary, sports, culture, spiene, daily commerce, security service, firemad the
connection to the infrastructure and road serviceurban and regional public transport on roadl rail" (Art.
48 2a). Point D in the same paragraph states thaecific study of the connection and autonomynhefrublic
transport system has to be done, guaranteeing wikkee no congestion or capacity overloading vitik
existing traffic or for different future scenarios.

After the DSDP is approved an Urbanisation Pladeiseloped defining the urbanisation of infrastruesujust
roads and footpaths) for the area. When this &ifiad the constructor can apply for a “buildirgehce”.

The present General Urban Plan of Getafe was apgriov2004 by the Autonomous Region of Madrid dnd i
describes the site chosen for the simulation, Loids, as a “new urbanised area” zoned for bugdin
development with the obligation of realising a DSIOPits development. The DSDP for Los Molinos was
approved in 2005.

As well as for LUP there is a national law for sport planning, being the framework for all Autormm
Regions. In this case the regions have a narrozgiyicted competence to infrastructure and servitgsh
involves more than one municipality. The region damelop planning instruments on a metropolitan @nén
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level too, but it is not mandatory. In the caséhef Autonomous Region of Madrid they demand thésa#on
of a specific study of the accessibility and tramsgfficiency integrated in the DSDP — the Tra#issessment
Plan.

In the last three years, a new transport plan bas bdeveloped at national level, PEIT — Plan Esgied de
Infraestructuras y Transporte (hational infrastneetplan for transport). This plan contemplate®irative tools
in urban transport planning, intermodality, susthie transport and mobility management. The planbezn
developed through sector programmes (nationalrimidal strategy, cycling and pedestrian strategstasuable
urban mobility plans, etc.). Sadly these plans hatebeen approved yet, being only a general reéeréor
Autonomous Regions and municipalities as well gaide for state investment.

In 2005 the Spanish Government approved an Actian P005-2007 for the Estrategia de Ahorro y Eficia
Energética en Espafia 2004-2012, E4 (Energy Sawiad:Eiciency Strategy in Spain). The Action Plaeg to
resolve and specify the low definition of concratéions, deadlines, responsibility of the publiclies involved
and the identification of financing for each casentioned in the E4. One of the sectors considerélae Action
Plan is the transport sector. In this, Planes deilMad Urbana Sostenible, PMUS (Sustainable Urbansport
Plans, SUTP) are mentioned as a specific measunglér to reduce energy consumption, together with
transport plans for workplaces, increased useadrt for interurban trips, renovation of the caefleetc.

In order to develop the SUTP, the Instituto parBikersificacion y Ahorro de la Energia, IDAE (Natal
Energy Institute) launched a programme to finarl projects in all Autonomous Regions. Getafe was
selected as a pilot city in the Madrid Region.

In July 2007 the Action Plan for 2008-2012 was appd, being a continuation of the previous actitamn
time with new goals and financial programmes egthbt. Among these are the continuing financiataid
elaborate the SUTP, and the elaboration and follpvef the pilot experiences and measures propogathw
them.

‘ 11.1.2 State of local (and if relevant regional and national)
| transport plans

The most important local transport policy in favefiMM-measures is the SUTP of Getafe developezDini/.
It focuses on a general reduction of car trips eeigfly short trips-, an increase of the use oflipubansport for
medium and long trips, an increase of the use@fdiés for short and medium trips and walking witthie
municipal borders. The measures contemplated iedhath physical and promotional ones, all accordinipe
needs of each sector. The SUTP has detected wesalsnasd opportunities in the mobility of Getafe haded
on that proposed programmes to reach more sustainadbility. Some of the proposals made are:

Improve the public space for citizens; develop &ing and biking network throughout the city,
implement priority for pedestrian and residentthia city centre and 30-zones in residential areas,
improve the intermodality between bicycles and jmutphnsport, develop promoting campaigns for non
motorised transport modes, etc.

Promotion of public transport; restructure of thublic transport network, introduce shuttle lines to
industrial areas and to the capital Madrid, inceesafety and accessibility for all users, etc.

Parking; reduce the number of car parking spaogdeiment parking areas subject to a fee, establish
parking programmes for residential, industrialslge and commercial areas, etc.

Improve the distribution of freight goods; develmpgrammes for distribution at night, establish
vigilance for loading and unloading spaces, implenggeen vehicles in pedestrian zones, etc.
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Improve mobility to educative centres, industrigdas, sanitary centres, universities, commercial
centres and sports centres.

Integrate mobility measures in the planning for ieawelopments.
Introduce and administer carpools and car shatabesworking, and a mobility office.

The fact that the initiative comes from Getaferissdvantage and means there is actually a chaatthgy will
implement some of the proposals. At present theicmality has initiated some of the programmes pssal
with the help from the financial programmes fromAIE, some examples are; pilot project of walkingash
buses to three schools, establishment of a mobiffige, development of mobility plans to the urrisiey and
the hospital, development of lines of shuttle busas the city centre to several industrial andrexical
areas.

Against the implementation of mobility managemerthie fact that the SUTP doesn’t have any legatéraork
yet, it is merely a guideline for the municipaligs well as it is voluntary to develop it and talige the follow-

up.

At present the traffic analysis in the DSDP anadysely the development of the road network in ter area
and that there are enough parking spaces planngd Broad opinion thinks that the analysis shdald
extended to include the public transport and peid@sand cycling network too. Based on the tradfialysis it
is defined how the area should be connected textisting road network and what kind of streets and
characteristics should be used inside the area.

11.1.3 Local transport data

Getafe is a municipality situated just south of ¢agital of Madrid (approximately 15 km from théyotentre of
Madrid) with 165.000 inhabitants. It belongs to thetropolitan area of Madrid and to the so-calledtB
Metropolitan area, the area with most inhabitamtdhe region apart from the capital (1.180.000e Th
municipality has a powerful industrial and businssstor with several economical areas surroundiegity
centre and the residential areas. It is also tbation of the University Carlos Ill and a Univeysiospital.

Getafe has a strategic situation when it comesdmnal infrastructure; crossed by several motosyagain
lines, underground and urban and interurban bes il is situated between the regional ring rddes and
M-50 in the north and the south respectively amtt@ssed from north to south by the motorways Aet2
Toledo, and A-4 to Andalucia. The A-42 divides tilbanised area in two parts.

Apart from road infrastructure, Getafe has also tegional train lines, C-3 Atocha-Parla and C-4ok@-
Aranjuez, crossing the municipality from north tuth. The underground line, L12 MetroSur, is audacline
that serves the five largest cities in the Soutlirdmlitan area and has connection in one statidim tive rest of
the metro network and with the regional train netwnat several places; in the case of Getafe infé&antral
and El Casar. The interurban bus network consf24 dines connecting Getafe with bordering muradiijies
and with Madrid. The urban lines are five and thete bus consists of two lines.

The high urban density and short distances areufav@ movements by bicycle or walking as well as fiat
topography. Within each district the distance tblguequipment like sports centres, shops or hezltk centres
is close.
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Figure 34: Principal infrastructure in Getafe (source: SUTP Getafe)

According to the Encuesta Domiciliaria de Movilidael Madrid 2004 (Mobility Survey of the Region of
Madrid) the municipality of Getafe generates/atsd&20.571 trips per day. The external trips sfandimost
50 % of the movements, with Madrid as the mostes origin/destination (26 % of the total). Compgrwith
1996, the total number of trips has grown from 883, an increase of 134.979. Most trips, 89 %dares in
one step, with just one mode.

The number of trips per person and day is 3,01tla@anotorisation index is 440 cars per 1000 inlzaibét, much
lower than the average of the region with 513. fiteglal split in 1996 and 2004 was the following:
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Figure 35: Comparison in modal split in Getafe betwen 1996 and 2004 (source: SUTP Getafe)

Private motorised transport modes (e.g. cars, rogttas) stand for the largest increase in thed® gggars and
walking the highest decrease, passing from thecipéh mode of transport to a third place. Publémsiport has
also gained users, almost reaching 30 %. The urmeang is the most used type of public transporhwit %,
followed by bus, 36 %, and train, 23 %. Comparimd 996 the underground has increased from 14 % & 4
while the bus has declined from 64 % to 36 %. Tipke explanation is that MetroSur opened in 2003,
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connecting the surrounding cities that before dalgt access by bus. The use of bus is also deaygaesitly due
to the poor local bus network.

The principal motives for the trips are work andiegtion, 62 % of the total number of trips, 41 % 24 %
respectively. Most trips to work are external tri6 %) and the principal mode of transport isghieate car
(56 %). The characteristics for trips to educafiocluding school and higher education) are mongaéy
spread between external and internal trips and wétlking and public transport as principal modes.

If analysing the internal and external trips alo@ % of the internal trips are made by foot, aBd®of the
external ones are made by private car. The po@nublois network is reflected in the low use of lmrdriternal
trips, less than the use of car.
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Figure 36: Comparison between external and internalrips in Getafe 2004 (source: SUTP Getafe)

Despite the large supply of regional train, undeugd and bus the use of the private motorised ieehi&sn’t
stopped increasing in regional and local mobilit. a fact that the central districts in Getafeeda more
moderate use of the private car; where the putditsport, especially the regional train, obtaiiégher share
than the average in the municipality. The distrfatsher away from the city centre have a higher ofsthe
private motorised vehicle as well as some industneas that have a poor accessibility by pub&iogport.

T o summarise, the trend in Getafe is increasing® car use and to a lesser extent increasedfymelic
transport and a decrease in trips by foot. Thikescase for all trip motives and for internal adlas external
trips.

11.1.4 Legal situation

The principal tools to integrate MM into LUP aredhgh the General Urban Plan and DSDPs, two legal
planning instruments that determine the plannirgy@nstruction in an area. It is in these planschteria
have to be introduced to achieve planning in fawfdow energy consumption. There are basicallgehields
in which it's possible to influence the plannindamning objectives, regulations, and physical urplamning.
Other tools that could be used are specificatinrienders, pacts and agreements with the devetogkthe
constructor.
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In regional lawl ey 9/2001 del 17 de Julio del Suelo de la Comunidale Madrid, (Law of Land Use in the
Region of Madrid) land development is regulatechargional level. In article 36 the public infrastiure
networks are regulated and standards for surfaparss, public services, and parking are estaldishibe
following standards for a 100%monstructed surface have to be fulfilled:

20 m2 of parks and green areas.

30 m2 of equipment and public services.

20m2 of general infrastructure.

Minimum1,5 parking spaces inside the built plotc&ptions from this standard can be allowed:

o For congestion or density reasons in urban certtieggeneral planning instrument establish
maximum limits to private or public parking spaéescommerce, events and offices;

0 Due to accessibility conditions or the dimensioheasting blocks, the municipal regulations
exempt the obligation of a space in the garaghéamtot. In this case the required standards for
parking must be covered at another place.

These standards are verified in theneral Urban Plan and the Partial Planand the number of planned
parking spaces has been followed for Los Molinnsarticle 243 in the General Urban Plan, it islelsthed that
the project won't be approved unless the stipulaitting demand is fulfilled; if not the projectsh be
modified. However there are no regulations for hoany on-street parking spaces there has to be in a
residential area (for other uses there are norig3. could be a possibility to integrate MM to reduhe total
amount of parking. In Article 228 in the Generablin Plan measures to improve the urban streeg tre
vague suggestions for bicycle itineraries and Be&parking, planting trees in between parking spabas
stops, illumination and signposts. The General biBkn also has a section on how to mitigate tigatine
effects of urban traffic and what measures are @atecto reach a more sustainable environmenthieut tare no
concrete measures to follow.

There seems to be a broad acceptance at a mur@ipato develop the SUTP and implement the pregos
measures, however the measures have to be mathtaitien the norms described previously, if nogyhmight
not be approved by the Autonomous Region. Anothierré plan is the PEIT, that when it has been apmato
could open doors to implement MM measures in LUP.

Besides the above mentioned regulations and plgnnstruments, the following three laws can have
importance for the general building permission dadelopment of a new site.

According to the_ey 3/1991, de 7 de marzo, de Carreteras de la Comdad de Madrid (Law of the road
network in the Autonomous Region of Madrid), then€el Urban Plan must include planning instrumémas
guarantees the connection to the interurban rotwdonke in Madrid. The law can also establish limibas and
prohibitions in areas for public use and protecfmmnew roads. Therefore it is of utmost importaiitat the
regional law is integrated in the General UrbamPla

Theley 25/1998, de 29 de Julio, de Carreteras del Esla(Law of national road network), regulates the
access to the motorway A-4. The final instancepiorave an access not planned or predicted is timésivly of
Public Works.

According to thd_ey 2/2002, de 19 de junio, de Evaluacion Ambientale la Comunidad de Madrid(Law of
environmental evaluation of the Autonomous Regibkladrid), any urban or rural land use planning ttas
undergo an environmental analysis. However theslatipn is very vague and in many cases the evatuan't
done in a rigorous way.
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11.2 Description of the simulation site

11.2.1 Location of the simulation site

Los Molinos is an area situated in the north ofrthenicipality in between the consolidated residdrarea of
Getafe Norte (El Casar) and the industrial aredsosfAngeles and Los Olivos. The area is heavilgaéd by
the “barrier effect”; to the north it is limited the municipality of Madrid and the M-45, to theswéhe regional
train line C-3, to the east the motorway A-4 arelitidustrial area Los Olivos and to the south tickistrial area
Los Angeles. This is an important aspect that bdsetsolved in order to create a sustainable niphitid a
residential district integrated into the rest oft&de.

The size of the area is 1,5 km east-west and 1dath+south and the distance to the centre of Gétafe
approximately 2,5-4 km.

Figure 37: Map of Los Molinos and Getafe City Cente (source: DSDP Los Molinos)

11.2.2 Type of utilisation and development

In the General Urban Plan the area of Los Molisoddscribed as a “zoned urbanised area” (Suelonizdiale
Sectorizado) for residential building. Accordingthe planning scheme the largest part will be dedit to
residential use, surrounded by retail land uselipgbrvices and equipments and green spaces.

The basic criteria for the area are establisheédaerDSDP chapter 4:

Generate a well-balanced space for the future eatil growth in Getafe.
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Improve the accessibility east-west over the rajlivacks and the motorway A-4.
Use a similar design as the present residentiakarethe north of Getafe.
Design park roads connecting to existing roadshasouth and east-west.

Locate the retail uses close to the motorway A-4.

Equipments in the south limiting to the plannedipments in the industrial area Los Angeles, and
green areas limiting to the northern border.

Modify the design of the traditional rural roaddrthe network of pedestrian itineraries.
The first line of buildings are aligned with thenstructions in Los Angeles

The total surface of the area is 1.257.2%wmere 610.637 frare to be constructed, 581.532will be for
residential use and 29.10% for commercial use.

The structure of the new area will be developediada central park of 5 ha, Salén Central de Gevdth the
buildings placed south and north of this green.drethe bottom floors of the multi-family buildisgacing the
park there will be non-residential activities.

The commercial activities are concentrated to aa atose to the metro and train station of El Casfont of
the Park&Ride. The commercial activities are qaitgall due to the proximity of an existing commelcientre

in Getafe Norte. Close to the A-4 an area with gtune of activities is planned. The total surfa¢éree public
spaces is 324.660%ndivided into urban parks close to the residemttialdings, green areas located principally
in the perimeter of the area, and other public epac

Table 4: Surface dedicated to equipments (sourcel 5P Getafe)

EQUIPMENT SURFACE M2

Educational 94.316
Sanitary 3.500
Socia Services 29.884
Culturd 5.950
Soorts 20.000
Urban Services 29.629
Tota 183.279
‘ 11.2.3 Technical description of buildings

‘ Number of buildings

In the most northern part two areas of one-familydes are planned, called Eastern and Western ¥ dlbe
rest of the buildings will be multi-family housinggme of them reserved for young people withinfreuth
Housing Plan” (Plan de Vivienda Joven) launchedhsyRegion of Madrid.

The number of houses that will be developed isB.distributed between 20 % of free housing an&o36f
public protected housing (cheaper). Of the “freadiing”, there will be 314 one-family buildings wish
maximum of two floors and 941 multi-family buildia@f a maximum of six floors if there is commenaetie
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ground floor and five if there isn’t. The publicgbected housings are also multi-family buildingshaa
maximum of six floors. 582 apartments will be smathan 110 fhand the rest (4.434) of any type of the
apartments established in the regional norms fotipprotected housing.

Multi-family houses One-family houses Typical roadwith free
spaces

Figure 38: Typical buildings and roads planned in los Molinos (source: DSDP Los Molinos)

Parking spaces

The different policies determined by the DSDP digthta standard of 1,5 spaces per 16®ftonstructed
surface as their norms (chapter 5.5 Condicionesicesa todas las ordenanzas), this ratio guarathtees
minimum legal coverage established by the Autonas®egion of Madrid. In total, this means that 9.159
parking spaces have to be built in the interiothefbuildings. Apart from that, 2.016 parking spaaee planned
on the principal and secondary streets, to a tdtal.175 spaces. This gives a medium of 1,83 sppee

100 nf constructed area or, 0,63 spaces per resideht78rspaces per housing. For commercial use (small
commerce) the General Urban Plan determines 1 $paeach 100 f or 1 space per 507if the commerce is
for food and larger than 400°m

Close to the railway station El Casar a Park&R#lplanned with a surface of 29.197, mpproximately 1.450
spaces.

No parking spaces are stipulated for bicycles in@frthe regional or municipal regulations, but 8ldTP
propose to add to the General Urban Plan a padigylating the number of bicycle parking spaceseiw n
developments, residential or not, to a minimum,&frif per housing with direct access from the exterfdhe
building.

11.2.4 Estimated number of users and projection of trips

There are two sets of traffic analysis data fos triea: from the Traffic Assessment Plan in the B&Dd an
estimated calculation made in the SUTP.

In the SUTP the estimated number of users andrthjeqgtion of trips has been calculated with rafiosn the
residential area Getafe Norte (which has a sirstiarcture to that of Los Molinos), to get a moredible
estimation. In this case the average number obperkving in an apartment or individual houseésts 2,8,
meaning that the estimated number of residents@ill 7.573. The total number of trips per day reenb
calculated only including persons older than 4 gebeing 14.761 residents. On the other hand tieahtrips
generated per person and day in the area has hketated to 2,05 and the number of trips attratdetie area
has been calculated according to the number of@yapk estimated. In total 39.706 trips per day Heemn
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estimated in Los Molinos; 34.249 originating in Hrea (86 % of the total amount of trips), 1.09thwine area
as destination and 4.368 being internal trips. T low estimation; probably it's more accuraestimate
50.000 trips per day.

Table 5: Estimated number of residents and projectin of trips in Los Molinos (source: SUTP Getafe)

Total population | Population >4 year§ Generated trips| Attracted trips | Internal trips | Total trips

17.573 14.761 34.249 1.090 4.368 39.706

The modal split according to the present behavioodel in Getafe Norte would be:

Table 6: Estimated modal split in Los Molinos (souce: SUTP Getafe)

Total trips Mechanised trips

Total trips| Non-mechanised trip] Mechanised tripg Private modeg Public modeg Others

39.706 9.899 29.808 17.109 11.028 1.671

100% 25% 75% 57% 37% 6%

None mechanised: pedestrian; mechanised: cartrairs, bicycle, etc; private modes: car, bicyclebiic
modes: bus, train.

In the Partial Plan it's mandatory to inclublaffic analysis. According to this the following conclusions have
been drawn:

Los Molinos will generate approximately 21.785 srip private vehicles and 27.676 trips in public
transport in an average working day. This corredpdn 3.057 private vehicle and 3.598 trips in jmubl
transport with origin in the area at rush hourhia imorning.

The roads are at capacity limit with this numbetrigfs.

The proposal to solve the deficit is to make aaio®nnection with the M-45 in the north to decastghe
access to the A-4. Regarding public transporfittsposed that the existing interurban line 442 ibd extended,
which with its present service and frequency wadder 25% of the demand of trips per day to Madrie
urban line number 3 could be extended to covedémand to the centre of Getafe of around 6.006 péy day.

The Partial Plan doesn’t count pedestrian tripsihds estimated that the number of private ardiptrips
will be more or less 50 % each, this is not reabtmi Los Molinos is compared to Getafe Norte. Hweer the
projection of the total number of trips is moreligt&. The differences in the total number of #rigalculated in
the two scenarios are, above all, the change igrhwth of population and the number of personsdjin each
household.
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Accessibility of the area

The access points to the area will be construatkboMiing the existing road structure for EI Cadars Olivos
and Los Angeles. However the internal network sthdng structured so that no through way traffic eiiter.

Figure 39: Planned road networks of Los Molinos (sarce: DSDP Los Molinos)

Public Transport

There is a metro and regional train station sitiéieEl Casar at a distance of 600 m from the eeoti_os
Molinos. The metro line passing Getafe is numberalsd called MetroSur, a circular line covering tities
south of Madrid. It has connection with the restha metro network in one station and with theagegl train
network at several stations. In Getafe there isranection in El Casar with line C-3 Atocha (Madf&Panjuez
and in Getafe Central with line C-4 Atocha-Parlkefe is also an interurban bus passing south cirées
number 447, between —Legazpi (Madrid) and the halsipi Getafe and one of the shuttle buses stdipan
southwest corner of Los Molinos on its way to Ld/@s from Getafe Central.
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Table 7: Existing public transport passing close td.os Molinos (source: SUTP Getafe)

Transport mode | Origin-destination Service (working days) | Average frequency
Metro L-12, MetroSur 6:05-2:00 7,5 min
Regional train C-3, Atocha (Madrid)-Aranjuez 5:50858: 20 min
Interurban bus L447, Legazpi (Madrid)-Hospital aft&fe 6:47-22:45 26 min
Shuttle bus Pil, Getafe Central-Los Angeles-Los@Ii 6:00-21:20 34 min

Pedestrian and Bicycle access

The Partial Plan considers two pedestrian tunreesipg the railway tracks of line C-3, one leadmthe metro
and train station El Casar and the other one fatigwhe traditional rural road passing Los Molimamnecting
with the residential areas on the other side ofdfilevay tracks.

Car access

The road network within the area is organised adauning-road around the residential area from etiee
traffic is distributed. The connection to the cerif Getafe over the railway track is planned thiotwo
bridges and with the industrial area Los Olivosrdahe A-4 with another bridge. The internal netwizrk
organised around one principal street and sevecalnslary streets with 20 m section where all tyfésansport
modes are allowed. There are also coexisting stmahned where the priority is for non motorisedrs and
pedestrian streets where only bicycles and frdigimsport are allowed.

Figure 40: Internal road network in Los Molinos (saurce: DSDP Los Molinos)

The internal road network consists of five typestoéet with the following characteristics:
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A-Principal road from north to south. It has a getbf 34 m with one traffic lane per direction,eoparking
lane at each side parallel to the curb, one paveoféhm at each side with an integrated bicyciee|aand a
median strip of 3 m.

B-Secondary road from north to south. With 20 ntisadt has one traffic lane per direction, onelrag lane
parallel to the curb at each direction and one pere per direction of 3,5 m;

C-Interior road in the Colonies area. This is ad&stial road of 10 m with all modes in coexisterieen are
reserved for motorised vehicles and the rest fdeptians.

D-Side roads to the park Sal6n Central. One-wagisadth a section of 20 m, with parking lanes ahlsides;
one parallel to the curb and the other one withfritvet/end to the curb. The rest of the sectiotiedicated to
pavements.

E-Ring road. It's a road circulating the districinsisting of a section of 20 m, two traffic lanesiach direction,
and pavements 6 m wide — one with a bicycle laree ¢h). In the south section a parking lane pdrtdl¢he
curb is integrated.)

11.3 Simulation description

11.3.1 Scope of the simulation

The sector is adjusted to the guidelines giveménGeneral Urban Plan for Getafe, as well as tharur
legislation for the Autonomous Region of Madrid y1®2001 del Suelo de la CAM). The regulation a3t
planning instruments agrees on a series of stasddtdout much relation to mobility, e.g. the perage of
area for equipments, resources, general infrasireislystems, etc. without taking into consideratidich is the
best location in comparison to each other. The ghimg occurs with the residential parking standafiked
parameters repeated over and over in the new uibagiopments at any site in the territory. Somthese
standards are mandatory and cannot be modified.

At this stage the chosen site is being urbanigedcall for bidding for the™ phase of urbanisation was closed
on the 22% of May. This means that nothing can be changeddérDSDP and that the contracts with developers
and constructors for a large part of the area lagady made.

As the preconditions for introducing MM aren’t vaggod, the aim of the simulation is to go backie stage
before the DSDP is written to see what MM measooesd be introduced in this phase of the plannirogess.
We think it will be more interesting to see whaanobes could be made in this stage than to introtheasures
on a later basis (i.e. when the contracts are &refsed). The discussion will focus on in whaiggt you can
propose the measures, who should be responsibieefor and what legal aspects play a role.

A second aim will be to see if the constructor dduhve a more important role in introducing MM meas and
how this could be done. This is something totalyvrin Spain so the subject has to be introduceg canefully
in order not to be rejected.

We hope to get a clearer picture on what thoughdsnaotivations existed when writing the DSDP anatvh
opportunities and problems each of the participaatsin the subjects we raise. Legal aspects egianal level
will be hard to address since we don’t have anyfeeparticipating on that level, however the quesiwill be
raised and discussed.
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11.3.2 Content of the simulation

The simulation will start with presenting the pratsBSDP so that all participants get the same kadg# of the
area. A future scenario if nothing is done basetherexisting plan will be presented, a predictéfuture
traffic, motorisation index and mobility share argahe residents. After that a future scenario With
integration of MM measures (GDM-scenario) will posed and the participants will discuss arourd th
possible integration of each measure. The simuiatidl concentrate on which type of MM to introdyd¢sw
this could be done and which could have the béstief

Transport aspects are not taken into consideratitime DSDP apart for minimum parking standards thed
basic road infrastructure. Is it possible to chatigeinitial preconditions for planning at this &% The
following subjects will be investigated within tfiest scope, the initial phase of the DSDP.

Mobility Office. A mobility office will be introduced as the framerk for all MM-measures proposed
in the simulation (and future measures as well)asthe responsible organisation for planning and
mobility questions in the district. Examples of reei@s that can be included in the tasks are promoti
of sustainable modes of transport and alternatiagswio travel, management of tele-working officd an
car pool, responsibility for planning of infrasttuce improvements in the area, etc.

The interchange at El CasarImprove the intermodality of non-motorised trang@mnd modes of

public transport. The presence of a railway statibere the metro and regional train network
converges allows opening Los Molinos to local cantioms as well as metropolitan and regional. But to
make this intermodal centre possible the surroygedand the accessibility to the station should be
treated differently; prioritising pedestrian, cyaiand PT access. The attractiveness to reachettens

by car should be reduced as well as the availadleinmy spaces. These measures will allow reallngati
the parking area to other uses. The station shmudt on bicycle parking, safe and protected agains
vandalism and weather.

New public transport services in the DSDPDespite the short and medium distances to many
locations in Getafe, there is a necessity to irs#éhe supply of bus lines in the area. Thereforeva

bus line is proposed that covers the industrigd afd_os Olivos (on the other side of the A-4), g&ss

Los Molinos and connects with the station El Casat converts it to a real intermodal centre. Why
aren’t these modes and aspects integrated todaytd{de possible to make them mandatory in order
to get the DSDP approved?

Walking and cycling network in the DSDP.The longest distances (to Getafe Centre) dontedd

km and a large part of the urban development angetents are located at only 500 m. For this reason
a safe and comfortable network of pedestrian actingyitineraries should be created inside the

district. It's important to create itineraries ceeting PT-nodes, equipments and commerce andalso t
the rest of the municipal network. Taking advantafjthe fact that Los Molinos is characterised lay f
terrain and short distances; it offers a great dppdy to promote non-motorised modes. How could
this be integrated into the planning and at whegestshould it be done? Bicycle parking has to be
constructed in the area as well as in the intergha@ould a standard for bicycle parking be dome fo
residential buildings? Are there any barriers thatede the construction of parking?

Traffic calming. The speed limit in the area should be set to 1/ Kar residential/coexisting streets
and 30 km/h for the rest of the road network, \litt exception of the ring-road. On the principal
north-south road the motorised traffic should hpwerity except when passing the Sal6n Central
where pedestrians and cyclists cross. Increaseatiie calming to the entire road network. The
possible passing through traffic should be dissdddéhe ring-road (there is a risk of motorisepsr
between the industrial area Los Olivos and theéostdil Casar, passing through Los Molinos).
Furthermore it's important to make difficult shinips with a private vehicle. Among others ther¢his
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risk of possible trips in a car from the uni-familhousing area (the Colonies) to the Park&Ridbat
station.

0 Change the road sections and the use of theropose new street sections and uses of the
area that will be released. Wide road sectiongdrtigher speeds and double parked vehicles.
If some of the section are meant for parking, ifNétes more motorised traffic and increased
use of vehicles. Therefore the suggestion is taagedhe lanes of the street and reduce the
parking spaces. The liberated space will be usé@ttctease the pavement widths and green
spaces. Is there any barrier to change the uses®g$3ion around how this can be changed and
what will be the new use of the free space.

Parking management

o0 Maximum parking standards. As highlighted the regional law stipulates 1,5 [ragkspaces
per 100 rf constructed surface, which impedes the possilifiiptroducing alternative
actions to decrease the use of the private cah ®itover availability of parking spaces, the
residents are incited to buy a second or thircpeaifamily.Would it be possible to reduce the
parking and change from minimum to maximum parlstapdards? What barriers and
opportunities lie behind this? Discussion arourghl@spects and at what level the decision
must be taken. Would it be possible to change #kipg spaces in buildings from residential
to commercial/other uses? Must the parking spaambeected to a dwelling and can a buyer
not buy the parking space? Is there anything thpedes the spaces being constructed in
another building?

o0 Reduction of parking spaces on public streetdzor example the Sal6n Central will
accumulate a large number of parked cars in itssigle roads as two lines of parking are
planned on both directions (in total 576 spacekjs Will produce a continuous flow of cars
entering and leaving the area, disturbing the catimbsphere the park intends to create, as
well as the negative visual impact it has. Whyoisraich space dedicated to on street parking?
Is it legally possible to reduce the number of sg&cDiscuss the possibility to move parking
spaces to areas situated away from the residéniidings.

o Reduction of the Park&Ride area at El Casar At present 29.197 nare held in reserve for
parking associated to the railway and metro stateing around 1.450 car parking spaces.
This will be a disturbing element added to thericiteange area, working against the purpose to
transform the area into an attractive central pfminpedestrians, cyclists and PT-users. The
possibility to reduce the area by 50 % will be d&sed. Introduction of parking management
where car sharing cars and public transport usasfpr free.

Car free housing.One block in the public protected housing for ypuesidents will be chosen as a
model. Could car free housing work in Spain? Whatthe main barriers? The car free housing should
be followed by planning where schools, supermarkmiblic transport stops and other public services
are situated within walking distance.

Tele working. A centre with all equipment a person could neepleidorm his/her work will be
constructed in the district. In this way the residedon’t have to travel to work every day but stay
in the area. Is this something that could havetaréun Spain? Who should be responsible for the
establishment and management?

Car sharing. A scheme for car sharing will be created for tb&dents. Would this have any future?
Which trips could have the most effect? Who shduddesponsible for the integration? Another
measure could be to implement a car pool for te@lemts, cars that are shared between everyone and
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that can “rented” if needed. Would this work inmaadl district like Los Molinos? What barriers ahet
most important?

In relation to the constructors role the followidigcussions will be raised:

The role of the constructor.lIs it possible to oblige the constructor to intiod MM? What kinds of

MM could you force them to introduce (informatigaxpmotion, organisation, education,
telecommunication, parking management, etc.)? Wiubdcoblige them (city administration) and how
could it be done (contract)? Until which point shibthe constructor be responsible for the
implementation? What happens when the building/iarsbld? Should the obligations be transferred to
the new owners? Would any administrations, PT{estietc. be interested in supporting the
constructor? Introduce the participants to thei@ritase that it's possible to oblige the constnutt

pay and construct public services, that the tendesf a project is based on this.

Introduce the participants into the MM pay-off prin ciple: Suggest fixed prices for the construction
of a parking spaces and what MM-measure this comttespond to. Would this be possible under
Spanish conditions? Would anyone be interestekig? WWhich measures could be interesting for this
kind of pay-off?

Open questions for the simulation are the following
Are these reasonable questions for Spanish condiio

What can the developers, constructors, municipaktsidents, etc. gain with MM integrated into
planning?

What are the main administrative, cultural, paditibarriers and opportunities?

Would it be possible to demand minimum MM standavithin the general municipal planning?
How can these measures change the planning process?

In what planning stage can the measures be intestfuc

What impacts can the measures have on the market?

What are the attitudes of developers and constrgto

11.3.3 List of participants

The following persons were considered importanttiersimulation and therefore invited. All of thextcepted
the invitation, but in the final days before theatieg some of them communicated they were unable to
participate. After some discussion it was decideita invite any legal experts since ARPEGIO, thgan
planning department and Ménica de Blas all haveitig knowledge in these matters.
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Table 8: Invited persons to the simulation

Name Position Institution/Company Attended
José Manuel Vazquez Urban Planning Councillor Citgefafe No
Rocio Gonzalez Vazquez  Mobility Councillor City of Gt Yes
Angel Busto Environmental Councillor City of Getafe No
Lorenzo Hernandez Responsible for the Mobility Diuis | City of Getafe Yes
Armando Garcia Municipal Architect, Urban Planning| City of Getafe Yes
Division
Mercedes Alcalde Architect, Urban Planning Division | City of Getafe Yes
Juana de Pablos Responsible for the Environmental | City of Getafe Yes
Division
Carlos Medina Manager ARPEGIO No
Carlos Marciel Civil Engineer ARPEGIO No
Aurora Justo Urban Planning Department ARPEGIO Yes
Angel Garcia Uyarra Urban Planning Department ARREGI No
Ignacio Sanchez Coy Real Estate Councillor City ob@HEMSV No
Jesls Sanz Manager EMSV No
Carlos Cristobal Head of the Research Department CaonsRegional de Transportes No
de Madrid (CRTM)
Angel Cediel Technician of the Transport Departmembstitute of Energy Diversification | Yes
and Saving (IDAE)
Monica de Blas Architect, Author of the DSDP of Log Monica de Blas Gutierrez- Yes
Molinos Arquitecta, S.L.
Francisco Lopez Luengo Head of the local PolicGetfafe City of Getafe Yes,
partly
Aurelio Rojo Responsible for MetroSur MetroSur No

Not all persons invited were able to join the siatian, but tried to send a substitute. In the cdsbe
Environmental Councillor that wasn’t able to papate, two persons from the environmental departmene
present; Juana de Pablos and Carlos Diaz alsdaghripg department was represented by two architiespite
the absence of the Councillor, Carlos Cristébahfil@RTM sent his colleague Domingo Martin, and thachof
the local police that could just attend some hawosight the police officer of traffic Alonso SermarFinally
there was a good spread among the participantsoflggoarticipant we missed was someone from the re
estate department or another developer or constridany opinions came from the architects and qéas but
fewer from the developers’ part; a better balanoald’have been desired. From ETT S.A. Caroline $4att

was present.
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Below follows a description of the administratiamdahe companies:
MODERATOR - Pilar Vega — senior consultant, expert in pupécticipation processes in the transport sector.

CITY OF GETAFE - councillors and responsible civil servants fritn@ urban planning, mobility,
environment and police departments were invitetthéosimulation.

ARPEGIO - land use solicitor and developer. It's a pubbmpany forming part of the administration within
the Environmental and Planning Department of theoAomous Region of Madrid. The company works with
very different stages of the planning process; feattorial studies of housing, industry, infrastuue and
equipments projects to the promotion of industaied housings and the marketing of all this. Theigipant
had to defend both the solicitors’ and the devaigpele in the simulation.

EMSYV — Empresa Municipal del Suelo y la Vivienda- Municipal Housing Promotors in Getafe. Their kor
consists of promotion, administration and executibarban plans and public housing and commereititia
and exploitation of buildings and non-built plothey also administer the public protected housimdjthe
inclusion of young people to their first home. Sattley were not able to participate.

CONSORCIO REGIONAL DE TRANSPORTES DE MADRID - regional transport consortium of Madrid.
They are responsible for the coordination of s&wjmetwork and fees in the region of Madrid. Urtteir
responsibility you can find the metro, tramway, fimibus companies operating in the municipalityMzdrid
and private bus companies operating in many othanieipalities in the region, for example Getafe.

METROSUR - department in Metro de Madrid running the soutHigre L12. Metro de Madrid is the public
company managing the metro system in the capithitarsurroundings.

INTSTITUTO PARA LA DIVERSIFICACION Y AHORRO DE LA E NERGIA (IDAE) — National Energy
Institute. It's a public organisation ascribedhe Ministry of Industry, Tourism and Commerce. They
coordinate and administer measures and fundingerfgy saving projects and are the ones who haveleal
the Sustainable Urban Transport Plans within thiéadPlan for energy saving 2005-2012.

EQUIPO REDACTOR DEL DSDP DE LOS MOLINOS -the authors of the DSDP of Los Molinos. The
author team consisted of Ménica de Blas, Euroestuaind Rueda y Vega asociados.

‘ 11.3.4 Programme of the simulation

‘ Final programme

The simulation was celebrated in a building proslithy the town hall of Getafe on the 18 of June leetw10.00
and 15.00. The simulation had to be finished a0 %s the working day ends at this time for moshef
participants.

10:00
Welcome and presentation of the participants

10:10: Introduction to the project MAX: The introductioa was kept as short as possible so that there was
time to discuss all the subjects.

Challenges and opportunities in relation to theliapfion of mobility management measures in theaided Site
Development Plan of Los Molinos

The simulation model in Los Molinos — mobility maganent strategies, indicators and measures
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10:30: The simulation

“0-scenario” at the DSDP of Los Molinos. Discuss@nund the present state of the DSDP and its
possible effects.

“Introduction of the MM measures-scenario” at th8@P of Los Molinos. In this part we will discuss
the integration of MM-measures framed into the tiogeof a Mobility office. The measures that wik b
discussed are in order: How to take advantageeoptiblic transport interchange in El Casar, the
incorporation of new public transport services,akimg and cycling network in Los Molinos, to
extend the traffic calming area in Los Molinos,kiag management, car free housing, the
incorporation of tele-working, and the promotioncaf sharing.

14:30: Conclusions for WPD and the integration of mobilitgnagement in planning and discussion around the
research questions.

Material

During the simulation the participants were prodisdgth maps and drawings of the area, some indhadt A4
to be handed out to everybody and some in the foADEA1/A3 to be put up on the wall.

Maps were provided showing following aspects ofdbgelopment site:
showing the site with roads, paths and use of land;
Section of motorised and no motorised roads;
Localisation of Los Molinos in a larger perspectiwdth the public transport supply;
Connections to the existing infrastructure network;
The new bus lane.
Input handed out to each participant:
Programme of the simulation
List of participants
Summary of the Regional Land Use Law (See Spamishxal)
Summary of the DSDP (See Spanish annex 2 )
0-scenario (See Spanish annex 3)
Future scenario (GDM) (See Spanish annex 3)
Information about each measure that will be disedi$s the simulation (See Spanish annex 3)

Maps showing the situation of Los Molinos in Getdfee distribution and situation of uses and a map
showing planned buildings and blocks.
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Step by step performance

First of all it's suitable to describe the exaest that were taken during the simulation. Evehefprogramme
was followed in general, the exact content was gadruring the simulation.

10 minutesintroduction of the project MAX and in particular WPD and theaming of the simulation.

60 minutesThe “0O-scenario”. A presentation was made about the DSDP and thesfmobility if no MM-
measures are introduced based on the mobility haba similar housing district in Getafe. Afteatla
discussion started where everybody was invitecbtoroent on the present DSDP of Los Molinos. As ashas
maps of Los Molinos and Getafe were used whereybweely could draw their suggestions and solutiofie T
discussion was very participative, especially wtienauthor of the DSDP and the urban planning dieyeent
had to explain what they had thought when writimg plan. All participants expressed their opiniand made
contributions on the present conditions of the DSDP

20 minutesA future scenario based on the implementation of mobility managermeptanning was presented
and how this affects the future mobility situati®ight after, the purpose of theobility office was explained.

It was made understood that the mobility office lddoe the framework for the integration of mobility
management and the changes in the planning situistiavour of the residents and sustainable mod&sffic.
This measure was followed by a discussion of hotake advantage dffie interchange El Casar

10 minutesCoffee break

20 minutesNew services in public transport The discussion focused on the accessibility tioua public
services and equipments, and how a new bus linel &uintegrated and connected with the existirgjesy.

25 minutes: The subject was abbigdycle infrastructure and its connections to the rest of the municipakitit
it soon changed thicycle parking at the interchange and inside residential builsliddso the possibility to
change the distribution of the streets, removingsipg and diminishing the width of the traffic lao provide
bike lanes was discussed. Not much was said abepetiestrian network— although during the 0-scenario
access was discussed.

20 minutes: Probably the most important measuterins of achieving a change of habparking
management.Parking in private residential buildings led te timost interesting discussion especially between
the architects. Also the Park&Ride at the intergfeawas discussed as well as the reduction of eetgarking
spaces. The subject had been touched before aad iliscussed afterwards too, the participantsatesdme
time to think about it.

20 minutes: Intraffic calming the speed limitation within the boundaries of Mslinos was treated, as well as
different kinds of measures on how to calm thefital he subject was very much linked with the retibn of
on-street parking spaces and the redistributisspate to non-motorised modes and green areas.d2itsfor
walking itineraries were also made.

15 minutes: The last three measures;free housing car sharing andtele-working were all discussed quite
quickly.

1 hour, 50 minutes: When all measures had beenstied theesearch questionsvere discussed. As a final
task the participants were asked to give theiriopiabout the simulation.
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11.4 Simulation results

‘ 11.4.1 Discussed planning and MM instruments & meas  ures

‘ O-scenario

The simulation started with a one hour sessiorudsiag the 0-scenario, understood as the presddPDS
Through an AO-sheet of the area the present conditivere explained and the participants gave their
contributions. Clarifications and corrections warade by the architect and author of the plan, Mdie Blas.

A summary in Spanish of the 0-scenario can be fonmmhnex 3, here is a short summary of the sitnads we
see it: The area is planned for 17.573 habitan@s2i6 households; 20 % are free housing and giare the so
called public protection housing. Only 5 % of theedlings are one-family housing and the rest atié lvu
blocks.

Figure 41: Overview of the area and the distributimm of the buildings (source: DSDP Los Molinos)

The accesses to Los Molinos by car are the follgwirom the east through the motorway to Andalucid,
from the south on the road Carpinteros in the itrthlsarea Los Angeles, from the north throughdisrict

Getafe Norte on the street Juan de Borbon. Thdralsd be access from the regional ring road MeAZhe
road Teresa de Calcutta also in Getafe Norte.

The longest distance in the area is 2,5 km, didfjofram the southwest to the northeast, a distgpassible to
cross by walking or cycling. However the proposealdr sections are not always adequate for pedesis&@n
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The principal street has a width of 34 m and tle@sdary roads are 20 m wide. Those are very widéoses in
order to obtain a calmed traffic situation. Apaarh that a total of 12.625 car parking spaces kengd.

Regarding public transport in the interchange iC&sar at one side of the district one undergrdimedand one
regional train meet. There is also a proposaldhaturban and one interurban bus line stop inrttezdhange
after passing the area. In an attempt to estirhatéuture traffic for these conditions the modditsp the
following: 25 % by foot, 28 % in private car, 42%public transport and 5 % in shared car.

Before the start of the simulation some barrieis ieen identified:
Low accessibility in the borders with other partGetafe.

High motorisation in the future related to the hggrking indexes in the area leading to less mghili
by foot.

A risk of freight through traffic from the indusatiareas.

According to the traffic study the entrances todhea are already at their capacity limit.
However there are also some good opportunities thi@harea and how it's planned:

In general there are short distances to reachgseéfices.

Integration in the planning of sustainable mobilikg bicycle lanes, traffic calming, coexistingads
and a mix of different activities.

Existence of the interchange is a good opportupitynodal share.

The Central Park could be a good opportunity fangeercial uses and a point for gathering.

Discussion

The DSDP has already been approved and is intttis im the second phase of construction. Anywisydbes
not prevent discussion on what can be improvedmmdhat framework and stage MM can be introduced in
this specific planning situation.

In this section everybody was talking, asking arakimg suggestions and interventions. The most @aatithis
discussion was the author of the plan Mdnica ds,Blee municipal architect Armando Garcia, the tafad
mobility Lorenzo Hernandez, the representative fthenregional public transport company Domingo Nfart
and the traffic police Alfonso Serrano.

In summary the most important aspects discussed thierfollowing:

Los Molinos has been planned as yet another ‘noresdential’ district of Getafe, with the intentito be as
integrated as possible to the rest of the muniitjpahd not a ghetto on the outskirts. This mehas the
accessibility to Getafe has been priority in thenping.

The design of the are@he Salon Central is located in between the Hadfkmulti-family housing, three blocks
on each side, thus the street around the parkdeasdisplaced somewhat to the south in order notetate a
direct pass from the access to Los Olivos indusdriea to the east.

There was a question of why thehoolshave been placed in the corners of the areawfay &om the centre
and close to the ring road with higher noise anekloair quality. Apparently this is because thediog cannot
be placed there due to noise restrictions whil@glshcan since they relate to a higher level.
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Theaccess to the centre of Getdifes been a true problem to solve, especially timemotorised ones. These
connections have to cross the railway tracks, éswseveral other infrastructure services that lmseen placed
in the same corridor to have it all concentratdus Tnakes it difficult to make underground accéswther
problem is the lack of land to base a bridge; ttaelignt would be too steep. The solution is twoargtbund
accesses north and south of the interchange arabtistruction of the interchange as a permeablgyloipen on
two sides (Getafe Norte and Los Molinos) with tlsgbility to pass through on ground level. A conapisie
situation is the permeability to another residdratiaa in Getafe, Sector I, with just two bridgaad both are
located in the north part of the district.

The traffic police Alfonso Serrano. Pilar Vega d@amingo Martin from CRTM.

Figure 42: Spanish planning simulation in Getafe ori8th of June, 2008 (photos: Caroline Mattson)

According to the technician of transport the widftihe road section and the radius of the turnd@resmall so
that a bus would not be able to realise a routeutlin Los Molinos comfortably. On the other hand] against
what was just said, they think there will be a peabwith the freight through traffic from and tcetsurrounding
industrial areas. To prevent this, traffic calmsiguld be intensified.

A new project not mentioned earlier is #e&parate bus lanen the A-41t was discussed whether this bus lane
could have an entrance and exit to Los Molinos would lead to a natural itinerary for an inteantbus to
Madrid and to the south of the region. The largesblem is that the A-4 is the responsibility of tational
government and it's very difficult to make them oba plans. The node also only allows for traffiteeimg Los
Molinos coming from Madrid —there is no exit lane.

The representative from the public transport corgpBromingo0 Martin proposed an urban bus line fthen
interchange passing through Los Molinos and Losd3lito Perales del Rio.

The internal ring road around Los Molinos is thoughmake it less ‘natural’ to chose the north-Baatis
Pinto-Resina which goes through the residentia.dbegrading this last road to interior (thoughpomary
level) it is less logical that it will be used bgdvy transports going to and from the industriabar The idea is
that the ring road will dissuade the heavy transpaay from the residential area. The opinion fleWT is that
the road sections of both the primary and seconidéeyior roads are too wide to really handle firigblem.
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Itis likely that the traffic around the interchangl Casar will cause problems due to the high rermbparking
spaces planned in the Park&Ride and adding théctigdnerated by the mall.

According to the traffic police there are large fibaities that there will be capacity problemstle access to
the area, especially in the connection with Geldete close to the interchange. This area alreagyemts
congestion problems at peak hours and the newenatiid area will probably increase it. Another ascwith
insufficient capacity is the northeast exit where traffic from Getafe Norte will converge with thraffic from
Los Molinos and the industrial areas.

In general it's thought that the large amount akjpay spaces, both private and public, will notnedhe traffic
but increase it. The problem is that the supplylddae too good.

The municipal architect Armando Garcia. Discussions

Figure 43: Spanish planning simulation in Getafe ori8th of June, 2008 (photos: Caroline Mattson)

Mobility Management-scenario

As there is no possibility to change the road stmgcor the situation of educational and sportsggants or
public services, the future scenario about intéggatiM-measures is based on measures that couidtiesly
be changed. Therefore ETT proposed the construofiamobility office for the area, a general traffalming
for all interior roads and changes in parking ma&amagnt and better conditions for the sustainableesod
transport.

New proposals from the present DSDP are that thergéspeed limit is set to 30 km/h on primary and
secondary roads and 15 km/h in coexisting roadsagretiestrian and bicycle network is introducethéentire
district. Inside the building plots the parkingrsiard is changed from minimum to maximum parkiragdards,
the total number of on street parking will be restliincluding the parking lot at the interchangeckhwill be
reduced from 1.450 to 725 spaces. That spacenstiéad be used to improve the public transportsacdecycle
parking and as park&ride. The parking spaces otipuimds will be relocated to areas away fromhbasing
blocks.

As previously explained, the planned new segredatisdane on the A-4 might be a new factor thatldiou
improve the public transport connections. The ttiangeEl Casar will be converted into a more ingrtrt
transport centre of the area when all public tranismodes meet there. This will be strengthenethbyeTT
suggestion to locate the mobility office in thetista and when promoting trips by foot and bicychel alistribute
them into the area, especially the Salén Centrhlgain life and attraction, transformed into theanaxis of
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movement. Hopefully the introduction of maximumlpag standards will decrease the number of cars
circulating the residential area giving more spacthe residents.

The estimated new modal split doesn’t show an extinary difference, but a little change is preeitt27 %
by foot, 22 % by private car, 7 % by shared cary#By public transport and 2 % by bicycle. This new
calculation shows a small shift away from the pevear towards small increases in trips made by foo
shared car and the appearance of the bicycle e anode.

45%

40% +—
35% -+
30% +—
25% - 'm0-scenario |
20% - B MM-scenario
15% +—
10% +—

5% +—

0% e :

Public Walking Bicycle Private car ~ Shared car
transport

Figure 44: Estimated modal split for the 0-scenari@and MM-scenario in Los Molinos (source: own
calculation by ETT)

Mobility office

The aim of this measure is to construct a mobidffice; both physically and administratively. Thuffice would
be responsible in organising and managing molakiyects and MM-measures in the area, like carrghari
public transport promotion, maintenance of the pufphace and the pedestrian and bicycle itineraries
information campaigns and follow-up and evaluat®dmobility indicators. The advantages expectedtier
residents is a better quality of life and bettepanunities to choose mode of transport and forgpart and
planning authorities there will be a better disitibn among the transport modes.

There is no law or planning instrument hindering@bility office to be implemented in an area, beitimer is
there any document promoting its presence. One gptidn could be to include it in th@onservation
Association(La entidad de conservacion).

When a new residential area is built a Conservatissociation is formed among the neighbours inattea.
They write a contract with the municipality for @t $ime of year where they agree to manage andrastnaite
all public spaces within the residential area; mieg streets and parks, administrate garbage tioligc
illumination, etc. This means that the neighbowag for the maintenance. Through this associatienstivould
be a possibility to integrate a mobility office,raithistrated by the inhabitants themselves. Thelprolis that
the individual resident would have to pay moreh® €onservation Association. This association iméml
when the residents occupy their houses/flats sonthtality office could not be running before thime.

The barriers as we see it is that the mobility office woulddoeew, additional expense for the neighbours that
they might not be willing to accept voluntarily. @heighbours have to be convinced that a mobiffige
would be necessary and would offer benefits to tHEmere is also a risk that the residents wouleaaly have
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established their new local mobility habits beftire office would really start working (probably semmonths
from the start-up) . Therefore, the campaigningaiternative modes should start much earlier; 5tale, the
residents should arrive to their new home alreadynling all the information available. Another barris that
the budget is unknown; a mobility office would baavelty in Spain and there are no calculationb@n much
it could cost.

So, legally there are no problems to establish hilityoffice, but administratively it's more comiphted. If the
municipality would administer a “mobility centratfiey could be in charge of the creation of theceffand of
the initial campaigns.

Interchange El Casar and new public transport services

The existing interchange El Casar is placed righitétween Getafe Norte and Los Molinos (two laegdential
areas), which offers a perfect situation to createnhanced centre for sustainable transport. iffésdo
improve the conditions for bicycle, pedestrian podlic transport modes and the access to the ptheee they
converge. To increase this image we propose thgbdking spaces for cars are decreased to higdf afirrent
amount and that some of the spaces left are rabéovear sharing cars. The released space sheulddd for
guarded bicycle parking and to improve the accefssason motorised trips.

The legal framework determining who has the compegdo locate and construct the interchange isidddby
one national and one regional law.

Real Decreto 1211/1990 de 28 de septiembre que aplba el reglamento de la Ley de Ordenacién
de Transporte Terrestre(Order in Council approving the Regulations in tlaev of Ground Transport
Planning)

Ley de Creacion del Consorcio Regional de TranspagtPublico Regular de Madrid del 5/1985
(Law of the Creation of the Regional ConsorciunPablic Transport in Madrid)

The responsibility to develop the interchange avildd between:

The municipality which has the responsibility imntes of land. In order for Renfe (National Railway
Company) to make accesses and parking in the iidage, Getafe has to give them a construction and
execution licence.

Consorcio Regional de Transportes has respongifblitthe regional public transport planning. They
have to give authorisation of new public transpiods and are also in charge of the coordinatiothef
time schedule between trains, underground and buses

Renfe has the responsibility for constructing thggical station and the parking.

And lastly there are private concessionaires whe miasponsibility for urban and interurban bus line
services.

One of the most importabgrriers is to establish a good coordination between ak¢hcompetences; first
between local and national level in the construcpbase of the interchange and later between ragmblic
administration and private companies to improvesthwice during operation.

Regarding the integration of new public transpertiEes the main barrier is that the companiestawéliiing to
invest in a new route unless they know there vélbbhigh demand of users. Despite this the CRTMiteasn
plans on an urban line going from El Casar to RerdEl Rio via Los Molinos. The first plans includgamway
but this could easily be changed to bus as weik Would probably be a cost-effective line sincpasses
through the industrial area Los Olivos on the wayother alternative is to extend an existing boe knd
change slightly the present route.
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The most logical location for a mobility office widbe at the interchange El Casar, this is in otdeeach as
many people travelling as possible. They could bisa key in the negotiation between the respditgbito
improve the service even more.

According to the participants it is important tokaaure that a bus line has the right combinatidretg fast
and stopping at few places but still covering agimpopulation as possible. An example is the probiéth
Perales del Rio which has a bus line no one uses #itakes double the time to make a journeydtafé than
by car.

A discussion was opened about the possibility tonto service public bicycles in El Casar, not fesidents
but for workers in the industrial areas who artdepublic transport. However, there were differgieivs; the
mobility department thought there would be low dosihefit from this intent, although IDAE told uscalt good
experiences in other cities. IDAE also thought thatbicycle should have a distinctive situatiomm
intermodal public transport node and in schoolgyng a higher priority than the car.

Walking and bicycle network in Los Molinos

The reason for the creation of a network for pedest and cyclists is that all residents shouldehtére
possibility to access any part of the area withmilmng a motorised vehicle. The topography and tbkudces are
very favourable for these movements as it's alrflastnd the longest distance to cross from oneterachother
is 2,5 km. In order to create a district within thenicipality of Getafe the connections to the naipal network
are as important as the interior one. Besidesithle network it is also important to establiskw® and easy
parking facilities on both sides of a trip: at hoamal at the destination.

There is no legislation regulating the constructiomo construction of these itineraries, but treesome new
strategic reference frameworksat different levels, although still not legallynbiing.

PEIT — Plan Estratégico de Infraestructura de Tranporte (Strategic Infrastructure and Transport
Plan) at national level. This plan is still waititmbe approved as a legally binding framework.Hivit
the strategy guidelines treating non-motorisedalebihas been developed a promotion strategy for
healthy modes of transport.

Plan CIMA - Plan Regional de Vias Ciclistas y Peatmles de Madrid (Regional plan of cycling and
pedestrian lanes) at regional level. This planthasaim to develop a combined network of 1.400 km o
lanes until 2016 in the entire Region of Madridhaligh more of recreational character.

PMUS - Plan de Movilidad Urbana Sostenible de Getaf(Sustainable Urban Mobility Plan) at local
level. Proposals have been developed for a loggigan and cycling network. The aim is to inceeas
the internal movements by foot up to 60 % and nih&ebicycle an actor to count on in mobility. The 8
pedestrian and 13 bicycle itineraries connecteslidential areas and major transport nodes and
attraction centres (e.g. industrial areas, unitgrbospital, city centre, shopping centres). Other
ambitions are to achieve a nice and secure pybdicesfor the neighbours, accessible for everyone.

As for the pedestrian itineraries they should bepéed to the technical requisites establisheder?th
norm of the regional law Reglamento 13/2007 deviatpthe Ley 8/93 de la Comunidad de Madrid
“Itinerario Peatonal Adaptado” (Adapted Pedestrian Itinerary).

As said before, there is no legislation that fottesintegration of bicycle lanes in a new areaiéitts
mentioned in any planning document it's often espeal in very vague terms. Despite this the authors
of the DSDP have opted for the integration of bdes in the road structure.

Concretely one pedestrian itinerary from the SUfiF, would go through Los Molinos on its way begwe
Caserio de Perales and El Bercial (Getafe Nortg)aasimilar route for cyclists connects PeralesRie| Los
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Molinos, El Bercial and the University Hospital. @8BUTP also considers a network of bicycle parkingach
transport node and major attraction centre —the P8Besn’t consider any.

In theUrban Normatives in the General Urban Planguidelines can be established for bike lanes and
pavements; both technical characteristics as wigiie of lane and type of pavement as requisitesrefw area
must fulfil in terms of access and connectionsublic services and a larger network.

The participants agreed that timain problem for changing habits towards more trips by foot hile is
cultural, which means that campaigning is a kejoacBut first of all the planners must start thindk of the
bicycle as a daily means of travel and not onlyrémreation. Angel Cediel from IDAE, said that it'sportant
to create the bicycle culture through the childtéey are the entrance for changing behaviour.

As well as integrating guidelines for bike land®re is no problem to redistribute the use of theets to give
more space for bicycle or pedestrian infrastructurgreen spaces. More than a legislative probtenai
problem to maintain these spaces from being invéyqguhrked cars. Large resources would have tebeffin
order to cope with this problem and if there iddiise of those spaces and at the same time prshih
parking, the public opinion will be against the istidbution.

There was a discussion about how the everydaystyduld be integrated into the existing traffi¢vnark,
mainly within the boundaries of Los Molinos. Thelidtects and developers thought that it would beugh to
calm the traffic and make cars and bicycles shaaees However from a traffic planning point of viewe think
that in order to create an initial cycle habit,exsplly focused on children, it is necessary tcasate the users
and guarantee a minimum of safety.

BICYCLE PARKING

Bicycle parking became a quite hot discussion suipjkis is why it is treated in a separate sedtiom the
network. There arao norms either in regional or local planning hinderingpzomoting bicycle parking; neither
on-street or inside a block of housing.

First of all there should be a secure guarded léqgyarking at El Casar, easily accessible and alith
commodities for changing.

The discussion started with a proposal from IDABwhntroducing bicycle parking inside the residaint
buildings — not any kind of space, but proper pagkiSurprisingly the participants were very mucfawvour of
this measure and ARPEGIO told us that when theyentlad specifications of a tender of a project dolipu
housing, they valuate the inclusion of a bicycleage on 25 % of the total score of the tender. Asran they
require between 10-25 % of parking spaces per thgelln the specifications they put emphasis it tha
bicycle garage must be a room intended for onlyddés and no other objects, so that it can’'t beveted into
yet another storage room. They also assess theesadb access the garage; preferably it shousitegted in
the basement floor -1.

The accessibility to the garage was thought asobtiee most important aspects, because if it iscdit to enter
or exit with a bike, the residents will not usauitd the storage room or even the bicycle will rgdtten.

Regarding the number of parking spaces per dweliiigf the participants thought that 1 spacegweelling is
too much at this moment, and that 1 place per 4luhgs is a reasonable number.

Parking management

There are three aspects of the parking managepeking in residential blocks, parking on the stieed the
Park&Ride at the interchange.

Successul -evel Awareress Uampaigns
page 137/ 169 seergy M mmen saes MG X




PARKING IN RESIDENTIAL BLOCKS

The most important legislation regarding parkinghagement is theegional framework Ley 9/2001 del Suelo
de la Comunidad de Madrid (Law of soil in the Region of Madrid) which sayer(residential buildings):

“For each 100 mof constructed area there should be at leastparking spaces, always in the
interior of the private plot. The minimum assigoatiof parking spaces should be maintained
although the use of the space is changed.”

The municipal planning has to follow the standatup in the regional law, later on the DSDP depdlese
standards. As can be seen in the above quoteithiéite room for negotiations about number of spmand
locality.

The interpretation of the law is very complicatedjuding for the professionals present at the &ton. The
discussion was always oriented towards public ptetehousing, since it would be easier to changseth
standards or put up new criteria for this type wifding than for private ones. One of the probldatsly is that
the constructors build more parking spaces thay hbhee to, usually 2 spaces per dwelling, and ied to find
out why. We think that the conclusion was the foilog:

The constructor asks the municipality for licenceonstruct a residential building. The licence bialy to be
solicited for habitable spaces. Habitable spaces tmbe situated above ground level. Parking spawe not
habitable and if they are not situated above grdewel they can't be converted to habitable sp@ibat means
that for parking space below ground level the amesdr doesn’t need permission and the constructaesn’t
“count”. If it doesn’t count the constructor doesinave to pay for the permission, -BUT owns thecegaand
can sell them. This is the reason why the congirustalways eager to construct as many parkingespas
possible; it will always be profitable. One parkisigace in Getafe costs at the moment between 2&1800
35.000 euros.

At present, for new housing areas, the normal staratd is to construct 2 parking spaces linked to each
dwelling. The number 1,5 spaces has always been somethinguzzle: what do you do with “half’ of a space?
When selling the flat the parking space(s) is ideltiin the price. So the next question is if it lddae possible

to disconnect the parking space from the dwellkgrording to the architects at least one parkiragcshas to

be linked economically or physically to the dwaljjrit has to do with the division of the propenty the tax
registration. However the question if the constuctan oblige a resident to buy 2 spaces or jusad
unanswered. There are unconfirmed indicationsitl&illegal to force a resident to buy 2 parksaces per
household and that it's possible to disconnect#eand space. However the buyer has to bring allbagainst
the constructor in order to be disconnected froensitace.

The municipality and the solicitor can put requients from the constructor, always within the regiafes, in
order to control the number of parking spaces cootd.

There was also a discussion about the possibitiesnstruct a separate parking building away ftben
residential area, still with a parking space linkedhe dwelling. They compared it with requisitésertain
equipments and public services that have to be ioull new area. But the final conclusion was that
constructor would not be given the licence for sagiroposal.

PARKING ON THE STREET AND THE PARK&RIDE

Apart from the parking policy in private blocksethumber of parking spaces on public roads is over
dimensioned. There ar® regulationscontrolling this number, and the developers ugyahn for two on street
spaces per dwelling added to the two spaces itis&lblock.
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According to the regional environmental strategy ltttal administrations can make demands on pphliking
if they wish; e.g. that all new parking should beqeded by environmental impact assessment oictraff
assessment study. But it's always up to the pd@itis to take that decision.

Even if this is what the architects plan; there waseal opposition against decreasing the numbéhe street
from the participants, especially at the Salon @#nto remove them completely or to move them tocae
invisible location on the outskirts of the distrithe only request they had was that some space®Hze left
for visitors and handicapped.

Another issue is if establishing parking fees drin@n area is a good idea. Everybody agreedhleat
Park&Ride at the interchange should be submittealfe®e; with exceptions for car sharing cars amd fo
commuters with the public transport. Applying a éeeon-street parking is a different subject notvedl
perceived; in the centre of Madrid a general paykée was introduced some 10 years ago, the arga wa
increased a couple of years ago, with large pretest consequence. The situation has not beeletarty
well administratively that is why there is a straygneral opposition to it. Local policy makers ther
municipalities are very cautious when talking abautting into service a similar fee.

The suggestion of reducing the Park&Ride at theraitange didn’t lead to any real discussion. It agzroved
since the land would be distributed to other ubles better access by public transport.

CONCLUSION ON PARKING MANAGEMENT

As a conclusion we can say that the main barritrdgegional legislation, this has to be changéueire will be
any possibility to introduce new parking standattlis assumed that all citizens when buying a kauant to
have a parking space included, but there is nostigation that confirms it. What is sure is that tonstructors
don’t want to change the legislation to maximunmdtads since they are making a good profit onrggtie
parking spaces. One thing not mentioned beforgaisthe legislation is regional and each Autononfegion
has developed its own standards. Therefore that&itucan be different for other places.

In Spain it's seen as a personal right by many lgetmpbe able to drive their car for all types i tand be able
to park in front of their own door, especially imaller cities. The question is if people will canté using their
cars if they have to park it further away or isitlifficult to find parking. According to the papants the use of
the vehicle would probably be lower.

Traffic calming area

The aim with the measure is to create safe spaitbgedestrian priority; not only safer regardihg speed but
also regarding the amount of cars you can seeestthet. Considering traffic calming areas, abéncase of
bicycle and pedestrian network ther@dslegislationregulating its existence. The general traffic wiation is
regulated in the Order of Council approving the &ahCirculation Regulation.

In the DSDP the coexisting area is reduced to tittharn part where the one-family houses will bétbtihe
rest of the area is included in the 30-area exiwephe principal street and the ring-road. We jms#pto extend
the coexisting area to the multifamily housing adland to include the principal street into thea@@a. In the
SUTP the proposed speed limits are 20 km/h in a@istieg street and 30 km/h in the rest. We progodewer
the first limit to 15 km/h.

A good proposal, which was widely accepted by theigipants, was to create a safe axis betweeadheols
and the housing with pedestrian priority.

No one was against this measure, but thought itansmind action. The discussion was concentratéaharto
actually achieve traffic calming. As in many cougsrin Europe we live in a speed culture and weabrays in
a hurry. The usual speed bumps were not populangrie planners, especially the representative fL&HM
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due to low acceptance from bus drivers. Angel Gediermed about other types of measures which are
“kinder” to the vehicles, like ears on the paversamd other kinds of paving, but still effectivdamwering the
speed.

There is a general opposition against areas futhod, but due to what they call the “cultural aspi will be
difficult to avoid that cars park on the pavemeiitsis can only be achieved by legislation a tougjlodv-up by
the police and fines.

Car free housing or housing with a low use of the private car

In this section it was proposed to change one@bthcks for young residents of the public protddteusing to
a block without cars. The conditions that werepete: close situation of shops and schools andsfaxilities
in the area, good public transport service withditye centre and the rest of the network, accessdar club, and
car parking outside the block reserved for shaeed, wisitors and handicapped.

The only legislative framework is for the parkingmagement. In Madrid it is not possible to locateparking
spaces outside the housing block.

When this subject was first raised it wast with scepticism the participants thought that there were too many
conditions that had to be fulfilled, that in Sp#iis would never work, although they agreed thaingpresidents
housing (Vivienda joven) would be the best placstéot with. If it is successful there, then neweasr could be
explored.

The idea of not having access to a car was notadipgeo any of them and they didn’t think thereulgbbe a
market for that. It would be too extreme to tryfdece people not to use the car.

Themain barriers as they saw it would be first of all to change thgional parking legislation and secondly to
convince the developers that there is a markatdofree housing; two invincible aspects at thégst

Car sharing and car pooling

When first preparing the simulation, we thoughtwed parts of this measure: the creation of a aalp @i the
district (car sharing) and the creation of a casl pystem (were two or more persons share thértgme of the
participants own car). Finally just the second pas$ proposed — the car sharing scheme — eveihif bo
measures were discussed.

There isno legislation or regulationto start either of the measures, and it's an unknphenomenon in Spain.
Some cities have tried to start car sharing schemagew of them are actually working or up datied.
Barcelona, however, a successful car club is wgtkime only one in the country, and there are adaching
plans to start up one in Madrid.

IDAE thinks that a car club is a good solution reas with a lot of parking problems (like the a@gntre of
Getafe), however it will not work starting a caunlelin a small district unless there is a biggemaaigation
behind it in the region. Therefore it's better taitwntil the club in Madrid is consolidated anérnigradually
extend it to other areas.

Regarding car sharing where more than one persmesthe trip in the same car, there were varipusans.
In general the participants didn’t believe in thea, the independence of the individual was thet cmamon
argument. The best possibility for it to be suchidss with trips to work, e.g. they didn't beliewe car sharing
to school.

Thecultural barrier was expressed as the Spanish mentality to benthermf something and to show it, they
are not a sharing people and it's still a statusaee a car, the bigger/more expensive the bétt@ther cultures
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it's normal to share household goods, like the \iasmachine, in Spain this is unthinkable. Destlitedesire
to be the owner there are many cars that are “hesed.

An administrative barrier that might be importamt the creation of a car club might come from the
municipality; if less people own cars they will éotaxes. Every car must be registered to a mutityizand that
brings money. It's also important to have in mihdlttthis is a new system which can be difficulimplement
in the beginning.

Tele-working

The last measure treats the possibility of estainigsa tele-working centre in Los Molinos. In tesntre the
neighbours would have at their disposal all insenta they need for conducting their work withougeat
work. A proposal for tele-working centres has disen made in the SUTP. The residents would gédiaving
more free time as they don’t spend time traveling be less stressed as they don't suffer frorfidiatidents.

However,the participants were quite sceptical They didn't think there would be too much interieem the
Spanish population (cultural issue) and that ibstheir responsibility to establish this centiés up to the
employers to decide whether they will allow thewrikers not to attend the work place and how toesthe
working conditions. The lack of interest from themicipality would be the largest barrier.

In order to legislate the right to tele-work, mdian a question of in what planning instrumenhddd be
introduced, it's a matter of discussions betweenganies and collective contracts (like trade umiontracts).

11.4.2 Acceptance for Mobility Management

In general the participants were more open torttegration of MM-measures than we expected, angdle
agreed that it's a good approach to plan mobikiyests at the same time as the urban planningnis. diowas
clear the architects and urban planners had dittleo knowledge about several measures we talkedtab
Nevertheless they didn’t have any problems to takbe new information and give favourable respen3ée
DSDP seemed to be a very interesting subject armhgipersonal opinions with professional experieided
to very interesting and beneficial discussions.

Mobility office

It was clear that since this was the first measaken up after the initial discussion about the BSthey were
still trying to figure out the general meaning oMM

The measure was not commented on greatly, butstoeasidered a good measure that could play aolegn
the future mobility. The suggestion to integrate ¢theation into the Conservation Association catom f
ARPEGIO and it's remarkable that no one from the ball said that it could be the responsibilitytbé
municipality. Of course this would be an extraenxge for them too.

The measure was seen as indispensable for sudgalssfuing, but | don’t know if they really undessd the
dimensions it could have.

Interchange El Casar and new public transport services

The general opinion was that the interchange hag [possibilities to be a natural travel centrethmdistrict,
concentrating the mobility office and making alk&inable transport activities be gathered thehnés i a
typical example of a DSDP not taking into consitierathe actual benefits of the interchange. Therahange
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is drawn in the DSDP, but there are no stipulatiofniss actual task. And since the public trans®riot
included in the DSDP or traffic assessment stuliby af information is lost.

As a planning measure, this was easier to undet$tarthe participants, and they had a lot of idefas
improvements. Certainly, including more informatemout mobility in the DSDP would improve the resuid
be a source to better mobility, but it would noacbe the planning process in itself.

The most participating persons were Alfonso Serrinoenzo Hernandez and Domingo Martin.

Walking and bicycle network in Los Molinos

As for the above described measure, this is alsalyna planning measure. The most important change
planning would be to integrate it into the DSDPnfirthe beginning and in the traffic assessment stifiiys
taken into consideration seriously from the begigry the local authorities, then it will have mstgport
among the citizen.

The traffic police was the least enthusiastic rdijay the redistribution of space from parking tkebianes or
pavements. He recalled incidents from his expeeertca professional as the most important motive.

Parking management

The discussion around maximum parking standardsrelsinteresting; traditionally in Spain in geneaad
Getafe in particular, the number of parking spd@esbeen increased as much as possible in ordetvio the
deficit. This discussion made them open their elfesvever they didn’t think it would be realistictiithe
present conditions; neither legislative nor acdeletay the citizens.

It was thought that parking management in gensrahée of the most effective measures towards te@iesars.
In the case of establishing a fee for on-stredtipgr the municipal representatives were quiteresk on the
other hand IDAE thought it would be a very goodyat necessary idea. The representative from |IDsight
that parking management is a good control to pasgegregation, allowing car sharing cars parkréme,
although this need a tough enforcement to work.

Traffic calming area

Even if it wasn’t discussed | have the impressiaat they thought coexisting roads and 30-zones|dhmzu
included in the municipal planning with the tectaticonditions explained. The safety for childred agsidents
is of highest importance; however the maintenafiaaioned traffic is something adequate for the tiiybi
office to study and carry out.

Car free housing

As mentioned in the previous chapter this measa® ot seen as a realistic one. If it would woduth, it
would certainly influence on the traffic situatidoyt until it is performed and evaluated they didhink it
would be a good approach for Spanish conditions.

At the moment the Spanish citizens are not intetest buying a house without parking space, noh@eople
without cars, since in the bottom they think theisandispensable; young people look forward tewithey
will form a family and families already have atdéane car.
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Car sharing

This is a measure that won't be introduced in th@ming process, it's something the mobility offsfeould
organise and promote. The participants think itiesjionable if any of the measures would really erearky
change in the transport situation; it's more obalbup measure that doesn’'t make any harm.

The representative from IDAE was the only one thigkhat especially the car club could be the fitur

Tele-working

Not commented.

11.4.3 Description of other results

The last part of the simulation was a kind of resfilvhat the participants had learned during thg. dhey
knew more about the subject and each measure kked taith more self assurance and conviction.

There was a slight misunderstanding between ETTilentiead of mobility when we first talked abouw th
simulation and asked if he would be interestedartigipating. The word “simulation” in Spanish i related
to modelling traffic systems so he thought we waquidsent a programme “solving all the needs foafgetith
a simulation model”. It took us plenty of effort¢orrect this mistake and try to motivate him tieiad a
“workshop about mobility and planning”.

During the simulation input was made about theedéht measures to increase the knowledge and to sho
experiences in other countries. The representétive IDAE was very up to date on many MM issuesiée
coordinating several SUTP, public bicycle projeets,) and was a great inspiration for the othadsteelp for
us.

At the end of the simulation. Some of the final sfiens.

Figure 45: Spanish planning simulation in Getafe ori8th of June, 2008 (photos: Caroline Mattson)

How can these measures change the planning process?

It's clear that the model of a city that we chosk be reflected in the mobility; if it's a disper<ity with long
distances or a dense city with all services clogbé residence. A measure that changes the ipléahing
conditions will also be reflected in the mobility.
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It's necessary to change the regional law of |laselsince many of the normatives for local plantiag to fulfil
the regional guidelines. This is especially esséfdir parking management; at the moment theritlis foom
for own interpretation of the parking standardstfe municipalities. If they want a low standard tnly thing
they can do is to accept the minimum one decidedganal level and make it maximum.

The representative from IDAE told us that a nationability law is being written at the moment. Tluisuld be
a new framework for mobility management at locatleif the law resembles the Catalonian Mobilitg,
which has established among other things, the afidig of making a SUTP for all municipalities largkan
50.000 inhabitants.

He was also a little sceptical towards all typesxiting laws — environmental, planning, transpeit. They
should all be in one framework, a master plan ¢batbines all competences of the municipality artab8tutes
the existing frameworks. A common framework incessathe opportunities to integrate MM into planning.

In what stage of the process should the changes be introduced?

The MM-measures and the integrated planning shiselldone as early as possible in the planning psoties
possible, the different standards for planning madbility should be defined in the General UrbamPRinally,
it should be outlined in the DSDP.

There is nothing hindering the MM-measures fronngeéntroduced during the whole planning processidu
get a better basis and acceptance, the soonertéggation the better.

The General Urban Plan together with the local S&fiduld be the framework for sustainable mobilltiyey
are two instruments that work on local level arat ghould be compatible. As at this moment the SigTriot a
legal framework, a suggestion is to increment tiapse for the traffic assessment study and integfratter
into the DSDP.

Which are the barriers for the implementation of MM-measures?

The most important barrier is t cultural; all démis, political and administrative, are finally ited based on
cultural values. Strong campaigning is needed &mgh the cultural values and probably also obstmgto use
the private car and facilities to use other modes.

As far as for political barriers the participantsritted that there is something called fear todaill fear not to
be re-elected. It can be seen e.g. in the changtitfde during the legislative period. At the lmegng they
dare to act more than in the end, especially wheomes to short-term measures. If the measuréoHhzes
introduced over a longer term this situation is lascentuated. If the mayor is very charismatig iairrier can
be overcome.

What impacts could these measures have on the market?

If new standards and requirements are establigbedthe authorities the developers are very flexdnd adapt
fast to these new conditions. They always manageartoa new regulation in their favour. Establighin
maximum parking standards or promoting car freeshmuwouldn’t have that much effect on them onlimg
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term; they would find a way to get benefits fromilihe biggest problem is to convince the legisagwtity to
regulate in favour of sustainable modes of traffic.

What the residents would think wasn’t discussed aaypical Spanish characteristic is to be strpmagjainst
every new measure suggested —especially issuewdligdd change their habits or the habits of othepgte- but
they consent quite rapidly when it's implemented.

‘ 11.4.4 Simulation as method

‘ Missing persons

The representative we missed most during the stionlavas someone from the real estate company amd m
people with a developer role. That would have gigdretter balance between the private and pubitosand
between the planner and constructor side. The thistendance from a constructor or real estateeseptative
led to that we didn’t ask for the constructorserai the planning process nor what they thoughtiatie pay-
off of measures.

The participants thought that someone from an aduilisy or handicapped association would have been
interesting.

A third group that wasn’t represented was the fitigers.

What worked well?

One basic thing | think was to “open up” the people make them willing to speak and express thgimions.
This was done in the beginning when discussingtheent DSDP. The most important result was ttat al
participants were set on the same level of knovdeigput the area, even the ones coming from out$ide
Getafe like CRTM and IDAE and had never partiaolain the planning process. Secondly an openness to
express opinions was established, where everybskdaand contested without being nervous.

A second aspect was to discuss the DSDP from alitygimint of view. Since there was such a large
participation from architects and planners, thegdsel to hear the mobility aspects in the plandirgyally they
don't think of the consequences for sustainableilitypkheir thoughts can have.

| think the level of discussion was high, with eerdy participating and trying to really understazth
measure and which benefits they could give.

What did not work?

It took some time to make the participants undedstahat the meaning of the simulation was. Durhmegyfirst
two measures there was not so much discussionimioap. Even if | think the transition from the $&enario”
to the “MM-scenario” was soft, it took some time the participants to react. We took a break ater @fiat it
became better. Maybe it was because of the sulbieatpublic transport services, or maybe becauwse th
needed a break.
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Suggestions for improving the method

We didn't ask the research questions after disngssach measure but waited until the end, to makera
general conclusion of the simulation. Maybe we digat too much detailed information because of,that we
think we got more dynamism into the discussiorthis way.

In order to get a fruitful discussion | think tharficipants need to be prepared; on what the sironlés and the
goals with it and also on the subjects. Here atesuggestions of how to reach this:

Divide the session into two, separated in time: fifs¢ one preparing them with the initial statetiod
planning, the different measures and some firsstiues or ideas to solve barriers. The second one
going more into depth in the measures, the legaditions and what could/should be changed and a
final action plan or conclusions. In this casepheticipants can think of new ideas and search for
information in between the sessions and come bédttkmore constructive ideas.

The creation of a programme for administrations dexkelopers. IDAE has launched an educational
programme called Administrative Education towardsniipalities in Mobility directed to local
administrations. Lessons about an integration afipihg and mobility and new ways to collaborate
could be included.

The participants asked for a more visual model,entechnical, of how it can be “before and afteg gtanning,
based on the conclusions drawn. This could als@es&s an instrument for correction of the plan fandhe
follow-up when the plan is approved and being aoeséd.

The simulation should be done in the first phaga@belocal planning. According to the participatite best
way to get acceptance for the measures would beeigrate the measures as soon as possible —yiretoe
general urban plan on municipal level and if pdssilitegrated in the guidelines in the regionahpiag.

However it's difficult to normalise the execution an administrative level. The planning processsisigs of
many parts and the ones responsible have to heerydigh knowledge about the process. It will laedhto
find persons that are competent enough to hansil@alation process within the planning process.

Valuable method

First of all the simulation is useful for the intagjon of mobility, planning and environmental as{gan the
process of writing any of the local plans; the Gah&rban Plan or the DSDP. The participants thivdt it
would have been very useful to have this kind ofudation or meeting before the approval of the plEren all
aspects can be taken into consideration from thehing and the integration will have a better bashe
participants asked why this kind of simulation hatieen done before.

After the simulation it has come to our knowledhattthe debate had a very good learning impact.cbheept
of controlling the number of parking spaces in thnig and the maximum parking standard were newrfost of
the participants. The author of the DSDP, Ménic®8Us, is at present writing another DSDP for agaan
another Spanish region, and has managed that la dldmuses is made without parking places in thiling.
After talking to several persons at the city colyrarie of the government employees said that itlvptobably
be possible to separate the parking spaces fromvtkr#ings. (More details are expected after summer
holidays.)

Also the man from IDAE, Angel Cediel, has saidhe tntroduction to a national conference that theukation
was a very interesting way of looking at the insgigm of MM-measures into planning and that he leadnt a
lot from the session.
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Opinions from the participants

As a final task we asked the participants to ghadrtview on what they thought about the simulatibit could
be a useful tool in the planning process and wbaldcbe improved. Below you find some of the opirsp

| think it has been very interesting. It's a usdf@dl for urban planning. It's important to make it
interesting for the stakeholders that participatthe planning. It has been very good that thditraf
police officer has participated and shared his Kedge around mobility problems in the area.

The session could be very useful:
0 As a previous study before any planning processtaated.
0 As a follow-up to ongoing urban measures.
o In order to adjust corrective measures at any mowigthe planning.

It will be necessary to define pilot actions, maskgions, to evaluate the decided criteria.

Interesting, useful in the initial phase but it glibtake into consideration the revision of the itigh
with respect of time. It should be possible to ioy@ and revise the criteria and objectives. Try to
achieve a revisable link.

Useful and necessary method that should be a blsitent in the preparation phase of the planning of
urban developments.

Participation processes are very interesting alveagswhen all significant stakeholders are present;
social, technical and administrative, etc. and wihenprocess (simulation) is implemented in theahi
phase of the design of the measures.

Good methodology, maybe necessary with more setaékholders. It's a good prevention tool. Would
be necessary to instruct the responsible publikersrto evaluate.

This instrument is useful and necessary and a ¢oerif it was done before the realisation of the
planning process.

Useful, necessary, interesting but difficult tomatise on administrative level.
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12 Annex V: Country report Slovenia \

12.1 Introduction

12,11

Purpose of this report

This report presents the results of the third sfeporking stage (WS) Simulation: Execution of plarg
simulations in Slovenia. According to the WP De@zh plan by using a planning simulation, the bigges
of the integration of mobility management (MM) hetprocess of planning of new or renewed buildamys
sites were explored in the context of concretegasch grounded within an actual planning contiexb
planning simulations took place in old Member StgtdS) (Germany, Spain) and three in new MS (Slajen
Lithuania, Poland). In the reported planning sirtiatathe identified best practice MM measures ampsrting
measures were selected and their transferabiliBldeenia and its planning system was analysed.

12.1.2

DRSC

FCCT

FCI

GURS

HFS

LPP

LUP

MM

MOL

MOP

MS

OPN

OPPN

PT

SUTP

TIA

WP

WS

List of abbreviations

Direkcija RS za ceste (Slovenian Roads Agency

Faculty of Chemistry and Chemical Technology

Faculty of Computer and Information Science

Geodetska uprava RS (The Surveying and Mgpjithority of the Republic of Slovenia)
Heavily Frequented Sites

Ljubljanski potniSki promet (local PT operator

Land Use Planning
Mobility Management

Mestna obina Ljubljana (Municipality of Ljubljana)

Ministrstvo za okolje in proctor (Ministry tfie Environment and Physical Planning)
Member States

Municipal Spatial Plan

Obinski podrobni prostorski rat (Detailed Site Development Plan)

Public Transport

Sustainable Urban Transport Plan
Transport Impact Assessment

Work Package

Working Stage
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12.2 Preconditions

12.2.1 State of LUP and transport integration

Land use plans in Slovenia are prepared by mudidggaartments of spatial planning. Municipalitas
responsible for determining goals and guidelinesfatial development in a municipality, the usspdce,
setting requirements for approving interventions pace, and taking decisions concerning spdtahpng of
local importance.

Municipal administration departments are also rasfiide for transport planning at the local levalpractice,
strategic local transport planning is undertakeml®yartments of spatial planning in most munictjeadj within
the scope of municipal spatial plans, while tramspgepartments fulfil operative tasks which arepft
independent of strategic guidelines. There arexameles of integral local transport strategiesustainable
urban transport plans (SUTP) in Slovenia. Stratefgments of transport planning are included intiapa
strategies only, and they almost exclusively cotre¢® on infrastructure which makes them incomp(ete
MM).

The integration of spatial and transport planningamational and municipal level in Slovenia is pdan the
conceptual level, spatial acts contain severabugate policies which originate in the integratafrspatial and
transport planning. Many difficulties were showrinmplementation of these acts, especially in arnrenment
without a comprehensive transport policy which suppcompetitiveness of the private car and in Wwhic
activities that generate much traffic are ofterated at areas only accessible by private carTise Spatial
Order of Slovenia, for example, determines thatre¢activities should be located in close vicinitypublic
transport (PT) nodes and that development e.g.hggentres, universities and intermediate anchany
schools should be accessed by PT. It suggesta that-minute walk should be assured from residdtieas,
mixed areas, special areas and social infrastriegtgas to PT stops. Bigger cities like Ljubljaaaeh
incorporated this idea into their spatial strategiet the success remains low because the ptangtgrohibit
development at other locations. PT corridors ardkes@lone do not sufficiently sustain developmethée
existing city transport policy.

12.2.2 State of local (and if relevant regional and national)
transport plans as they affect this site

As stated above, the city of Ljubljana doesn’t hawemprehensive and formal transport strategat&yic
elements of transport planning are included insietial strategy and plan only, and they almostusikely
concentrate on infrastructure. Sustainable devedmpiis one of the important guidelines in drawipgspatial
acts at state and municipal levels. Unfortunatglydelines are not directly transferred into measwand are not
implemented. One good example of this is the dgraént of transport and spatial planning in the tedpdown
Ljubljana. For the last 20 years, its spatial glas contained a strategic guideline to replacéraasport with
PT and non-motorised transport means. In all tigeses, the re-introduction of a tram was plannsdyell as
accelerated development of non-motorised trangpattrenovation of the city centre which could beeased
by PT. Development trends of the city transportyéeer, took a different course than planned. Trarigmlicy
in the city supported the use of cars, which resiilh a sharp decline of PT. The city centre expeed a
significant regression, the inhabitants decreaseteslO %, and the activities (especially shopsewemsferred
to suburbs and into the surrounding municipalitiegely, some new trends have been seen whichhgige of
changes for the better. The city centre is beinged to motorised traffic in spite of a plannedéase in
parking places in the centre and on its boundaBiehkitions are being searched for enhancing ther offPT

and non-motorised transport means.
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It is important for the simulation that no documerists which would define parking policy in Ljubfja or
development of PT. A long-term development of Pdéfined in the spatial plan, yet no changes haenb
made in the last 20 years in this field. So, madiions of bus lines do not result from strategicisions made
in the city, but from ad hoc initiatives of a PTepator.

12.2.3 Local transport data

Current state and trends of traffic has been desdrin detail in a study carried out in 2003. Toeument
analyses different aspects of travelling habitthefinhabitants of the wider Ljubljana region, &mdletail of the
inhabitants of the Municipality of Ljubljana.

The results of the study show:

level of car ownership is 1 car per 2.27 inhabgarftthe Municipality of Ljubljana and 1.89 inhahbits
of the region,

mobility is 3.1 trips per inhabitant per day in thenicipality and 2.5 in the region,

33 % of all trips are related to work and educattbe rest is related to leisure time activitidgping
and other; percentage of trips related to work eshacation is decreasing.

Figure 46: Modal split in Municipality of Ljubljana 1994/2003 (source: MOL, 2003)

The above graph shows changes in modal split bettheeyears 1994 and 2003. These changes indieate n
trends in Ljubljana urban traffic, namely a largerease of personal car traffic to the detrimer®bfand
walking.
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A representative of the PT operator has pointedhaitthe present state of PT, according to sevactrs, is
not so bad. The network of PT stops in the regsomell developed and this situation is intendebeo
maintained and further improved. The problems ireelling times because present PT is not compartabl
other transport modes owing to low speeds.

The university with over 60,000 students, 6000 eiypés and its faculties scattered all around tiye giesents
an important traffic generator in Ljubljana (2700d@habitants). Students are rapidly becoming ca&raiin the
last few years and this problem is more and moxgoois with traffic jams every October when the new
semester starts.

12.2.4 Legal situation

No legal reasons were identified why some of thesjimlities for integrating MM and LUP found in theS1
report cannot in fact work.

12.3 Simulation site description

12.3.1 General information

The simulation site is situated within the outeigrroad of Ljubljana, approximately 3 km west of thistoric
city centre. Landscape Park Ro nik, an importacteational area, is in close proximity of the site.

Figure 47: Macro location of the simulation site wihin the City of Ljubljana (source: GURS, 2008)
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Figure 48: Micro location of the simulation site with regard to the city centre (source: GURS, 2008)

According to the existing spatial plan, the widexaaaround the simulation site is dedicated to &fitutal use.
A Detailed Site Development Plan (OPPN —@bki podrobni prostorski rat) was prepared for the area. It
determines the type of utilisation, exploitatiordatensities for each spatial unit, as well as megquénts to be
considered when dealing with public, green or payld§urfaces. This document is a basis for acquaing
building permit.

The university in Ljubljana describes the site as of its main development areas, which will beduseinly
for an extension of natural science and technaallfies: Faculty of chemistry and chemical tecbgyl
(FCCT) and Faculty of computer and information scee(FCI). Besides FCCT and FCI a new Faculty for
mechanical engineering is planned in the area fihlaésite of the building though is not yet chos€&€he
planning simulation focused on the new universitiidings for FCCT and FCI.

The number of students visiting both facultieshatéxisting locations is approximately 3500 anexisected to
remain in the same range. Both faculties employ@pmately 330 people. The net area of the newdings is
38,536 m=.

The simulation complex will be composed of 3 builygs. Two faculty buildings will be connected with a
pavilion, called building X. Parking spaces occtywg full floors of each building. The total numbafrparking
spaces projected on the site was originally 428\ag cut down to 350 just before the simulation.

12.3.2 Technical description of buildings

The building housing FCCT has 6 floors (basememt,igd floor, 3 other floors and a roof terrace)o twf them
are occupied by parking spaces. The net area difuitding is 22,668 m2. The building housing FCklafloors
(basement, ground floor, 3 other floors and a teofice); two of them are occupied by parking spathe net
area of the building is 12,013 m2. Building X haffobrs (basement, ground floor and 2 other floait) a net
area of 3,854 m2. No parking is planned for thigdaug.
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FCCT and FCI

Figure 49: Simulation of the new buildings (source4M architects, 2006)

The total number of parking spaces planned fonthe buildings is:
FCCT: 280 parking spaces (12 parking spaces fodigabled) in 2 floors of the building,

FCI: 124 parking spaces (5 parking spaces for igebted) in 2 floors of the building + 24 on ground
level,

Total: 428 parking spaces: 404 parking spacedlimo2s of each building + 24 parking spaces on
ground level.

The last information received from the architeaisiny the simulation was that the total number refdicted
parking spaces for the two faculties included i $tudy was cut down from 428 to 350. For the whoéa of
OPPN 1167 parking spaces were planned. More pgagfaces are planned in garage houses at the lmfrither
area. They, however, will not be built simultandgusith two faculties; the participants even exyses their
doubt that they would ever be built.

It is obvious that the area will face severe paghinoblems when both faculties are opened. At 18880 new
car trips per day can be expected in the arearé&parking spaces will hardly meet the requiremehtbe
faculty staff, while more than 3000 students wil/a no access to them according to present plaiss. |
therefore expected that parking places in the iticof both university campuses will be greatly deaded.

12.3.3 Accessibility of the area

The site is accessible by two existing bus linesploer 14 - Vrhovci and seasonal bus number 23 - Z&uth
bus lines have bus stations within apx 400 metréke site.
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Figure 50: Distance to the closest bus stops (authdani Kozina, UIRS)

Bus line number 14 is more frequent and assured@i®Journeys a day in each direction between 52100,
which means that a bus leaves a stop on averagg B¥§ minutes. In morning peak hour (7:00 - 9:0@) bus
leaves a stop every 9.2 minutes and in afternoak (5:00 - 17:00) every 10 minutes.

Bus line number 23 offers only a seasonal senbegreen 1st of May and 31st of October) with adesy of
only 5 bus journeys a day. Accessibility of the giation site by PT in the technical description waanly
focused on the line number 23 as PT provider wesofaing to the information available to projecrt®
considering extension of the line to Koseze (furtimrth east) and an increase in frequency. Therefo
footpath connecting the new faculties with bus stop the line 14 was planned in the project. im@aliction
to this assumption, some additional information gagn by the PT operator at the simulation: bos B3 is
anticipated to cease operation due to the heagy los

Both detailed spatial documents for the site (ORIRYN technical description of new faculty buildingses not
mention accessibility of the site with a new PTelin

The technical description explains that new bugdimill be accessible by many existing, importand avell
used cycling and recreational paths. The buildayplit does not interfere with these paths and sllagcess
between buildings to a planned technological parthér south.

Car access to the site is planned from the notib.access road is an important connection betweseaity
centre and SiSka (northwest part of Ljubljana). @ssfrom south side is not planned.

Parking spaces and additional garages are planrtbe OPPN along the main road.

12.3.4 Projection of generated traffic

The project description predicts a total of 300ydasers for both buildings. The total number ofaled
students on both faculties in the year 2007/08llde\gels of study is approximately 3500, but nihtod them are
regular visitors (for instance postgraduate stug)efithe total number of employees at the end o7 2G8s 327.
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According to ITE methodology (USA) we can expecd@@ar trips a day (in and out) of the study Sitee
calculation, adapted to Slovenian travelling halgitges a result of at least 5000 car trips a @ésted to the two
new faculties only. Once built, the whole compléxie university centre will generate much moréfigaln
Switzerland this kind of site would be defined aavily frequented site (HFS), according to Swissdards.

Heavily frequented sites in Switzerland are defiaedingle objects or areas with a number of siolgjects,
which are connected from the point of view of lal@lelopment. Furthermore those objects or areas &av
considerable impact on the spatial arrangemengandrate a minimum of 100 days per year with miuae t
3000 car trips (in and out). To reduce the imp#¢ieS on space and the environment a sufficiend kzpacity
and high level accessibility with existing PT ataWhstransport (bike and foot path network) is regdi At
already existing HFS good accessibility by PTeiguired. All sites in the catchment area of 300fm §-Bahn
stop or in the catchment area of 150 m of anotiiesyBtem with a frequency of a minimum 8 stopshmanr
fulfil the preconditions of a HFS. This if requiremts of the communal land use plans or speciallaedlans
is also fulfilled (synergo, 2007).

12.4 Simulation description

12.4.1 Scope of the simulation

The main scope of this simulation was to exploeeghssibilities of the integration of MM in the pess of
planning of a new university complex in Ljubljarest practice MM measures and supporting measares f
university buildings across Europe were selectetitheir transferability to the Slovenian planniygtem was
analysed.

WS Analysis showed a low level of the integratidrswstainable transport and MM with LUP in Sloveatghe
current time. It was therefore a challenge to phensimulation to explore the possibilities of theegration of
MM and LUP in preconditions which are unfavouratoléntegration.

As evident from the introduction to the simulatiite, considerable traffic problems are expectatiestudied
location. After the faculties are opened, they Wwélbadly accessible on foot and by PT. In spiteioimal
parking standards which should assure sufficierkipg spaces, their number will be too low. Thiskaf
parking spaces will result from the constructiorthef university campuses in phases, which meangénking
spaces planned in OPPN will not be built simultarsipwith the faculties but at an indefinite tirmefuture.
Problems will also arise from the fact that incregsstudent motorisation has not been consideredhdr has
been considered the bad accessibility to the aydaTband the impossibility to park within the faguspace. It
is likely that this will increase the impact on tieinity of both faculties. The majority of pari@nts in the
simulation were aware of the predicted problemstheg were therefore anxious to cooperate and adopt
unconventional solutions (which MM surely is in $mia).

12.4.2 Content of the simulation

As MM is mostly an unknown concept in Slovenia, giation included the wide spectrum of possible Mivia
integrated transport and LUP measures and therkfoked at the whole building permission processfsite
as well as at preconditions.
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‘ 12.4.3 Relevant MM measures to be integrated at the  simulation
| site

MM measures were selected on the basis of desksgarch of MM web sources (ACT TRAVELWISE,
ELTIS, EPOMM, MOST, and OPTIMUM) and consultatioitwVP D partners. Four groups of MM measures
relevant for the simulation site were presentedstrnbthem as concrete cases, mainly from the UK an
Switzerland:

e parking policy:
— maximum parking standards (good practice - maximanking standard in CH and UK),
— parking charges and passes (good practice - TherR@obrdon University, Aberdeen, UK),

— parking management in the neighbourhood (good ipeaefThe Robert Gordon University,
Aberdeen, UK),

— cross-financing from parking to alternative modgsod practice - travel plan for Cork
University, IRL),

— parking priority for car-sharing and carpooling.
e PT improvements:

— improved access by PT (good practice — Zurich, Ukt Robert Gordon University,
Aberdeen, UK),

— developer’s co-financing of improved PT access (gp@actice, UK guidelines)
— promotional PT tickets and info package for theropg of new faculties and for new students.

» cycling and walking:

improved access for cycling and walking,

safe cycle parking, parking standards,

showers and lockers for non-motorised travelleo®¢gpractice, UK guidelines),

promotion of cycling and walking.

* mobility plan for faculties:
— transport impact assessment as a basis for a tyqtidin (good practice - CH and UK),
— information,
—  promotion.

Not all the measures were presented and discustbhd same detail.

Successul -evel Awareress Uampaigns
Page 156 / 169 swergy i immen sges MG X




Figure 51: Planning simulation at the Urban Plannirg Institute of the Republic of Slovenia in Ljubljana

on 11th of June, 2008 (photo: Jani Kozina, UIRS)

12.4.4 Programme of the simulation

The simulation took place at the Urban Planningjtine of the Republic of Slovenia in Ljubljana df" of

June, 2008 from 9:00 to 14:00, with the programséolows:
9:00 — 9:10 Welcome

* welcome and presentation of the participants
9:10 - 9:25 Introduction

e short presentation of MAX

« short presentation of MM concept

e purpose of the simulation
9:25 - 10:00 Problems

« short presentation of the planning process foctiasen site

e expected transport problems related to the site

« discussion on reasons for the predicted situation
10:00 - 11:00 Solutions
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Best practice of MM and LUP integration
e parking management
. PT
« cycling and walking
« mobility plan for faculties
11:00 - 14:00 Transferability of measures - discugm
e parking management
. PT
« cycling and walking

«  mobility plan for faculties.

Figure 52: Discussion at the planning simulation (poto: Jani Kozina, UIRS)

12.4.5 Who took part in the simulation?

National level

Ministry of Environment and Physical Planning o€ tRepublic of Slovenia - The Spatial Planning Diveate

Polona DemSar Mitrovi- responsible for spatial planning at the locakle

Municipal level

City of Ljubljana
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Sintija Hafner Petrovski — Urban planning departmeaesponsible for detailed site development plans

Boris Jagodi — Transport planning department - responsiblel&ailed site development plans

Ljubljana public transport
Andrej Kmeti — head of city PT department
Urban Planning Institute of the Republic of Sloeeni

Ina Suklje Erjavec — landscape architect

Site level - developers

University of Ljubljana — Department of Investmbtainagement

Slobodan Milojevj — investment manager

Site level — users

University of Ljubljana —Faculty of chemistry anldeenical technology
Janez TopovSek — secretary general

Jurij Vernik — technical adviser

Kostja Makarow — student’s representative

University of Ljubljana —Faculty of computer andarmation science
Franc Solina — head of building council

Jurij epon — technical adviser

Mitar Milutinovi, — student’s representative

Site level — constructors

Mojca Svigelj ernigoj — head of the project, 4M architects

Organisation of the simulation

Urban Planning Institute of the Republic of Sloweni

Luka Mladenow, Jani Kozina

MAX partners

University of Maribor

Marjan Lep, Alja Plevnik

Invited - not present

Miran GajSek — head of Urban planning department
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Groleger architects — authors of detailed site igraent plan

GaSper Blejec, BoStjan Ramovs — traffic engineess-authors of detailed site development plan

12.5 Simulation results

A general feature of discussion about actual plagnand MM instruments & measures was that the dson
kept jumping back to preconditions and hard measurevas difficult to focus the discussion to dimss
related mainly to MM measures. We are of the opirtiat this results from the level of performanteur
traffic system and the level of integration of spart and MM into LUP in Slovenia and Ljubljana.iNerous
questions about the implementation and integraifdiM measures are irrelevant in such a situatidast of
the MM measures presented were considered asstiteyand useful, yet they would only become rabtva
after the improvement of preconditions or implenaéioh of hard measures.

‘ 12.5.1 Description of discussed planning and MM ins  truments &
| measures

As stated above, four groups of MM measures weseudsed, not all in the same detail:
e parking policy,
* PT improvements,
« cycling and walking,

< mobility plan for faculties.

Parking policy

The discussion included the below measures:
maximum parking standards,
parking permits criteria and parking charges foplkyees,
controlled parking in the neighbourhood of the camp

cross-financing from parking charges to alternathades.

Do the existing laws and the existing planning instruments allow the implementation of the
proposed measure?

The main attention was given to parking standa¥dsional orientations regarding parking standarés a
vaguely exposed in the Spatial Order of SlovenRJP2005). Lately, national construction by-lawsénheen
passed which require 1.5 parking places per apatttheoughout the state (year 2003), 2 parkinggsaer a
playgroup unit in kindergartens (year 2000) and 6f%bligatory parking places for the disabled ¢y£897).
No standards for other uses are defined on a ratievel. These requirements are compulsory foleattls and
demand modified parking standards for apartmerdskardergartens before maximum parking standarels ar
adopted.
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Detailed requirements with regard to parking statislare left to municipalities. In practice parkstgndards
are defined in the OPPN. The existing OPPN pressrébminimal number of parking places with respect
activities and centralisation of the area. In Stoggno municipality act exists that would deterenmaximum
parking standards. Spatial planners use the algjlatostly out-dated technical guidelines, whiabywbver, are
not compulsory. An attempt (a study) was undertdkeshange the existing practice in Ljubljana i©20
applying maximum parking standards for some cemptagts of the city, but this hasn’t passed politaggproval.

Is the integration possible through negotiations and does the law allow negotiations at all?

Negotiations between an investor and a city abdmihumber of parking places are officially not ploles
because the building permit is only delivered whesufficient number of parking places are assundte area.
This number is determined in the OPPN standardtwhiescribes a minimal number of parking placesuger
or per surface needed for an activity. As a rilere should be no deviations from the OPPN pariagdards,
yet in practice there are exceptions arising frgmeaments between the investor and the city (whermtvestor
proves, for example, that he has hired or purchpaeking places in the vicinity).

There is no state law which would allow an investoinvest in PT or other transport modes in exgesfior
assurance of required parking places. Former kggisl contained the notion of an “urban contractiich was
an agreement between the investor and the muritgiplat would assure the realisation of publict@dalans
owing to a strong private interest. The preserislation has replaced this notion with an “infrasture
contract” so that an investor is given the posiybib choose either to complete the structure @nlto assure
total infrastructure in the area.

In spite of this, as stated by a representativgudiljana, it is possible in practice to replacé&®0f the required
parking places within the city centre with refunpdsd to the city in case there are no spatial dépa®n the
building lot. The refund is then used for constingiparking places elsewhere in the city or foriaygement of
PT. Yet, the area studied in the simulation isgiotated within the city centre, so such an arrarege is not
possible for the faculties.

With respect to the measure of controlled parkinthe neighbourhood of the campus, future usenedtae
opinion that the vicinity of the faculties will ®ly be over packed with cars, yet it is the taskhefcity to
handle this problem. The answer to the questicgedaby the representatives of the university whetre
municipality could impose on the investor to arraegntrolled parking in the neighbourhood of thenpas was
that such a solution is unacceptable because ilersity is a public institution and the city hdseady set too
many requirements that the university should fuffthe representatives of the university also stetgisat the
municipality, in realising construction at this &ion, is trying to solve problems of a broademawhich is an
unjust pressure made on this public project. Larmj is a university city therefore the univershpld have a
different status compared to other investors whtmliar profit.

How and where in the planning or building permission process can the measure be
integrated?

Most of the discussion on parking policy focuseddetermining the number of parking places arouwd ne
buildings and on maximum parking standards. Otheasures such as parking permits criteria, parkirgges
for employees and cross-financing, from parkinggba to alternative modes, seemed logical to thicents
and feasible considering limitations of expecterkipgy conditions around the newly built faculties.
Implementation of the latest measures is the ofiligaf users of the buildings and there are nodtigtacles
for it despite of the idea of cross-financing frparking charges for alternative modes.

Users have established that some parking polidyhaile to be adopted for the faculties, becausadhe
faculty buildings will not assure sufficient pargiplaces for the employees, let alone the stud&htsfaculties
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will have to adopt a principle of allocating pariplaces based on a certain system. Most likelkimpg will
not be free of charge.

Representatives of the municipality administragbared the opinion that introduction of limitatiangparking
actually reflects a conflict between the profesaldield and policy. While experts agree that soemasures are
indispensable, there is no political will to implent them. One reason for such a situation is piatent
dissatisfaction of voters when such measures areedaut. Therefore, state regulation or some gjinés shall
be needed, maybe in the form of a by-law enteregphate legislation which would determine the inticttbn of
a restrictive parking policy and maximum parkingr&tards. This will greatly help the professionatew being
confronted with political opposition.

According to the opinion of the municipality adnstiation, education and good information conveyebath
students and the staff is one of the indispensadniditions for a good functioning parking policyittWrespect
to parking at the Faculty of Arts in the city cenfor example, it was the staff that caused mostt®problems.
The representative of the PT operator was of thei@pthat during such simulations as the presenttbe
opportunity should be seized to change travel hebawf PT users, which is especially importard gteady
increase in fuel prices is considered.

Architects warned that if parking was possiblehat $tudied location and payable, students wouldhsti decide
to park there. Most likely, they would search fther parking possibilities in the vicinity whicheafree of
charge. Such is the situation in the Be igrad casnwhich has a payable parking with a reduced pgriaa for
students, yet it is empty, while the streets inwioénity of the faculties are packed with illegaparked cars. In
the case where parking is limited, it is necessassure alternatives which, however, should mepetitive to
transport with personal cars, at least regardiedehgth of the trip.

Besides already stated requirements for parkingeglathe participants also pointed out a considefatancial
load caused by parking surfaces. The need wassttélsat public and private investors are sepamtddhat
greater flexibility is achieved in the regulatiohpaublic investments. The public sector may themetoe the first
step for integration of MM into LUP.

Most of the participants shared the opinion thati&iraised by parking charges would barely be @afit for
the maintenance of parking places and nothing wbaltft for the financing of alternative modes.

The participants had no idea how to find a solutdecrease the parking load on the surfacesinitinity.
This will be probably achieved in cooperation wvittle city. The accessibility to the faculties witther transport
modes should be also determined on the level ofitiheersity and the city.

The discussion finally showed that it seemed realsierto the participants that parking policy isrplad and
adopted on the level of a faculty or the universitysidering, however, the available parking spaseshown
later in the discussion, parking policy could beegmart of the mobility plan of the university oetfaculty. The
adopted parking policy should define priority gredpr the allocation of parking places (motion-tisal
persons, distance to home for staff combined wigixistence of other transport modes, etc.) asagdiinancial
aspects (parking charges, cross-financing fromipgréharges to alternative modes, etc.).
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PT improvements

The below measures were highlighted during theudision:
e Improved PT access
- construction of new buildings along existing dmgh-frequency PT lines,
— introduction of new lines or improved frequencylinés,
— re-routing of lines or new stops.
* Information about PT
— distribution of PT maps and schedules (to firstrysadents when they arrive).
* Fares
— student ticket (integrated into a student card),

— promotional free tickets for first year studentsadren students arrive on campus.

Do the existing laws and the existing planning instruments allow the implementation of the
proposed measure?

The first part of the discussion focused on pred@ s of integration - development that generdbés of trips
should be concentrated at nodes and along thedoesrof the PT network. These areas (nodes amitlos)
should be identified in strategic and local plgrsssibly by the use of accessibility measurem@&htesholds of
accessibility could then be set, such that cettgias of development are discouraged or not pegdhitt areas
where accessibility levels are below the threshdhds is not the case in Slovenia and Ljubljana.

In city municipalities, the improvement of PT offer is planned on the principle of OPN. OPNs, haxedo
not determine future routes and frequency of like®&n Ljubljana has not defined its PT developnfienthe
next 10 years. In practice, routes and frequendine$ in Ljubljana are changed on suggestion efRfi
operator (LPP). LPP is a public company within ¢fig holding which is owned by the city.

For the studied location, the access to the faadiyg the existing PT lines and stops within tistaghce of
about 400 m was defined in OPPN, which servedlzssis for preparing the construction project. Dyitime
simulation the viewpoint prevailed that such a dtad of PT access is insufficient for such a typstiucture as
the studied one, considering especially the futieneslopment of the area.

In the discussion, the problem of the adopted mactsed when establishing new lines has beerssties
especially when new lines are established by ap&Fator, on the basis of known circumstances, ahthyrthe
city on the basis of its vision or strategy. Ifstipractice persists, the question may arise inliiging the
planning phase a PT operator, LPP in our case|dleoter into the planning process. If the presentse of
events is considered, the operator would be infdrat®ut the problem of bad PT access to the stuodadion
only after the opening of the faculties, when ascstarts to cause problems. It would thereforeeheanable to
change this planning procedure, so that a PT apeisainvited to planning in earlier phases of pnecedure.

It would be still more reasonable to determineftaenework of lines and their frequency already iANDor in a
separate transport plan. These input data woulceritgdossible to search for surfaces where biggéfic
generators can be located along the existing ompld PT lines of high-frequency.

An efficient integration could also be achievedsbgte guidelines which would set access standardsdger
traffic generators, similar to Swiss standards¢me=d in the introduction. The participants strdsbe need for
new standards by drawing attention to the prat¢tiaeeach new building should have sanitary inftastire, i.e.
be connected to the sanitary sewer, which is onkeofequirements to obtain the building permiiigirly to
this, an adequate PT access to the building cdsddpesent a requirement for obtaining the bugdiermit.
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The problem in the studied case is non-harmonisatighe time schedule or construction phases iaraa, this
is not defined and not included in present spate abis hinders PT integration and planning.

Is the integration possible through negotiations and does the law allow negotiations at all?

Formally, negotiations in the planning processrarepossible, yet in practice such agreements tieeless take
place. Taking parking policy as an example, we hestablished that it is possible to refund to tiya half of
parking places in the city centre. The city, atestdefore, uses this refund for investments irinigrovement
of PT. An arrangement seems therefore possibiedset the investor and the city, according to whineh
investor would co-finance a new PT line and bevedid, in exchange, to disregard some project reoaings
(he could, for example, neglect the parking arramgya).

Line 23, for example, which is a seasonal line twainects the Zoo with the city centre, is co-firethby the
Zoo. This shows that similar arrangements are plesgr other institutions that require PT.

How and where in the planning or building permission process can the measure be
integrated?

The discussion has shown that future developmethti®liniversity area will justify a new, higherajity PT
connection. Quite a considerable part of this dismn was dedicated to finding possibilities fowrmes. It
was interesting that most of the participants (pktlee PT operator) considered that the line pgssirectly
through the future campus and the stop in frorthefentrance to both faculties were an unfeasilgien. The
main argument was that there is no road connettimnwould allow the introduction of the line thgiuthe
centre of the area. The argument that construdtfi@uch a line is technically rather simple andaificially
acceptable, was opposed especially by users, atedsthat PT through the area is an unacceptahitoso
The same opinion was shared by the architectselns that such a viewpoint reflects a general péomeof PT
which is mostly regarded as a transport mode op#st.

With respect to accessibility of new facultiesyés established that there are several footpatmnptl at this
location, yet their aim will mostly be a recreatione, not so much the connection of places. dbtpaths will
therefore badly fulfil the function of a direct &ss to the area and the existing PT stops (eslyettia high-
frequency line no. 14). It was established thateh® the need to improve walking connections to al
surrounding PT stops, yet the realisation of tleeseections is presently not planned in the project

Owing to the limited access to the area with sttglarars, the students’ representatives expreseedded that
the optimal access with PT is reconsidered andsblisdules adapted to their daily rhythm.

The discussion on fares was short. The price ofaiP8s seemed reasonable to all participants, altwet
students; it is especially favourable for montlidkéet holders. The fare system, which presentlysduzt allow
changing of buses whilst using the same ticket,vélabolished in one year and replaced with a faggv
system which will be based on ,smart card” techggldr his technology could also be used on studeatsis.
Promotional discounts (for example a monthly fieket for freshmen or staff when moving to new kimas)
are not problematic and can be realised by agreeamehorganisational measures.

Measures on information about PT were discussdumihe mobility plan.
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Cycling and walking
The below measures were discussed:
« improved access for cycling and walking,
« safe cycle parking, parking standards,

» showers and lockers for non-motorised travellers.

Do the existing laws and the existing planning instruments allow the implementation of the
proposed measure?

No bicycle parking standards have been adopteqlipnljana, yet such standards are allowed by theesie
legislation. Presently, they are adopted on th@itnie of individual towns. The town of Maribor gsed a
spatial act in 2006 in which the number of bicystiends is determined with respect to the activity.

Another problem is the inexistence of Slovene aaietibn standards for bicycle stands and bicycle
storage/showers. In the project these standards mestly taken from international literature andgpice as it
was the case for the majority of other standards.

The problem is also that no person in the city adstration is responsible for bicycle infrastrueut his
situation, however, will change with the commencetté the project Civitas Elan. Ideas have beesqmted
to open a new post in the city administration fareason who will be responsible for cycling in digy.

Is the integration possible through negotiations and does the law allow negotiations at all?

See sections 0 Parking policy and 0 PT improvements

How and where in the planning or building permission process can the measure be
integrated?

On the initiative of users, architects includedyble storage facilities and showers in their prgjget they will
be available to the staff only. Problems which wemeountered by the architects when they triedigofy
investments in storage facilities for the staficdisraged them to do the same for students. Thesalsa some
doubt whether such facilities are actually neededtbdents. The opposite argument was that thedéiés
would incite students to start cycling to schoohfrdistant places for recreation.

At the old location, there are no faculty bicyctesilable, yet users think that it is reasonablatimduce them
in the future.

There was one common point in this discussion. garécipants expressed their doubts about theieffay of
soft measures for walking and cycling. They aghed $oft measures may serve as a supplement to hard
measures, but they do not believe that soft measome can be efficient. This mistrust can bearpd with
insufficient information about soft measures argklaf their implementation in Slovenia. As a consemge,
much of the discussion focused on infrastructushlt®ns (new bicycle and walking connections, bleysheds,
storage facilities).
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Mobility plan
The below measures were discussed:
transport impact assessment (TIA) as a basis foolaility plan,

content of the mobility plan - information, promnanti

Do the existing laws and the existing planning instruments allow the implementation of the
proposed measure?

According to the Slovene planning practice a Tlddstshould be submitted by an investor to the nipality

as part of his/her building permit application g especially in cases when the municipalitynestes that the
new structure will greatly harm transport flowgire vicinity of building locations. The same reguirent can
be made by the Slovenian Roads Agency (Direkcijz&8este — DRSC) when they anticipate that the new
building will have a harmful effect on national tblxaffic. The decision in favour of a TIA studysabject to
the judgment of the responsible person in municiahinistration or DRSC as no formal basis existhe
ordinance or by-law. A TIA study generally resutigpassing infrastructure measures, and very ranely
changing location of the prospective construction.

For TIA to become a stronger tool for the integmatof MM into LUP, it should become an obligatotgiqming
instrument for newly built structures above a dédithreshold of daily migrations. For the achieeemof such
a goal, a special by-law (an obligatory act) ordglines (recommended practice) should be preparéd a
included into the Spatial Order of Slovenia.

The representative of MOP added that recommendexdipe does not function well in Slovenia and that
obligatory acts should are best adopted.

Is the integration possible through negotiations and does the law allow negotiations at all?

See sections 0 Parking policy and OPT improvements

How and where in the planning or building permission process can the measure be
integrated?

The viewpoint of the users and other participamthée simulation was that it is reasonable to &fice transport
development with strategies and visions. Therefiney supported the mobility plan for both facidti&g hey
especially favoured the idea that change of locatifoactivity is an excellent opportunity to influge travelling
behaviour. They believed that promotion and convgynformation are an important part of the above
document, yet they nevertheless stressed the ianm@tof hard measures and preconditions.

The discussion returned to parking fees as a dessilurce of financing the mobility plan. The papants
insisted that funds raised from parking fees shbeldised for the maintenance of parking placesy grented
less support to the cross financing of alternativethe financing of the mobility plan.

12.5.2 Description of acceptance for Mobility Manag ement

The situation at the selected location is readytHerimplementation of MM measures, yet there arearous
other barriers. Many of them do not originate ia fiystem but in the fact that most participanth@planning
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process lack knowledge, awareness and informdtlnawareness of possibilities offered by soft meastw
solve transport problems is obvious.

The main point of the simulation was not to makeipi@ants understand the MM concept, but individd/
measures. Therefore, there was no discussion Miduas a concept.

In general, no confidence was expressed in thetefémess of MM measures introduced as separatsures
(without hard measures). The discussion continaedturn to hard measures and preconditions. MMsoes
seemed reasonable to the majority of participamtisthey used them as a supplement to hard meamdesot
as an individual solution. The reason for this #specially in the lack of knowledge about MM im\&tnia as
well as in the lack of practical examples. No digant differences therefore existed between thégieants’
groups with respect to MM.

Users and investors considered MM measures ascasioo to moderate predicted transport problertiseat
new location. An important element of soft measseamed to be the possibility of their prompt
implementation, which would slow down the aggramatf problems.

The participants thought that it was interestirgf ihstitutions alone can assure more sustainedsport
behaviour of the staff and visitors when precoodii for sustainable transport solutions do nottexighe town
or state level. The potential lies in the initigtiof the institution itself. As an example, studemientioned the
carpooling portal of the Student organisation intljana.

12.5.3 Description of other results

Before embarking on a more detailed discussion atheuproposed planning and MM instruments and
measures, the participants discussed preconditibith are the cause of the predicted transportlenat

Lack of transport and LUP integration

The first statement made during the discussionthatstransport and LUP integration was insufficientall
levels in Slovenia. Locations of bigger traffic geators are set away from existing PT corridors|enflature
PT development is not defined in any document. Adstases when transport and LUP integration afieek
on the strategic level, there are no mechanisrimmpgtement solutions in space or to realise integnalby
entering it into more detailed planning instrumeitgood example of inexistence of integration desailed
site development plan (OPPN) for the simulatioa eitthe new commercial and sports centre in Séaitic
Ljubljana. This is a stadium with 16 thousand seatsiulti-purpose sports hall with 12 thousandseat a
commercial-business centre with 80 thousand squaters of gross surfaces. This plan does not cordgay
connections to new PT lines or any new stops albagxisting lines.

Non-existence of SUTP

The participants stated the fact that the reasoprfiblems was nonexistence of urban transpottegfyaor
SUTP. This results in dilemmas in parking policgripng standards and PT access to new buildings. A
representative of MOL stressed that the lack @ttetiic starting-points often causes dilemmas whaieh
encountered by the city planning service in the@lation of OPPN. The staff are often faced witteaision
whether to limit access with personal cars or fgpsut transport demand. The same dilemma was et@@oh
by students. As a principle, students should natllzsved to access faculties and campuses by eaimy
making decisions, the planning service often tatedents’ demand into account. Participants stateeikample
where this demand was already satisfied: in twolypéwilt student dormitories parking places werswaed in
the basement garage for most of the students. Bidaavas taken to implement adapted (reduced)ipgrk
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standards for student residences. However, the feairof the planners was that traffic problems ldae
transferred to the surrounding areas.

Decline of PT supply

A big problem is also the state of the transpostesy in the country. Owing to nonexistence of tpanspolicy,
aggravation of PT supply (price, frequency, tramglitime) in the last decade, and increased owipecgh
personal cars, students coming to Ljubljana froneotegions increasingly use personal cars for lyeek
transport to Ljubljana. During the week they use ¢hr daily or occupy city parking places.

LUP system in transition

In the transition period, the lack of authority leeen experienced also by the office for spat@hping. The
staff do not have experience with facing presstomfinvestors or politicians. Reduction of parkirgces is
often the consequence of investors’ wish to ecoserand not the result of transport policy.

Ad hoc spatial development of the University

In the discussion, nonexistence and no implememtatf a long-term vision of spatial developmenthaf
university was also stressed. This vision is ofteanging with respect to available land in the.ditys not clear
whether a decision will be to build fewer campuseswished by the university, or whether develogméth
remain dispersed and depend on presently avaiahte The latest trends, especially in construatibn
campuses, showed the latter.

Owing to the dispersed nature of the facultiesjibljana as well as other university buildings dents and
university staff already create important traffims. The discussion has shown that the introdaafathe
Bologna study programmes will increase migratiotwleen the faculties and consequently strengthdiictra
flows. A proposal was made to implement direct iR€d between campuses.

12.5.4 Description of simulation as a method

According to our experience, the planning simulatias shown to be very applicable when noveltigkén
planning process are introduced. We believe tteakély element for the success of this method isisieeof the
actual example in discussion. The presentatiohefttual procedure makes it easier to better stadat the
situation and to introduce possible changes/imprarmés in the procedure.

The selection of the simulation site was a goodlmwause it contained complex problems and goddgim
before the end of the building permission process.

The biggest problem in our simulation was too mtiicte spent discussing MM measures. This was dtigeto
sub-goal of the simulation which was to presentabssibilities offered by the MM concept for solyiactual
transport problems. It may be that this ambitiors W great and the central goal of the simulatias
neglected. To avoid such problems, better preparatr the simulation is advisable.

Another problem was how to limit the discussion\dd measures. It was difficult to do otherwise, esphy in
the environment where the MM concept is unknownwahdre hard solutions to solve transport probleras a
still the main topic of discussions.
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A good solution could be the presentation of thebjgm and method at the meetings of participarfisréehe
simulation. During these small group meetingspiablems could be presented and so the organiadrs a
participants could be better prepared for the stimh. Good participation was also assured.
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