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FORORD - MAXLUPO SOM EN DEL AV MAXPROJEKTET

Mobility Management (MM) ir ett kraftfullt sitt att paverka hur ménniskor reser och pa sa sitt minska negativa
effekter av onodig bilanvindning. Planeringsprocessen for markanvindning ger goda méjligheter f6r inférande
av MM och den kan hjilpa till att skapa en byggd miljo som &r mindre bilberoende. Bade planprocessen och
bygglovsprocessen ir viktiga processer dir MM kan introduceras for att paverka hur folk reser till och fran en ny
anldggning redan fran dagen da den 6ppnas. Dessa riktlinjer (MaxLupo) ger exempel fran verkliga livet for att
visa hur och var MM kan integreras med planeringsprocessen for markanviandning. De dr anvidndbara for
planerare, byggherrerar, fastighetsutvecklare och politiker som mer aktivt vill anvidnda sig av
planeringsprocessen som ett sitt att paverka resebeteendet i syfte att minska tringsel och forbittra
tillgéingligheten och livskvaliteten i vara stdder, inklusive i nya omraden och i nya anldggningar.

MaxLupo utvecklades i projektet MAX - Successful Travel Awareness Campaigns and Mobility Management
Strategies (Framgangsrika kampanjer for medvetet resande och Mobilty Management Strategier) som en del av
Work Package D— Integrating Mobility Management and Land Use Planning (integration av Mobility
Management med fysisk planering). MaxLupo forklarar och ger exempel pa principer for att bittre integrera
héllbar transporter med planeringsprocessen for markanvéndning, och hur man béttre integrerar MM med
markanvéndningsplaneringen.

MAX-projektet genomfordes fran 2006 till 2009 och var det storsta forskningsprojektet om Mobility
Management inom EUs sjitte ramverksprogram. MAX-konsortiet, med 28 partners, utdkade, standardiserade
och forbittrade Mobility Management — inom omradena kvalitetsstyrning, kampanjer, utviardering, modellering
och markanvéndningsplanering. En stor del av arbetet fick direkt stod av European Platform on Mobility
Management (EPOMM) och far fortsatt stod ddrifran. Arbetet har resulterat i flera verktyg och tjanster som kan
laddas ner fran www.epomm.org. For mer information, vinligen besk www.epomm.org eller www.max-
success.eu.

MaxLupo utvecklades av synergo (Schweiz), ILS (Tyskland), Edinburgh Napier University (Skottland) och
University of Maribor (Slovenien), med medverkan fran andra partners i MAX WP D: Cracow University of
Technology (Polen), Vilnius Gediminas Technical University (Litauen), ETT (Spanien) och Trivector Traffic
(Sverige). MaxLupo &r baserade pa erfarenheter fran ovan nimnda WP D-medlemslidnder samt Irland och
Holland. Aven erfarenheter frin USA har inhdmtats. En komplett lista 5ver WP D-rapporter finns tillginglig i
slutet av rapporten.

Forfattare:

synergo: Roberto De Tommasi

ILS: Janina Welsch

Edinburgh Napier University: Tom Rye
University of Maribor: AljaZ Plevnik
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Sammanfattning |

Mobility Management (MM) ir ett siitt att fraimja héllbara transporter genom att paverka trafikanternas attityder
och beteende. MM fokuserar ofta pa en specifik plats, till exempel ett kontor, sjukhus, universitet,
shoppingcenter eller en arena. Tidigt under planeringsprocessen, nér planerna for markanvidndning gors, kan
lokala myndigheter paverka att nyetableringen forligga till omraden eller platser dir flera transportmojligheter
finns tillgdngliga. Senare, nédr en ny anlaggning planeras eller en befintlig utvecklas eller dndras, krdvs det oftast
nagon typ av bygglov som dven omfattar forhandlingar mellan byggherren och offentliga myndigheter.
Forhandlingsprocessen kan anviéndas for att sidkerstilla MM-atgérder vid anldggningen innan den Gppnas:

* parkeringsforvaltning;
« infrastruktur for cyklande, gaende och kollektivtrafik;
¢ utvecklad kollektivtrafik;

* eller marknadsforing och information for att uppmuntra anlidggningens anvéandare att anvénda alternativa
fardmedel.

Detta gor att anvindare fran och med forsta dagen da anldggningen Gppnas har olika typer av
transportmojligheter att vilja pa, vilket dr viktigt eftersom de da 4r som mest Oppna att testa olika alternativ. Det
ar dessa aktiviteter inom markanvéandningsplaneringen och bygglovsprocessen som behandlas i denna rapport
om MaxLupo (integration av MM med fysisk planering).

Integreringen #r viktig eftersom den kan minska tringsel och utslépp fran biltrafiken vid nybyggnation, kan ge
alla tillgidnglighet till en anldggning oavsett om de har bil eller inte, och for att det fungerar. Nya sjukhus i
Cambridge och Edinburgh i Storbritannien introducerade MM som en del i bygglovsprocessen och nu kor endast
40-50 % av de anstillda med egen bil till jobbet. Utan MM skulle denna siffra vara nirmre 90 %. Detta innebér
mindre trafik, mindre tringsel, friskare personal och mindre CO,-utsldpp. Medelreslingden f6r pendling med bil
ar 6200 km per ar i Storbritannien och kostnaderna for buller, koldioxidutslidpp, trangsel, lokala luftfororeningar,
infrastruktur och olyckor uppskattas till 0.18 Euro per km (se www.webtag.org.uk). Det innebér att varje anstilld
som byter fran att kora egen bil till jobbet till ett annat firdsétt minskar samhillskostnaden for pendlingen med
1100 Euro per ar. Dessutom kunde organisationen spara i genomsnitt 350 Euro per ar pa minskat underhall for
varje parkeringsplats som de inte lingre behovde.

MaxLupo vénder sig till planerare, planeringskonsulter, lokala myndigheter, byggherrar, fastighetsutvecklare
och Universitet/hdgskolor och ger bade praktiska rad och verkliga exempel om hur man bittre integrerar hallbara
transporter med markanvindningsplanering, och saledes hur man gor MM till en viktig del av
bygglovsprocessen for nya anldggningar. Till MaxLupo finns ocksa en bilaga med 75 exempel. Bild 1 nedan
visar allt det material som producerats i MaxLupo.
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MaxLupo
RIKTLINJER

Kapitel 1 REDSKAP/INSTRUMENT
Inledning D1 -D6

Kapitel 2 Kapite| 3
Integrering av Integrering av MM i
markanvandning planeringen och
med hallbar bygglovsprocessen
transportplanering fér nybyggnationer

Bilaga | Bilaga Il
Exempel - Exempel -
integrering av integrering av MM
markanvandning mad
med bygglovsprocessen
transportplanering

Bild 1: Resultat fran MaxLupo om integration av MM med fysisk planering

Att integrera hallbar transporter med fysisk planering innebir att dstadkomma en fysisk struktur dér lokala
behov kan goras tillgidngliga lokalt, att tiatheten dr hog med en blandning av funktioner, att nybyggnationer
lokaliseras till kollektivtrafikens knutpunkter och storre strak, att dldre industriomraden i stdder férnyas med ny
anvindning och att planerade nyetableringars paverkan pa transportsystemet utvérderas som en del av
planeringsprocessen. Hur sddana principer kan tillimpas visas nedan.

Principriktlinjer

Principriktlinjer (policy guidelines) for planering utvecklas av regionala eller nationella myndigheter i manga
lander for att paverka de lokala myndigheternas fysiska planering och deras beslut om bygglov. Riktlinjer kan
skrivas for att uppmuntra integration av fysisk planering och planering av héllbara transporter; och for att
uppmuntra lokala myndigheter att vidta eller introducera Mobility Management-atgérder vid nyetablering.

Principer fran miljélagstiftning

I vissa ldnder finns miljolagstiftning som har stort inflytande pa innehallet i lokal planer och/eller beslut om
bygglov. Exempelvis sa kraver EU-lagstiftningen att stdder underskrider de s k miljokvalitetsnormerna for
utomhusluft. MM-étgérder vid en etablering kan bidra till detta.

Overgripande och detaljerade planer

Lokala planer (t ex detaljplaner och 6versiktsplaner) faststiller lampliga lokaliseringsomraden for
nybyggnationer for olika kategorier av markanvindning, och ibland ocksa for lokalisering av ny
transportinfrastruktur. Planerna kan utformas sa att de framhéaller/uppmuntrar anvandningen av hallbara
transporter. Exempelvis sa kommer placeringen av olika markanvindningsomraden, sasom bostider eller
detaljhandel, och omradets utformning (gangvigar, ett begrinsat antal gatuparkeringar, etc.) att paverka pa vilket
sitt folk véljer att resa. Séledes har dessa planer en potential att bttre integrera markanvéndning och transporter.

Funktionell/organisatorisk integrering

For att markanvindningsplaneringen ska paverka fardmedelsvalet sa ér det viktigt att fysiska planerare forstar
vilka mojligheter som finns och att de 4r medvetna om transportfragornas betydelse. Ett sitt att sikerstilla detta
ar att transportplanerare och fysiska planerare faktiskt arbetar tillsammans och har mojlighet att kommentera och
paverka varandras arbete.
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Att integrera MM med bygglovsprocessen kan bli mojligt nir enskilda nybyggnationer far bygglov, eller nir
lokala planer gors, till exempel detaljplan for en nybyggnation (Detailed Site Development Plan), vilket finns i
flera linder. Integreringen kan ske pa flera olika sitt, se nedan:

Mobility Management-radgivning under planeringen eller bygglovsprocessen

Innan dokumenten med begédran om godkédnnande av en ny detaljplan eller en ny byggnad, ldmnas in till
myndigheterna for granskning sa sker ett informationsutbyte mellan myndigheterna och den sokande. Under
denna fas kan muntlig eller skriftlig information om Mobility management fran de lokala myndigheterna till den
sOkanden vara ett enkelt sétt for att 6ka byggherrens kunskap och medvetenhet.

Sékerstalla Mobility Management genom férhandling

Att ta med Mobility Management som en del i forhandlingarna skulle 6ka chansen for att byggherrar skulle ta till
sig denna strategi vid utformningen av trafiklosningarna vid nyetableringen. De lokala myndigheterna skulle till
exempel kunna tillata ett farre antal parkeringsplatser om byggherren r villig att ta ut parkeringsavgifter och
bygger en vil tilltagen cykelparkering.

Sakerstélla Mobility Management genom att inkludera det i parkeringsbestammelser (p-norm)

Inférande av en ny bestimmelse i de lokala parkeringsnormerna som anger att vid nyetableringar av en viss
storlek sa maste byggherren ta fram en mobilitetsplan (inklusive bindande mal, atgarder samt rutiner for
uppfoljning och utvirdering) vilket direkt skulle forstarka implementeringen av Mobility Management.

Séakerstalla Mobility Management genom inkludering i planeringskrav och villkor

Krav om att efterf6lja vissa planeringskrav och villkor dr vanligt for den som soker bygglov i manga
medlemsstater. Mobility Management skulle ocksa kunna integreras i sadana villkor. For att sikerstélla att alla
kommuner kriver Mobility Management sa rekommenderas att det inkluderas i planeringskraven som utvecklas
pa regional niva, dér sa dr mojligt.

Framjande av bilfria bostadsomraden

For att ge kommunerna mojlighet att frimja bilfria bostadsomraden genom att relevanta lagar och riktlinjer
(parkeringsbestimmelser, planerings- och bygglagar) inkluderar speciella regler for bilfria bostadsomraden”
eller omraden med mycket fa bilar. Dir kan antalet parkeringar tillatas att vara mycket férre d4n vad som normalt
krivs, sa linge vissa villkor uppfylls. Lokala planer &r en forutsittning for att tillata en sadan minskning i
bygglovet, eftersom de definierar lampliga lokaliseringar och utformning av sadana omraden (t.ex. nira
kollektivtrafikhallplats och med ett bra cykelnitverk).

Tillgénglighetsmodell for reglering av biltrafik vid multifunktionella anldggningar

En s.k. tillgdnglighetsmodell (Access Contingent Model) &r en lovande strategi for att minska biltrafiken vid
stora anldggningar som genererar mycket trafik, t.ex. shoppingcenter eller idrottsarenor. Idén dr att begréinsa det
maximala antalet bilresor som tillats till och fran anliggningen genom att faststilla ett tak for trafikalstringen
som inte far §verskridas under en viss tidsperiod. Vilka pafoljder som ska tillimpas om taket Gverskrids maste
faststillas i ett kontrakt mellan byggherren/fastighetsutvecklaren och de lokala myndigheterna. Kontraktet utgor
da en del av bygglovet.

Uppmuntra anammandet av Mobility Management genom miljélagstiftning

I vissa lander kraver miljolagarna att anldggningar av en viss storlek eller med ett visst antal planerade
parkeringsplatser maste tillhandahalla en miljokonsekvensbeskrivning tillsammans med sin ansékan om bygglov
eller med sin begiran om godkinnande av en detaljplan for en ny anldggning. Detta kan anvindas for att infora
MM-atgérder for att minska miljopaverkan.
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Kriterier for max antal parkeringsplatser

Parkeringskriterier anges oftast i den beslutande myndighetens parkeringsbestimmelser (p-norm) och anger
oftast minimiantalet bilparkeringsplatser for olika typer av omraden. Bestimmelserna r referens for byggherren
vid berdkning av vilket antal parkeringsplatser som ska finnas vid en nybyggnation. Att i bestimmelserna dndra
fran minimiantal till maxantal kan avsevért minska antalet bilresor, speciellt vid nybyggnationer som planeras i
titbebyggda stadsomraden och som har vil fungerande alternativ till egen bil och saknar alternativa
parkeringsmdjligheter.

Parkeringsaterbetalning (parking pay-off)

”Parkeringsaterbetalning” dr ett forfarande som anvinds om en byggherre inte kan bygga det antal
parkeringsplatser som myndigheterna kriaver (pa tomtmarken eller i dess omedelbara nirhet). Om sa &r fallet ska
byggherren betala en avgift till den lokala myndigheten. Avgiften anvinds normalt for att bygga
parkeringsplatser, men i vissa europeiska linder anvénds de &dven till kollektivtrafik eller cykelinfrastruktur. En
annan potentiell mojlighet #r att anvdnda pengarna till "mjuka" MM-atgirder for resor till och fran den nya
anldggningen.

Kan integrering av MM och fysisk planering fungera i ditt land? MaxLupo och 6vriga MAX-resultat hjilper till
att sprida medvetenheten om den potential som finns med 6kad integrering. Exempel fran Slovenien och
Spanien visar att det kan fungera dven i linder som inte har nagon tidigare erfarenhet av att integrera MM och
fysisk planering. S& MaxLupo ér relevant for dig.
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1.1 Integration av Mobility Management med fysisk planering: Vad
handlar det om?

Mobility Management ir ett koncept for att frimja hallbar transport och hantera behovet av att anvinda bil
genom att dndra resenérernas attityd och beteende. I MM:s kiirna ligger "mjuka" atgérder som information och
kommunikation, organisering av tjinster och koordinering av olika parters aktiviteter. "Mjuka" atgirder kan
fungera pa egen hand, men de kan ocksa oka effektiviteten av "harda" atgérder inom stadstransport (d.v.s. nya
sparvagnslinjer, nya vigar och nya cykelbanor). MM-atgirder (jamfort med "harda" atgirder) innebdr inte
nodvindigtvis stora finansiella investeringar och kan vara mycket kostnadseffektivt.

I méanga ldnder &r MM huvudsakligen en platsbaserad aktivitet kopplad till trafikalstrande verksamheter sasom
foretag, skolor, konserthallar, sportarenor, sjukhus, verksamheter baserade pa flera olika platser,
rekreationsomraden och bostadsomraden. I dessa fall forsoker MM hantera det siitt pa vilket ménniskor reser till
och fran platsen i fraga. Huvudmalet &r att en sa stor del som mojligt av resorna som genereras till och fran
platsen ska goras pa annat sitt dn ensamakning i egen bil.

I platsbaserad MM iér dgarna eller verksamhetsansvariga av en anldggning huvudaktorer. De bor frimja och
implementera MM sa att de som anvénder anldggningen kan dra fordel av atgirderna. Den offentliga
myndigheten, vanligtvis kommunen, spelar dérfor en nyckelroll genom att uppmuntra eller stélla krav pa dessa
aktorer att infora MM-atgérder. Tva olika situationer avseende tiden for den offentliga myndighetens agerande
maste sirskiljas:

e Nar anldggningen redan anvinds: I det hir fallet har resmonster i de flesta fall redan etablerats och &r
mycket svara att dndra. Hindren for att uppmuntra anliggningségare eller verksamhetsansvariga ér ganska
hoga, speciellt om de inte upplever nagra trafikproblem relaterade till aktiviteterna pa anldggningen. Varfor
ska exempelvis en arbetsgivare implementera MM om det redan finns tillrickligt manga parkeringsplatser
tillgéngliga? De offentliga myndigheterna kanske kan skapa ett aktivt engagemang genom att anvinda
strategier som hojd medvetenhet, bidrag eller gratis radgivning. Det &r vildigt ovanligt att offentliga
myndigheter i ndgot land kan stilla krav pa MM-aktiviteter vid en anldggning som redan ir i bruk.

*  Nir en anliiggning édr pa planeringsstadiet: Samspelet mellan dgaren (eller fastighetsutvecklaren) av en
anldggning och de offentliga myndigheterna pagar under hela planeringsfasen och slutar forst da bygglov
har beviljats och dess villkor #r uppfyllda da anldggningen star klar. Transportrelaterade fragor kopplade till
anldggningen ingar som en del i denna planeringsfas. Det inkluderar de lagkrav som stills (t.ex.
parkeringsbestimmelser, miljopaverkan) och som maste uppfyllas for att bygglovet ska godkdnnas. Under
hela den hir processen kan MM, i form av riktlinjer, tips och dven villkor, hjilpa de inblandade pa platsen
att planera for MM. Planeringsstadiet dr ocksa ett bra tillfille att erbjuda incitament eller begrinsningar till
dem som anvénder anldggningen sa att de provar alternativa sitt att resa dit. Deras resvanor &r da 4nnu inte
sa etablerade och dirfor 4r de mer 6ppna for olika alternativ.

Denna vigledning fokuserar mer pa det andra stadiet dir planeringsprocessen erbjuder en mojlighet att infora
MM redan fran allra forsta borjan, dvs. i planeringsstadiet genom att stédja en héllbar stadsutveckling vid
lokaliseringar med god tillgénglighet med flera olika fardmedel. Integration av MM i planeringsprocessen for
fysisk planering fokuserar pa de mojligheter som offentliga myndigheter har att i bygglovsprocessen inkludera
MM och att sadana "mjuka" atgérder Gvervigs av byggherrar och fastighetsutvecklare innan en ny anliggning
tas i bruk.

For att MM pa platsniva ska bli effektivt integrerat i denna process sa dr det viktigt att nya anldggningar, sa langt
som mojligt, placeras sa att de kan nas med olika firdsitt. Platsspecifik MM blir exempelvis enklare om
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anldggningen ligger nira bra kollektivtrafik. Detta dr en uppgift for planeringssystemet for fysisk planering och
diskuteras utforligare i kapitel 2 i MaxLupo. Om denna forutsittning inte finns s innebér det inte att MM-
atgirder inte kommer att fungera, men det blir svarare och atgirder sdsom att uppmuntra cykling och anvéindning
av kollektivtrafik kan ha mindre potential dn exempelvis samakning eller sirskild matartrafik (”shuttle bus”).

Som kapitel 2 visar sa ér integration av MM med fysisk planering enklare i omraden dir det finns ett urval av
fardsitt, vilket normalt innebér stadsomraden. Men det finns dven exempel dir MM har integrerats i
bygglovsprocessen for anliggningar pa landsbygden ocksd, sa MaxLupo ir relevant dven dr.

1.2 Vad ingar i MaxLupo och vad ingar inte?
Med MaxLupo tillhandahaller MAX-teamet praktisk information om:
e Hur man bittre integrerar trafikplanering och fysisk planering.
e Hur man integrerar Mobility Management i planeringsprocessen for fysisk planering.

MAX-teamet dr Gvertygat om att det bista sittet att uppna dessa mal inte dr teoretiska resonemang utan snarare
att tillhandahalla tydliga exempel pa lovande principer och deras implementering som redan existerar och
anvinds. Detta gor riktlinjerna mer konkreta. Ldsarna utgar fran praktiska exempel dér de kan avgéra om
forutsittningarna i deras "eget fall" kommer lata dem agera pa ett liknande siitt, eller om det inte alls dr mojligt
for att forutsittningarna, till exempel politiskt, ndstan omojliggor en liknande atgérd.

Av denna anledning kan fragan om 6verforbarhet av de redovisade exemplen endast behandlas i ett vildigt brett
perspektiv i MaxLupo. Det skulle vara “oproportionerligt stort” att i MaxLupo ta hinsyn till alla juridiska,
planerings- eller andra forutsittningar for varje land, region eller kommun i Europa och hitta skrdddarsydda
principer. Bedomningsprocessen géllande anvéindbarheten av MaxLupo maste dérfor goras av ldsarna sjilva.
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Dokumentets struktur visas i féljande flodesschema:

Bild 2: Strukturen i MaxLupo
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Dokumentets struktur dr som foljer:

e Kapitel 2: Integrering av markanvindning och transportplanering

Detta kapitel presenterar de viktigaste malen som framgangsrik integration av transport och fysisk planering
skulle bidra till, samt en rad lovande principer och existerande exempel for dessa.

¢ Kapitel 3: Integrering av Mobility Management i planeringen och bygglovsprocessen vid
nybyggnationer

Detta kapitel ger information om hur processen med att utveckla en detaljplan for en nybyggnation, och
erhallandet av bygglov for denna, fungerar. En rad principer, illustrerade med praktiska exempel, visar pa de
olika sitt med vilka man kan forbittra introduktionen av Mobility Management pa planeringsstadiet hos
byggherrar och fastighetsutvecklare av nya anldggningar.

¢ Kapitel 4: Hur 6verfor man och tillimpar integreringen i olika planeringssystem?

Kapitlet ger en dverblick av dverforbarheten av principerna som presenterats i tidigare kapitel och
rekommendationer om hur de kan anpassas.

« Bilaga I: Exempel pa principer och praktisk tillimpning for bittre integration av markanvindning
och transportplanering (endast tillgéinglig pa engelska)

Bilaga I presenterar en rad exempel pa principer som finns i praktiken som stoder integration av fysisk
planering och markanvindningsplanering. Varje exempel beskrivs detaljerat i form av ett faktablad.

« Bilaga II: Exempel pa principer och paretisk tillimpning for integrering av MM i planeringen och
bygglovsprocessen for nybyggnationer (endast tillgiinglig pa engelska)
Bilaga II presenterar en rad exempel pa praktiska principer som stoder integreringen av Mobility
Management i planeringen och bygglovsprocessen for nybyggnationer. Varje exempel beskrivs detaljerat i
form av ett faktablad.
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1.3 Vem ar MaxLupo till for?
MaxLupo vinder sig till de olika malgrupper som &r involverade i stadsplanering och stadsutveckling:

*  Planerare som arbetar med markanvindning, transporter eller pa avdelningar f6r milj6 pa nationella,
regionala eller lokala forvaltningsorgan.

De principer som redovisas ger en grund for ytterligare utveckling av existerande principer, eller inférande
av nya, for bittre integrering av transport- och markanvidndningsplanering. De kan dven vara underlag for
forbittringar av existerande lagar, planeringsredskap, etc., som redan féresprakar Mobility Management vid
nya anlidggningar.

«  Personal pa lokala och regionala forvaltningsenheter som deltar i det dagliga arbetet med planer och
bygglovsprocesser.

MaxLupo kan hjilpa till att béttre forstd hur den process de arbetar med kan #ndras (oftast med sma
fordndringar) for bittre integration av transport och MM med fysisk planering, och pa sa sitt minska de
transportproblem som ofta uppstar nir nya anldggningar tas i bruk.

¢ Konsulter inom stads- och trafikplanering som arbetar som Mobility Management-experter for
offentlig forvaltning, fastighetsutvecklare eller byggherrar.

I utveckling, framtagande eller revidering av existerande markanvéndningsplaner, parkeringsbestimmelser,
strategier for Mobility Management eller andra typer av policydokument anlitar ofta offentliga myndigheter
expertis hos privata konsulter. Trafik och stadsplanerare som ir MM-experter hjilper ocksa
fastighetsutvecklare eller byggherrar att forbereda bygglovshandlingar eller detaljplanedokument for en
nybyggnation. MaxLupo &r en killa till ytterligare forbittring av saddana kunduppdrag for savil planerare
som MM-experter.

e Universitet, hogskolor eller andra institutioner for utbildning.

For fakulteter pa universitet som dr verksamma inom fysisk planering, transportplanering eller Mobility
Management dr MaxLupo ett underlag for utveckling av skriddarsydda kurser eller seminarier. Exempel pa
undervisningsmaterial baserat pA Max WP D finns ocksa tillgiingligt p& www.epomm.org.

1 12/132 Successiul Trave Awaeness Camoaigns
= da / 3 & Viobiity Manacerment Strategies M ax



2 Integrering av hallbar trafikplanering med fysisk planering

2.1 Varfor integrera trafikplanering och fysisk planering?

Om fysisk planering (markanvéndningsplanering) och transportplanering integreras sa kommer det att skapa en
markanvéindning som gor det enklare att integrera Mobility Management med planeringssystemet for fysisk
planering. Tidigare EU-forskning visar att anldggningar som finns i nidrheten av hogkvalitativ kollektivtrafik
troligen pa ett enklare sitt kan inféra MM 4n en anldggning som ligger i stadens utkant och endast ir tillginglig
med bil. Det dr mer troligt att en téit bebyggelse far fler resor med cykel och till fots 4n en glesare bebyggelse.
Syftet med detta kapitel dr att redovisa exempel pa principer som uppmuntrar en 6kad integrering av
trafikplanering och fysisk planering. I forldngningen syftar dessa principer till att forverkliga ett eller flera av
foljande mal:

. En polycentrisk stadsstruktur dér grundliggande behov kan goras tillgdngliga vid lokala centrum, med
god tillgdnglighet till storre centra via resa med kollektivtrafik och cykel.

. Markanvindning med medelhog eller hog tithet och med en blandning av funktioner, hellre 4n att
strikt separera olika anvindningsomraden. Detta &r viktigt eftersom ménniskor, om funktionerna ir
separerade, maste resa ldngre for att na dem.

. Anliggningar, sérskilt sadana som genererar manga resor (t.ex. kontor, butiker, men #dven bostider), bor
vara koncentrerade till knutpunkter och kollektivtrafikstrak, eller atminstone till platser som har
potential att bli sddana knutpunkter for kollektivtrafiken. Dessa omraden (knutpunkter och strak) bor
pekas ut i strategiska och lokala planer, mojligen med hjdlp av métningar av tillgdngligheten.
Standardnivaer for tillgangligheten (med kollektivtrafik) kan sedan bestimmas och pa sa sitt styra
utvecklingen sa att nya anldggningar avrads eller inte tillats i omraden dér tillgéngligheten dr for 1ag.

. Ateranviindning av ej aktiva omraden (som tidigare varit industriomréden eller handelsomriden, men
nu behover ombyggnation) hellre dn att tillata nybyggnation pa oexploaterad mark. Det motverkar att
staden glesas ut.

. Nir en ny anlidggning planeras, bor dess paverkan pa transportsystemet bedomas och lokaliseringen
bor ta hansyn till transportbehoven. Om anlidggningens transporteffekter forutsigs bli for stora pa den
valda platsen sd kan man behova vilja en annan plats. Oavsett anldggningens paverkan pa trafiken sa bor
utvecklings- och planeringsprocessen se till att tillgédngligheten med cykel och till fots till nirliggande
platser och att tillgéingligheten till kollektivtrafik blir god, liksom att parkering f6r samakningsfordon
lokaliseras till de bista platserna.

. Begriinsa antalet parkeringsplatser som maste tillhandahallas vid nya anldggningar inklusive
gatuparkeringar i hela nybyggnadsomradet, med malsittningen att hélla tillbaka bilresandet till och fran
anldggningen.

I méanga ldnder delas stora delar av dessa malsittningar tyvirr inte med fastighetsutvecklarnas och byggherrarnas
mal, och utgdr inte en del av den normala planeringspolicyn. Det resulterar i en markanviandning som tenderar
att bre ut sig, vilket forsvarar Mobility Management-atgirder.

Om trafikplanering och fysisk planering dessutom, institutionellt och organisatoriskt, ska integreras pa ett bittre
sdtt sa kan det vara nodvindigt med organisatoriska forindringar for att sikerstilla att trafikplanerare och
markanvindningsplanerare vid offentliga myndigheter arbetar niirmre varandra, for att sikerstélla att
markanvéndningsplanerare vet vad transportplanerare forsoker uppna och vice versa. Detta kan behdvas dven
om de redan arbetar inom samma organisation, eftersom de troligen dnda arbetar inom olika
sektioner/avdelningar med olika instillning, utbildning och bakgrund. I detta kapitel presenterar diarfor nagra
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(begrinsade) exempel pa sadan "funktionell integrering”, men detta #r ett omrade som skulle behova studeras
vidare.

Alla olika typer av principer som presenteras i avsnitt 2.2 kommer hjilpa till att uppna dessa mal. Principerna
kommer att ha storst effekt didr de implementeras i samverkan, men dven enskilda atgérder som implementeras
kommer att kunna ge positiva effekter.

Inom MAX-projektet studerades planeringssystemen i 10 europeiska ldnder och ett resultat vara att de lokala
oversiktsplanerna (eller motsvarande) 4r nyckelinstrument i samtliga. De faststéller ramar for utvecklingen pa
lokal niva (den kompletteras ofta med en mer detaljerad plan for ett specifikt omrade — sa fungerar det t.ex. i
Tyskland, Spanien, Litauen och Schweiz.) Eftersom den lokala dversiktsplanen visar ldmplig lokalisering av
olika verksamhetstyper, var transportinfrastrukturen bor forldggas, och ofta ocksa krav pa
markanvéndningstithet, sa &r den ett bra och viktigt instrument for att sidkerstilla en markanvindning stodjer
resor med kollektivtrafik, till fots eller med cykel. Om den lokala planen verkligen gor detta beror dock pa tva
huvudfaktorer:

. Om planforfattarna dr medvetna om mojligheten att anvianda planen pa det sittet,

. Och pa hur den lokala politiska situationen #r och hur den paverkar utformandet av den lokala planen.
Exempelvis sa kan olika lobbygrupper forsoka fa sin egen mark angiven som limplig for bebyggelse i
oversiktsplanen eller sa kan enskilda aktorers personliga asikter (t ex borgmaéstarens) paverka relationen
mellan transport och markanvéndning i planen.

Som foljande delar i detta kapitel ocksa visar sa kan ocksa utspel fran regional eller nationell beslutandeniva
paverka anammandet av sadana mal i lokala planer.
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2.2 Principer med potential att battre integrera hallbar trafikplanering
med fysisk planering

Det hir avsnittet ger en dvergripande sammanfattning av alla studerade principer och dérefter beskrivs
respektive princip mera detaljerat med exempel fran ett antal verkliga fallstudier.

2.2.1 Sammanfattning

Principriktlinjer

Principriktlinjer for planering utvecklas av regionala eller nationella myndigheter for att paverka de lokala
myndigheternas planering for markanvindning och beslut om bygglov. De kan behandla en rad olika fragor, inte
bara MM. Séadana riktlinjer existerar dock i vissa ldnder for att uppmuntra integreringen av markanvéndning och
héllbar transporter, och for att uppmuntra lokala myndigheter att genom bygglovsprocessen vidta eller foresla
Mobility Management-atgirder vid nybyggnationer.

Principer baserade pa miljolagstiftning

I vissa ldnder finns det miljolagstiftning som har stort inflytande pa innehallet i lokal planering och/eller vid
beslut om bygglov. Exempelvis sa kriver EU-lagstiftningen att stdder underskrider de s.k.
miljokvalitetsnormerna for utomhusluft och MM-atgirder vid anldggningar kan bidra till att sadana krav klaras.

Overgripande och detaljerade planer

Lokala planer faststiller 1dmpliga lokaliseringsomraden f6r nybyggnationer for olika kategorier av
markanvéndning, och ibland ocksa for lokalisering av ny transportinfrastruktur. Planerna kan utformas sa att de
framhaller/uppmuntrar anvindningen av héllbara transporter. Exempelvis sa kommer placeringen av olika
markanvéindningsomraden ( sasom bostider eller detaljhandel) och omradenas utformning (gangvigar, ett
begrinsat antal gatuparkeringar, etc.) att paverka pa vilket sitt folk viljer att resa. Saledes har dessa planer en
potential att battre integrera markanvandning och transporter.

Funktionell/organisatorisk integrering

For att markanvindningsplaneringen ska paverka firdmedelsvalet sa dr det viktigt att fysiska planerare forstar
vilka mojligheter som finns och att de 4r medvetna om transportfragornas betydelse. Ett sitt att sikerstilla detta
dr att transportplanerare och fysiska planerare faktiskt arbetar tillsammans och har mojlighet att kommentera och
paverka varandras arbete.

Att begrinsa antalet parkeringar vid nybyggnationer dr ytterligare en typ av planeringsprincip som har indirekt
paverkan pa byggnationens 6vergripande placering men eftersom det ocksa dr en mycket viktigt atgéird pa
lokaliseringsniva tas den upp i kapitel 3.
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2.2.2 Principriktlinjer

Bakgrund och malsattning

Principriktlinjer (policies) ger vigledning om malsittningar, principer och (dér sé dr tillaimpligt) zonindelning for
markanvéindning som bor inga i en planritning. Principriktlinjerna tas fram av en myndighetsniva for att
anvindas av ldgre myndighetsniva(er) da de tar fram planer. Alla ldnder har inte principriktlinjer men nagra som
har det ar Holland, Tyskland, Sverige, Slovenien, Schweiz, Irland och Storbritannien dér lokala myndigheter
uppmuntras att utforma sina lokala planer sé att de ger 6kad téthet (speciellt vid transportknutpunkter) och att de
fokuserar pa utbyggnad lings med centrala transportskorridorer. Polen har ocksa principriktlinjer géllande
ateranvindning och fornyelse av nedlagda industri- och verksamhetsomraden, vilket kan bidra till mer hallbara
resmonster da dessa omraden ofta ligger centralt med god tillgidnglighet till kollektivtrafiken.

Om principriktlinjer inte finns

Dir sadana principer inte finns eller inte implementeras &r ofta alternativet en utveckling av separata
markomraden, oftast i utkanten av staden, med ett utglesat monster utan hénsyn till transportsystemets
utformning férutom att man tillhandahéller en in- och utfart till ndrmsta huvudvég. Detta gor omradena svara att
forsorja med kollektivtrafik (eftersom det &r effektivare for kollektivtrafiken med genomgéende trafik) och dkar
avstanden vilket gor resor till fots och med cykling mindre attraktivt. Den langsiktiga effekten av dessa
fordndringar pa lokal niva blir en gradvis fordndring pa det 6vergripande planet i riktning mot 6kat bilberoende.

Hur principriktlinjer kan utvecklas

Vilket land eller region som helst dir det politiska intresset finns kan utveckla sadana principriktlinjer.
Utvecklingen kanske inte kommer att drivas av politiker utan i vissa fall av initieras av tjdnstemén. En
medvetenhet om sddana principer och deras potential &r en klar forutsittning for att de ska bli anammade i ett
land eller region. I Storbritannien utvecklades sadana principer av tva anledningar: For det forsta uppstod i vissa
kommuner ett politiskt tryck pa att minska trafikproblem som upplevdes ha uppstatt i samband med
nyetableringar, och, for det andra, eftersom en minister pa nationell niva i den da konservativa regeringen (1994)
var personligt intresserad och sag att planeringssystemet hade potential att paverka resmonstren och dirigenom
kunna minska tringsel och utslipp av vixthusgaser. Aven om dessa anledningar kan verka mycket specifika for
Storbritannien sa beskrivs de hér for att visa hur och varfor sadana principer kan anammas pa en nationell niva.

Tva exempel pa sadana principriktlinjer forklaras i féljande rutor.
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VAGLEDNING FOR PLANERINGSPRINCIPER FOR TRANSPORTER (PPG13) - ENGLAND,
STORBRITANNIEN

PPG13 idr en vigledning utgiven av engelska samlingsregeringen riktad till regionala och lokala myndigheter.
Den tar upp lokalisering, bebyggelsens funktionsblandning och tithet, och stddjande transportatgérder for ny
bebyggelse. Den rekommenderar att nir man gor utvecklingsplaner, sa ska de lokala myndigheterna inkludera
principer och zonindelning som syftar till att:

+  Oka bebyggelsens tithet och en 6kad blandning av funktioner.

o Sikerstilla att tidt bebyggelse som alstrar manga resor lokaliseras till omraden med vil utbyggd
kollektivtrafik.

e Koncentrera utbyggnad till omraden dér det redan finns en stor befolkning for att undvika att staden breder
ut sig och for att stodja lokal service (butiker, pubar, likarmottagning, skolor) sa att minniskor inte behdver
resa ivig for att na den.

Aven om PPG13 ir ett planeringsdokument si uppmuntrar den ocksa lokala myndigheter att implementera
héllbara transportatgirder for att stodja ett hallbart resande till deras anldggningar.

Avseende bygglov sd uppmuntrar PPG13 lokala myndigheter att anvinda bygglovsprocessen for att frimja att
byggherrarna tar fram lokala resplaner (platsbaserade MM-planer), och att anvinda planeringskraven i sektion
106 for att séikra finansiella bidrag for transportforbittringar utanfér omradet (se kapitel 3).

Huvudmal och anledningar fér implementeringen

PPG13 hjélper lokala myndigheter att skydda miljon i sina planeringsaktiviteter — vilket &r en laglig skyldighet.
Dessutom kan PPG13 hjilpa till att minska tringsel, 6ka social inkludering och minska transporternas
miljopaverkan. Den kan ocksd minska trycket pa oexploaterad mark i stidernas utkanter genom att fokusera mer
pa ateranvindning och fornyelse av platser i stddernas befintliga omraden.

Hur konsekvent principerna har tillampats

Det brittiska planeringssystemet ir inte lika “kodifierat” som vissa andra. Planeringsvigledningar saisom PPG13
maste enligt lag tas med i berikningen av planeringsmyndigheter da de gor planer och tar planeringsbeslut. Men
om det finns andra bra anledningar att inte ta med PPG13 i berdkningen, och detta kan pavisas pa ett bra sitt, sa
kan man prioritera andra intressen. Dessutom dr PPG13 skriven pa ett sadant sitt den ger stort utrymme for egna
tolkningar av dess principer - en plats som t.ex. anses ha "god kollektivtrafikstandard" hos en lokal myndighet
kanske inte har det hos en annan.

Behovet av integrering och samordning av markanvidndning och transportplanering &r ett krav i PPG13 och ska
finnas med i varje utvecklingsplan och storre planeringsbeslut. Men till vilken grad detta f6ljs och exempelvis
leder till en bebyggelse koncentrerad till kollektivtrafikens strak varierar fran omrade till omrade.

Viktigt dr dock att den nationella engelska regeringen har makten (och ibland anvinder den) for att fa lokala
myndigheter att dndra utvecklingsplaner och bygglov om det inte kan pavisas att de har tagit hinsyn till
nationella riktlinjer sasom PPG13.

Effektivitet
Ingen allmint tillgéinglig granskning har utforts gillande effektiviteten av PPG13.
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GREATER DUBLIN REGIONAL PLANNING GUIDELINES (GDRPG) — IRLAND

The Greater Dublin Regional Planning Guidelines tillhandahaller det 6vergripande strategiska sammanhanget for
utvecklingsplaner for de lokala myndigheterna i regionen och ett ramverk for utvecklingen av infrastruktur.
Planeringsmyndigheterna i The Greater Dublin Area (GDA) ska ta hinsyn till principerna frain GDRPG i sina
respektive planer. Eftersom dessa gar igenom en granskning (remiss) av allménheten och centrala myndigheter
innan de antas sa dr det mojligt, sirskilt for den nationella regeringen, att kriva dndringar i en plan sa att den
bttre speglar bade nationella och regionala riktlinjer. Aven om det bara ir riktlinjer s har GDRPG laglig status,
men det dr inte en lag som maste f6ljas ordagrant. Det dr snarare en vigledning som kan tolkas.

Huvudmal och anledningar fér implementeringen

Riktlinjerna foreslar att planerna ska:

»  Dbefista bebyggelse och 6ka den overgripande titheten for en mer kompakt stadsformat, och

* underliatta villkoren for och anvéndningen av ett avsevért forbittrat kollektivtrafiksystem.

Anledningen till detta ir att bekdmpa de stora tringselproblemen i Dublin och dven att skapa en mer hallbar stad
for att bidra till Irlands mal om minskade koldioxidutsldpp inom EU som helhet.

Effektivitet

Ingen systematisk utvirdering om effektiviteten av GDRPG har utforts. De regionala planeringsriktlinjerna kan
tillimpas vildigt olika av olika myndigheter och sa linge de kan motivera varfor de har tillimpat dem pa ett visst
sdtt i sin plan, sd dr inkonsekvens i tillimpandet helt lagligt.

Ytterligare information att titta pa i bilagorna

e Bl: Planning Policy Guidance (PPG13)

e B2: Greater Dublin Regional Planning Guidelines
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2.2.3 Principer baserade pa miljélagstiftning

Bakgrund och malsattning

Ibland kan milj6lagar leda till skapandet av transportprinciper for att dessa lagar ska kunna hallas och dessa bor
da ha konsekvenser for transportsystemet. Detta kan ske nér en miljolag syftar till att mildra miljopaverkan fran
transporter vid nybyggnationer och hér finns en tydlig lank med planeringssystemet. Enligt EU-lagstiftningen
kriver manga nybyggnationer en miljokonsekvensbeskrivning (MKB), men ofta ir detta en del av
bygglovsprocessen och man inkluderar inte sirskilt vil transporternas miljopaverkan vid nybyggnationen eller i
den framtida driften av anldggningen. Det ligger dock inom ansvarsomradet fér de kompetenta myndigheterna
som inspekterar MKB:n att kriava/foresla att transporterna bor ses som ett nyckelomrade i MKB och i
planeringsprocessen — och detta kréver inga dndringar i lagstiftningen. Helt klart sa skulle
byggherrar/fastigehtsutvecklare bli tvingade att visa hur de tinker minska och mildra transporteffekterna fran en
anlidggning om transporterna oftare togs med i MKB:n.

Europeisk lagstiftning krédver s.k. strategisk miljobedomning (SEA) av principer (policies) och planer.
Tolkningen av denna lag varierar dock mellan medlemsstaterna och lagstiftningen &r inte tillrackligt specifik for
att kunna kridva en beddmning av transporternas miljopaverkan vid t ex en ny markanviandningsplan
(oversiktsplan). Saledes beror tillimpningen av lagen i olika medlemsstater pa vilken tolkning av lagstiftningen
som gors (tillimpningen &r ofta ocksa beroende pa tolkning pa individnivd). Denna varierade tolkning beror pa
brist pa kriterier (pa europeisk niva) mot vilka man kan bedéma miljopaverkan.

Hur principen kan utvecklas

Att genomfora denna fordndring kriaver en dndring i medvetenhet hos ansvariga myndigheter sa att de inser att
transporterna verkligen har en viktig miljopaverkan. Och att det finns sitt att hantera denna paverkan genom att
integrera MM i planeringsprocessen. Dessutom krivs det en attitydféridndring bland
byggherrar/fastighetsutvecklare och planeringsmyndigheter att det &r rimligt att genomfora en sadan bedomning
for transporterna. Visst motstand kan nog finnas fran byggherrar, men sddana bedomningar dr normalpraxis i
lander som Storbritannien, Irland, Schweiz, USA, Kanada, Australien och Nya Zeeland, utan att det har lagt
sadana bordor pa byggindustrin i dessa ldnder att det har avskrickt fran utveckling/ekonomisk aktivitet.

Ett exempel pa en princip som har uppstatt ur en miljélag visas i féljande ruta.
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REGIONAL STRUKTURPLAN FOR LOKALISERING AV HOGTRAFIKERADE PLATSER
(HEAVILY FREQUENTED SITES - HFS) | STADSOMRADET BIEL - SCHWEIZ

Denna princip tillimpas i stadsomradet Biel, Schweiz, och skapades av dess stadsplaneringsorganisation. Den 4r
giltig sedan 2004 och tillimpas for hogtrafikerade anlidggningar (HFS) pa regional och lokal niva — dvs. platser
som genererar fler n 2000 bilresor per dag sdsom stora kontorsomraden och shoppingcenter. Principen giller
for nya eller expanderade anldggningar.

Innehall

For att uppfylla malet i kantonens Clean Air Action Plan (handlingsplan for ren luft) sa anger planen for
kantonen Berne bl.a. en maxkvot pa 575,000 fordonskm per dag for hur mycket trafik som far genereras mellan
2002 och 2015 fran befintliga och nya HFS i kantonen. For var och en av de tre stadsomradena Berne, Thun och
Biel tilldelar strukturplanen en "kredit av fordonskilometrar". Den kantonala strukturplanen anger dessutom att
den specificerade "krediten av fordonskilometrar" maste tilldelas lampliga platser for HFS, sasom platser nira
titbefolkade omraden och omraden med stor koncentration av sysselsatta. God tillgidnglighet via bil och
kollektivtrafik dr ytterligare en forutséttning som maste tas i beaktande.

Baserat pa dessa villkor skapar de kommuner som utgor stadsomradet Biel utforliga sa kallade strukturplaner for
placeringen av HFS. Denna bestar av foljande steg:

e Forval av lampliga platser for HFS inom stadsomradet baserat pa stadsplaneringskriterierna.

*  Ett samordningsavtal (2002) mellan kommunerna och kantonala myndigheterna som &r inblandade, géllande
foljande: den exakta placeringen av HFS och tilldelning av fordonskilometerkrediter for dessa,
tillvigagangssitt for kontroll, laglig definition av dessa HFS:er i den regionala strukturplanen inom 2 ar, och
justering av strukturplanen for staden Biel i parkeringsavseende.

»  Utvecklingen av en regional strukturplan for placeringen av HFS i stadsomradet, vilken &r lagligt bindande
for kommunerna i hela stadsomradet och foljer kraven i bygglagen for kantonen Berne.

Huvudmal och anledningar fér implementeringen

Clean Air Action Plan (handlingsplanen for ren luft) i kantonen Berne forsoker begrinsa trafiktillvixten mellan
2000 och 2015 till 8 % eller 1,3 miljoner fordonskilometer per dag. Ungefar 4,5 % (725 000 bilkilometer per
dag) dr tilldelade for allmén utbyggnad i kommunerna och resten (3,5 %) ir tilldelade for utveckling av HES:er i
hela kantonen. Principen &r obligatorisk och &r riktad till planeringsmyndigheter (regionala och/eller lokala) och
byggherrar/fastighetsutvecklare (offentliga eller privata).

Effektivitet

Sedan principen tridde i kraft har totalt 5 nya HFS:er fatt bygglov. Det totala antalet fordonskilometrar som har
tilldelats i stadsomradet har nu nistan férbrukats helt. Detta innebir att inga fler HFS:er kommer att fa bygglov
fore 2015.

Ytterligare information att titta pa i bilagorna (endast tillgangliga pa engelska)

e B3: Regional structure plan for the localisation of Heavily Frequented Sites (HES) of the agglomeration of
Biel

e B4: Determination of the localisation of Heavily Frequented Sites (HES) in the Cantonal Structure Plans
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2.2.4 Overgripande och detaljerade planer

Bakgrund och malsattning

Planer (t ex dversiktsplaner och detaljplaner) kan goras pa ett sétt som framhaller/uppmuntrar hallbara
transporter. Detta kan bli resultatet av att planforfattare tar nationella eller regionala riktlinjer i beaktande (som
de som specificeras i del 0 ovan), eller helt enkelt for att de har bestdmt att ett mal med deras plan dr att minska
resbehoven. Oavsett orsak s stods integreringen genom att det sikerstills att den markanvindning som anges i
planerna arbetar mot nagra eller alla de mal som listas i inledningen av detta kapitel. Detta skiljer sig fran
principer (policies), dven om det finns kopplingar och likheter. Planerna giller markanvéindning i specifika
omraden, medan principer har en mer allmén tillimpning.

Alternativ situation

Detta ir ett steg bort fran den mer "normala" eller vanliga situationen i manga regioner och linder dir omraden
for ny markanvédndning planeras och dir transportkonsekvenserna av dessa beslut behandlas forst vid ett senare
tillfdlle. Och vil dér finns inte lingre ndgon mojlighet att Gvervidga en markanvindningsplanering som minskar
transportpaverkan.

Hur planerna kan utvecklas

Planer som dessa kan genomforas i vilken kommun som helst, oavsett om nationella eller regionala riktlinjer
finns och utdvas eller inte. Exempel pa stider som har och anvénder saddana planer utan stark ledning fran den
nationella regeringen dr Miinchen och Stockholm. De gor sa pa grund av lokala politiska beslut sedan manga ar
tillbaka och pa grund av starka lokala ekonomier som gav dem férhandlingskraft mot byggherrar och
fastighetsutvecklare. Sannolikheten att sddana principer anammas inom planarbetet 6kar dock om nationella och
regionala riktlinjer foresprakar anvindandet av dem. Den Okar ytterligare om hogre styresnivaer (nationella) kan
paverka det faktiska innehallet i markanviandningen, sasom i t.ex. Storbritannien och Schweiz. Exemplet nedan
beskriver detaljer fran en regional markanvindningsplan fran Storbritannien, dir ett av malen varit att bttre
integrera transport och markanviandning.

EDINBURGH AND LOTHIANS STRUCTURE PLAN (ELSP) — SKOTTLAND,
STORBRITANNIEN

Denna plan avser Lothian-regionen (omkring Edinburgh) i Skottland, Storbritannien. Den togs fram av en
kommitté av planeringsmyndigheter - kommuner - men det slutgiltiga godkénnandet ar 2004 gavs av den skotska
regeringen (i Storbritannien ger respektive nationell regering slutgiltigt godkédnnande av alla planer som tagits
fram pa ldgre myndighetsnivéaer). Planen giller for bade regional och lokal niva. Planen ska anvindas av
planeringsmyndigheter da de gor lokala planer och tar beslut om bygglov, men av byggherrar (offentliga eller
privata) da de gor sina bygglovsansdkningar.

Innehall

ELSP innehaller ett antal principer som, a ena sidan, vigleder utvecklingen av lokala markanviandningsplaner i
de fyra kommuner som utgér ELSP-omradet och, & andra sidan, ocksa vigledning for beslut om bygglov for
enskilda storre byggprojekt. ELSP innehaller ett stort antal strategiska mal och regler som ger stod for MM-
atgirder.
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EDINBURGH AND LOTHIANS STRUCTURE PLAN (ELSP)
T.ex. dr en av ELSP:s strategiska malsittningar att integrera markanvéndning och transport med hjilp av mal
som:
*  Lokalisera nybyggnationer pa ett sadant sitt att resebehovet minskar, speciellt med egen bil.
¢ Minska pendlingen till Edinburgh fran omgivande omraden.
¢ Maximera tillgidngligheten for gang, cykel och kollektivtrafik, for alla i samhillet.

e Sikerstill att, ddr sa dr mojligt, dldre nedlagda industriomraden och liknande bebyggs istillet for nya
oexploaterade omraden.

+  Oka tillgiingligheten till arbete genom en mer balanserad fordelning av arbetsplatsomriden dir foretride ges
till nybyggnationer som &r littillgdngliga till fots, med cykel och kollektivtrafik;

+  Oka tillgiingligheten till bostider genom att, dir si dr mojligt, ta fram lokala planer som stiiller krav pa
byggande av lagprisboende.

+  Oka tillgingligheten till shopping- och fritidsanliggningar genom att ge foretride till nybyggnationer som
lokaliseras till platser som &r lattillgdngliga till fots, med cykel och kollektivtrafik;

» Identifiera strategiska platser for storre arbetsplatsomraden som ir, eller kan goras, vil tillgingliga till fots,
med cykel eller kollektivtrafik.

Huvudmal och anledningar fér implementeringen

Mal listas ovan. Anledningarna till implementeringen av planen &r att minska anviandningen av privatbilar for att
i sin tur minska tringsel och miljopaverkan. En anledning dr ocksa att sikerstilla tillgiingligheten till nya
anldggningar oavsett om man har tillgang till bil eller inte. Det finns dven en vilja att minska stddernas
utspridning och att skydda gronomraden.

Effektivitet

Det finns ingen officiell uppf6ljning av planen. Det rader dock ingen tvekan om att det har lett till en
koncentration av trafikalstrande ny bebyggelse och bostadsbebyggelse till omraden som antagligen skulle ha
limnats obebyggda under andra strukturplanscenarier. Ett exempel dr gamla Docklands-omradet norr om
Edinburghs stadskirna.

Ytterligare kommentarer

Som med alla Storbritanniens planeringsregler ir planen inte absolut bindande - om ett skél kan ges for att
ignorera eller selektivt tillimpa reglerna i planen sa &r detta tillatligt. S planen dr ndgonstans mitt emellan
obligatorisk och frivillig.

Ytterligare information i bilagorna (endast tillgadngliga pa engelska)

e BS5: Edinburgh and Lothians Structure Plan (ELSP)

¢ B6: South Dublin Development Plan

e B7:Regional Land Use Plan

e« B&: Land Use Development Plan

e B9: Cantonal Structure Plan
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2.2.5 Funktionell/organisatorisk integrering

Bakgrund och malsattning

Att uppna integreringen av transport och markanviandningsplanering ir inte bara en teknisk fraga utan dven
organisatorisk. Ofta planeras de tva delarna separat och det finns vildigt lite kommunikation mellan
avdelningarna som 4r ansvariga for transportsystemet och de som ér ansvariga for markanviandningsplaneringen.
Ibland finns dessa tva i helt olika organisationer. Ett viktigt skil att 6ka integreringen 4r att forbittra
kommunikation och samverkan mellan avdelningarna sd att respektive sida forstar den andra béttre och #r bittre
beredda att samarbeta med den andra sidan. I slutindan kan det leda till béttre resultat. Den hogsta nivan av
funktionell integrering &r nér transportplanerare och de som planerar markanvindning arbetar tillsammans med,
och mot, gemensamma strategier (t.ex. en kombinerad markanvédndnings- och transportplan istéllet for separata
transport- och markanvédndningsplaner).

Ett exempel pa organisatorisk integrering beskrivs i rutan nedan.

SAMARBETE MELLAN KONTOREN FOR FYSISK PLANERING OCH
TRANSPORTPLANERING INOM ADMINISTRATIONEN | KANTONEN ARGOVIA, SCHWEIZ

Kantonens departement for byggande, transport och miljo bestar av 9 kontor, inklusive de tva kontoren for
transportplanering och fysisk planering. Sedan 1997 har samarbetet mellan kontoren standardiserats genom en
modell som heter Verwaltungsinterne Koordination (VIK), vilket betyder samordning inom administrationen.
For varje fraga som flera olika kontor ir inblandade i sa ska VIK-modellen anvindas (t.ex. fér godkidnnande av
kommunala markanvéndningsplaner, godkdnnande av @ndringar i kantonens strukturella plan och i framtagande
av planer och projekt inom transport och markanvindning som &r av betydelse for hela kantonen).

Nir det giller godkédnnande av kommunala markanvéndningsplaner har kontoret for fysisk planering den
ledande rollen. Kontoret kontrollerar forst markanvindningsplanen i férhallande till kraven i kantonens
strukturella plan och kantonens lag for planering och bebyggelse. Sedan limnar de dver planen till
transportkontoret. Transportkontoret granskar planen ur transportperspektiv sasom det specificeras i
strukturplanen och kantonens transportplan. Ibland maste 4ven andra kontor, saisom miljokontoret, involveras.
De olika uttalandena och kraven pa dndringar sammanstills av det ledande kontoret i ett dokument som delges
den aktuella kommunen. Kontrollen som gors av de olika kontoren maste vara klar inom en méanad. Sedan, som
ett slutgiltigt steg, har representanterna fran de olika kontoren ett mote for att 16sa kvarvarande fragor.

For att ytterligare séikerstilla att samordningen mellan de olika kraven pa markanvindning, transport och miljé
sker, sa inrdttades ar 2006 en ny tjdnst inom administrationen i kantonen. Denna person ska koordinera alla
relevanta aspekter av integrering av transportfragor och markanvéndning i projekt dir kantonen deltar.
Arbetsbeskrivningen anger att samverkan mellan de tva kontoren maste sikerstillas i ett tidigt skede.

Ytterligare information i bilagorna (endast tillgadngliga pa engelska)

*  B10: Cooperation between spatial planning and transport planning offices within the administration of the
Canton of Aargovia

e Bl11: Cooperation between regional transport and regional planning in Southeast Scotland
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3 Integrering av Mobility Management i planeringen och

bygglovsprocessen vid nybyggnationer

3.1 Inledning

Lokala Mobility Management-atgérder kan ha stor betydelse for att gora den trafik som genereras vid en
anlidggning mer hallbar. Varje anldggning har sina egna forutséttningar och omfattningen av limpliga och
effektiva atgirder kan variera fran en anldggning till en annan. En lokal mobilitetsplan anvinds vanligtvis for att
minska transportpaverkan vid nybyggnationer. En mobilitetsplan bestdr av en rad viktiga steg, sasom att
analysera forutséttningarna, sitta upp mal for firdmedelsfordelningen, kartligga limpliga atgérder att
implementera, bestimma ansvaret for implementering och drift av atgérder, fastligga uppf6ljnings- och
utvidrderingsprocesser och att implementera/driftsitta atgirderna och f6lja upp effekterna. Mobility
Management-atgérder dr kiirnan i varje mobilitetsplan och atgérder som ofta implementeras av fastighetsigare
eller verksamhetsutvare pa anldggningar ér (listan &r inte fullstindig):

. Lokal parkeringsstyrning genom att dndra regler for parkeringsavgifter och/eller distribution av
parkeringstillstand till anstéllda, besdkare och ibland dven kunder.

. Ekonomiska incitament som arbetsgivarna ger sina anstillda for att uppmuntra anvindandet av hallbara
pendlingsalternativ (t.ex. biljetter till kollektivtrafiken), eller kombinerade biljetter for kollektivtrafik och
intréade till storre evenemang (t.ex. fotbollsmatcher, méssor eller konserter).

. Forbéttringar av den lokala infrastrukturen for att uppmuntra besokare, anstillda och kunder att cykla
genom att ordna viderskyddade cykelparkeringar néra anliggningens ingangar eller genom att skapa goda
anslutningar till cykelnitverket. For anstillda dr vanliga atgérder dven omklddningsrum, forvaringsskap

och duschar.
. Bildelnings- eller samakningsplaner inom foretaget for de anstillda.
. Intermodal information om hur man nar anliggningen till besdkare, kunder och anstillda, t.ex via

internet, broschyrer, kartor eller skyltar.

. Sarskilda forbittringar i kollektivtrafiken sasom forldngning av existerande busslinjer, eller sirskild
matartrafik (shuttle bus) helt eller delvis finansierade av verksamhetsutovaren eller fastighetsutvecklaren.

. Medvetandehjande aktiviteter sisom mobilitetsveckor eller demonstrationsdagar.

Det hir ér en lang lista 6ver atgidrder, men praktisk erfarenhet visar att det effektivaste séttet for att uppna en
beteendeindring &r att anamma en vilbalanserad blandning av piskor mot 6kad bilanvindning och mordtter som
belonar anvindning av alternativ till egen bil. Det #r ocksa viktigt att atgérderna som viljs 4r anpassade for de
lokala forutséttningarna och anldggningens anvindare. Cykelatgérder har t.ex. liten effekt i ett kuperat omrade
utan cykelbanor och dér de anstillda har langa resvigar mellan arbete och bostad. Samakningsatgérder kan &
andra sidan vara mycket effektiva dir ménniskor jobbar pa regelbundna tider och har relativt 1aga 16ner eftersom
det for denna grupp kan vara tilltalande att dela sina resekostnader med andra. Dirfor behover utvecklaren (och
myndigheten), for att kunna vilja atgidrder som passar platsen, information om de ménniskor som kommer
anvinda anldggningen. Sddan information fas normalt med hjélp av undersdkningar av liknande platser i
nérheten, eller av den existerande anviandargruppen om den flyttas fran en byggnad till en annan.

MM-itgirder pa en plats implementeras normalt av byggherren och, senare, fastighetsforvaltaren. Exempelvis
sakerstiller byggherren att det finns hogkvalitativ cykelparkering och forvaltaren marknadsfor den och
uppmuntrar cykelanviandning. Pa stora anldggningar (t.ex. med 300 eller fler anstillda) anstélls ofta en person
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pa deltid eller heltid for att implementera och driva MM-atgirderna. For vissa atgiarder behdver andra
organisationer involveras, t ex kollektivtrafikatgirder vilka sjdlvklart behover skotas av ett bussbolag, ibland pa
uppdrag av fastighetsforvaltare eller verksamhetsutovare. Mer detaljer om nir och hur man anvinder en lokal
MM-plan finns i andra publikationer frain MAX WP D (www.max-success.eu) eller i Storbritanniens Essential
Guide to Travel Planning pa www.dft.gov.uk/pgr/sustainable/travelplans/work/essentialguide.pdf

De storsta fordelarna med att introducera MM {6r anldggningens dgare, utvecklare och hyresgister inkluderar
foljande, vilket kan anvindas som argument av kommuner nér de har att gora med byggherrar under
bygglovsprocessen:

. Sankta kostnader (t.ex. for parkeringsplatser och dess underhall, restid/reskostnader, bilflotta).

. Forbattrad tillgidnglighet till anldggningen for alla typer av anvindare.

. Anstéllda som &r motiverade, nojda och friska.

. Minskat parkeringsbehov frigér mark for en mera produktiv anvidndning.

. Forbittra och utfora foretagets arbete med socialt ansvarstagande (CSR-arbetet).

. Tillgodose planeringskrav och andra krav som stills av offentliga myndigheter (t.ex. krav pa parkering

kopplat till bygglov och miljotillstand).

Inom vissa planeringssystem kan det vara mojligt att lata fastighetsutvecklare utveckla en anldggning med hogre
tithet om de introducerar MM och pa sa sitt 6kar markvirdet. Det kan ocksa vara mojligt att 1ata utvecklare veta
att om de implementerar MM pa en plats sa kan det vara till fordel for deras framtida bygglovsansokningar for
andra anldggningar.

For att sikerstilla att Mobility Management implementeras sa dr det viktigt att aktorerna pa platsen borjar arbetet
pa ett tidigt stadium. Det &r en utmaning for de offentliga myndigheterna att sékerstilla det, men nér och hur?

Det bista tillfillet att paverka utvecklarna géllande mdojligheten for MM vid byggnationen, &r i
bygglovsprocessen. I denna process kan kommunerna anvénda en eller flera av f6ljande strategier:

. Ta med implementeringen av Mobility Management som rekommendation och rad, som ett en del i
forhandlingen eller som ett krav

Ett vanligt tillvigagangssitt for att sékerstidlla MM vid nybyggnationer #r att uppmuntra det pa frivillig
vig eller som en del i foretagets sociala ansvarstagande. I detta fall tillhandahaller den lokala
myndigheten endast rekommendationer och rad och hoppas att utvecklaren sjdlv agerar. Ett annat sitt dr
att introducera MM som en del i forhandlingen. Exempelvis kan krav om att bygga ett visst antal
parkeringsplatser kombineras med implementering av olika Mobility Management-atgirder som
uppmuntrar anvindning av alternativa fardsitt till/fran platsen. Slutligen sd har lokala myndigheter, i
vissa planeringssystem, mojligheten att paverka utvecklarna pa ett direkt sitt. En 1dmplig policy skulle
kunna vara att exempelvis efterfraga framtagande och implementering av en mobilitetsplan som ett direkt
krav i bygglovsprocessen. Detta ganska "drastiska" sitt innebir att Mobility Management-atgirder blir ett
krav for att bygglovet ska beviljas.

. Paverka antalet parkeringsplatser vid en nybyggnation

Antalet tillgingliga parkeringsplatser vid en anldggning dr ett viktigt "reglage" som vildigt starkt paverkar
hur ménniskor tar sig till en plats. Olika policyinstrument som anvinds under planeringsfasen eller
bygglovsprocessen ger ofta den lokala myndigheten mojlighet att paverka antalet parkeringsplatser. Med
en restriktiv policy som exempelvis faststdller maxantalet parkeringsplatser istillet f6r minimiantalet eller
kopplar antalet parkeringsplatser till tillgangen till kollektivtrafik dr det mer troligt att MM tas med i
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berikningen. Ett mindre antal parkeringsplatser 4n planerat kan uppmuntra utvecklare att tinka pa andra
sdtt att hantera den forvintade trafiken till/fran platsen och ger da utvecklaren bra skil att borjar tinka pa
Mobility Management.

I foljande tva delar beskrivs tva situationer i vilka MM kan integreras med planeringen; dels i samband med
detaljplaner (Detailed Site Development plan) i avsnitt 3.2 och dels i de viktigaste stegen i bygglovsprocessen i
avsnitt 3.3. Bada dr exemplifierade med referenser till Ziirich, Schweiz (dokumentet "Working Stage 1: Analysis
from MAX WP D” beskriver dessa processer i nio andra europeiska lander, men Schweiz har valts som exempel
hir). Aven om dessa situationer uppenbarligen ir aspekter i bygglovsprocessen sa #r den funktionella
integreringen som beskrivs i del 2.2.5 till stor hjdlp om MM och planering ska integreras.

Avsnitt 3.4 ger en 6verblick over faktiska regler som anvinds. Dir beskrivs ocksa vem som bor inféras dem och
vilken paverkansmgjlighet de kan ha pa anvindningen av Mobility Management pa lokal niva.

3.2 Detaljplaner

Detaljplaner (Detailed Site Development Plan - DSDP) ér ett viktigt kommunalt planeringsverktyg dven om den
har nagot olika inriktning i olika ldnder (t.ex. Plan Parcial i Spanien; Bebauungsplan i Tyskland; detaljplan i
Sverige; Gestaltungsplan i Schweiz; Obcinski Podrobni Prostorski Nacrt i Slovenien). DSDP ir ofta mycket
detaljerad och specificerar den lokala markanvidndningsplanen/6versiktsplanen (eller zonindelningsplanen). Den
ar tilldgnad ett visst omrade och/eller byggnationen av ett komplex, t.ex. flera nya byggnader planeras
gemensamt. Normalt behdver stora nybyggnationer som shoppingcenter, idrottsarenor, storre fritidsanldggningar
eller hela nya omraden en DSDP. Denna plan anger villkoren da det giller till exempel gator, utformning av
infrastruktur och milj6fragor. I vissa ldnder dven underlittar den, eller t.o.m. férdefinierar, hela
bygglovsprocessen for var och en av byggnaderna som planeras i DSDP-omradet.

En DSDP tas dirfor fram innan byggherrarna ansoker om bygglov. Dir storre byggnationer planeras definieras
ofta manga fragor som har med hela komplexet att gora i DSDP:n, sasom omradets tillganglighet (med olika
transportsitt) eller parkeringsbestimmelser i sin helhet. Dessa aspekter dr da inte en del av den senare
bygglovsansokan for en enskild byggnad, till skillnad fran den "normala situationen" som beskrivs ovan.

DSDP:n kan tas fram av utvecklarna sjélva, eller i nidra samarbete med stadens/kommunens planeringsavdelning.
Den bestar av en karta 6ver nybyggnadsomradet med tilliggsforklaringar och regleringar. Nir utvecklarna idr
delaktiga i hela planeringsprocessen sa erbjuder DSDP:n storre flexibilitet 4n ett mer statiskt sitt (da planen
skapas utan att man kinner den framtida anvindaren). Kraven kanske kan inforas pa ett littare sitt, t.ex. sa kan
det antal parkeringsplatser som normalt krivs dndras for hela byggnationsomradet om omstindigheterna kréiver
ett storre eller mindre antal parkeringsplatser dn vad som anges i de kommunala parkeringsbestimmelserna. Pa
sa sitt kan sérskilda villkor for varje enskild byggnad undvikas. En samarbetsprocess mellan de olika
intressenterna (som utvecklare, kommunen, grannar) dr en metod som ofta anvénds for att komma fram till en
gemensam losning.

I vissa lander (som Litauen eller Polen) faststéller en DSDP ganska strikta regler och bestimmelser for den
planerade byggnationen och saledes &r utvirderingen for ett bygglov begrinsad till att kontrollera byggnadens
overensstimmelse med DSDP:n. Det finns dd mycket mindre handlingsfrihet 4n i andra lidnder (t.ex. Schweiz).
Om krav pa MM-atgirder ska integreras i planeringsprocessen i sddana lidnder sa maste det ske pA DSDP-nivan
snarare dn i bygglovsbeslutet for en enskild byggnad.

I Schweiz tas DSDP fram i en sirskild ordning med hénsyn till allménhetens medverkandeprocess. Den maste
godkinnas av kantonen och statueras slutligen av kommunen (eller kantonen). I staden Ziirichs fall sa &r
stadsplaneringsnimnden den samverkande enheten och intensivt interagerande mellan sokanden, staden och
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kantonen sikerstiller att de lokala och regionala kraven mots. Nar DSDP vil 4r antagen kan bygglovsprocessen
for varje enskild byggnad paborjas.

En DSDP kan ocksa inkludera speciella regleringar som har att géra med Mobility Management, dven om det for
nérvarande mer 4r en teori dn praktik i manga lander. DSDP:n kunde exempelvis ange att kommunen och
utvecklaren ska férhandla om integreringen av MM med de storre byggnationerna i DSDP-omradet. Det kunde
exempelvis vara mojligt att sokanden far tillstand att bygga firre parkeringsplatser (idn lagen/riktlinjerna normalt
kriver) om han/hon vidtar Mobility Management-atgirder for framtida anvindare av platsen. Besparingarna
skulle kunna 6ronmirkas for investering i beloningar for anstidllda som férdas till fots, med cykel eller
kollektivtrafik, eller for att frimja hallbara fardsitt for besokare. Eller sa far sokanden endast tillstand for det
antal parkeringsplatser de 6nskar om Mobility Management-atgérder vidtas i hela DSDP-omradet.

3.3 Bygglovsprocessen

Processen for att fa bygglov kan vara ganska komplicerad och naturligtvis kan den skilja sig fran land till land,
men dven fran kommun till kommun. Av den anledningen beskrivs bara huvudstegen hir. Exemplet med staden
Ziirich i Schweiz anvinds for att visa hur en sadan process kan se ut.

Steg 1: Férbereda och ldmna in ansdkan

For att fa bygglov maste sokanden (byggnadens dgare/utvecklare) inte bara forbereda teknisk information om
den planerade byggnaden/byggnaderna, utan dven andra dokument krivs. Beroende pa byggnadens typ, storlek
och placering maste olika krav uppfyllas. Dessa krav anges i dokument sasom den lokala
markanvédndningsplanen, byggnadsstadgan och stadens parkeringsbestimmelser. Normalt dr det arkitekterna som
gor byggnadens konstruktionsplaner som ska forbereda alla nddvindiga dokument eftersom byggnadens dgare
eller utvecklare inte dr tekniska experter.

Ett av dessa tillaggsdokument har att gora med bilparkeringsplatser for nybyggnationen. Det visar antalet
planerade parkeringsplatser i relation till storlek och anvindningstyp sasom bostider, butiker eller kontor. I
Ziirich begir man dven cykelparkeringar for nybyggnationer. Som en del av den normala granskningen av
bygglovsansokan och, i enlighet med stadens parkeringsbestimmelser, kommer byggnadstekniska avdelningen
kontrollera om det planerade antalet bil- och cykelparkeringar dr korrekt.

Andra krav pa grund av andra nationella och regionala lagar kan ocksa behdva vigas in i bygglovsprocessen. De
nationella miljolagarna maste tas i berikning for vissa typer av storre byggnationer, t ex for de som har 300 eller
fler parkeringsplatser. Sedan krévs ytterligare en miljokonsekvensbeskrivning (EIA) under bygglovsprocessen
for att forutspa och begrinsa miljopaverkan.

Information om Mobility Management kan enkelt inkluderas i fordiskussionerna mellan de lokala myndigheterna
och byggherren innan ansbkan om bygglov formellt 1imnas in. Men om de anstillda pa myndigheten inte har
den professionella expertisen sa kan i vart fall en lista 6ver experter och enkla skriftliga rad om Mobility
Management ges till sokanden och deras arkitekter.
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Steg 2: Undersdkning av bygglovsansdkan

Nir alla ritningar och dokument for bygglovsansokan dr klara 1imnas de in till stadens bygglovsorgan. Beroende
pa den planerade byggnationens typ, storlek och placering s& beslutar avdelningens koordinator (i Ziirich &r detta
"distriktsarkitekten") vilka andra avdelningar som ska hjélpa till med undersokningen och om den regionala
administrationen bor involveras. Med hénsyn till transportfragor maste kantonen Ziirich inkluderas nirhelst en
Environmental Impact Assessment Study (studie om miljopaverkan) finns for byggnationen.

Niér alla dokument som krédvs har ldamnats in, ska alla avdelningar behandla dem inom en angiven tidsram och
limna ett utlatande till det samordnande organet (koordinatorn). De méste bedoma om de olika kraven (t.ex.
gillande transport, miljo eller konstruktionsdetaljer) har uppfyllts. Om kraven ej uppfylls maste utlatandet
beskriva vad byggherren ska gora for att beviljas bygglov. Om fler parkeringsplatser &n vad
parkeringsbestimmelserna tillater sa maste antalet uppenbarligen minskas. Detta kan ocksa krivas nir den forsta
bedomningen av EIA inte anses mildra den negativa inverkan pa miljon pa ett tillrackligt bra sitt.

Steg 3: Beviljande av bygglov

Nir alla utlatanden har levererats sammanstéller det samordnande organet ett gemensamt utlaitande som sedan
gar till chefen for stadsplaneringsavdelningen och sedan till "byggnadsstyrelsen" (ett politiskt organ bestaende av
3 medlemmar ur stadsfullméktige) for formellt godkdnnande (med eller utan villkor). Beroende pa typen av
byggnation kan "byggnadsstyrelsen" ge stadsbyggnadskontorets chef tillstand att utfarda bygglov.

Ibland ges bygglov endast med ytterligare krav. D& maste sokanden tillhandahalla ytterligare dokument som
visar att dessa villkor kommer att motas. Om s6kanden inte dr ndjd med de patvingade villkoren sa har de
mojlighet och riitt att 6verklaga beslutet. Da siitts en ganska stor juridisk process igang som helt sikert har den
konsekvensen att tiden for att fa det slutgiltiga "bygglovet" forlings.

Ett transport- eller miljorelaterat villkor kan vara en minskning av det planerade antalet parkeringsplatser vid en
nybyggnation. Transportplaneringsmyndigheten kan da hinvisa till stadens parkeringsbestimmelser och
miljoskyddsmyndigheten kan hinvisa till miljolagen. Istillet for en minskning av antalet parkeringsplatser kan
ett villkor ocksa inkludera en begéiran om att utvecklaren vidtar Mobility Management-atgérder, t.ex. for att
mildra negativ miljopaverkan orsakad av nybyggnationen.
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3.4 Lovande principer som stoder integreringen av Mobility Management

3.4.1 Inledning

Foljande avsnitt visar lovande principer som stoder integreringen av MM inom ramen for utvirderingen av en
detaljplan eller en ansékan om bygglov fran s6kanden (byggherre/fastighetsigare). Principerna som presenteras
visar tillvigagangssitt som myndigheterna sedan kan anamma for att uppmuntra eller driva igenom att skanden
Overviger Mobility Management som en strategi for att hantera de resor, som kommer att uppsta vid
nybyggnationen, pa ett effektivt, rationellt och miljovénligt sétt.

Principerna som presenteras hinvisar till verkliga exempel som redan anvénds och specificeras mera i detalj i
bilaga II. Det maste patalas att dessa exempel snarare representerar "bittre/bra praxis" #n den normala dagliga
praxisen i de flesta kommuner, regioner och stater. Dessutom valdes dessa fall i huvudsak ut fran de lander som
representeras av WP D-medlemmar (Spanien, Tyskland, Storbritannien, Polen, Slovenien, Litauen och Schweiz).
Det ir sikerligen s att man kan hitta bra exempel dven i andra linder.

Principerna som presenteras foljer tva strategier for att paverka utvecklaren att Gverviga Mobility Management:

. A ena sidan kan principer paverka overvigandet av Mobility Management pa ett direkt sétt om de kriver
Mobility Management som ett villkor, om de etablerar mojligheten att anvinda Mobility Management
som ett forhandlingsimne eller om de tillhandahaller enkel information/radgivning till sokanden.

. A andra sidan principer som huvudsakligen paverkar antalet och hanteringen av bilparkeringsplatser vid
nybyggnationer eller antalet bilresor den genererar. Effekten pa Mobility Management ir da indirekt
eftersom utvecklaren maste hantera "trafiksituationen" i hindelse av ett minskat antal parkeringsplatser.
Mobility Management &r da ett virdefullt sitt att hitta I6sningar.

3.4.2 Sammanfattning

Sammanfattningen presenterar lovande principer som kommer att beskrivas i detalj i avsnitt 3.4.3 till 3.4.11.

Mobility Management-radgivning under planeringen eller bygglovsprocessen

Innan dokumenten med begidran om godkdnnande av en ny detaljplan eller en ny byggnad, ldmnas in till
myndigheterna for granskning sa sker ett informationsutbyte mellan myndigheterna och den sokande. Under
denna fas kan muntlig eller skriftlig information om Mobility management fran de lokala myndigheterna till den
sokanden vara ett enkelt sitt for att oka byggherrens kunskap och medvetenhet.

Sékerstalla Mobility Management genom férhandling

Att ta med Mobility Management som en del i forhandlingarna skulle 6ka chansen for att byggherrar skulle ta till
sig denna strategi vid utformningen av trafiklosningarna vid nyetableringen. De lokala myndigheterna skulle till
exempel kunna tillata firre antal parkeringsplatser om byggherren ar villig att ta ut parkeringsavgifter och bygger
en vil tilltagen cykelparkering.

Sakerstalla Mobility Management genom att inkludera det i parkeringsbestammelser (p-norm)

Inférande av en ny bestimmelse i de lokala parkeringsnormerna som anger att vid nyetableringar av en viss
storlek sa maste byggherren ta fram en mobilitetsplan (inklusive bindande mal, atgdrder samt rutiner for
uppfoljning och utvirdering) vilket direkt skulle forstirka implementeringen av Mobility Management.

1ida 2 132 Successiul Trave Awarensss Camoaigns
= da 9/ 3 & Viobiity Manacerment Strategies M ax




Séakerstalla Mobility Management genom inkludering i planeringskrav och villkor

Krav om att efterf6lja vissa planeringskrav och villkor dr vanligt for den som soker bygglov i manga
medlemsstater. Mobility Management skulle ocksa kunna integreras i sadana villkor. For att sikerstélla att alla
kommuner kriver Mobility Management sa rekommenderas att det inkluderas i planeringskraven som utvecklas
pa regional niva, dér sa dr mojligt.

Framjande av bilfria bostadsomraden

For att ge kommunerna mojlighet att framja bilfria bostadsomraden genom att relevanta lagar och riktlinjer
(parkeringsbestimmelser, planerings- och bygglagar) inkluderar speciella regler for bilfria bostadsomraden”
eller omraden med mycket fa bilar. Dir kan antalet parkeringar tillatas att vara mycket firre 4n vad som normalt
krivs, sa linge vissa villkor uppfylls. Lokala planer &r en forutsdttning for att tillata en sadan minskning i
bygglovet, eftersom de definierar lampliga lokaliseringar och utformning av sadana omraden (t.ex. nira
kollektivtrafikhallplats och med ett bra cykelnitverk).

Tillgénglighetsmodell for reglering av biltrafik vid multifunktionella anldggningar

En s.k. tillgdnglighetsmodell (Access Contingent Model) &r en lovande strategi for att minska biltrafiken vid
stora anldggningar som genererar mycket trafik, t.ex. shoppingcenter eller idrottsarenor. Idén dr att begridnsa det
maximala antalet bilresor som tillats till och fran anliggningen genom att faststilla ett tak for trafikalstringen
som inte far §verskridas under en viss tidsperiod. Vilka pafoljder som ska tillimpas om taket Gverskrids maste
faststillas i ett kontrakt mellan byggherren/fastighetsutvecklaren och de lokala myndigheterna. Kontraktet utgor
da en del av bygglovet.

Uppmuntra anammandet av Mobility Management genom miljélagstiftning

I vissa lander kraver miljolagarna att anldggningar av en viss storlek eller med ett visst antal planerade
parkeringsplatser maste tillhandahalla en miljokonsekvensbeskrivning tillsammans med sin ansékan om bygglov
eller med sin begidran om godkinnande av en detaljplan for en ny anldggning. Detta kan anvédndas for att infora
MM -atgirder for att minska miljopaverkan.

Kriterier for max antal parkeringsplatser

Parkeringskriterier anges oftast i den beslutande myndighetens parkeringsbestimmelser (p-norm) och anger
oftast minimiantalet bilparkeringsplatser for olika typer av omraden. Bestimmelserna ér referens for byggherren
vid berdkning av vilket antal parkeringsplatser som ska finnas vid en nybyggnation. Att i bestimmelserna dndra
fran minimiantal till maxantal kan avsevért minska antalet bilresor, speciellt vid nybyggnationer som planeras i
titbebyggda stadsomraden och som har vil fungerande alternativ till egen bil och saknar alternativa
parkeringsmojligheter.

Parkeringsaterbetalning (parking pay-off)

”Parkeringsaterbetalning” ir ett forfarande som anvinds om en byggherre inte kan bygga det antal
parkeringsplatser som myndigheterna kriaver (pa tomtmarken eller i dess omedelbara nirhet). Om sa &r fallet ska
byggherren betala en avgift till den lokala myndigheten. Avgiften anvinds normalt for att bygga
parkeringsplatser, men i vissa europeiska linder anvénds de @ven till kollektivtrafik eller cykelinfrastruktur. En
annan potentiell mojlighet &r att anvidnda pengarna till "mjuka" MM-atgirder for resor till och fran den nya
anlidggningen.
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3.4.3 Mobility Management-radgivning under planeringen eller
bygglovsprocessen

Lokala myndigheter kan under bygglovsprocessen ge rad till utvecklare om hur de ska inforliva Mobility
management vid sina byggnationer. Detta kan vara sa enkelt som att rada dem att konsultera
kollektivtrafikoperatorerna.

Normal situation

Innan dokumenten ldmnas in for beviljande av bygglov eller en DSDP-begiran sa kan sokanden fa alla mojliga
rad fran den involverade avdelningen eller myndigheten i den lokala eller regionala administrationen. Att ge rad i
ett tidigt skede sédkerstiller att alla krav fran byggnadsstadgar, parkeringsbestimmelser, etc. uppfylls sa att
utvirderingsprocessen och beviljandet gar fort och &r sa smidigt som mojligt.

Nya principer och férdelarna med dem

Precis som rad gillande andra fragor vid byggnationer sa ir det tinkbart att rad om lokala Mobility
Management-atgirder skulle kunna erbjudas pa ett standardiserat sitt till s6kanden. Vid tidpunkten da planer for
hela omraden eller for enskilda byggnationer utvecklas, skulle rad om Mobility Management kunna vara mycket
anvindbara for sokanden. Att en sadan tjidnst finns maste marknadsforas till s6kanden genom vigledande
dokument som har att gora med bygglovsansokan, eller vid den forsta personliga kontakten mellan sokanden och
den offentliga myndigheten.

Om bygglovsansokan inte godkinns da det giller transportrelaterade fragor sa borde sokanden vid den
tidpunkten ocksa ha mojlighet att fa rad och konsultationstjinster gillande Mobility Management.

Sadana tjédnster 6kar mojligheten att Mobility Management kommer att beaktas pa ritt séitt under planeringsfasen
for byggnationen. Naturligtvis maste inte utvecklarna anvéinda en sadan tjinst, och det kan kridvas en hel del
anstringningar for att 6vertyga dem att de borde gora det och kommer att ha nytta av det.

Raédgivnings- eller konsultationstjéinsten géllande Mobility Management kan erbjudas av specialister inom
transportplaneringsavdelningen i en region eller kommun. Om sadan personal inte finns tillgéinglig sa kan
utbildning eller tjdnster fran externa experter behovas.

Sarskilda férutsattningar

Det finns inga speciella forutsittningar som maste uppfyllas for att dessa radgivnings- eller konsulttjinster for
Mobility Managementfragor ska kunna implementeras. Men det ir viktigt att relevant expertis finns tillgéinglig
internt inom administrationen, eller att de kan kontakta experter pa Mobility Management for att fa hjilp.

Tillvdgagangssatt for integrering samt involverade intressenter

Att erbjuda en sadan radgivnings- eller konsultationstjénst innebér inte att en ny tjinst maste skapas inom
administrationen. Det dr troligt att dessa aktiviteter kan inkluderas i en redan befintlig arbetsbeskrivning som
utokas. Det andra alternativet #r att ldgga ut aktiviteten pa redan befintliga experter i imnet. I bada fallen
kommer den politiker som &dr ansvarig for transportplanering antagligen behdva dvertygas om fordelarna med en
sadan tjénst for de som soker bygglov.
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MOBILITY MANAGEMENTRAD | ADMINISTRATIONEN | ARGOVIA, SCHWEIZ

Transportdepartementet dr mycket aktivt inom omradet Mobility Management. Det utgor en del av kantonens
officiella transportstrategi. Sedan 2008 har departementet installerat en Mobility Management-plattform som
heter aargaumobil. Aargaumobils uppgifter inkluderar radgivningsaktiviteter inom omradet Mobility
Management riktat till kommuner och privata foéretag. En specifik uppgift for aargaumobil dr ocksa att ge
detaljerade rekommendationer om Mobility Management till utvecklare/byggherrar som planerar nya byggnader
och anldggningar.

Konsekvensen av detta ir att alla bygglovsansékningar som maste kontrolleras av transportdepartementet och
som begir fler d4n 60 parkeringsplatser ocksa kontrolleras av aargaumobil. I de situationer dér det verkar vettigt
sa inkluderas rekommendationer (och ibland krav) pé inkludering av Mobility Management.

Ytterligare information att titta pa i bilagorna

¢ Cl1: Integration of Mobility Management recommendations in the building permission process
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3.4.4 Siakerstédlla Mobility management genom férhandling

I méanga ldnder innefattar bygglovsprocessen férhandlingar och kompromisser mellan lokala myndigheter och
byggherren. MM kan vara ett &mne vid forhandlingarna och utvecklare kan da dvertygas att tillimpa det.

Normal situation

Villkoren gillande transportaspekter som ska uppfyllas av den som soker bygglov dr normalt faststillda i
relaterade lagar, regler eller planeringsredskap som en kommun anvénder sig av. Beroende pa den
handlingsfrihet som dessa redskap ger sé kan forhandlingar mellan sdkanden och de lokala myndigheterna (och
ibland de regionala myndigheterna) vara mojliga. Det dr dock ovanligt att Mobility Management-atgirder tas
upp vid sadana férhandlingar.

Nya principer och férdelarna med dem

Medtagande av Mobility Management som ett forhandlingsdmne skulle 6ka chansen att MM-atgirder
implementeras som en del av byggnationen, speciellt da befintliga planeringsredskap, lagar och regler inte
inkluderar MM som ett villkor eller nér det finns liten politisk vilja att vara "tuff" mot s6kanden. Sjalvklart
maste da bada sidor - sokanden och myndigheten — kunna kompromissa for att MM ska kunna tas med.
Myndigheten kan exempelvis godkédnna bebyggelse med storre tithet i utbyte mot att sokanden och den
verksamhetsansvarige vidtar MM-atgérder.

Sarskilda férutsattningar

Ett viktigt villkor &r att befintliga lagar, regler och vigledningar tillater att forhandlingar dger rum i frigan om
bebyggelse. Dessutom &r det mer troligt att sddana férhandlingar lyckas i omraden dir ekonomin &r vixande och
trafikpaverkan sasom triangsel upplevs som ett problem.

Det dr att foredra att resultatet av forhandlingarna faststills i ett avtal och det 4r viktigt att uppfoljning av
effekterna av de tillimpade Mobility Managementatgirderna inkluderas.

Huvudintressenter i tillampningen

Huvudintressenterna som har viktiga roller i forhandlingarna dr a ena sidan de departement och organ som maste
hantera bygglovsansokningar och a andra sidan byggherren/fastighetsutvecklaren.
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LLYOD DISTRICT PARTNERSHIP PLAN (DISTRIKTET LLOYDS PARTNERSKAPSPLAN),
PORTLAND, USA

Distriktet Lloyd ligger strax oster om Portlands centrala affarsdistrikt i stadens hjédrta. Omradet utgors av 275
tunnland och har for nirvarande strax over 21 000 anstiéllda (2005). Ungefér 650 foretag och 1000 bostédder finns
i omradet.

Fram till 1990 fanns det inga regler f6r uppforandet av parkeringsplatser. Det fanns gott om utrymme for att
bygga kommersiella byggnader och parkering var gratis for bilanvindare inom distriktet. Dessutom var omradet
daligt forsorjt med kollektivtrafik vilket ledde till en firdmedelsfordelning dir mindre &n 10% anvinde
kollektivtrafiken.

Prognosen gillande okat antal anstillningar under mitten av 1990-talet hade forutspatt en fordubbling i tillvéxt
under de kommande aren och som en konsekvens en kiinnbar 6kning av tringseln. Detta ledde till Gvertygelsen
om att distriktets mobilitetsmonster borde hanteras mer effektivt. 1994 etablerades Lloyd District Partnership
Plan (distriktet Lloyds partnerskapsplan) med staden Portland, markdgarna och TriMet (det regionala
kollektivtrafikbolaget) med f6ljande huvudmalsittningar: Att 6ka firdmedelfordelningen for pendlare med
kollektivtrafik fran 10 % (1994) till 42 % (2015) och att minska andelen pendlare som ensamaker i bil fran 72%
(1994) till 33 % (2005).

Lloyd District Partnership Plan dr en plan med flera atgérder. Bland dessa var planens (anstiftad av 3 parter)
huvudomraden f6ljande: Forbittrad kollektivtrafik till/fran omradet, forbittrad tillgéinglighet och bittre
utformning for cykling och gdng, maxgrinser for antalet parkeringar vid nya kontorsbyggnader och
affarsbyggnationer, hantering och begréinsning av antalet parkeringsplatser pa stora markparkeringar,
Ooverenskommelse med den privata sektorn att tillimpa subventionerade kollektivtrafikprogram for sina
anstillda, etablerandet av ett finansieringsprogram for den privata sektorn genom skapandet av Business
Improvement District (BID), skapandet av Lloyd Transport Management Association (LTMA) som fungerar
som ett forum och en katalysator for implementeringen av planen, fordelningen av parkeringsavgiftsintdkter
genom LTMA for att stodja transport- och parkeringstjanster inom Lloyddistriktet, utvecklandet av en plan for
installation av parkeringsdvervakning och parkeringsautomater i distriktet for att eliminera gratis parkering for
pendlare.

Atgéirderna for infrastrukturen finansieras med staten Oregon inom ramen for Business Energy Tax Credits
(BETC) (inriktade pa investeringar i hallbara mobilitetslosningar).

Ytterligare information i bilagorna (endast tillgangliga pa engelska)

e (C2: Lloyd District Partnership Plan

e (C3: MAXIMA (free bus service to shopping centre)

e C4: Business Park Goudse Port

e (C5: Technology Park ‘“Phonix-West”

e (C6: Urban development of Aspern Seestadt
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3.4.5 Sakerstédlla Mobility Management genom att inkludera det i
parkeringsbestammelser

Reglerna eller riktlinjerna for hur mycket parkering som maste byggas vid en nybyggnation kan modifieras for
att inkludera krav pa Mobility Management-atgérder for att minska transportpaverkan fran byggnationen.

Normal situation

Nir det giller nybyggnationer sa anger typiska lokala parkeringsbestimmelser hur manga parkeringsplatser for
bil som kan (eller maste) byggas for den planerade byggnationens anvindningsomrade och storlek. Normalt
anges ett visst antal parkeringsplatser for bil per kvadratmeter av anvindningsyta, t.ex. 1 parkeringsplats f6r en
yta pd 120 m’ som ska anviindas som bostad.

Nya principer och férdelarna med dem

Inforlivandet av en klausul i parkeringsbestimmelserna som kriver eller forordar tillimpningen av Mobility
Management vid en ny eller férnyad byggnation skulle sékerstilla dess genomforande. Fordelarna med detta dr
att MM skulle 6vervigas redan i borjan av planeringsprocessen. Integreringen skulle genomforas pa ett sadant
sétt att inte bara tillimningen av Mobility Management-atgirder skulle sikerstillas, utan iven mal om att t ex
uppna en viss firdmedelsandel for hallbara firdsitt bland anldggningens eller platsens anvindare.

Sarskilda férutsattningar

Inforlivandet av en klausul i parkeringsbestimmelserna for introduktion av Mobility Management
rekommenderas framst for omraden dir det finns god tillginglighet med andra firdsitt 4n bil. Dessutom maste
kommunen kunna ge rad eller annan hjilp till de som soker bygglov eller DSDP och paverkas av denna klausul.

Tillvigagangssatt for integrering samt involverade intressenter

Proceduren for integrering av en ny klausul i parkeringsbestimmelserna/riktlinjerna skiljer sig fran land till land
och dven fran kommun till kommun. Ganska ofta #r det en politisk fraga och dir parlamentet eller
kommunstyrelsen maste godkénna dndringarna. For administrationen kan detta betyda att det krivs en stor
anstrdngning att overtyga politikerna om férdelarna med lokala Mobility Management-atgirder. Klausulen tas
fram av den ansvariga administrationen, normalt transportavdelningen. I vissa linder maste dndringar i
parkeringsbestimmelserna ocksa godkénnas av hogre instanser, sdsom regionen.

PARKERINGSREGLER | KOMMUNEN CHAM, SCHWEIZ

Ar 2007 utskade en ny artikel om Mobility Management parkeringsbestimmelserna i staden Cham, Schweiz.
Den nya artikeln anger:

Om en nybyggnation i ett verksamhetsomrade (i enlighet med den lokala markanvindningsplanen) omfattar 50
eller fler bilparkeringsplatser sa maste ett Mobility Management-koncept tas fram av byggherren tillsammans
med ansdkan om bygglov. Konceptet maste visa hur man kommer friimja anvindandet av alternativa firdmedel
istdllet for bil. Det ska inkludera bindande mal for detta, relevanta atgdrder for att uppnd malen och
uppfoljningsrutiner. Konceptets innehall ska inga i ett kontrakt mellan den lokala myndigheten och byggherren
och dr en del av bygglovet.

Ytterligare information i bilagorna (endast tillgadngliga pa engelska)

e (C7: Parking regulation of the municipality of Cham
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‘ 3.4.6 Sakerstalla Mobility Management genom inkludering i planeringskrav
| och villkor

I de stater dér planeringsbestimmelser och villkor kan patvingas en planerare under bygglovsprocessen kan de
anvindas for att sikerstdlla MM vid byggnationen. I vissa linder maste villkoren beldggas i detaljplan (DSDP),
inte i bygglovsprocessen for enskilda byggnader.

Normal situation

Ett krav om att efterfolja vissa planeringskrav och villkor &r en normal process som den som soker bygglov
moter i mdnga medlemsstater. Om byggnationen exempelvis ska goras i en historiskt skyddad zon sa maste ofta
vissa arkitektoniska villkor uppfyllas. Eller forutséttningarna kan kréva att utvecklaren planterar ett visst antal
trdd inom byggnationsomradet innan det tas i drift. Ett finansiellt villkor kan vara att byggherren av en ny
byggnationszon bidrar till kostnaden for att tillhandahélla en ny skola eller ett offentligt aktivitetshus. Nér det
giller transportfragor sa finns det ldnder dir de privata byggherrarna maste bidra till finansieringen av
transportinfrastrukturen i ndromradet utanfér nybyggnationsomradet, men som paverkas av den planerade
nybyggnationen.

Nya principer och férdelarna med dem

Integreringen av Mobility Management skulle kunna sikerstillas genom inforlivandet av krav i de befintliga
planeringsbestimmelserna. Precis som andra platsbestimda planeringsregler sa skulle dd Mobility Management
vara ett normalt krav som tillimpas vid byggnationer av en viss storlek, for ett visst anvindningsomrade och for
en viss placering. Dessa krav skulle specificeras mer exakt av de lokala myndigheterna.

Sarskilda férutsattningar

Integreringen av krav pa Mobility Management skulle vara en uppgift for den lokala kommunen. Kraven maste
vara flexibla och ta hinsyn till den specifika byggnationens placering (nér det giller tillgéinglighet med olika
fardsitt). For att sidkerstilla en hog tillgidnglighet med olika firdmedel sa skulle byggherren/utvecklaren
exempelvis kunna involveras i samfinansiering av ny kollektivtrafik (vilket redan forekommer i linder som
Storbritannien och Schweiz). Att ekonomin vixer och att tringsel ses som ett problem kan ocksa vara viktiga
forutsittningar for att MM ska accepteras och for inférande av regler som sékerstiller lokala MM-atgérder pa
nybyggnationsplatsen.

Tillvidgagangssatt for integrering samt involverade intressenter

Inforlivandet av Mobility Management som ett krav kopplat till bygglovsprocessen maste inforas pa lokal niva.
For att sikerstilla att kommunerna tillimpar det pa samma sitt sa bor mojligheten att tillimpa ett sadant krav
utarbetas pa nationell niva med starka riktlinjer till kommunerna om nir och hur de ska tillimpas.
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VAGLEDNING FOR PLANERINGSPOLICY 13 (PPG13), SEKTION 106 SKYLDIGHETER
OCH PLANERINGSVILLKOR, STORBRITANNIEN

PPG13 tar upp lokalisering, blandning och tithet hos bebyggelser samt stodatgérder for transportatgirder for ny
bebyggelse. Den rekommenderar att lokala myndigheter ska sikerstélla resplaner (lokala MM-planer) fran
byggherrar da de ans6ker om bygglov, och att de ska anvénda lagliga villkor for att fa dem att betala for
transportinfrastrukturen och tjansterna for nybyggnationen, samt for att begrinsa antalet parkeringsplatser pa
platsen.

Manga myndigheter f6ljer raden i PPG13 for att sikerstilla lokala MM-planer. "Styrkan" hos MM-planerna
varierar dock avsevirt fran plats till plats eftersom vissa bara stiller enkla krav om att en plan ska tas fram innan
anldggningen tas i drift, medan andra anvénder regler och villkor (avtal) for att specificera planens innehall,
uppfoljning, pafoljder om den inte uppnas och finansieringen av nodvéndiga forbittringar utanfor omradet (t.ex.
ny kollektivtrafik). I omraden som #r mindre ekonomiskt framgéngsrika kanske inte byggherrarna alls blir
ombedda att ta fram en plan, eller sa &r den plan de tar fram bara en formalitet.

ADDENBROOKES SJUKHUSET, CAMBRIDGE, STORBRITANNIEN

Addenbrookes ir ett sjukhusomrade pa 27 hektar, 3 km soder om stadskérnan och i stadens yttersta utkant.
Omradet delas med universitetet och det medicinska forskningsradet. Ca 7000 personer arbetar dér och omradet
genererar ver 18000 bilresor varje dag. Det finns idag 365 byggnader och bilparkeringsplatser i omradet.
Omradet har vixt sedan 1993 (da det bara fanns 4000 anstillda) och har behandlats med bindande ataganden
avseende transportpaverkan ett flertal ganger av de lokala myndigheterna.

De forband sig till ett tak pa 3,900 parkeringsplatser och till att minska ensampendlare i bil fran 50 % av de
anstillda ar 2000 till 45 % ar 2005 genom att vidta atgérder som utarbetades tillsammans av de olika inblandade
parterna. Resultatet blev att 38 % av de anstillda korde ensamma ar 2005. Ytterligare ett villkor ar 2004 stillde
ett mal att minska patient-/besoksresor med bil fran 90 % till 86 % ar 2006.

De lokala myndigheterna faststillde gradvisa krav for att minska bilresandet till platsen genom att begrinsa
antalet parkeringsplatser, styra bilparkeringsutnyttjandet, ta betalt for parkering och forbéttra alternativa fardsétt
sasom cykling, bussar och anknytningar for infartsparkeringar. Bland dtgérderna som vidtagits finns dndrade
busslinjer, en ny busstation, avsevirda rabatter pa veckobiljetter, forbindelser till den nirliggande
infartsparkeringen, parkeringsavgifter/parkeringsstyrning (med ringmérkning av intékterna till investering i MM-
atgirder), cykelparkering och duschar och avsevirt forbittrade cykelvigar mellan staden och omradet.

Ytterligare information i bilagorna (endast tillgadngliga pa engelska)

e (8: Planning Policy Guidance 13 (PPG13), S106 planning obligations and planning conditions

e (C9: Addenbrookes Hospital

1 132 Successiul Trave Awarensss Camoaigns
S da 37 / 3 & Vioiity Marnacernent Strategies M ax



3.4.7 Framjande av bilfria bostadsomraden

I omraden med utmirkt kollektivtrafik, god tillgdnglighet till fots och pa cykel, kan bostadsomraden som &r
byggda med fa eller inga parkeringar bli en marknadsméssig mojlighet. Brist pa parkeringsplatser dr en viktig
stimulans for MM-atgérder.

Normal situation

Bostadsprojekt krdver vanligtvis ett visst minsta antal parkeringsplatser precis som alla andra typer av
bebyggelse.

Nya principer och férdelarna med dem

Bilfria bostadsomraden eller bostadsomraden med mycket fa bilar innebér att man tillater bostadsprojekt med
mycket firre parkeringsplatser dn lagen kriver, eller t.o.m. inga alls. Fordelarna &r tydliga: médnniskorna som bor
dér anvénder bil i mycket mindre utstrickning #n i konventionella omraden. Mobility Management #r inte ett
lagkrav i bilfria bostadsomraden, utan snarare en méjlighet. ;\tgﬁrder i form av information om alternativ till
bilen, bra cykelinfrastruktur, tillgang till bilpooler o.s.v., underléttar samtliga ett liv utan bil.

Sarskilda férutsattningar

Viktiga forutsittningar for befrimjandet av bilfria bostadsomraden &r forst och frimst placeringen av sadana
projekt. Det rekommenderas att de lanseras i ganska titbebyggda omraden dir kollektivtrafikens nitverk och
dven cykelndtverket ger goda mojligheter att anvénda alternativ till bilen.

Tillvdgagangssatt for integrering samt involverade intressenter

Bilfria bostadsomraden skapas ofta som “bottom-up”-projekt dér enskilda fastighetsigare r villiga att leva och
befridmja ett "liv utan eller med begrinsad biltillgang". De kommunala myndigheterna kan frimja den hir typen
av bostadsomraden genom att inte hindra dem. De kan gora det genom att sikerstilla att
parkeringsbestimmelserna eller byggnadsstadgan tillater ett minskat antal parkeringsplatser, eller inga platser
alls. Normalt sa kan detta regleras genom att inkludera fraser som "under vissa omstindigheter kan det minsta
antalet parkeringsplatser vara mindre @n..." eller "under vissa omstdndigheter behover inte parkeringar byggas" -
och sedan specificeras dessa speciella villkor och omstiandigheter. Om dessa tilldgg inte redan finns i
parkeringsbestimmelserna eller byggnadsstadgan sa behovs specifika @ndringar och de kriver oftast politiska
beslut.

Dessutom maste byggnadens édgare eller utvecklaren normalt sikerstilla att inget hushall med bil far lov att dga
eller hyra bostad i omradet. Detta kanske kan regleras genom ett kontrakt mellan dgaren/utvecklaren och den
lokala myndigheten, eller genom att sikerstilla att de boende i omradet inte far parkeringstillstand for
gatuparkering om byggnationen ligger i omraden med zon-parkering (blue zone parking”, t ex med p-skiva eller
motsvarande) eller liknande. Atgéirder om nagon inte efterfoljer detta maste ocksa regleras - exempelvis sa kan
dgaren behova bygga ytterligare parkeringar eller betala ytterligare parkeringsaterbetalning (parking pay-off) om
for manga hushall inte foljer reglerna och #ger eller anvinder privat bil. For att sékerstilla att dessa regler géller
dven om egendomen byter dgare sa maste villkoren vara kopplade byggnadens lokalisering vilket kridver en
anmadlan till lagfartsregistret.
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BILFRITT BOSTADSOMRADE | STADEN HAMBURG, TYSKLAND

Staten Hamburg definierar parkeringsbestimmelser for bilar och cyklar i sin byggnadsstadga. Den administrativa
regeln (Globalrichtlinie) definierar detta omrade ytterligare och anger virden for antalet bil- och
cykelparkeringsplatser baserat pa byggnadernas anviandningsomrade och storlek. Tre olika skil for att kunna
minska antalet parkeringsplatser for bilar anges: rabatterade biljetter till kollektivtrafiken for anstéllda vid
affarskomplex, kombinerade entré- och kollektivtrafikbiljetter vid evenemangsarenor (sport, kultur) samt bil-
fria” bostadsomraden.

Da det giller det bilfria bostadsomraden krivs att byggnationen uppfyller vissa villkor, sasom god tillgidnglighet
till kollektivtrafik, fler &n 30 ldgenheter, ett koncept for att undvika bilanvéndning och ett intyg fran varje
hyresgist/boende att de inte kommer dga nagon bil. Om dessa villkor uppfylls sa kan den normala standarden pa
1,0 parkeringsplatser per ligenhet minskas till 0,2.

BILFRITT BOSTADSPROJEKT “GARTENSTADT SIEDLUNG WEISSENBURG®,
MUNSTER, TYSKLAND

Det bilfria projektet "Gartenstadt Siedlung Weilenburg" ticker ett omrade pa 3.2 hektar och ligger i innerstan i
omradet som kallas “Geistviertel”, endast 2,5 km soder om Miinsters stadskirna. Ett stort affirsutbud finns i
nérheten och en bilpoolsstation” finns i utkanten av omradet. Huvudomradet ér till f6r boende och totalt 196
bostadshus for bilfria hushéll har byggts/kommer att byggas pa det fore detta militira omradet. Bostadshusen 4r i
varierande storlek, fran enrumsldgenheter till familjeldgenheter med 5 rum. De forsta tva byggomgangarna pa 60
respektive 70 bostader var klara for inflyttning ar 2001 och 2003. Den tredje och sista ska vara klar ar 2012. Alla
bostidder dr reserverade for subventionerat boende (’social housing”).

Omradet dr genom ett nitverk av cykelvigar kopplat till stadskdrnan och strickan tar ungefir 10 minuter att
cykla. Tre busslinjer som alla har en turtithet pa 10 minuter finns inom gangavstand. Med buss tar det ungefar
15 minuter till stationen och 7 minuter till stadskédrnan.

Kommunen kridvde 0,2 parkeringsplatser per lagenhet for bilpools-bilar och besokare. Genomforandet av ett
bildelningsprojekt var ett av kraven for det minskade antalet parkeringsplatser. Denna minskning &r en del av
innehallet i detaljplanen och bostadsforetaget “Wohnungsgesellschaft Miinsterland mbH” (WGM) var tvungna
att skriva ett stadsplaneringskontrakt med staden for att fa bygglov. Hyresgisterna intygar privata kontrakt med
WGM att de inte dger och anviinder en egen bil.

For mer information om bilfria bostadsomraden och MM for bostadsomraden kan du ocksa ldsa resultaten fran EU-projektet ADD HOME

Ytterligare information i bilagorna (endast tillgangliga pa engelska)

e (C10: Car-free Housing

e Cl11: Gartenstadt Siedlung Weissenburg (Car-free housing project)
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3.4.8 Tillganglighetsmodell for reglering av biltrafik vid multifunktionella
anlaggningar

For stora anlidggningar och i vissa regelsammanhang kan det vara mojligt, som ett krav for bygglov, att begrinsa
antalet tillatna fordonsresor (trafikalstringen) till och fran en given anldggning.

Normal situation

Anlidggningar med blandade anvindningsomraden sasom shoppingcenter kombinerade med restauranger, idrott
och andra fritidsaktiviteter 4r normalt ganska stora. Sddana anldggningar genererar stora trafikvolymer vilket
ofta kan orsaka buller, ytterligare tringsel o.s.v., speciellt vid rusningstrafik. Karaktiristiskt for sadana
multifunktionella byggnationer dr att de ligger utanfor stiderna, oftast med bra anslutningar till motorvégar och
med ett stort antal parkeringsplatser for bilar.

Nya principer och férdelarna med dem

For att begridnsa den negativa inverkan fran trafiken som genereras av sadana blandfunktionsomraden sa har
olika strategier anammats. For det forsta sa bor sadana anldggningar, som kallas "mycket besokta platser” i
Schweiz, bara fa byggas i omraden som har utmérkt tillginglighet med kollektivtrafik. For det andra bor
anldggningarna inte byggas pa oexploaterade omraden utan istéllet i férnyelseomraden i utkanten av
stadskérnan.

I tilldgg till restriktiva parkeringsbestimmelser sa dr anvindande av sa kallade Access Contingent Models (ung.
tillganglighetsmodeller) en vérdefull metod for att halla trafikvolymen under kontroll. Access Contingent
Models innebir att trafikvolymen som genereras av vid anldggningen inte far Gverskrida en viss niva per dag,
manad eller ar. Nivan 4r a ena sidan anpassad till den maximala trafikvolym som det omgivande vignitet kan
klara, och 4 andra sidan satt for att klara miljokrav avseende luftfororeningar och buller. Aven om sidana
anldggningar integrerar olika anvindningsomraden (som butiker, restauranger, bostéder, kontor) och antalet
parkeringsplatser dr kopplade till dessa olika anvindningsomraden (i enlighet med parkeringsantalet per hustyp
som anges i parkeringsbestimmelserna) sa dr Access Contingent Models ocksa till stor fordel for byggnadens
dgare. Han/hon kan besluta hur parkeringsplatserna kan anvéindas och maste inte f6lja reglerna som anges i
parkeringsbestimmelserna. Motkravet dr att taket for det maximala antalet genererade bilresor inte far
overskridas. Om detta inte skulle f6ljas sa har dgaren/utvecklaren och de lokala myndigheterna kommit 6verens
om sanktioner.

Access Contingent Models har direkt paverkan pa inférandet av Mobility Management-atgirder. Byggnadens
dgare vill inte dverskrida det tillatna maxantalet genererade bilresor. For att halla sig innanf6ér denna grins maste
utvecklaren/dgaren frimja anviandandet av hallbara fardsitt till/fran anlidggningen vilket ju d&r Mobility
Management.

Sarskilda férutsattningar

Antalet bilresor som tillats och sanktionerna om det inte skulle f6ljas dr angivna i ett kontrakt mellan
utvecklaren/dgaren och kommunen och detta utgor en viktig del i bygglovsprocessen. Anvindandet av Access
Contingent Models &r rimligt for anldggningar med flera anvindningsomraden och som genererar ett stort antal
resor under en kort tid. Detta innebér exempelvis shopping, restauranger, biografer eller sportarenor dir besokare
normalt inte stannar ldngre #n 2-3 timmar. Dessutom maste man kunna tillhandahélla goda alternativ for
anvindande av andra fardsitt 4n bil. Slutligen sa maste antalet bilresor till och fran parkeringsomradet kunna
Overvakas, t.ex. genom att utrusta parkeringens infarter med bommar.
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Tillvdgagangssatt for integrering samt involverade intressenter

Access Contingent Models &r ett ganska nytt planeringsredskap som maste bevisa sin anvindbarhet for
beslutsfattarna. Detta innebir att 6kat medvetande dr mycket viktigt. Tillimpningen av en sadan modell vore
bist att faststélla pa regional niva. Inom en regional markanvindningsplan skulle lokaliseringen av sadana
multifunktionella omraden kunna specificeras och anvindning av Access Contingent Models framstillas som ett
villkor.

ACCESS CONTINGENT MODEL FOR STADEN ZURICH, SCHWEIZ

The Access Contingent Model anger maxantalet bilresor som far genereras fran en anldggning respektive de
olika typerna av markanvindning pa platsen. Berikningarna av det maximala antalet bilresor som tillats utgar
ifran det antal parkeringsplatser som specificeras i parkeringsbestimmelserna for staden Ziirich. Till skillnad
fran parkeringsbestimmelserna sa reglerar inte Access Contingent Model hur parkeringsplatserna anvinds. Detta
tillater en viss flexibilitet gillande hanteringen av parkeringsplatserna sa linge taket for antalet bilresor inom en
given tidsperiod inte overskrids.

Det maximala antalet tilldtna bilresor beriknas grundat pa foljande faktorer: det maximala antalet
parkeringsplatser i enlighet med parkeringsbestimmelserna for staden (vilket tar hdnsyn till tillgdngligheten
med kollektivtrafik till platsen), den specifika resalstringen per markanvindningstyp (antal resor genererade av
ett specifikt anvindningsomrade under en viss tidsperiod), vignitets kapacitet i niromradet for anliggningen
samt krav avseende luftfororeningar och buller enligt aktuell miljolag. Access Contingent Model maste omfatta
process dir utvecklaren/markégaren vidtar atgarder som ocksa inkluderar §vervakning/métning av antalet resor,
parkeringsstyrning och en uppfoljningsprocedur.

Uppfoljningen maste goras dterkommande och av en oberoende instans som rapporterar till staden Ziirichs
transportplaneringsavdelning. Om det maximala antalet resor overskrids sa kan sanktioner anvindas. Forst maste
infrastrukturella eller organisatoriska atgérder vidtas, men om dessa tillkommande atgérder inte har 6nskad
effekt sa har den offentliga myndigheten skyldighet att agera i enlighet med de regler som anges i stadens
parkeringsbestdmmelser. Detta kan handla om att omdistribuera parkeringsplatserna for byggnationens olika
anvindningsomraden eller att minska det totala antalet tillatna parkeringsplatser.

De huvudsakliga malen och anledningarna for genomforandet av Access Contingent Model ir:

e Att tillata byggnationer i titbebyggda stadsomraden som redan dr hart belastade av trafik.

»  Att kontrollera hur stora byggnads-/fastighetskomplex paverkar miljon.

e At tillata flexibel multianvindning av parkeringsplatser for bilar.

e Att halla biltrafikvolymen under kontroll genom att ange en maxsiffra for antalet bilresor.

Genom anvindningen av en Access Contingent Model sitts redan i planeringsfasen ett tak for tillatet antal
bilresor for anldggningen. Den tillatna volymen kan tas i ansprak stegvis som en delgrins i dverensstimmelse
med hur byggandet av hela anldggningen fortskrider. Foljaktligen behover inte utvecklaren begira tillatelse for
fler parkeringsplatser varje gang en ny del av byggnationen tas i bruk. Modellen later ocksa kommunen granska

kompatibiliteten mellan stora och trafikintensiva byggnationer och kapaciteten hos det befintliga vignitet a ena
sidan och miljon & andra sidan.
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SIHLCITY, ZURICH, SCHWEIZ

Sihlcity 4r en multifunktionell anldggning i staden Ziirich och bestar av flera byggnader. Pa ett
markplansutrymme pa ungefiar 97 000 m? dr olika anviandningsomraden sasom butiker, tjdnster, kultur, biografer,
hotell, frisksport, hilsa och nagra fa bostider fordelade. Sihlcity har ungefir 19 000 besokare per dag och 2 300
méanniskor arbetar dédr. Anldggningen ligger utanfor stadskdrnan nira en viktig motorvédg som slutar i staden
Ziirich. Anldggningen dr ocksa vil sammankopplad till det lokala tagsystemet (jarnvagsstationen ligger vid en av
omradets huvudingangar) och till det lokala kollektivtrafiksystemet (en busshallplats och tva
sparvagnshallplatser ligger i ndarheten). Omradet har dessutom en rekreationsfunktion for grannskapet som bestar
av en blandning av arbetsplatser och bostédder. Det totala antalet parkeringsplatser vid Sihlcity ar 850 st, vilket
innebdr 1 parkering 110 m? bruttogolvyta.

Under bygglovsprocessen sa faststilldes olika transportlosningar juridiskt i kontrakt: antalet parkeringsplatser
faststilldes till 850 och man var tvungen att ta ut parkeringsavgifter, 600 cykelparkeringar och en
hemleveranstjinst var markdgarna tvungna att tillhandahélla och markégaren var tvungen att finansiera
forbittringarna av en sparvagns- och en busslinje under de forsta tva aren i drift. Dessutom krivdes en Access
Contingent Model som tilldt maximalt 8 800 bilresor per dag (att uppna inom 5 ar).

Ytterligare information i bilagorna (endast tillgangliga pa engelska)

e (C12: Access Contingent Model

e (C13: Sihlcity, multifunctional development

e (C28: Irvine Spectrum, Orange County, USA — office development
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3.4.9 Uppmuntra inférande av Mobility Management genom
miljolagstiftning

I vissa lidnder krivs, eller uppmuntras, inforande och anvindning av MM vid individuella byggnader (genom
planeringssystemet for markanviandning) genom miljolagstiftningen.

Normal situation

Under behandlingen av en bygglovsansokan kan miljolagar spela in - exempelvis nér det finns krav att bedoma
den negativa miljopaverkan som en byggnad eller en hel byggnation har under byggtiden och nér den ér i drift.

Nya principer och férdelarna med dem

En viktig aspekt sett ur miljoperspektiv dr méngden biltrafik som en ny byggnation kommer att generera i utifran
sin storlek, placering och antal parkeringsplatser som planeras. Att forpliktiga en sokande att limna in en
Environmental Impact Assessment Study (miljokonsekvensbeskrivning) tillsammans med begidran om
godkinnande av ett bygglov eller en DSDP 4r ganska viktigt. Niar Environmental Impact Assessment Study
inkluderar trafikrelaterade aspekter sa kan det vara sa att antalet parkeringsplatser maste minskas eller att
ytterligare atgérder for att frimja anvindandet av hallbara fardsitt maste vidtas.

Miljorelaterade policies/principer kan ocksa ha paverkan pa redan befintliga anldggningar. Om ett foretags
aktiviteter har en avsevird paverkan pa miljon sa kan arliga fornyelsebara milj6tillstand delas ut om kraven
uppfylls. Nir det giller transportfragor skulle ett krav kunna vara inférande av Mobility Management.

Sarskilda férutsattningar

Miljolagar faststills normalt pa nationell niva. Dérfor varierar innehallet fran land till land. Det maste forst
klarldggas om den befintliga lagstiftningen tillater inforande av nya metoder sasom Environmental Impact
Assessment Studies eller utdelning av milj6tillstdnd. Om inte sd borde lagen dndras i enlighet med detta, men det
ar en ganska tidskridvande process.

Tillvdgagangssatt for integrering samt involverade intressenter

Tillimpningen av nya principer sésom Environmental Impact Assessment-processer eller utdelning av
miljotillstand utfors normalt pa lokal niva. Som med alla andra principer sa ér det viktigt att ha
konkurrensaspekten mellan kommuner i atanke da det giller att locka till sig nya och behélla de befintliga
foretagen. For att minska denna konkurrens sa mycket som mojligt bor implementeringen av sadana principer
organiseras pa nationell niva med kraven riktade mot kommunerna att de ska anvéinda dem seriost.
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EVIRONMENTAL MANAGEMENT ACT, HOLLAND

Miljohanteringsakten (“Wet Milieubeheer” eller EMA) fran 1993 4r avsedd att "skydda miljon". Denna breda
tolkning inkluderar:

*  Forbattring av miljon;
e Friamjande av ldmpligt avldgsnande av avfallsmaterial;
e Frimjande av effektiv anvindning av energi och ravaror;

e Minskning av skadliga effekter pa miljon fran gods- och persontransporter i stiderna.

Enligt aktens villkor sa maste ungefir en fjirdedel av de holldndska foretagen ha ett miljétillstand for sin
verksamhet. For att {3 ett tillstand maste de uppfylla kraven i EMA. Akten anger att (inom ramverket som
faststillts av kompetenta myndigheter) foretagen sjdlva ér ansvariga for minskningen av sin miljopaverkan.
Foretag kan ta ansvar for att minska sin miljopaverkan genom att exempelvis méta hur deras verksamhet
paverkar och gora en plan for att minska den (till stor del pa samma sitt som MM bestar av bade faser for
miétning/uppfoljning och atgirder). Sadana métplaner och handlingsplaner kan ocksa fokusera pa specifika
miljéaspekter sasom energibesparing och transportatgérder.

Lagen &r avsedd att ldgga ansvaret hos foretagen sa att de vidtar rimliga atgérder for att minska sin
miljopaverkan. For att expandera, flytta eller helt enkelt fortsitta sin verksamhet maste foretagen fa ett
trearstillstand fran de lokala myndigheterna baserat pa en ansdkan som visar hur paverkan pa miljon kommer att
mildras och minskas. Detta kan tolkas som att det dven giller paverkan av transporter till och fran foretaget,
dven om det bara dr staden Amsterdam som har tolkat lagen pa det séttet. MM ndmns inte specifikt i lagen -
dess definition av miljopaverkan var mycket mera generell for att ge foretagen flexibilitet att kunna vilja det
omrade dir de paverkar mest.

DE TELEGRAAF NEWSPAPERS, STADEN AMSTERDAM, HOLLAND

De Telegraaf dr en av Hollands storsta dagstidningar. Den &r en del av Telegraaf Media Group (TMG) som
ligger pa en mycket tillginglig plats (bade med kollektivtrafik och vigtransporter) i ett féretagsomrade som
ligger ca 800 m fran Sloterdijk station i vistra Amsterdam, pa vigen till Schiphol flygplats. Kontoret och
anldggningen har 2100 anstillda inom redigering, marknadsforing, forsdljning och tryckning/utskick. Ar 2001
ansokte TMG om fornyat periodiskt milj6tillstand hos kommunen - det var en av de organisationer i Holland
som i enlighet med 1993 ars miljolag var tvungna att ha ett milj6tillstand fran kommunen for att fa fortsitta
verksamheten. Pa sd sitt var detta inte en del av planeringsprocessen - de sokte tillstand for att fa fortsitta
befintlig verksamhet. Emellertid fanns det manga nya, omlokaliserade och expanderande foretag som (fram till
080101) ocksé behovde fa ett sadant tillstand. I TMG:s fall var Mobility Management ett villkor for att
tillstandet skulle godkinnas. Detta krav omfattade dock inte att kommunen pekade ut specifika Mobility
Management-atgirder.

Ytterligare information i bilagorna (endast tillgangliga pa engelska)

e Cl4: Environmental Management Act

e (C15: De Telegraaf newspapers

e (C16: Environmental Impact Assessment Procedure

e C17: Traffic Impact Assessment Study (Estudio de trafico)

e (C18: Environmental Quality Standards in the Environmental Code

e (C19: The “City entrance” project
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3.4.10Kriterier for max antal parkeringar (maxnorm)

Om antalet parkeringsplatser som en utvecklare maste bygga vid en nybyggnation dr begrinsat och det inte finns
nagot eller vildigt fa parkeringsalternativ utanfor platsen sa &r detta en kraftfull drivkraft for utvecklare och
innehavare att infora MM.

Normal situation

Parkeringsbestimmelser innebdr att ett antal parkeringsplatser kan eller maste byggas per ett visst antal
kvadratmeter planerad markanvindning vid en nybyggnation. Normalt anges siffran som en miniminiva eller ett
minimiantal parkeringsplatser som utvecklaren maste bygga. Malet med detta &r att undvika gatuparkering
(speciellt vid offentliga parkeringsplatser). Detta &r & ena sidan forstaeligt, men a andra sidan leder anvindandet
av miniminivaer till byggandet av ett mycket stort antal parkeringsplatser och konsekvensen av det blir att det
drar till sig mer biltrafik, samt att parkeringarna ofta dr underutnyttjade vilket &r ett sloseri med mark.
Parkeringskriterier faststélls ofta av kommunerna sjédlva och inférlivas i parkeringsbestimmelserna. Detta kan
leda till situationer dir nivaerna som anges i en kommun skiljer sig avsevirt fran de som faststillts av
grannkommunen.

Nya principer och férdelarna med dem

Den nya principen vinder pa den normalt tillimpade principen med miniminivaer for parkeringskriterier till
maxnivaer (maxnorm) eller ett spann med bade minimi- och maxgrins. Dessutom kan platsens tillgdnglighet
utan bil/med alternativa metoder tas med i berdkningen som faktorer for att ytterligare minska maxnormen.
Dessa "minskningsfaktorer" kan anges for olika zoner med liknande tillginglighetsnivaer.

Den Schweiziska normen for parkeringskriterier (se bilaga) foreslar det hir tillvigagangssittet enligt foljande:

. Uppdelning i zoner dér fot- och cykeltrafiken utgdér mer 4n 50%, 25-50% eller mindre 4n 25% av den
totala trafikvolymen.

. Uppdelning i zoner dér kollektivtrafiken stannar 5 ganger eller fler per timme, 1-4 ganger per timme eller
dér det inte finns nagon kollektivtrafik.

Om en nybyggnation planeras i en zon dir fot- och cykeltrafiken utgér mer &n 50% av den totala trafikvolymen
och kollektivtrafikens turtéthet dr 5 turer eller fler per timme sa kan nivan for max antal parkeringsplatser (eller
spannet mellan min och max antal parkeringsplatser) vara ldgre dn nivan fér byggnationer i andra zoner.

Fordelen med denna omvénda princip #r tydlig: Férre parkeringsplatser for bil far byggas, speciellt vid
nybyggnationer i titbefolkade stadsomraden med ett bra kollektivtrafikutbud och med en stor andel fotgingare
och cyklister. Som en konsekvens av detta kan byggherrar komma att Gvervidga Mobility Management-atgérder
for att hantera det minskade antalet bilparkeringsplatser.

Sarskilda férutsattningar
For att gora principen med maxnorm sa effektiv som majligt sa bor foljande forutséttningar uppfyllas:

. For att undvika konkurrens mellan kommunerna ska den nya principen faststéllas av det regionala eller,
annu hellre, av det nationella styret i form av riktlinjer eller normer (riktade till lokala myndigheter) och
utgora en etablerad grund som kan anvidndas som referens for integreringen av kriterierna i de lokala
parkeringsbestimmelserna.

. Kommunens parkeringspolicy ska inte tillata eller planera for nagra offentliga parkeringsplatser med
langtidsparkering. Det bor inte heller finnas nagra andra gratis langtidsparkeringar nira
nybyggnadsomradet (inom 15 minuters gangavstand da den avser arbetsplatser).

. Kollektivtrafikens standard ska vara hog och vara ett verkligt alternativ till anvindning av egen bil.

1ida 4 132 Successiul Trave Awarensss Camoaigns
= da 5 / 3 & Viobiity Manacerment Strategies M ax



Huvudintressenter i tillampningen

Som ndmndes i foregaende avsnitt sa bor riktlinjerna eller normerna faststillas pa regional eller nationell niva.
De intressenter som darfor maste ta initiativet #r transportplaneringsdepartementen. Tillimpningen av
riktlinjerna dger rum pa lokal niva i varje kommun vilka behover inkludera dem i sina egna lokala
parkeringsbestimmelser. Andringen av sidana bestimmelser kriver normalt beslut pa politisk niva.

KRITERIER FOR MAX ANTAL PARKERINGAR, ENGLAND, STORBRITANNIEN

Som namnet antyder sa faststills Englands kriterier for max antal parkeringar (MPS) nationellt och reglerar max
antal parkeringsplatser som far lov att byggas vid nybyggnationer. MPS ir en bilaga till PPG13 dven om den
inte introducerades forrin i den senaste versionen av PPG13 ar 2001. Tidigare versioner av PPG13 foreslog att
lokala myndigheter sjilva skulle ange maxkriterier pa lokal niva, men manga var tveksamma mot att gora detta
eftersom de var ridda att grannkommunerna skulle anvinda mindre restriktiva kriterier for att dra till sig nya
etableringar.

Kriterierna i PPG13 giller inte bostadsomraden. Bostadsomraden ingér i en annan PPG (PPG3) och ir faststilld
till 1,5 p-platser per bostad som ett genomsnitt i ett storre omrade. Det innebér att vissa bostéider kan byggas med
fler platser och andra med férre sa linge genomsnittet 1,5 . Kriterierna och minimistorleken pa byggnationen de
géller for visas i foljande tabell:

b yrrandning MNationella kyiterier for rainimiantal | Troskel frdn ach dver det
parkeringar per krradratrveter (rod) av | kriterierna giller for (hruttogobarta)
bruttogolyta oo inte annat anges

Detaljhande] roat 1 plats per 14 1000 1l

Detaljhande] som inte dr mat 1 plats per 20 1000 1l

Biografer och konferensanldganingar 1 plats per J sittplats 1000 1l

D2 {andra 4n biografer, konferensanliganingar |1 plats per 22 ml 1000 1l

och atadion)

Bl irklusme kontor 1 plats per 30 2500 2

Higre och widareuthildning 1 plats per 2 anstdllda 2500 2
- 1 plats per 15 studenter

Stadion 1 plats per 15 sittplatser 1500 gittplatser

PPG13: planningpolicyguidance/ppgl3

Detta innebér att manga myndigheter kan befinna sig i - och befinner sig i - en situation dir de har maxkriterier
for storre byggnationer och minimikriterier for mindre byggnationer. Kriterierna dr inte “primérlagstiftning”,
men som en del av planeringsriktlinjerna har de laglig status. De kan ignoreras eller anpassas, men om det krédvs
en mycket bra anledning for det. Om en lokal myndighet ger bygglov for en byggnad med fler p-platser dn de
godkinda maxkriterierna sa kan ansvarig myndighet pa nationell niva upphiva beslutet. I allmidnhet anvinds de
dock forhallandevis konsekvent.
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STADEN CORKS UTVECKLINGSPLAN (DEL 49 POLICY T12), IRLAND

Lokala utvecklingsplaner (Local Development Plans - LDPs — den officiella benimningen i Irland) &r
huvudinstrumentet i det irlindska planeringssystemet for vigledning och regelutveckling. Som en lokal
planeringsmyndighet maste Corks stadsfullméktige (enligt kraven i Planning and Development Act 2000) ta
fram en utvecklingsplan. I planen dr det mojligt att faststélla det antal principer som de tror &r relevanta for
utvecklingsplanens reglering.

Med hinsyn till minimera negativ miljopaverkan och transportpaverkan vid byggnationer s inkluderar Cork
City Development Plan en policy T12 som sidger “[fullméktige kommer att kriva] att Mobility Management-
planer tas fram och infors for alla storre nya och utokade byggnationer”. Policyns stodtext ger lite fler detaljer,
inklusive en forklaring av vad en MM-plan &r, vad den kan innehalla och hur den bor infors, inklusive krav pa
en MM-koordinator pa de storsta anldggningarna som omfattas av denna policy. Den framhaller ocksa behovet
av mal, uppf6ljning av dessa och regelbunden rapportering till stadsfullmiktige. Policyn stods av kriterier for
max antal parkeringsplatser for nybyggnationer, dir vissa byggnationer inte tillats nagra ytterligare parkeringar
alls.

Ytterligare information i bilagorna (endast tillgangliga pa engelska)

e (C20: Maximum parking standards

e (C21: Cork City Development Plan (Section 49 Policy T12)

e (C22: Swiss Normative on parking standards (SN 640 281)

e (C23: Bicycle parking standards as a part of the Municipal Spatial Plan

e (C24: Parking Regulation of the city of Krakow
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3.4.11Parkeringsaterbetalning (parking pay-off)

Ibland tillats, eller uppmuntras, byggherrar att bygga firre parkeringsplatser din vad som normalt krdvs vid en
byggnation av en viss storlek. Pengarna som sparas in pa detta kan ibland anvéndas till MM.

Normal situation

Om en byggherre for en ny anldggning inte kan bygga det antal parkeringsplatser som normalt kridvs pa
tomtmark, eller i ndgot nérliggande omrade, sd maste de betala en viss summa pengar till kommunen. Summan
specificeras normalt i de lokala parkeringsbestimmelserna och anvinds av de offentliga myndigheterna for att
bygga parkeringsplatser, helst i ndrheten av anldggningen, s att de kan anvéndas av framtida besokare till
anldggningen. Alternativt kan pengarna anvindas for att finansiera infartsparkeringar, eller i vissa situationer till
helt andra transportalternativ.

Nya principer och férdelarna med dem

En god princip #r att pengarna som kommer fran parkeringsaterbetalning ocksa anvinds for att forbittra
kollektivtrafiken och det lokala cykelvégnitet, sdrskilt i nya omraden. Detta skulle leda till en béttre tillgang pa
alternativ till anvéindning av egen bil. Ett annat sitt dr att kommunerna frigér atminstone en del av
aterbetalningssumman till byggherren med kravet att en rad Mobility Management-atgérder vidtas vid
nyetableringen i syfte att minska bilanvindningen. Denna mdjlighet kan behandlas som en férhandlingsfraga
mellan byggherren och de lokala myndigheterna.

Sarskilda férutsattningar

En forutséttning for att anvinda aterbetalningspengar for andra syften #n att bygga parkeringsplatser eller for att
tillata att parkeringsaterbetalning blir en férhandlingsfraga ir antagligen att dndra de lokala
parkeringsbestimmelserna. Det kan ocksa krivas fordndringar i lagstiftning inom planerings- och
byggnationsomradet pa nationell, eller regional niva (vilken ofta dr den juridiska grunden som lokala
parkeringsbestimmelser maste aberopa).

Huvudintressenter i tillampningen

Andringen av parkeringséterbetalnings-processen s som den normalt tilliimpas kriver politiskt beslut pa lokal
niva och ofta dven pa hogre niva. Andringar i de lagar som &beropas skulle garantera att alla kommuner i landet
eller regionen skulle anamma sadana riktlinjer i sina lokala bestimmelser.
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PARKERINGSBESTAMMELSER OCH PARKERINGSATERBETALNING | NORRA RHEN-
WESTFALEN (NRW), TYSKLAND

Generellt sett dr det juridiska ramverket for bilparkering den nationella byggnadsstadgan (Baugesetzbuch).
Stadsbyggnadskoden i Norra Rhen-Westfalen (Bauordnung NRW: BauO NW) fullbordar detta ramverk. Den
juridiska grunden for parkeringsbestimmelser och parkeringsaterbetalning dr § 51 BauO NW.

Huvudinnehall:
- Skyldighet att skapa parkeringsplatser i bygglovsprocessen (om biltrafik férvintas);
- Liknande skyldighet att skapa cykelparkeringar i bygglovsprocessen (kvalitetskriterier saknas);

- Mojlighet att begrinsa antalet parkeringsplatser (baserat pa stadsbyggnadsskil, transport eller sdkerhet)
genom kommunala avtal;

- Parkeringsaterbetalning #r mojligt enligt 6verenskommelse med kommunen (kriterie: konstruktion #r
omojlig eller oacceptabel, dven pa tomtmark i nérheten);

- Aterbetalningspengar ar oronmarkta for att forbéttra tillgdngligheten till etableringen. Sedan en dndring ar
2000 tillats dven investeringsatgirder for kollektivtrafik och cykel.

Kommunen kan ldgga till ytterligare lokala parkeringsbestimmelser for att forfina hanteringen av parkering som
en del av bygglovsprocessen eller for framtagandet av en detaljplan (DSDP).

Parkeringséterbetalning dr mojlig om utformningen av anldggningen och de omgivande omradena (speciellt i
stadskérnor), eller transportsystemets natur, gor det omojligt att bygga det angivna minimiantalet
bilparkeringsplatser pa platsen. Om detta &r sa maste parkeringsplatser i forsta hand byggas pa ett annat omrade i
nérheten istéllet. Om inte heller detta dr mojligt sa betalar byggherren en viss avgift till de lokala myndigheterna.
Denna avgift specificeras i de lokala parkeringsbestimmelserna och maste anvindas till parkeringsplatser,
kollektivtrafik, cykel eller annan transportinfrastruktur for att hantera den forvéntade efterfragan pa
biltrafik/parkering vid anldggningen, eller for att utveckla alternativ som minskar efterfragan pa
parkeringsplatser.

TECHNOLOGY PARK “PHONIX-WEST”, DORTMUND, TYSKLAND

Detta omrade ligger innanfor staden Dortmunds stadsgréins, ca 5 km sdder om stadskdrnan, nira distriktscentret
Horde. Hela omradet Phoenix-West bestar av ungefir 110 ha och kommer att byggas upp till ett foretagsomrade
for mindre tjansteverksamheter, shopping samt fritids- och kulturanldggningar. Vissa byggnader dr redan i bruk,
men huvudomradet planeras att tas i bruk ar 2015.

Relativt restriktiva parkeringsbestimmelser finns i detaljplanen for omradet och endast ett fatal
gatuparkeringsplatser planeras. Alternativ pa platsen #r underjordisk parkering eller parkeringshus, men detta
skulle vara mycket dyra 16sningar. Stadens mobilitetskoncept erbjuder andra alternativ. Byggherrarna kan
(delvis) gora aterbetalning for parkeringsplatser som inte kan byggas (och da bygger de lokala myndigheterna
offentliga parkeringsgarage) och/eller sa kan de ta fram ett mobilitetskoncept for sin verksamhet och vidta MM-
atgirder. I det fallet kommer behovet av parkering att minska och dérfér kommer de lokala myndigheterna att ta
tillbaka skyldigheten for alla eller vissa av de parkeringsplatser som annars skulle behovas. Detta &dr en
forhandlingsfraga och vid tiden da detta skrevs (augusti 2009) hade inga beslut dnnu tagits géllande detta.

Ytterligare information i bilagorna (endast tillgadngliga pa engelska)

e (C25: Parking Regulations and Parking Pay-off in North Rhine - Westphalia
e (C5: Technology Park “Phonix-West”
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3.5 Uppfoljning och framtvingande av Mobility Management som
inkluderats i en bygglovsprocess

Nir MM inkluderats i bygglovsprocessen kan det resultera i ett eller bada av foljande scenarier:

. Vissa atgirder genomfors pa platsen av byggherren/innehavaren som exempelvis cykelparkering, ny
kollektivtrafik eller saméakning. Dessa ir effekter.

. Det kan stillas upp mal for anldggningens mobilitetsprofil, exempelvis att fem ar efter 6ppnandet sa ska
50% av alla resor till och fran anliggningen goras pa annat sitt in med egen bil. Dessa &r resultat.

Effekter kan mitas genom observation och inldmnande av bevis till de lokala myndigheterna for att de har
genomforts av byggherren/innehavaren.

Resultat behover oftast f6ljas upp med hjilp av nagon typ av ridkning eller undersokning. Végledning om hur
man skapar och utfér undersokningar tillhandahalls av MAX-verktyget MaxSumo (www.max-success.eu).
Vanligen ska undersékningen méta hur méanniskor reser till och fran anldggningen och utforas arligen eller
oftare. For att undvika partiskhet eller paverkan pa undersokningen bor den utforas av nagon oberoende.

Om effekter eller resultat krivs sa maste ocksa de lokala myndigheterna halla en regelbunden (t.ex. var tredje
manad) kontakt med platsens byggherre/innehavare for att kvalitativt forstd hur MM-planen fungerar och for att
hjilpa till att 16sa eventuella problem.

Om effekter eller resultat inte uppnas sa maste nagon typ av sanktion vidtas, annars finns det ingen “morot” for
byggherren/innehavaren att implementera MM-planen fran forsta borjan. Sanktioner kan inkludera (dven om
detta beror vildigt mycket pa planeringssystemet for medlemsstaten ifraga):

. Att infora ytterligare MM-atgérder pa platsen.
. Krav att minska antalet parkeringsplatser vid anliggningen.
. Att inte fa tillbaka en pant (en summa pengar) som betalats till de lokala myndigheterna under

bygglovsprocessen. Panten behélls da av myndigheterna och anvinds for att finansiera transportatgirder
som kan kompensera for den bristande framgangen med MM-planen.

Det dr viktigt att forvintade effekter och resultat, uppfoljningsrutiner och mojliga sanktioner tydligt har framgér
av ett skriftligt avtal/kontrakt som &rr en del av bygglovet.

Mer information om uppf6ljning och framtvingande av atgirder finns tillgénglig pa
http://www.dft.gov.uk/pgr/sustainable/travelplans/tpp/goodpracticeguidelines-main.pdf
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4 Hur 6verfor man och tillampar integreringen i olika planeringssystem?

I det hir kapitlet ges nagra rekommendationer om hur anvéindare av denna vigledning kan ga vidare och tillimpa
innehallet i sitt eget land. Dessa rekommendationer dr baserade pa iakttagelser av hur MM har integrerats i
planeringssystemet i Schweiz och Storbritannien, och hur idén togs emot nér den togs upp i
planeringssimuleringsworkshops i linder dér detta ar vildigt nytt, séisom Spanien, Slovenien, Polen och Litauen.

Asikten frain MAX WP D ir att integrering av MM och planering kan 6verforas till nya sammanhang pa lokal
niva, men dr beroende av nérvaro i planeringsprocessen av manniskor med intresse och kunskap om integrering .

Mer systematisk och frekvent integrering av MM och planering tar lidngre tid att etablera och kriver ledning eller
stod fran politiken pa nationell eller regional niva.

4.1 Overforbarhet

Overforbarhet (d.v.s. om erfarenhet och utdvande frn ett land kan dverforas och tillimpas i ett annat) &dr en
nyckelfraga i nistan alla EU:s forskningsprojekt och MAX WP D ir inget undantag. Test pa 6verforbarhet i
MAX WP D gjordes i en tvdrnationell analys av planeringssystemen och i en planeringssimuleringsworkshop
dér idén om att integrera MM med bygglovsprocessen pa specifika platser undersoktes i fem medlemslidnder.

Det finns bevis fran dessa studier att dven i lander ddir MM i sig sjdlv &r en vildigt ny idé sa finns redan tankar pa
integrering med planeringsprocessen for markanvéndning (t.ex. i Slovenien, Spanien och Polen).

En viktig varning géllande vara slutsatser om 6verforbarhet ir att det inom ramen for MAX WP D varit omojligt
att ge detaljerad vigledning om de lagliga mojligheterna att 6verfora utovandet fran ett system till ett annat.
Detta dr en nyckelfraga, men dér det &r upp till anvéindaren av denna vigledning att undersdka dverforbarheten i
de fall de har ett intresse av att tillimpa tillvigagangssittet i ett visst land i sitt eget.

Genom denna forskning drar vi foljande slutsatser:

. Det finns manga likheter mellan planeringssystemen, speciellt séttet pa vilket detaljplaner och “Detailed
Site Development Plans” gors. Det giller ocksa ansvarsférdelningen mellan styrande organ pa olika
nivéer i planeringssystemet.

. Detta innebiir att det finns “utrymme” for 6kad integrering av MM i planeringsprocessen i manga
léander, atminstone genom foérhandling. Detta kan goras pa enskild kommunniva eller for specifika
situationer. Integreringen av MM med planeringsprocessen (genom forhandling) dr nagot som enkelt kan
anammas och utokas stegvis.
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. Dirfor dr manga av sitten som vi har identifierat for att inkludera MM i planeringsprocessen dverforbara
men de kanske bara i forsta liget dr overforbara vid ett fatal nybyggnationer dir en eller flera
platsinnehavare eller lokala politiker har sdrskilt intresse for MM, eller dér hantering av
transportpaverkan vid nybyggnationer lokalt har en sirskilt hog politisk prioritering.

Det dr exempelvis mojligt att forhandla fram en mobilitetsplan for nybyggnationer i Slovenien om lokala
intressen stoder idén och om det finns involverade ménniskor som har kunskap/medvetenhet om
konceptet — men detta kanske bara dr aktuellt for ett fatal byggnationer, atminstone till en borjan.

Som en kontrast finns England med en mer utbredd praxis eftersom integrering nu stods av lokala och
nationella riktlinjer och numera #ven har nagra ars praktisk erfarenhet av implementeringen av sadana
riktlinjer. Men, det gar ocksa att se att grundkonceptet har 6verforts fran England till Slovenien.
Utmaningen for Slovenien 4r nu att gora denna tillimpning till ndgot som 4r normalt och genomfors
konsekvent istillet for en ad hoc-tillimpning och med enstaka engéngsforeteelser.

. Dirfor, for att borja dverfora erfarenhet och tillimpning fran ett land till ett annat dr
nyckelforutsittningar kunskap om utforandet (t.ex. vad dr en mobilitetsplan och varfor kan det ge
fordelar da den integreras i en nybyggnation) och den politiska viljan eller intresset for att gora
overforingen och prova nagot nytt.

Som det noterades tidigare sa kommer intresset ibland kanske att finnas hos tjanstemin snarare &n hos
politiker. Till exempel sa togs de forsta stegen mot integrering av MM i planeringsprocessen i
Nottingham, Storbritannien, pa grund av intresse och kunskap hos de anstillda pa en lokal myndighet, inte
av politikerna. Hur och till vilken grad integrering av MM med planering &r kidnt och accepterat &dr darfor
avgorande for dess tillimpning.

. niista steg i overforingen ir att principen gar fran att vara en som dr anammad och tillimpad pa ett ad
hoc-siitt till en som &r institutionaliserad i planeringssystemen for markanvindning/transport i ett
specifikt land eller region. For att gora detta kan det krivas fordndringar i regionala och nationella
principer och lagar . Detta kriver dérfor lobbying och medvetandedkning pa nationell och regional niva,
och visst politiskt erkdnnande att sadana principer édr fordelaktiga, sa som det har gjorts i exempelvis
Sverige och Irland.

I Storbritannien och Schweiz forekommer integreringen av MM och planering i praktiken for att policyn
finns, men ocksa for att planeringslagarna ger hogre styrande organ viss kontroll 6ver kommunerna inom
omradena planering och beviljande av bygglov. Det 4r mgjligt att i linder dir kontrollen fran hogre
styrande organ #r mindre sa kan implementeringen av nationell/regional integrering av policyn - om den
finns - vara mer varierad (motsatsen till detta dr naturligtvis nir den nationella regeringen har inflytande
over de lokala myndigheterna men inte uppmuntrar integrering av MM och planering).

Hur man anpassar policyn eller tillimpandet &r en lokal bedomningsfraga baserat pa kunskap om hur den
anvinds i andra ldnder och vilka skillnaderna ir i det nya landet. Fran den begriansade erfarenheten vid
MAX planeringssimuleringsworkshop verkar det som att principerna kan 6verforas utan speciellt mycket
anpassning.

. Slutligen, vilket dr viktigt, i vissa fall finns det lagliga hinder for att direkt 6verfora principer.
Exempelvis sa skulle Sloveniens nationella byggstadga behova éndras for att tillata anvindandet av max-
norm for parkeringsplatser i bostadsomraden. I den situationen krévs kreativt tinkande, eller sa kanske
principen helt enkelt inte dr 6verforbar vilket i sa fall maste accepteras.

Nir det giller principerna som undersokts i MAX WP D drar vi slutsatsen att manga dr mojliga att dverfora och
de behdver inga stora anpassningar for att dverforandet ska fungera. For att de ska bli allmént anvinda i hela
lander och regioner till vilka principerna dverforts, dr det viktigt med nationella eller regionala principriktlinjer
tillsammans med krav eller incitament for kommunerna att anvinda dem i sin planering.
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4.2 Rekommenderade steg mot integrering av MM och
markanvandningsplanering

Alla principer som riknas upp i denna végledning och som sammanfattas i delarna 2.2.1. och 3.4.2 &r
rekommenderade for utifran malséttningen att maximera tillgéingligheten och samtidigt minimera transporternas
miljopaverkan och tringsel Det 4r endast om det finns ett lagligt hinder som tillimpningen av dem inte kan
Overvigas pa kort eller medellang sikt. Vilken typ av princip som ir att foredra beror pa den befintliga
lagstiftningen, de befintliga planeringsverktygen och den politiska viljan i ett land, region eller kommun.

Detta dr rekommenderade steg som kan vidtas av olika styrande organ pa det sétt som dr lampligt:

. Borja med att ge rad om MM och 6ka medvetenheten om integrering av MM och
markanvéndningsplanering. Rad kan man alltid ge var som helst under de forsta stegen av
bygglovsprocessen. Nir en sokande kontaktar myndigheten sa far han/hon rad om hur man kan integrera
transportfragorna och MM. Vad han/hon gor med informationen/raden kriver inga villkor eller dokument.

. Ta med integrering av MM och markanvindningsplanering vid forhandling om stora
nybyggnationer, utan att fastsilla nagra villkor eller krav. Viktiga argument dr forbittrad tillgdnglighet
for alla (och dirfor en storre marknad) och “’social inkludering” (géller icke-kommersiella byggnationer).

. Kontrollera om du kan utoka befintliga regler i den normala bygglovsprocessen och inféra nya
villkor/skyldigheter i det redan befintliga systemet, eller om du kan infora ytterligare kontrakt med
byggherren som inkluderar ataganden om att &ven implementera MM.

. Hitta lokala myndigheter, helst de med storst inflytande pa nybyggnationer och som ér villiga att ta ett
steg framat genom att t ex kontrollera principernas dverforbarhet i den nationella lagstiftningen, att
vigleda forhandlingar, att utveckla sina egna riktlinjer om MM och (dér lagen tillater) sitta maxkriterier
for parkering eller tilldmpa tillgdnglighetsbetingade modeller. Dessa kan fungera som "végvisare" och
goda exempel.

. I vissa ldnder kan det ocksa hjilpa att ta in externa nationella eller internationella "experter'' for att
sélja in idén om integrering. Kan vara lampligt om de kommer tas pa storre allvar 4n lokala personer.

. Lobba/dka medvetenheten pa alla politiska nivaer om behovet/fordelen med lag- och
principindringar pa omradet.

Helt klart kommer denna process inte alltid att vara latt, sirskilt inte i vissa medlemsstater dér befintlig
lagstiftning kan gora en 6kad integrering av MM och planering mycket svar. Med andra ord behover processen
med att bygga upp medvetenhet och stod for integreringen stodjas av kommunikation med aktuella parter
langsiktigt. Budskapet kommer att bli bittre emottaget under perioder med stor ekonomisk tillvixt, i omraden
med hogt exploateringstryck och omfattande tringsel, samt nér det kommuniceras skickligt av entusiastiska
foresprakare som har ett starkt och tydligt budskap.
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Bakgrundsrapporter

For mer information om MAX-forskningen, pa vilken dessa riktlinjer (MaxLupo) &r baserade, hinvisas till féljande

rapporter:

e State of the Art report - WPD, Integrating planning and Mobility Management (2007)

e Comprehensive State of the Art report — Annex D (2007)

*  Working Stage Analysis 1: Comparison of integration of sustainable transport, Mobility Management and land use

planning in WP D Partner countries (2008)

e WP D Working Stage Simulations: Common report on ‘planning simulation workshops’ (2008)

Dessa och andra MAX projektrapporter kan laddas ner fran www.max-success.eu. Annan hjilpfull information och MAX-

redskap for att forbittra anvindningen och integreringen av Mobility Management pa olika sitt kan dven laddas ner fran

WWW.€pomm.org

Ytterligare vagledning och kontaktinformation

For ytterligare vigledning med att integrera MM och markanvédndningsplaneringen i din verksamhet, stad eller
region kan du ta kontakt med nagon av MAX WP D-parterna.

Tyskland

Janina Welsch

ILS - Research Institute for Regional and Urban
Development gGmbH

P.O. Box 101764

D-44017 Dortmund

janina.welsch @ils-forschung.de
www.ils-research.de

Litauen

Kristina Gaucé

Vilnius Gediminas Technical University
Sauletekio al. 11

LT-2040 Vilnius

kris@ap.vgtu.lt

www.vgtu.lt

Polen

Aleksandra Faron

Cracow University of Technology
Warszawska 24

PL-31155 Krakow
ola@transys.wil.pk.edu.pl
www.pk.edu.pl

Slovenien
Aljaz Plevnik

University of Maribor, Faculty of Civil Engineering

Smetanova ulica 17
S1-2000 Maribor
aljaz.plevnik @uirs.si
www.fg.uni-mb.si
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Spanien

Caroline Mattsson

ETT - Equipo de Técnicos en Transporte y
Territorio S.A.

C/ Explanada, 8, 1°

ES-28040 Madrid

cmattsson @ett.es

www.ett.es

Sverige

Christer Ljungberg
Trivector Traffic AB
Aldermansgatan 13
SE-22764 Lund

christer.ljungberg @trivector.se

WWww.trivector.se

Schweiz

Roberto De Tommasi

synergo, Mobilitit - Politik - Raum
Grubenstrasse 12

CH-8045 Ziirich

detommasi @synergo.ch
Www.synergo.ch

Storbritannien

Tom Rye

Edinburgh Napier University
10 Colinton Rd

Edinburgh EH10 5DT

t.rye@napier.ac.uk
www.napier.ac.uk
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Bilaga I: Integration of land use with transport planning

The following case studies provide examples of existing policies which encourage the integration of land use

with transport planning to promote more sustainable transport patterns.

Nr. Name Applied in Country
B1  Planning Policy Guidance 13 (PPG13) England UK
B2  Greater Dublin Regional Planning Guidelines Greater Dublin Ireland
B3  Regional structure plan for the localisation of Heavily Agglomeration of Switzerland
Frequented Sites (HFS) of the Agglomeration of Biel Biel
B4  Determination of the localisation of Heavily Frequented Sites ~ Swiss Cantons Switzerland
(HFS) in the Cantonal Structure Plans
B5  Edinburgh and Lothians Structure Plan (ELSP) Lothian region, UK
Scotland
B6  South Dublin Development Plan South Dublin Ireland
B7  Regional Land Use Plan German regions Germany
B8  Land Use Development Plan all parts of Ireland  Ireland
B9  Cantonal Structure Plan Swiss Cantons Switzerland
B10 Cooperation between spatial planning and transport planning  Canton of Aargovia Switzerland
offices within the administration of the Canton of Aargovia
B11 Cooperation between regional transport and regional Southeast UK
planning in Southeast Scotland Scotland/Edinburgh
region
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B1 Planning Policy Guidance 13 (PPG13)

Applied in: Country: Produced by:

England United Kingdom Department of Communities and Local
Government

Type of policy: In force since: Level of application:

Guideline 1994 all levels

Content:

PPG13 deals with the location, mix and density of development; and with supporting transport measures for new
development. It recommends that, when drawing up development plans, local authorities should:

¢ Increase the density of development,
¢ Increase the mix of uses,

¢ Ensure that higher density development is located in areas that are well served by public transport, or capable of
being well served by public transport,

¢ Concentrate development in areas where there is already a significant population, to avoid urban sprawl and increase
the probability that the settlement is big enough to support services locally, so that people do not have to travel for
them,

¢ Take into account their own and other authorities' proposals for new public transport infrastructure and services, so that
development can capitalise on these.

PPG13, although a planning document, also encourages local authorities to implement sustainable transport measures to
support sustainable access to their developments.

With regard to decisions on building permission, PPG13 encourages local authorities to secure travel plans (site based MM
plans) from developers through this process, to use Section 106 planning obligations to secure financial contributions to off-
site transport improvements/measures.

Main objectives and reasons for implementation:

PPG13 helps to achieve the objectives of the current law governing planning in England, the Planning and Compulsory
Purchase Act 2004. In this, local authorities have a duty to protect the environment in their planning activities. In addition,
PPG13 is designed to assist the achievement of transport policy objectives, such as reduced congestion, greater social
inclusion and a better environmental performance for transport. It is also intended to reduce pressure on greenfield land on
the edge of towns, by focusing development more on brownfield sites in existing built-up areas.

Spread of the policy:

It must be taken into account to at least to some extent in developing plans and making planning decisions.

Consistency of application of the policy:

The need for integration and coordination of land-use and transport planning is a requirement of PPG13 and should feature
in every development plan and major planning decision. But how strongly this is applied and leads for example to
development focused on public transport axes differs from area to area.

Targeted at: How binding is the policy?

planning authorities between mandatory and voluntary (explained in additional comments)
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Influenced by main policies:

. Planning and Compulsory Purchase Act 2004

Effectiveness:

No publicly available monitoring has been carried out of the effectiveness of PPG13. Anecdotally it appears that more
development has taken place in town and city centres since the publication of PPG13 than previously; and that it has led to
the use of the planning system as a significant trigger to site mobility plans. However, there is no overall analysis of these
progress reports that is publicly available.

Information sources:

o Section 106 planning obligations (agreements)
. PPGI13

Additional comments:

The British planning system is not as codified as others. Planning guidance such as PPG13 should be taken into account by
planning authorities when they are drawing up plans and making planning decisions. However, if there are other good
reasons not to take PPG13 into account, and a good case can be made, then other considerations may take precedence. In
addition, PPG13 is written in a way that allows a great deal of interpretation of its policies — for example, a location that is
judged to be “well-served by public transport” in one local authority area might not be in another.

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 17.12.2008
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B2 Greater Dublin Regional Planning Guidelines

Applied in: Country: Produced by:

Greater Dublin Ireland National Government with input from regional and
local authorities

Type of policy: In force since: Level of application:
guideline 2004 regional level
Content:

The Greater Dublin Regional Planning Guidelines (GDRPG) are produced in accordance with the requirements of the
Planning and Development Act 2002. The Guidelines provide the overall strategic context for the Development Plans for
the local authorities in the region, and also provide a framework for future investment in infrastructure including transport.
The Greater Dublin Area (GDA) consists of Dublin City and the counties of Dun Laoghaire-Rathdown, Wicklow, Kildare
and Fingal ("the metropolitan area") and, in addition, the counties of Meath, Wicklow and Kildare ("the hinterland"). The
intention is that the planning authorities take into account the policies in the GDRPG when drawing up their own plans;
since the plans go through a period of scrutiny by public and central government before they are adopted, it is possible for
national government in particular to require changes to a plan so that it better reflects both national and regional guidance.
Although guidance, the GDRPG has legal status since it is required to be produced under the law. However, it is in itself not
a law that must be followed to the letter; it is rather guidance that can be interpreted.

Main objectives and reasons for implementation:

The Guidelines propose that the strategy will follow a development path that will:

e Consolidate development and increase overall densities of development which will lead to a more compact urban form,
relative to the size of the population; and

¢ Facilitate the provision and use of a considerably enhanced public transport system.

The reason for this is to combat the major congestion problems that Dublin suffers, and also to create a more sustainable
city to contribute to Ireland’s CO2 reduction targets within the EU as a whole.

Targeted at: How binding is the policy?

planning authorities between mandatory and voluntary (explained in additional comments)

Influenced by main policies:

see additional comments

Effectiveness:

A qualitative review of one Development Plan in the Greater Dublin area shows that there has been considerable
interpretation of the GDRPG by the authors of the plan; its intent in terms of sustainable transport and the location of
development is significantly watered down. No systematic review of the effectiveness of the GDRPG has been carried out.

Information sources:

. South Dublin Development Plan

. Regional Planning Guidelines — Greater Dublin Area
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Additional comments:

The various documents that should have influenced the GDRPG are:

. The National [Infrastructure] Development Plan and National Spatial Strategy,

. Sustainable Development, a Strategy for Ireland

. National Anti Poverty Strategy

. Guidelines on Local Agenda 21

. National Climate Change Strategy

. The Dublin Transportation Office’s regional transport strategy

The regional planning guidelines can be applied very differently by different authorities and as long as they are able to
justify how they have applied them to their development plan, this inconsistency in application is entirely lawful.

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 17.12.2008
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B3 Regional structure plan for localisation of Heavily Frequented Sites (HFS) of
the Agglomeration of Biel (Regionaler Richtplan verkehrsintensive Vorhaben in
der Agglomeration Biel)

Applied in: Country: Produced by:

Agglomeration of Biel Switzerland Spatial Planning Association of the Region of Biel
Type of policy: In force since: Level of application:

plan 2004 regional and local level

Content:

In order to fulfil the objective of the cantonal Clean Air Action Plan, the structure plan of the Canton of Berne defines
among others a maximum quota of 575,000 car-km per day which are allowed to be generated between 2002 and 2015 from
HFS located in the whole Canton. For each of the 3 agglomerations Berne, Thun and Biel the structure plan assigns a
"credit of car-km". For the agglomeration of Biel an amount of 45,000 car-km per day within the mentioned time frame is
reserved. In the Canton of Berne HFS are defined as buildings, which are generating more than 2000 car-trips per day.
Therefore it does not matter if it is a new or an enlargement of an existing building. The cantonal structure plan states
furthermore that the defined "credits of car-km" has to be assigned to adequate locations for HFS. They should be placed
nearby densely populated areas and areas with a concentrated amount of working places. A good accessibility with car and
public transport is another precondition to take into consideration.

On the base of the mentioned preconditions by the cantonal structure plan the municipalities enclosed in the agglomeration
of Biel elaborated a so-called regional structure plan for the localisation of HFS. Thereby following working steps have
been adopted:

e Pre-selection of adequate sites for HFS within the agglomeration on the base of spatial planning criteria,

e Coordination agreement (2002) between the tackled municipalities and the cantonal departments involved with
following stipulations: geographical assignment of HFS - localisations, assignment of the credits of car-km to the
single localisations, controlling procedures, legal fixation in the regional structure plan within 2 years, adjustment of
the structure plan on parking of the city of Biel.

e Development of a regional structure plan for the localisation of HFS in the agglomeration, which is legally binding for
the municipalities of the whole agglomeration, following the requirements of the building law of the Canton of Berne.

Main objectives and reasons for implementation:

The Clean Air Action Plan of the Canton of Berne states that the defined objectives for air and climate protection can (only)
be achieved, if the traffic volumes within the canton derived from individual motorized transport between 2000 and 2015
are not augmenting more than 8 % or 1,3 Mio. of car-km per day. Fixed in the cantonal structure plan, 4,5 % (725,000 car-
km per day) of the volume is allocated in general for the development of the municipalities. 3.5 % (575,000 car-km per day)
are dedicated to the development of HFS within the whole Canton.

Targeted at: How binding is the policy?

planning authorities (regional and/or mandatory

local) and developers (public or private)

Influenced by main policies:

. Structure plan of the Canton Berne (in German)

. Clean Air Action Plan of the Canton Berne (in German)
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Effectiveness:

The fixation of the localisation of HFS and the procedures in the regional structure plan of the agglomeration and within the
coordination agreement was the base of a controlled development of HFS within the tackled area. Since the instrument is in
act, totally 5 new HFS have received a building permission. Within the building permit procedure the municipalities have
assigned a maximum quota of car-trips to each HES with the respective controlling procedures to be adopted. The total
amount of car-km credits assigned to the agglomeration is depleted nowadays. That means that no additional HFS will
receive building permission till 2015.

Information sources:

3 Amt fiir Gemeinden und Raumordnung des Kantons Bern, Berner Fahrleistungsmodell, Grundlagen und Anwendung
Bern, 2005. (in German)

o Regionalplanungsverband BS Biel-Seeland, Richtplan Verkehrsintensive Vorhaben, VIV, Agglomeration Biel, Biel
2004. (in German)

Additional comments:

none
Information provided by: Date:
synergo, Mobility — Politics — Space, Zurich, Switzerland 28.11.2008

1 1/132 Successiul Trave Awarensss Camoaigns
S da 6 / 3 & Vioiity Marnacernent Strategies M ax




B4 Determination of the localisation of Heavily Frequented Sites (HFS) in the
cantonal structure plans (Empfehlung zur Behandlung von verkehrsintensiven
Vorhaben in kantonalen Richtplédnen)

Applied in: Country: Produced by:

Swiss Cantons Switzerland Federal Office for the Environment; Federal Office
for Spatial Development

Type of policy: In force since: Level of application:
recommendation 2006 regional level
Content:

The recommendations show that sites for big developments for buildings and installations need to be determined in the
cantonal structure plans because they have considerable impacts on space and environment due to the traffic they generate.
For the determination of suitable sites, the relevant criteria are the normative objectives and principles of spatial planning
legislation and the principles of sustainable development. All objectives (economic, social and environmental) have to be
taken into account in a balanced manner and carefully coordinated. Locations for traffic-intensive installations (heavily
frequented sites) and their potential capacities have to be specified in the cantonal structure plan. The recommendations
define as good locations for HFS:

¢ Locations, which correspond to the requirements of potential investors (good accessibility for clients and huge market
potential in the surroundings),

e Locations, which after the implementation of an HFS have still enough potential for development,

¢ Locations, which are or can be connected in a excellent way with the existing road network, without creating not
resolvable overloads of the street network capacity,

¢ Locations, which are very well accessible by the existing public transport system or where the system can be enhanced
in foreseeable time,

¢ Locations, which are or can be made very good accessible with slow modes (by foot, by bike),

¢ Locations, which are located in the surroundings of the potential clients (short distances to main densely populated
areas),

¢ Locations, which are situated nearby working areas, leisure sites, etc. and are already good accessible by public
transport.

For the designation of the potential capacities of a HES in order to maintain the mentioned objectives the recommendations
indicate the parameters to be considered: amount of floor-space and mix of use, amount of car parking for client’s
employees, amount of car-trips generated by the HFS. The cantons can choose how they define the locations and framework
conditions for the use within the cantonal structure plan but it is recommended to fix them geographically.

Main objectives and reasons for implementation:

In 1998 and 1999 the Swiss Federal Council was committed through two motions of representatives of the National Council
to solve possible inconsistencies between the Law on Spatial Planning and the Environmental Protection Act with regard of
the location of HFS. The established recommendations to the Cantons to designate the location of HFS within the cantonal
structure plans where released with the aim to

¢ Improve the coordination within the application of spatial planning and environmental law,
*  Encourage the Cantons to apply the existent spatial planning instruments,
e Consider in a consistent and harmonised way all the related public and private interests.

With the early determination of the spatial localisation and the potential capacities of HFS in the structure plans of the
Cantons a comprehensive and coordinated planning of all the spatial interest shall be achieved. Furthermore the building
permit processes and the zone planning activities of the municipalities shall be deliberated from questions of principle with
regard the spatial localisation of HFS.
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Spread of the policy:

Almost all of the 26 Swiss Cantons have included the theme of HFS within their structure plans.

Consistency of application of the policy:

The consistency of the application varies between the different structure plans. Only a few of them defined the localisation
of HFS geographically (e.g. Canton of Berne), others have only defined criteria which have to be fulfilled for the
localisation (e.g. Canton of Zurich, Aargau, Solothurn). Furthermore the definition of HFS with regard of the amount of
maximum car-trips that can be generated from HFS varies also between the cantonal structure plans.

Targeted at: How binding is the policy?
planning authorities voluntary

Influenced by main policies:
o Law on Spatial Planning, 1979 (in German)

. Environmental Protection Act, 1985 (in German)

Effectiveness:

A monitoring system to analyse the effectiveness of the policy with regard of the localisation of HFS will be implemented
by the Federal Office for Spatial Development in the year 2009. At this stage it can't be stated if the inclusion of HFS in the
structure plans has had an influence in such a way that HFS are more often localised in brown-field areas or not. For some
cantons like Zurich and Berne this tendency is clearly noticed.

Information sources:

o Bundesamt fiir Umwelt, Bundesamt fiir Raumentwicklung, Verkehrsintensive Einrichtungen im kantonalen Richtplan -

Empfehlungen zur Standortplanung, Bern 2006. (in German)

Additional comments:

none
Information provided by: Date:
synergo, Mobility — Politics — Space, Zurich, Switzerland 28.11.2008
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B5 Edinburgh and Lothians Structure Plan (ELSP)

Applied in: Country: Produced by:

Lothian region, Scotland United Kingdom Committee of planning authorities - local
municipalities - approved by Scottish Government

Type of policy: In force since: Level of application:
plan 2004 regional and local level
Content:

The ELSP contains a number of policies which guide both the development of local land use plans in the four municipalities
that make up the ELSP area, but which also guide decisions on building permission for individual large developments. The
ELSP contains a large number of strategic objectives and policies that support framework conditions for MM. For example,
one of its strategic aims is to integrate land use and transport, through objectives such as:

¢ Locating new development so as to reduce the need to travel, particularly by private car;

e  Reducing commuting to Edinburgh from the landward Council areas;

¢ Maximising accessibility for all in the community by foot, cycle and public transport;

¢ Ensuring that, where possible, brownfield land is developed in preference to greenfield land;

¢ Increasing access to employment opportunities through a more balanced distribution of employment land, giving
preference to locations for new development with easy access by foot, cycle and public transport;

¢ Increasing access to housing by enabling local plans, where appropriate, to require the provision of affordable housing;

¢ Increasing access to shopping and leisure facilities by giving preference to locations for new development with easy
access by foot, cycle and public transport;

¢ Identify strategic employment locations which are, or can be made, highly accessible by foot, cycle and public
transport.

Main objectives and reasons for implementation:

Objectives are listed above. Reasons for implementation are to reduce use of private car for congestion reduction and
environmental reasons; and to ensure that people can access new development regardless of whether they have a car or not.
There is a desire to reduce urban sprawl and to protect Green Belts.

Targeted at: How binding is the policy?

planning authorities (local and/or regional) between mandatory and voluntary (explained in additional comments)
and developers (public or private)

Influenced by main policies:

. SPP17, the Scottish version of PPG13

Effectiveness:

There is no formal monitoring of the plan. However there is little doubt that it has led to a concentration of high trip
generating development and housing in areas that might have been left un-developed under other structure plan scenarios -
for example, the old Docklands to the north of Edinburgh city centre.

Information sources:

. Edinburgh and the Lothians Structure Plan (ELSP)
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Additional comments:

As with all UK planning policy, the plan is not absolutely binding - if a case can be made for ignoring or selectively
applying policies within the plan, then this is permissible. So it is between mandatory and voluntary.

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 29.01.09

1 132 Successiul Trave Awarensss Camoaigns
S da 65 / 3 & Vioiity Marnacernent Strategies M ax



B6 South Dublin Development Plan

Applied in: Country: Produced by:

South Dublin Ireland South Dublin County Council (SDCC)
Type of policy: In force since: Level of application:

plan 2004 local level

Content:

The South Dublin County Council Development Plan (SDCCDP) sets out a strategy for development in the County. It then
sets out a large number of policies related to that strategy which, if interpreted correctly, will help it to achieve its objective
of a better quality of life for its population through encouraging economic growth whilst minimising environmental
degradation. These policies cover areas such as housing, employment, environment, urban design, infrastructure and
transport. In addition the plan shows which types of development will or may be permitted in which areas of the County,
and sets out standards for car parking provision in new developments. It is not stated whether these are set as maxima,
minima or guidelines, but it is clearly stated that they could be reduced in areas of higher public transport accessibility and
in town and district centres, although at times subject to a payment in lieu of on-site parking by the developer to the council
for the provision of parking elsewhere. Development is largely focused on existing areas, so there is a presumption against
additional urban sprawl.

Main objectives and reasons for implementation:

Development plans are a means of using the land use planning system to meet the general objective of sustainable
development, as required in the Planning and Development Acts 2000 and 2002. They are the principal means of governing
the (re-)development of land in Ireland. The key objectives of the SDCCDP appear to be economic development, coupled
with environmental protection. However, there is an important chapter on urban design which emphasises the need to move
away from Dublin's traditional low-density sprawling and car based suburbs, to development that is denser, has a greater
mix of uses, encourages short trips on foot and so reduces the need to travel by car. In addition, it is one of the aims of the
plan overall to “as far as practicable” reduce the need to travel by car, and there is a range of policies related to linking
development to new/improved public transport, cycling and walking infrastructure. Policy H2, for example, seeks higher
residential densities close to public transport nodes and town and district centres.

Targeted at: How binding is the policy?

developers (public or private) between mandatory and voluntary (explained in additional comments)

Influenced by main policies:

e Dublin Strategic Planning Guidelines 2000-2016

. Dublin Regional Planning Guidelines 2004-2016

. Dublin Transportation Office regional transport strategy 2000-2016

e  National policies and guidelines as listed in the case on Irish development plans in general

Effectiveness:

The first monitoring report on the implementation of the plan and its effect in achieving its objectives was submitted in
2006. It showed that some progress had been made in accordance with policy H2 and urban design objectives in increasing
urban densities, especially in town and district centres. It also showed that transport infrastructure such as park and rides
and Quality Bus Corridors was being planned and delivered alongside new transport. However, the scale of this type of
development was relatively small alongside more traditional lower density edge of town development. The progress report
does not mention the density of employment development nor its location in relation to transport nodes and corridors.

Information sources:

. South Dublin Development Plan
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Additional comments:

The Irish planning system is permissive and so individual development applications can be assessed “on their merits” and if
there are good local and/or specific reasons for over-riding or interpreting only very loosely any policies, then this is
permitted and development can still go ahead.

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 17.12.2008
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B7 Regional Land Use Plan (Regionalplan)

Applied in: Country: Produced by:

Germany Germany Regional planning communities
Type of policy: In force since: Level of application:

plan not in force yet regional levels

Content:

The Regional Land Use Plan is a quite new instrument and was generally introduced or allowed on national level in 1998
within the Federal Spatial Planning act (Raumordnungsgesetz: ROG). It is handled as a subsection of regional spatial
planning which is the responsibility of the 16 German federal states (§9 ROG: Regionalpline).

If there are several (highly) functional connected cities within a region and if they are organised in regional planning
communities (regionale Planungsgemeinschaften) these organisations can take over parts of the responsibilities of regional
planning from the state and incorporate the common local land use plans (gemeinsamer Fldchennutzungsplan) into it. The
common local land use plan is an instrument of the national building code (Baugesetzbuch: BauGB) (§204 BauGB:
gemeinsamer Flidchennutzungsplan).

The regional land use plan is not a widely used planning instrument and today only two such plans are under development.
One is developed for the central Ruhr Area and one for the region Frankfurt; both did not come into force yet (December
2008).

In the central Ruhr Area (Stddteregion Ruhr 2030) there are 6 municipalities which develop such a commonly agreed
regional land use plan for their territories — they belong to 3 different administrative districts (Regierungsbezirk) which
means that at present there are 3 different regional plans. They hope to join forces for a better guided land use planning and
development in their area. The municipalities take over the regional planning duties for spatial planning and replace in the
same step the ‘normal' 6 local land use plans (Fldchennutzungsplan), which are set up for the administrative area of each
municipality. Altogether the regional land use plan will be binding for the administration of the municipalities and will
include ~680 km? and 1.8 Mio inhabitants. The plan is supposed to come into force in 2009.

For the Frankfurt region (Ballungsraum Frankfurt / Rhein-Main) the regional land use plan will be developed for all 75
municipalities within the region (~2,500 km?, more than 2 Mio. inhabitants). Here the organisation works together with the
'Regierungsprisidium Darmstadt’. This plan is supposed come into force in 2009.

Main objectives and reasons for implementation:

The aim is to develop a joint regional land use plan (Regionaler Flidchennutzungsplan) which integrates contents from state

and from municipal responsibility in one plan. Therefore it replaces the local land use plans. But there is a different in detail
of the map scales (local land use plan 1:10,000 — regional land use plan 1:50,000). Those contents which are relevant for the
regional planning level are taken over into the (upper level) regional plans.

The regional land use plans are expected to coordinate the somehow missing regional context for the land use planning on
municipal level. They will integrate some transport planning aspects as well — especially the bigger transport network plans
(road / rail).

Integration of land use and transport planning takes place but is not the main aim of this instrument. The main advantage is
a common understanding and agreement about the future development of the region. This instrument should minimise the
competition between the cities and allow a guided development for the whole region.

Spread of the policy:

This is not a very widely used instrument and currently there are two such plans which are not finally developed and not
have come into force yet.

Consistency of application of the policy:

see above
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Targeted at: How binding is the policy?

planning authorities between mandatory and voluntary (explained in additional comments)

Influenced by main policies:

Strengthening regional planning in order to reflect existing regional interdependencies and functional connections between
the municipalities.

Effectiveness:

Until now no such plan has come into force. Therefore it is not possible to give any statement on how effective regional
land use plans may be.

Information sources:

o Stiadteregion Ruhr 2030 (in German)

. Planungsverband Ballungsraum Frankfurt / Rhein-Main (in German)

Additional comments:

Binding level of policy: Once set up, the regional land use plan is binding for the municipal authorities (like the existing
“normal” local land use plans). Setting up such plan is voluntary, the municipalities decide, if they want to join forces and
set up a regional land use plan within a regional planning community or if they keep the status quo and produce single
“normal” local land use plan on their own.

Information provided by: Date:

ILS, Dortmund, Germany 03.12.2008

1 132 Successiul Trave Awarensss Camoaigns
S da 69 / 3 & Vioiity Marnacernent Strategies M ax




B8 Land Use Development Plan

Applied in: Country: Produced by:
all parts of Ireland Ireland Planning authorities, Country Councils
Type of policy: In force since: Level of application:
plan required since 2000, local level
renewed every 5 year

Content:

Land use development plans set out the policies for new development in a given area and zoning plans to show where there
will be a presumption in favour of certain types of development. Development plans must contain objectives related to the
zoning of land; the provision of infrastructure, including transport infrastructure; the protection of the environment and the
built heritage; the integration of planning with the needs and characteristics of the community; the protection of landscape
and views; and the provision of leisure and other amenities. They have to take into account national policy and guidance
when they are drawn up, which can include specific requirements with regard to transport.

Main objectives and reasons for implementation:

Development plans are a means of using the land use planning system to meet the general objective of sustainable
development, as required in the Planning and Development Acts 2000 and 2002. They are the principal means of governing
the (re-)development of land in Ireland.

Spread of the policy:

Every planning authority must have one.

Consistency of application of the policy:

Every planning authority has to have a development plan. Every development plan will not seek to integrate sustainable
transport and/or MM with land use planning; however, some do, particularly those in large urban areas where there is
regional planning guidance in place (e.g. Cork, Dublin).

Targeted at: How binding is the policy?
planning authorities voluntary

Influenced by main policies:
- see additional comments

Effectiveness:

Every two years planning authorities must produce a report to their politicians on progress on implementing the plan.
However, there is no overall analysis of these progress reports that is publicly available.

Information sources:

. South Dublin Development Plan

. South Dublin Development Plan Progress Report 2004-2006
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Additional comments:

There is provision in the law for Development Plans to have sub-area local plans within them in areas of significant
development scale or pressure. The various documents that should be taken into account when putting together a
Development Plan include:

. The National (Infrastructure) Development Plan and National Spatial Strategy,

*  Regional Planning Guidance, where this exists (main urban areas only)

. Sustainable Development, a Strategy for Ireland

. National Anti Poverty Strategy

. Guidelines on Local Agenda 21

. National Climate Change Strategy

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 17.12.2008
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B9 Cantonal Structure Plan (Kantonaler Richtplan)

Applied in: Country: Produced by:

all Swiss Cantons Switzerland Spatial Planning Department of the Cantons
Type of policy: In force since: Level of application:

plan 1979 regional level

Content:

According to the federal Law on Spatial Planning (Bundesgesetz iiber die Raumplanung), the cantons have to draw up a so-
called structure plan, which is subject to approval by the Federal Council. As pre-requisite the Cantons define first how they
envisage spatial development in their area. This in form of guidelines of the spatial development according to the federal
objectives and spatial planning principles. The guidelines include among others the desired urban and transportation
development in a time-frame of 10 years. The structure plan itself, which is composed by text and maps, is in a way the
operational instrument, which defines how and with which measures the desired spatial development will be achieved.
Normally the structure plan consists of several parts: the urban and landscape development plan and the transport plan are
always part of it. With regard of transport the structure plan has to describe (by text and with maps) among others the street
and railway network of overriding importance and the existing public transport offer within the area. Among others it has
also to define the principles of accessibility with public transport (density of network and stops, frequencies) of urban areas
in general and concrete developments in detail.

The cantonal structure plan also contains instructions on how to proceed: for example, it may be specified how communes
should proceed when designating a building zone in accordance with the requirements of federal law, where and when
adjustments of the size of building zones are necessary. The cantonal structure plan is therefore not an outline of a
“desirable final state” of the cantonal territory, but a process plan for co-ordinating and steering the next stages of spatial
development already underway. The map therefore does not constitute the main instrument of the structure plan, but serves
to clarify and define the content of the structure plan. The structure plan are constantly adjusted in line with developments
(“updated”) and revised at least every 10 years.

Main objectives and reasons for implementation:

The structure plan is the one of the planning instruments which helps to achieve the aim of spatial development stated in the
Law on Spatial Planning, which is in force since 1979.

Its primary aim is the economical use of the limited land area. The importance of this aim can be understood better if one
considers that only 30 percent of the small country area (42,000 km?) is suitable for intensive use by people.

The second aim of Swiss spatial planning is the co-ordination of all activities with spatial impact carried out by the federal,
cantonal and communal authorities. All activities have spatial impact if they change land use or settlement of the country or
are intended to maintain these. The “appropriate land use” and “ordered settlement” laid down in the Federal Constitution
requires such co-ordination.

The third aim demand that the activities of the authorities which have spatial impact be orientated towards a desired spatial
development. The spatial planning concept which this requires is laid down at federal level in the “Swiss Planning Policy
Guidelines” with the related implementation programme and at cantonal level in the corresponding “Spatial Development
Guidelines” and structure plans. An important element of planning policy expressed there is the orientation "fowards
decentralised concentration”, i.e. a network of compact settlement areas of different sizes. At federal level this is described
as an “interlinked system of towns and rural areas”.

Spread of the policy:

All 26 Cantons have structure plans, where the desired urban and transport development and the measures to achieve has to
be stated.

Consistency of application of the policy:

The need of integration and coordination of land-use and transport planning is a condition and the way how it is done has to
be showed in every structure plan. But how strong this is applied and leads for example to a development of new areas
along the existing public transport areas differs from Canton to Canton.
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Targeted at: How binding is the policy?

planning authorities mandatory

Influenced by main policies:

. Law on Spatial Planning, 1979 (in German

Effectiveness:

So far no monitoring system exists on national level which could tell, how far the stated integration between urban and
transport development within the structure plans of the cantons is effective in terms of sustainable urban development. In
general Cantons with high concentrations of inhabitants and working places (like Berne, Basel, Geneva or Zurich) apply the
integration much stronger than other Cantons. A very advanced canton is Berne, which has defined within the structure plan
so-called "concentrated development areas of cantonal importance" along the axes of regional S-Bahn - system. The
structure plan of the Canton of Zurich defines "that central areas of urban development as well as important sites for leisure
have to be provided with attractive connections into the public transport network.” With regard to the regional S-Bahn —
system the structure plan states that “the accessibility of development areas that lie further than 400m from an S-Bahn stop
must be guaranteed by additional bus and tram services”. Furthermore it is written that “public transport stops have to be
reachable in a good way by foot or by bike.”

Information sources:
o Law on Spatial Planning, 1979 (in German)

o Structure plan of the Canton Berne (in German)

o Structure plan of the Canton of Zurich (in German)

Additional comments:

none
Information provided by: Date:
synergo, Mobility — Politics — Space, Zurich, Switzerland 28.11.2008
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B10 Cooperation between spatial planning and transport planning offices within
the administration of the Canton of Aargovia

Applied in: Country: Carried out by:

Administration of Aargovia Switzerland Department for construction, transport and
environment of the Canton of Aargovia

Content:

9 offices compose the Department for construction, transport and environment of the Canton of Aargovia. Thereby the
offices for transport planning and spatial planning are included. Since 1997 the co-operation between the offices is
standardised through a model called "Verwaltungsinterne Koordination (VIK)", which means "coordination within the
administration". For every issue which tackles different offices, like for example the approval of local land use plans, the
approval of amendments of the cantonal structure plan or also the elaboration of plans and projects in transport and land use
planning of cantonal importance the VIK procedure comes to act. Taken the example of the approval of the communal land
use plans the spatial planning office has the leading role. The office checks first the land use plan under the aspect of the
requirements of spatial planning defined in the cantonal structure plan and the Law on Planning and Construction of the
Canton. Then it submits the land use plan to the transport office. The transport office checks the plan under the point of
view of the transport requirements defined also by the structure plan and the Cantonal transport plan. Sometimes other
offices have to be involved like the office for environment. All the statements and requirements for amendments are
included by the leading office in a document destined to the tackled municipality. The check made by involved offices has
to be done within one month. Then as a final step the representatives of tackled offices have a meeting. If there are existing
diversities in the comments of the single offices they have to be solved during the meeting.

To further assure that the coordination of the different requirements of land use, transport and environmental planning is
taking place, the Canton has defined since 2006 a new working position. The assigned expert has to coordinate all relevant
aspects of integration of transport and land use planning projects where the Canton has to play a role. The work profile
defines that the coordination between the two offices has to be assured in an early stage.

Main objectives and reasons for implementation:

The VIK procedure and also the new work place was installed to assure that all requirements of transport and land use
planning are considered in a early stage within the fields of work of the administration.

Breadth/depth of integration:

The installed standardised procedure of co-ordination between the land use planning and transport planning office tackles
all projects within the Department where an integration of land use and transport planning is needed.

Consistency of functional integration:

The procedure is strongly applied as described in the section "content".

Other policies from other levels of government that influenced setting up of functional integration (if any):

none

Effectiveness:

see information in the former sections

Information sources:

Personal information from employees of the Department

Additional comments:

none
Information provided by: Date:
synergo, Mobility — Politics — Space, Zurich, Switzerland 28.11.2008
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B11 Cooperation between regional transport and regional planning in Southeast
Scotland

Applied in: Country: Carried out by:

Southeast Scotland/Edinburgh region United Kingdom local authorities

Content:

The Edinburgh and Lothians Structure Plan (ELSP), the current regional plan for the Edinburgh region, was put together by
planners and transport planners working together, and a land-use transport interaction model (LUTI) was used to model the
effects of various land use scenarios on transport, and vice versa. This led to decisions about the location of new
development in order to reduce its impacts on the road network and to support the use of public transport for trips to work
and shopping, and from new housing. The new City Region (structure) plan (currently under development to replace the
ELSP) is being developed by a team located in the same office as the regional transport body, SESTRAN. The purpose of
this is to increase the transport input to the City Region plan - although the areas covered by it and by SESTRAN are
different!

Main objectives and reasons for implementation:

The structure plan procedure and the co-location of the organisations was an attempt to ensure that all requirements of
transport and land use planning at the regional level are considered together, rather than land-use decisions being made and
transport having to adapt to those.

Breadth/depth of integration:

This affected the structure (regional) plan and can be seen in the way it concentrates main employment centres in areas that
are capable of being (relatively) well-served by public transport; its effect on the new regional (City Region) plan is
unknown as the collocation of the two organisations is a new thing.

Consistency of functional integration:

unknown

Other policies from other levels of government that influenced setting up of functional integration (if any):

. SPP17, the Scottish version of PPG13

Effectiveness:

The co-working has had some influence on the shape of the Edinburgh and Lothian Structure plan - in particular, how major
development areas are identified in relation to transport infrastructure.

Information sources:

. Edinburgh and Lothians Structure Plan

Additional comments:

none
Information provided by: Date:
Edinburgh Napier University, Edinburgh, United Kingdom 29.01.2009
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Bilaga Il: Integration of Mobility Management at new developments \

The following case studies provide examples of existing policies which encourage the integration of Mobility
Management at new developments during the planning and/or building permission process.

Nr. Name Applied in Country

Cl1  Integration of Mobility Management recommendations in the Canton of Switzerland
building permission process Aargovia

C2  Lloyd District Partnership Plan Portland USA

C3  MAXIMA (free bus service to shopping centre) Vilnius Lithuania

C4  Business Park Goudse Port Gouda Netherlands

C5  Technology Park “Phonix West” Dortmund Germany

C6  Urban Development of Aspern Seestadt Vienna Austria

C7  Parking regulation of the municipality of Cham Cham Switzerland

C8  Planning Policy Guidance 13 (PPG13), S106 planning England UK
obligations and planning conditions

C9  Addenbrookes Hospital Cambridge UK

C10 Car Free Housing Hamburg Germany

Cl11 Gartenstadt Siedlung Weilenburg (Car-free housing project) Miinster Germany

C12 Access Contingent Model Ziirich Switzerland

C13  Sihlcity, multifunctional development Ziirich Switzerland

C14 Environmental Management Act Netherlands Netherlands

C15 De Telegraaf newspapers Amsterdam Netherlands

C16 Environmental Impact Assessment Procedure Switzerland Switzerland

C17 Traffic Impact Assessment Study Spain Spain

C18 Environmental Quality Standards in the Environmental Code Sweden Sweden

C19 The “City entrance” project Malmo Sweden

C20 Maximum parking standards England UK

C21 Cork City Development Plan Section 49 Policy T12 Cork City Ireland

C22 Swiss Normative on Parking Standards Switzerland Switzerland

C23 Bicycle parking standards as a part of the Municipal Spatial Plan Maribor Slovenia

C24 Parking regulation of the City of Krakow Krakow Poland

C25 Parking Regulations and Parking Pay-Off in North Rhine - North Rhine - Germany
Westphalia Westphalia

C26 Gelre Hospitals Apeldoorn, Netherlands

Zutphen

C27 Spatial Development Plan (SDP) and Local Spatial Krakow Poland
Development Plan (LSDP)

C28 Irvine Spectrum Business Park Development Trip Reduction Irvine USA

Program
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C1 Integration of Mobility Management recommendations in the building
permission process

Applied in: Country: Produced by:

Administration of the Canton of Aargovia Switzerland Department for Transport of the Canton of Aargovia
Type of policy: In force since: Level of application:

procedure 2008 Regional level

Content:

The Department for Transport of the Canton of Aargovia is involved in the building permit procedures of requests which
have to pass the evaluation also on the Cantonal level. Therefore the related body within the cantonal administration
includes the Department for Transport in order to check if a request of a building permission fulfils transport related issues
defined by the cantonal structure plan and the law of planning and construction of the canton of Aargovia.

The Department for Transport is very active in the field of Mobility Management. It forms part of the official transport
strategy of the canton. Since 2008 the Department has installed a Mobility Management platform called aargaumobil,
which is carried on the base of a mandate by two Mobility Management experts on the one hand and by persons from the
cantonal administration on the other. The duties of aargaumobil include consulting activities in the field of Mobility
Management towards municipalities and private companies. A special issue of aargaumobil is also to include as much as
possible recommendations on MM to developers which are planning to construct new buildings.

This fact has lead to the consequence that all the requests for building permission which have to be controlled by the
Department for Transport and have a request of more than 60 parking spaces, will also be checked by aargaumobil. In those
situations where it makes sense, recommendations (and sometimes) obligations to include Mobility Management are given.

Main objectives and reasons for implementation:

The reason for the implementation of this procedure was to assure from the early beginning the inclusion of Mobility
Management in the building permit process, sometimes in terms of advices and sometimes in terms of request.

Spread of the policy:

The procedure is applied only in the Department of Transport of the Canton.

Consistency of application of the policy:

Every request for building permission of a development with more than 60 parking spaces is judged also under the
perspective of site bases Mobility Management.

Targeted at: How binding is the policy?

Planning authorities (local and/or regional) and voluntary
developers (public or private)

Designated to which kind of development?

Every kind of development of which the request of building permission has to be checked by the Department for Transport
of the Canton of Aargovia.

Applied or applicable in which kind of process? Influenced by main policies:

building permission process Transport Strategy of the Canton of Aargovia, 2006 (in German)

Kind of influence in the set-up of Mobility Management at the site level:

Since the implementation of the procedure (early 2008) recommendations on Mobility Management have been included in
10 requests for building permission which had to be checked by the Department.

Information sources:

o Mobility Management Platform aargaumobil (in German)
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Additional comments:

none
Information provided by: Date:
synergo, Mobility — Politics — Space, Zurich, Switzerland 19.12.2008
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Cc2 Lloyd District Partnership Plan

Applied in: Country: Name of the developer:

city of Portland United States Association of landowners within the Lloyd District
Status of the development: Type of developer: (Expected Date) where development gets in use:
development in use private since 1994

Description of the development:

The Lloyd District is located just east of Portland's Central Business District in the heart of the city. The area comprises
275 acres and currently employs just over 21,000 employees (2005).
Approximately 650 business and 1,000 residential units are located within the
Lloyd District boundaries. Up until 1990, the construction of parking wasn't
subject to any regulation. Commercial real-estate development space was
bountiful and parking was free of charge for car users within the district. In
addition the area was not well served by public transport which led to a mode-
split of less than 10 % in favour of public transport. The forecasts on
employment growth undertaken in the mid-1990's predicted a doubling of
growth in the coming years and, consequently, a severe increase in the levels of
traffic congestion. This led to the conviction that the district's mobility patterns
should have to be more effectively managed. In 1994 the Llyod District
Partership Plan with the city of Portland, the landowners and the TriMet
(regional public transport company) was established with the following main
goals: Enhance the Lloyd District commuters’ mode-split share of public
transport users from 10 % (1994) to 42 % (2015). Reduce the Lloyd District
commuters’ mode-split share of drive-alone car users from 72% (1994) to 33%
(2005).

Source: Lloyd TMA

Type of applied process: Main public authorities involved in the process:
° e City of Portland

e TriMet (regional public transport company

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

ECO (employee commute option) Rule of the State of Oregon (since 1995): Requires that all employers in the Portland
metropolitan region with 50 or more employees to implement programs to reduce employee drive alone trips. The program
requires that each business in the region develop a trip reduction plan, receive State approval of the plan and measure and
report progress toward achievement of that plan.

Content of the negotiation and influence on establishing Mobility Management measures:

The Lloyd District Partnership Plan is a programme with several measures. Among others the key points of the plan
(committed by the 3 partners) where: Improved public transport service to the area, improved access and amenities for
biking and walking, maximum parking ratios for new office and retail development, managing and limiting the supply of
parking spaces on large surface parking lots, agreement by the private sector to support and implement employee public
transport subsidy programs, establishment of a private sector funding program through formation of a Business
Improvement District (BID), creation of the Lloyd Transport Management Association (LTMA) that acts as a forum and
catalyst to implement the plan, sharing of parking meter revenues through the LTMA to support transportation and parking
services within the Lloyd District, development of a plan for installing parking controls and parking meters in the district to
eliminate free and off-street commuter parking spaces. Infrastructure measures are financed by the State of Oregon in the
framework of the Business Energy Tax Credits (BETC) (targeted to businesses investing in sustainable mobility solutions).
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Knowledge of the end-user:

New businesses which are settling down in the Lloyd District Area can become member of the LTMA without paying any
membership fee. In 2007 the LTMA has 71 member businesses representing approximately 9'000 employees.

Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for
financing planning, implementation
and running

Public Transport employees, clients, in act TriMet, LTMA LTMA
Store visitors
PASSport (discounted : employees in Lloyd in act TriMet LTMA
annual public District

transport pass)

bicycle racks and employees in Lloyd in act BETC (State of LTMA

storage lockers District Oregon)

reserved on-street employees in Lloyd in act city of Portland LTMA

parking for carpooling | District

emergency ride-home : employees in Lloyd in act TriMet TriMet

service District

awareness rising employees in Lloyd in act LTMA LTMA

activities District

marketing activities in- and outside Lloyd | in act LTMA LTMA
District

Organisation of the Mobility Management activities at the development:

The LTMA maintains a program staff of 3 persons. There are 5 standing committees (with representatives of the companies
located in the district) at work on projects and programs. All serve under the oversight of the Board of Directors. The annual
budget for covering the costs of operation (not infrastructure investments) is around $ 250,000. The funding is received
from BID (tax rate on the value of every commercial building), parking meter revenues (51 % of the whole district amount),
commissions (3 % on the sale of transport tickets in the transportation store located in the district) and grants from the
regional government.

(Envisaged) effects:

. Transport: drive alone trips: 60 % (1997) to 42 % (2007); public transport trips: 21 % (1997) to 38 % (2007)
o 1,902 t of CO, saved (in 2006)

e 210,000 gallons of gasoline saved ( in 2006), resulting in annual savings of approx. $ 627,000

Information sources:

. Website Lloyd TMA

Additional comments:

none
Information provided by: Date:
synergo, Mobility — Politics — Space, Zurich, Switzerland 16.10.2008
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C3 MAXIMA (free bus service to shopping centre)

Applied in: Country: Name of the developer:

Cities of Vilnius Lithuania UAB MAXIMA LT

Status of the development: Type of developer: (Expected Date) where development gets in use:
development in use private since 2000

Description of the development:

MAXIMA is a shopping centre, situated in the suburbs of Vilnius. It
is still in the boundaries of Vilnius City Municipality, but the
distance from MAXIMA to the nearest resident area is around 5 km,
to city centre around 10 km. MAXIMA is one of the biggest
supermarkets in Lithuania, selling all kinds of manufactured goods,
there are some restaurants, bank offices and drugstores located in

the same building too.

. . Source: Maxima
MAXIMA can be reached only by private car using the motorway

Al Vilnius — Kaunas. That’s why the owners decided to have free bus from Vilnius to the shopping centre. Parking spaces
had to be designed according to the Building Technical Regulation (BTR), which defines that one parking space has to be
built for each 20 m? of the shopping centre hall area. There is no information if more parking spaces than required were
built. According to BTR, 90 % of parking spaces were dedicated for visitors.

Type of applied process: Main public authorities involved in the process:
e Detailed Site Development Plan e city of Vilnius
e building permission process e Urban Development Department of the city of Vilnius

e technical project

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

The developer took the decision to implement one of the Mobility Management measures in his initiative.

Requirements from the public authorities:

Building of new site was object for negotiations, but more information about agreement between developer and
municipality isn’t available. Planning conditions were prepared according to BTR valid at that time, which means that
minimum of parking spaces, connection to motorway, basic requirements for engineering infrastructure and environment
protection were set in this document. As far as it is known, there were no special requirements related to MM from the
public authorities.

Additional agreements between authorities and developer:

No information available

Influences in establishing the implementation of Mobility Management measures:

No information available
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Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for
financing planning, implementation
and running
free bus service employees and in act UAB MAXIMA LT UAB MAXIMA LT
clients
bus information in the clients in act UAB MAXIMA LT UAB MAXIMA LT

Website (time schedules,

routes)

Organisation of the Mobility Management activities at the development:

No information available

(Envisaged) effects:

Social: Owners decided to run the bus first of all for the better comfort of the employees; positive feedback from the

employees

Information sources:
¢ MAXIMA Website (in Lithuanian)
¢ MAXIMA'’s representative for press

¢ Municipal enterprise ,,Vilniaus planas*

Additional comments:

Information provided by:

Vilnius Gediminas Technical University, Lithuania

Date:
01.12.2008
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C4 Business Park Goudse Port

Applied in: Country: Name of the developer:

city of Gouda Netherlands Municipality of Gouda

Status of the development: Type of developer: (Expected Date) where development gets in use:
building permission obtained private 2008 — 2016

Description of the development:

Goudse Poort is located at the edge of the town of Gouda, close to ;—""‘Q{fr\\l

the A12 and A20 motorways and within one hour travel distance = \;/ e

from Rotterdam, Eindhoven or Arnhem. It is a long, narrow piece

of land, about 2.5-3 km away from the railway station, which is [

served by 4 intercity and two local trains per hour. The business  n K
park is currently a mixture of manufacturing/warehousing and 23 \
office functions, with 6,000 people working there. The aspiration \ SOIE e \
of the municipality is to turn it into a modern business park, with J» e J

5
¢
o
!
o

stton, (TeqTRATET
Goudse an* —

| Cefitraal |
station Gouda

only office functions, by 2015, and to double the number of staff.

pecigabieden
o

This strategy obviously depends on the existing non-office [ Brens semgesed smns pack Goias e, "

Y — - y

functions gradually moving away from Goudse Poort.

Source: www.goudsepoort.nl
The restructuring of the 160 acres area will result in ca. 120,000 m? of new office spaces; ca. 50,000 m? of retail businesses

and an increase of employees: from 6,000 workers now to 12,000 workers in the future.

Type of applied process: Main public authorities involved in the process:
¢ building permission process ¢ City of Gouda
¢ “park management” *  Province of South Holland

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

There are no particular policies at work here but a general desire to capitalise on Goudse Poort's excellent accessibility and
to increase the number of jobs on the site. The local plan for the area was changed to limit parking for new businesses to 1
space per 50 m? and to include this as a condition of building permission. The Province of South Holland is also keen to
promote sustainable transport for congestion reduction reasons.

Content of the negotiation and influence in establishing Mobility Management measures:

The majority of the developers and owners of the buildings and land at Goudse Poort negotiated an agreement about the
pattern of its future development. This included agreement on the concept of central parking (a smaller number of spaces,
centrally located rather than dedicated spaces for each building), and the inclusion of transport within “park management”,
the service fee that landowners and occupiers pay for centrally-provided services at Goudse Poort. Normally park
management covers only items such as the maintenance of common areas, but in the case of Goudse Poort, it includes
transport. Further to this, employers pay for their employees to use the Goudse Shuttle, a regular bus service that links the
business park to the main intercity station in central Gouda.

Knowledge of the end-user:

The Detailed Site Development Plan (bestemmingsplan for Goudse Poort), including commitments on parking standards,
was developed in collaboration with major landowners at Goudse Poort and secured through a negotiated agreement.
Knowledge by the municipality of the end-users' requirements is therefore high.
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Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for

financing planning, implementation
and running

Goudse Port Express employees and in act until 2007 by park management

— shuttle bus links visitors OPTIMUM?2 project; : association with province

business park to main thereafter by province | of South Holland

railway station and some employer
contribution

Mobility Card — employees in act (for Goudse | until 2007 by as above, with

various mobility Poort Express OPTIMUM2 project; : consultancy support. Plan

services available on only) until thereafter by province : to put more mobility

one card 1.1.2009 and some employer services on one card will
contribution not now go ahead.

cycle facilities to link | employees in planning Municipality Municipality

site to rest of town

public transport employees in act Province, rail operator | Park manager for

bicycle

publicity; rail operator for
bikes

Organisation of the Mobility Management activities at the development:

This is now carried out largely by the park manager's office although prior to 2007 the Province of South Holland played a
bigger role due to the subsidy and consultancy support available through the OPTIMUM?2 project.

(Envisaged) effects:

no information available

Information sources:

¢ Goudse Poort website (in Dutch)

¢ OPTIMUM?2 cookbook

Additional comments:

The Goudse Poort website states (Jan 2009) that due to the economic downturn the agreement between site

owners/developers and the municipality and province regarding the future development of Goudse Poort has been

abandoned.

Information provided by:

Edinburgh Napier University, Edinburgh, United Kingdom

Date:
01.01.2009
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C5 Technology Park “Phénix-West”

Applied in: Country: Name of the developer:

city of Dortmund Germany general: state owned development agency LEG in
cooperation with city of Dortmund, single projects:
different developers

Status of the development: Type of developer: (Expected Date) where development gets in use:

development in construction private and public some buildings are already in use, main area is
planned to be developed until 2015

Description of the development:

The site is located within the city area of Dortmund, about 5km to the south of the city centre. It is a brown field area with
150 years of steel production history, the first blast furnace came into use in 1852. The former industrial site is divided into
two re-development areas (Phoenix-West closed down in 1998; and Phoenix-East closed down in 2001). They are located in
close vicinity to the district centre of Horde. The whole area of Phoenix-West has about 110ha. Thereof, 40 ha are reserved
for commercial uses. The detailed site development plan (Bebauungsplan) identifies most of it as an area of the special use
(Sondergebiet) ‘technology park’. It will be developed as a business park. Therefore no housing is permitted (mainly due to
potential limit exceeding noise exposure). On this special . ‘
use area the land use is mainly restricted to ‘future’
technology industries, laboratories, offices and start-ups.
The area is designed for attracting branches like micro
system and nano technologies, production engineering,
software development and other IT-industries and
corresponding services. Furthermore there will be some
smaller service, shopping and leisure / cultural facilities.

Some former industrial buildings are listed (heritage-
protected) and will be redecorated.

Source: PhoenixDortmund

Type of applied process: Main public authorities involved in the process:

building permission process ¢ City of Dortmund, Department for business development

*  City of Dortmund, Department for town planning and architectural control

*  City of Dortmund, Department for Transport

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

o Local Parking Charter (in German)

. Detailed site development plan: Bebauungsplan Ho-253 (not yet published or online available; draft version locally
available)

. Bauordnung NRW (in German)

. Mobility concept & guidance for developers for Phoenix-West (Mobilitdtshandbuch Zukunftsstandort PHOENIX
West, editor: LEG Stadtentwicklung GmbH & Co.KG /Stadt Dortmund, Stadtplanungsamt; 1. edition, Dortmund,
June 2008)

Content of the negotiation and influence on establishing Mobility Management measures:

Quite restrictive parking regulations within detailed site development plan, only a low number of on-street parking is
planned. An indirect restriction of surface parking exists: due to regulations like building density or building lines only few
ground level parking spaces can be build on the parcel itself. Alternatives are underground or multi-storey parking, but
these would be expensive solutions. Offered alternatives within the city's mobility concept: the developers can (partially)
pay-off parking spaces that cannot be built (then the public authority will built public parking garages) and/or they can set
up a mobility concept for their business and implement MM measures. In this case, the need for parking will be reduced and
therefore the public authority will suspend the duty.
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Knowledge of the end-user:

The detailed site development plan and the mobility guidebook were produced without knowing the developers of the single

parcels and buildings. The developer may not even be the user of the building. In consequence, the activities are seen
sceptical by the developers yet known and the department of business development of the City of Dortmund.

Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for

financing planning, implementation
and running
new bus lines employees, planned public transport public transport company
clients, company, city of

Dortmund

suspend duty to construct : developers option for City of Dortmund City of Dortmund

parking spaces in case of developers in (consulting)

MM concept negotiation process

pre-defined measure: employees, option for developers / tenants Developers

high quality bicycle clients, developers in

parking to reduce number negotiation process

of car parking spaces

pre-defined measure: employees option for developers / tenants developers / tenants

shower & changing
facilities — save one
parking space

developers in
negotiation process

Organisation of the Mobility Management activities at the development:

Handling the building permission process lies within the responsibility of the city's department for town planning and

architectural control. Negotiations about the minimum number of requested parking spaces and the implementation of MM
will be done with administrative assistance of the transport development department, and will be organised by the existing
staff.

(Envisaged) effects: no information available

Information sources:

. Dortmund Project ( in German)

. City of Dortmund (in German)

. Draft of the detailed site development plan (internal document: Stadt Dortmund 2007: Entwurf des Bebauungsplanes
H6-253 - Phoenix-West)

. results from ILS planning simulation within MAX

Additional comments:

Ref to "Status of Development": Despite of the fact that the corresponding detailed site development plan (Bebauungsplan
Horde 253 — Phoenix-West) is about to come into force in early 2009 (depending on the extend of public approval or
disapproval of the existing plan), parts of the site are already developed (e.g. main road ‘Konrad-Adenauer-Allee’ and
MST-factory). By end of 2008, beginning of 2009 it is planned to finish all basic (road) infrastructure as well as the
decontaminating and restructuring of surfaces for those areas, which are designated for construction.

Date:
03.12.2008

Information provided by:

ILS, Dortmund, Germany
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C6 Urban development of Aspern Seestadt

Applied in: Country: Name of the developer:

City of Vienna Austria Wien 3420 Aspern Development AG

Status of the development: Type of developer: (Expected Date) where development gets in use:

Development in construction Public and private The first phase for 7000 inhabitants is to be
developed until 2015, estimated completion year:
2025

Description of the development:

Vienna is developing a new city district — Aspern Seestadt — construction of
which is planned to start in 2009, the first inhabitants will come in 2012. In
2025 the new district is to have 20.000 inhabitants and 20.000 jobs. The
distance from the city centre is over 10 km, however, it will be connected to
the city centre by underground from 2014 on.

A Masterplan of the city was made in a concourse. The Masterplan was
accepted in 2006 by the Vienna city government. It contains the aim to have
a modal share of only 30% motorised traffic. However, there are no
provisions for Mobility Management contained in the Masterplan. To close
this gap, the consultant in charge was commissioned to develop a mobility
guidebook in an interactive process with many stakeholders, including city
planners, traffic planners, chambers of commerce and of labour, politicians
and public transport companies.

Source: Aspern Development AG

The developed mobility guidebook provides detailed guidance for the

Aspern Seestadt development company on how to proceed during the

coming years to achieve the high level goal of less than 30% motorised traffic. The process of developing the mobility
guidebook through a series of workshops has resulted in broad support by all major stakeholders for very innovative
Mobility Management and general sustainable transport measures. The workshops were conducted according to the
methodology used within the MAX research project. This resulted in a joint development of for Vienna totally new
measures. The process and the measures are exemplary for planning processes in Austria and beyond.

Type of applied process: Main public authorities involved in the process:
pre-development planning e Wien 3420 Aspern Development AG

¢ Several municipalities of the city of Vienna

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

. RVS 3.931 - Stadtstrassen, Querschnitte, Querschnittsgestaltung von Innerortsstrassen (Guidelines and regulations
for road construction, Vienna, January 2001)

. Garage law, City of Vienna (in German)

. Master plan Traffic Vienna 2003 (in German)

Content of the negotiation and influence on establishing Mobility Management measures:

The process to make a mobility guidebook was carried out in a series of 5 full-day workshops, which had between 10 and
30 participants.

Knowledge of the end-user:

Detailed information on how to organise transport will be available for potential new inhabitants. At time of move-in,
inhabitants will receive a Mobility Guidebook with all information on walking, cycling and Public Transport. With money
of a “Mobility Fund”, all inhabitants will receive a PT-ticket for a period of at least one year to generate sustainable
transport behaviour from the first moment. A Mobility Centre located directly in the middle of the housing area will be the
main venue for all questions concerning Mobility for both, daily purposes and leisure needs.
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Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for
financing planning, implementation
and running

Reduction of parking developers Negotiation : Wien 3420 Aspern Wien 3420 Aspern

spaces by 50 % process Development AG Development AG

Integrated For developers, future Planned Mobility fund Wien 3420 Aspern

communication, inhabitants, future Development AG

marketing and Mobility employers, future

Management concept employees and schools

Mobility Centre future inhabitants, future Planned Mobility fund Wien 3420 Aspern
employers, future Development AG
employees and schools

Organisation of the Mobility Management activities at the development:

The Mobility Management activities are managed by the Wien 3420 Aspern Development AG. Co-operations with the
public transport provider of Vienna (Wiener Linien), CarSharing.at guarantee a customer orientated outcome of all
measures. In addition, the development AG negotiates with developers as well as with companies, developing a new
business location, to reduce the parking spaces by half. With a big part of the savings of this “not-construction”, a “Mobility
fund” will be fed with whom the first MM activities can be paid.

(Envisaged) effects:

Achieving ambitious modal split of overall generated traffic in a peripheral new city district:
. 40% Public Transport

. 30% Cycling, Walking

. 30% MIT (Motorised Individual Transport, mainly car)

Information sources:

. Wien 3420 Aspern Development AG (in German)

. Aspern Seestadt (in German)

. Masterplan of the detailed site development plan (in German)

. Mobility guidebook for Aspern (MOBILITATSLEITFADEN fiir Aspern, die Seestadt Wien, Februar 2009) (German,
available at Wien Aspern Development AG and FGM-AMOR)

Additional comments:
This sort of strategy — putting mobility issues central — could even have been implemented in an earlier stage in the project

— in that case the master plan might have looked quite different, the goals could have been even more ambitious.

The methodology and the developed measures can be applied anywhere in Europe where there is the will to bring
stakeholders and experts of varying disciplines to work together to achieve sustainable mobility.

Information provided by: Date:

FGM-AMOR, Graz, Austria 9.04.2009
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Cc7 Parking regulation of the municipality of Cham

Applied in: Country: Produced by:
municipality of Cham Switzerland Municipality of Cham
Type of policy: In force since: Level of application:
law 2007 Local level

Content:

The new parking regulation of the municipality of Cham includes an interesting article in favour of Mobility Management:

If in a business zone (according to the communal land use plan) a new development foresees the construction of 50 or more
car parking spaces a Mobility Management concept has to be delivered together with the request for building permit by the
developer. The concept has to show how the use of alternative modes to car will be promoted. It has to include binding
objectives therefore, relevant measures to achieve the objectives and a controlling instrument. The content of the concept is
subject of a contract between the council and the developer and is part of the building permit (Article 9).

The regulation also refers to car-free and car-reduced housing areas and to the application of access contingent models:

The council is allowed to reduce the normal requirement of the amount of parking spaces (defined in the parking
regulation) in case of "special circumstances". A reduction at planned car free or car reduced housing areas is possible as
long the rules to be adopted are assured by contract and inserted in the cadastral register of the municipality... At
developments used for business purposes the council is authorised in accordance with the cantonal authorities to fix a
maximum of allowed car trips instead of the number of parking (Article 10).

Main objectives and reasons for implementation:

In the last years the municipality was exposed to a increased development in terms of buildings. In order to keep negative
impact in terms of traffic development under control the parking regulation was adapted. The inclusion of a new article
referring on Mobility Management and car free / car reduced housing is an expression of political willingness to promote
sustainable transport.

Spread of the policy:

Since the new parking regulation came into force only in 2007 no request for building permission, where article 9 or 10 had
to come into force, was submitted at the municipality.

Consistency of application of the policy:

see above
Targeted at: How binding is the policy?
Developers (public or private) Mandatory

Designated to which kind of development?

. Article 9: business developments with a request of more than 50 parking spaces.

. Article 10: requests of "housing developers" where the amount of parking spaces is below the normal rate; business
developments where the application of an access contingent model makes sense

Applied or applicable in which kind of Influenced by main policies:

2
process: «  Building Law of the municipality of Cham, 2006 (in German)
. Planning and Building Law of the Canton of Zug, 1998 (in

German

. building permit process
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Kind of influence in the set-up of Mobility Management at the site level:

Both articles have a direct influence on the set-up of Mobility Management at the site level. Article 9 defines directly the
need of a Mobility Management concept with defined objectives, measures to achieve the objectives and controlling
instruments.

Article 10 is directly related to the number of parking spaces. Indirectly the construction of a car free / reduced housing area
or the application of a access contingent model at business sites leads to the implementation of Mobility Management in
order to manage the generated traffic in a sustainable way with a reduced number of parking spaces available.

Information sources:

. Einwohnergemeinde Cham, Parkplatzreglement, 2007 (in German)

Additional comments:

None
Information provided by: Date:
synergo, Mobility — Politics — Space, Zurich, Switzerland 19.12.2008
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C8 Planning Policy Guidance 13 (PPG13), S106 planning obligations and
planning conditions

Applied in: Country: Produced by:

England United Kingdom National Government (Ministry responsible for
spatial planning)

Type of policy: In force since: Level of application:
guideline 1994 (but modified since) Regional and local level
Content:

PPG13 deals with the location, mix and density of development; and with supporting transport measures for new
development. It recommends that local authorities should secure travel plans (site based MM plans) from developers
through the process of applying for building permission, and that they should use planning conditions and Section 106
planning obligations to secure financial contributions to off-site transport infrastructure and services, and to limit on-site
parking at new developments. Under planning legislation since at least the 1970s, local authorities have had the legal power
to impose conditions on the granting of planning permission and to enter into legal agreements (S106 obligations) with
developers to secure more complex contributions. For example, a condition might require a developer to plant a certain
number of trees within the development site before it becomes operational; an obligation could secure a financial
contribution from the developer to the costs of providing a new school or community centre. Thus conditions and
obligations are not necessarily transport-related and were not designed with transport in mind. However, they are used by
some local authorities to secure MM. A condition, for example, could regulate the opening hours of a car park at a new
development; an obligation could secure money to pay for a new bus service (for a number of years) or for a new junction
to access the development, or for a site MM plan (travel plan) with specified targets and financial penalties for not
achieving those. However, the legalities of using obligations in this way are not completely certain and some local
authorities are reluctant to do so, but others use the law in this way.

Main objectives and reasons for implementation:

PPG13 helps to achieve the objectives of the current law governing planning in England, the Planning and Compulsory
Purchase Act 2004. In this, local authorities have a duty to protect the environment in their planning activities. In addition,
PPG13 is designed to assist the achievement of transport policy objectives, such as reduced congestion, greater social
inclusion and a better environmental performance for transport. It is also intended to reduce pressure on greenfield land on
the edge of towns, by focusing development more on brownfield sites in existing built-up areas.

Spread of the policy:

It must be taken into account to at least some extent in developing plans and making planning decisions.

Consistency of application of the policy:

Many authorities follow the advice in PPG13 to secure site based MM plans. However, the “strength” of the MM plans that
they secure varies significantly from place to place because some will simply place a condition that a plan should be
prepared before the site opens, whilst others will use conditions and obligations to specify the plan content, monitoring,
penalties for non-achievement and to pay for necessary improvements off-site (e.g. new bus services). In less economically
successful areas, developers may not be asked to prepare any plan, or the plan that they prepare will just be a formality.

Targeted at: How binding is the policy?

Local and regional planning authorities Between mandatory and voluntary (explained in the additional comments)

Designated to which kind of development?

Policy is targeted at all types of developments but consistency/severity of application perhaps at its highest in commercial
and retail development, although location of housing also influenced by PPG13.
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Applied or applicable in which kind of process? Influenced by main policies:

Applied at building permission stage, backed up with policy in Planning and Compulsory Purchase Act 2004
local plans that larger developments should have site MM plans.

Kind of influence in the set-up of Mobility Management at the site level:

Strong influence — principal reason why MM at site level has been encouraged through the planning process since 1999 in
England and Wales (and by similar guidance in Scotland).

Information sources:

. PPG13

. Section 106 planning obligations

Additional comments:

Existence of policy recognised in law; it is a secondary law, but as it is not codified it is applicable only as guidance. This
means that its application is interpreted in relation to local circumstances, and if there is a good reason not to apply it, that is
allowable. Hence although it has legal status it can be applied in various ways, or not at all, depending on the situation.

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 04.12.2008
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C9 Addenbrookes Hospital

Applied in: Country: Name of the developer:

city of Cambridge United Kingdom Cambridge University Hospitals NHS Foundation
Trust

Status of the development: Type of developer: (Expected Date) where development gets in use:

development in use public ¢ -

Description of the development:

Addenbrookes is a 27 hectare site, 3 km south of the city
centre and on the very edge of the city, shared with the
university and medical research council. Some 7,000 staff
work there and the site generates over 18,000 vehicle trips
each day. There are now 365 on-site buildings and car parks.
The site has been growing since 1993 (when there were only
4,000 staff) and has been subject to a number of S106
agreements with the City Council (advised by the County
Council, which is the transport authority) to manage transport
impacts. The Hospital Trust's S106 obligations with the
planning authorities committed it to a cap of 3,900 parking

spaces and to reducing single occupant car commuters from ‘ J ;
50 % of staff in 2000 to 45 % in 2005, using measures to be Source: presentation by travel coordinator (see below)
worked out between the various parties involved.

The actual achievement was 38 % of staff driving alone in 2005. In 2004 a further S106 set a target for reducing
patient/visitor trips by car from 90 % to 86 % by 2006.

Type of applied process: Main public authorities involved in the process:
. building permission process ¢ City of Cambridge

. S106 agreement e Cambridgeshire City Council

. planning condition

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:
. East of England Regional Spatial Strategy

o Cambridgeshire Structure Plan

. S106 planning obligations
. PPG13

o Cambridge City Local Development Framework

Requirements from the public authorities:

Phased requirements to reduce car use to development by capping number of car parking spaces, managing car parking,
charging for car parking, and improving alternative modes especially cycling, bus and links to park and ride. Measures
have included revised bus networks, a new bus station, significant discounts on weekly bus tickets, links to the nearby park
and ride site, parking charging and management (with ringfencing of income to spend on MM measures), cycle parking and
showers and much improved off-site cycle links from the city to the site.

Additional agreements between authorities and developer:

None
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Influences in establishing the implementation of Mobility Management measures:

Lack of car parking; cost of developing new car parking; poor accessibility for staff and patients; road network was at
capacity. If car use had continued as it was in 1993, additional development could not have been accommodated without
massive investment in new roads and car parks which were politically and financially not acceptable. There was clearly a
regulatory element to the MM measures at the site — the local authority had a policy and enforced it through the planning
system — but the hospital itself also recognised that trying to run the hospital with most people getting there by car was just
not going to work.

Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for
financing planning, implementation
and running

bus station patients, employees, in act Hospital / bus Hospital / bus company
visitors company

improved bus links patients, employees, in act Hospital / bus Hospital / bus company
visitors company

bike parking and mainly employees in act Hospital Hospital

showers

bike paths mainly employees in act County council County council

parking management / | patients, employees, in act Hospital Hospital

charging visitors

park and ride patients, employees, in act County council County council
visitors

Organisation of the Mobility Management activities at the development:

Employees travel coordinator runs the Mobility Management plan at the development; part of estates department, which
also manages car parking. Significant senior management support.

(Envisaged) effects:

. share of employees driving alone to work: 74% (in 1993), 35% (in 2004)

. costs: self financing from parking charges (€ 1.10 per day in 2004)

Information sources:

. Presentation by travel coordinator

. Minutes of Cambridgeshire County Council planning committee

. WHO case study

Additional comments:

County Council investment in park and ride and cycling infrastructure off-site, and readiness of bus operator (Stagecoach,
formerly Cambridge Bus) to work with Addenbrooke's have been important in achieving results. Gradual implementation of
parking management important in gaining employee acceptance of policy.

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 01.12.2008
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Cc10 Car-free Housing

Applied in: Country: Produced by:

Germany

City of Hamburg State Government of Hamburg; Government

Agency for Building and Transport

Type of policy: In force since: Level of application:
law 2002 Regional and local level
Content:

The State Building Codes (Bauordnungen der Léinder) of the 16 German Federal States set the legal framework for the car-
free housing projects. Most important for these kind of projects are regulations regarding the minimum number of required
parking spaces, which are defined in the State Building Codes (exception: Berlin) and in the respective administrative rules
(Verwaltungsvorschriften). In most states, the municipalities can or must set up local charters for detailed parking space
regulations, which have to be fulfilled in order to get a building permission. Often, the opportunity exists to reduce the
minimum number of parking spaces in case of good PT accessibility. Some States allow a further reduction if special
requirements are met.

The State of Hamburg defines parking regulations for car and bicycle parking spaces in its building code. The
administrative rule (so called 'Globalrichtlinie') defines this issue in further detail and gives numbers of car and bicycle
parking spaces according to uses and sizes of buildings. Here, three different reasons for reducing the number of required
car parking spaces are set: a reduced PT ticket for employees of business developments; a combined entrance and PT ticket
for events (sport, culture) and a car-reduced or car-free housing project. In case of car-free housing, the development has to
fulfil certain requirements like good PT accessibility, more than 30 accommodation units, a concept for avoiding car-use
and a declaration of the residents, not to own a car. If these requirements are fulfilled, the regular amount of 1 parking space
per accommodation unit can be reduced to 0.2 parking spaces per accommodation unit.

Most state Building Codes basically allow car-free housing by not hindering them. It is important to point out, that car-free
housing projects do not exist because of these regulations (there are no real pro car-free housing policies or regulations).
Some of the actual regulations have been changed in the past years as a reaction to ‘bottom-up’ approaches for successful
car-free projects. For a car-free or car-reduced area, there is often an organisation or association which closes an urban
planning contract (Stddtebaulicher Vertrag) with the city and guarantees that a minimal number parking spaces (e.g. for
visitors) is sufficient. In most cases this organisation closes additional private contracts with either owners or tenants of the
houses containing paragraphs which regulate the (non)ownership and usage of private cars.

Main objectives and reasons for implementation:

Those laws and regulations relevant for car-free housing weren't originally set up for fostering car-free housing projects.
Car-free housing projects were not developed because of existing regulations but despite them. Today, some federal states
adapted their laws and regulations for defining rules or creating better preconditions for car-free housing.

Spread of the policy:

See consistency of application of the policy

Consistency of application of the policy:

Most regulations belong to the building law sector (all levels from federal to the municipal). Therefore the regulations in
general are applied in various ways. Car-free housing projects exist, but are not very common. Detailed negotiations
between the developers and the city are always needed for getting a building permission for car-free housing in new
developments.

Targeted at: How binding is the policy?

Planning authorities (local and/or regional Between mandatory and voluntary (explained in the additional comments)

and developers (public or private)
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Designated to which kind of development?

Theoretically designated to all housing developments that need a building permission.

Applied or applicable in which kind of process? Influenced by main policies:

. development of a Detailed Site Development Plan * Car-free housing projects are generally bottom-up
approaches

. building permission process

Kind of influence in the set-up of Mobility Management at the site level:

The influence is indirect: There is no obligation to implement Mobility Management within the car-free housing
developments. But the car-alternative modes play a central role in setting up the plans. Therefore, the location of the project,
good public transport accessibility and good quality bicycle storage facilities are considered early in the development
process and are included in specific regulations (e.g. the construction plans of the buildings). Car-sharing stations are in
most cases included in the plans as well, in order to offer many alternative transport options to the inhabitants. In many
cases, the respective association or the developer negotiate for special conditions e.g. for PT or car-sharing, thus some MM
aspects are often included in the planning process in order to successful implement such car-free projects.

Information sources:

o Case study: Car-free living in Hamburg - Saarlandstrae (in German)

o Globalrichtlinie: 'Notwendige Stellplidtze und notwendige Fahrradplitze' HH (in German)

o State Building Code: Hamburg (in German)

Additional comments:

Reference to binding of policy: Using the mentioned regulations for granting building permissions is mandatory; but there is
no requirement to develop car-free housing projects.

Information provided by: Date:

ILS, Dortmund, Germany 04.12.2008
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C11 Gartenstadt Siedlung Weissenburg (Car-free housing project)

Applied in: Country: Name of the developer:

city of Miinster Germany Wohnungsgesellschaft Miinsterland mbH (WGM)

Status of the development: Type of developer: (Expected Date) where development gets in use:

development in use private first construction stage in use since 2001;
completion of whole project in 2012

Description of the development:

The car-free project "Gartenstadt Siedlung Weilenburg" covers
an area of 3.2 ha and is located in the inner city area called
“Geistviertel”, only 2.5 km south of Miinster's city centre. Many
supply facilities are close-by and a car-sharing station is located at
the edge of the development. Within the area a training centre is
situated for people doing their civilian service for a special
organisation. The main area is for residential use, a total of 196
accommodation units for car-free households shall be built on
former military grounds. The flats are of various sizes, from 1
room apartments to 5 room flats. The first two construction stages
with 70 and 60 accommodation units were ready to get in use in
2001 and 2003. The third and last one should be finished until
2012. All accommodation units are reserved for social housing. Source: WGM

The development is connected with the city centre by a net of cycle paths; it takes approx. 10 min. Three bus lines with a
frequency of 10 min are within walking distance. With a bus it takes about 15 min to main station and 7 min to the city

centre.

Type of applied process: Main public authorities involved in the process:
. Building permission process «  City of Miinster

. Detailed Site Development Plan e Local public transport provider

. Urban planning contract (public private)

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

. law: Bauordnung NRW (in German)
. local charter: parking pay-off (in German)
o Detailed Site Development plan: Weillenburg (in German)

Requirements from the public authorities:

The municipality required 0.2 parking spaces per accommodation unit for the use for car-sharing vehicles and visitors. The
implementation of a car-sharing offer was one of the requirements for the reduced number of parking spaces. This reduction
is content of the Detailed Site Development Plan (Bebauungsplan) and the housing company “Wohnungsgesellschaft
Miinsterland mbH” WGM closed an urban planning contract with the city in order to get the building permission. Tenants
sign a private contract with the WGM, stating that they do not own and use a private car.

Additional agreements between authorities and developer:

Urban planning contract (Stddtebaulicher Vertrag) including sections on urban design, car-free living and car-sharing. The
WGM is responsible to secure the car-free project via private contracts and a car-sharing station with 8 spaces for car-
sharing vehicles.

1 132 Successiul Trave Awarensss Camoaigns
sida 97/13 & Voblity Maragerment Strategies M ax




Influences in establishing the implementation of Mobility Management measures:

The competition "living without an own car" of the German federal state of North Rhine-Westphalia (NRW) influenced this
car-free housing project. The local housing company WGM developed in cooperation with the City of Miinster the first car-
free housing project in NRW.

Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for
financing planning, implementation
and running

car sharing residents in act StadtteilAuto / WGM = StadtteilAuto
bike parking residents in act WGM WGM
public transport time residents in act - no information available

tables located at
entrances of the

buildings

Organisation of the Mobility Management activities at the development:

The status of car-free households is secured by private contracts between residents and the housing company WGM. The
households declare that they neither own nor buy a car. Those who do own a car loose the right to live in the quarter. An
arbitration board decides about exceptions from this car-freeness, which may be granted for persons with handicaps or
temporary professional reasons. The car-sharing organisation offers all tenants of the area a reduced membership fee.

(Envisaged) effects:

no information available

Information sources:

e ADD HOME Case Study: Weillenburg

. information website: wohnen plus mobilitét - case study (in German)

. residents: Autofreie Siedlung Weillenburg e.V. (in German)

. housing company: Wohnungsgesellschaft Miinsterland (in German)

Additional comments:

None
Information provided by: Date:
ILS, Dortmund, Germany 08.12.2008
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C12 Access Contingent Model (Fahrtenkontingent Modell)

Applied in: Country: Produced by:

City of Zurich Switzerland Transport Planning Department, city of Zurich
Type of policy: In force since: Level of application:

planning instrument 1999 Local level

Content:

The Access Contingent Model defines the maximum number of car trips which are allowed to be generated from a
development respectively from the different types of utilisation allowed. The calculation of the allowed car trips starts from
the number of allowed parking spaces defined in the parking regulation of the city of Zurich. Compared to the parking
regulation the Access Contingent Model does not regulate the utilisation of the parking spaces. This allows certain
flexibility in the management of the parking spaces within a pre-described limit of car trips per time period. The maximum
number of allowed car trips is calculated on the base of following factors: the maximum number of car parking spaces
according the parking regulation of the city (which includes the quality of accessibility of the area with public transport),
the specific trip potential per type of utilisation (number of trips which a specific use generates per a certain time period),
the capacity of the road network in the surroundings of the development area and the specifications concerning air and noise
emissions defined by the Environmental Law. The Access Contingent Model has to be assured with an organisation scheme
installed by the developer/landowner and includes the monitoring of the trips, the parking management and the reporting
procedure. The controlling has to be done periodically by an independent institution that reports to the Transport Planning
Department of the city of Zurich. In case that the maximum number of trips is exceeded sanctions can be applied. First,
infrastructural or organisational measures have to be implemented do these additional measures not guarantee that the
maximum number of allowed car trips can be maintained the public authority has the duty to act according the rules defined
in the parking regulation of the city. This can be to re-distribute the parking spaces to the uses of the development or to
reduce the overall number of allowed parking spaces.

Main objectives and reasons for implementation:

The main objectives and reasons for the implementation of the Access Contingent Model are:
¢ To allow development in dense urban areas, already saturated with traffic,

e To control the environmental effects of large buildings/real estate developments,

¢ To allow flexible and multi-use of parking spaces,

¢ To keep car traffic volume under control by defining the maximum number of car trips.

With the application of the Access Contingent Model a contingent of allowed car trips is already defined in the planning
phase and for the overall development. The trip contingent can be claimed stepwise as partial limit according to the progress
of realisation of the overall development. Consequently the developer has not to appeal for parking space permission every
time a part of the development is getting in use. The model allows furthermore verifying the compatibility of large and
traffic intensive developments with regard to the capacity of the existing road network on the one hand and on the
environment on the other.

Spread of the policy:

Since 1999 the Access Contingent Model is applied at new developments that fulfil certain preconditions (see below).

Consistency of application of the policy:

Once decided by the public authority that a certain development fulfils the necessary preconditions the model is strongly
applied.

Targeted at: How binding is the policy?

Developers (public or private) Between mandatory and voluntary (explained in the additional comments)
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Designated to which kind of development?

Following main preconditions for the application of the model must be fulfilled:

e Access of the development by car must be controllable (limited number of access and exit points),
*  Development area is well connected with public transport,

o Clear information about the future mix of uses of the entire development,

e More than 150 parking spaces or more than 2000 car trips per day generated from the development,
*  Uses with high demand on parking spaces at peak hours,

*  Wide mix of uses and high density of uses.

Applied or applicable in which kind of process? Influenced by main policies:
. development of a Detailed Site Development Plan o Parking regulation of the city of Zurich, 1996 (in
(recommended) German)

»  building permission process (to be defined case by case) | *  Federal Law on Environment, 1983 (in German)

Kind of influence in the set-up of Mobility Management at the site level:

The application of the Access Contingent Model has an indirect influence on the set-up of Mobility Management measures.
In order to assure that the number of allowed car trips are not exceeded a (paid) parking management scheme often is
applied. This is done either by the developer itself or by tenants or owner of buildings which have received a contingent of
allowed car trips (defined in a contract with the developer). Furthermore the tackled developments are always well
accessible with public transport. So further financial incentives like Job-Tickets and information will help to promote the
use of public transport at employees and clients. Often the developments have also an extended amount of bike parking at
disposal of employees and clients.

Information sources:

o Tiefbauamt, Umwelt- und Gesundheitsschutz der Stadt Ziirich (Editors): Fahrtenmodell - eine Planungshilfe, Ziirich
2007. (in German)

Additional comments:

It is not mandatory for the public authority to apply the Access Contingent Model at every new development. But once it is
applied due to the impact of the new development would be to negative in terms of car traffic and environmental effects, it
is mandatory for the developer. The defined requirements (number of trips, organisational scheme, sanctions) are fixed in a
contract between the public authority and the developer. The contract is a part of the building permission or the Detailed
Site Development Plan.

Information provided by: Date:

synergo, Mobility — Politics — Space, Zurich, Switzerland 16.10.2008

ida 1 132  Succsssiul Trave Awaeness Camoaigns
sida 100 /13 & Voblity Maragerment Strategies M ax




Ci13 Sihlcity, multifunctional development

Applied in: Country: Name of the developer:

city of Zurich Switzerland Karl Steiner AG, Ziirich (now Sihlcity AG:
Association of owners of Sihlcity)

Status of the development: Type of developer: (Expected Date) where development gets in use:

development in use private since 2007

Description of the development:

Sihlcity is a multifunctional development composed by several buildings in the
city of Zurich. On around 97,000 m? ground floor space different uses like retail,
services, culture, cinema, hotels, fitness, wellness and few housing are located.
Sihlcity has around 19,000 visitors per day and 2,300 working places.

The development is placed outside of the city centre nearby one important
highway ending at the city of Zurich. The development is also well connected to
the regional train system (the railway stop is located at one of the main entrances
of the area) and to the local public transport system (one bus and two tramway
stops are located nearby the area). The area has furthermore a recreational
function for the neighbourhood which is a mix of working and living area. The
overall number of parking spaces at Sihlcity is 850, which means 1 parking per
110m? ground floor space.

Source: Sihlcity AG

Type of applied process: Main public authorities involved in the process:
Building permission process e Department for building permission of the city

¢ Transport Planning Department of the city

¢ Environmental Department of the city

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

Access Contingent Model of the city of Zurich

Requirements from the public authorities:

Within the process of getting a building permission different transport solutions where fixed legally by contract: number of
parking spaces was fixed on 850 and the parking had to be taxed, 600 bike parking spaces and a home delivery service by
bike had to be installed by the landowners, and they were imposed to finance the improvement of a tramway line and a bus
line for the first two years of operation. Furthermore an Access Contingent Model was requested, allowing the generation of
maximum 8,800 car trips per day (to achieve after 5 years).

Additional agreements between authorities and developer:

See requirements from the public authorities

Influences in establishing the implementation of Mobility Management measures:

Mobility Management measures like paid parking and the installation of a bike home delivery service where imposed by the
public authority. As a consequence the association of owners of Sihlcity implemented further measures like information
services on the Web-Site about the accessibility of Sihlcity with all type of modes and no parking allowances for the
employees of the shops within the development.
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Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for

financing planning, implementation
and running

paid parking clients in act - Sihlcity AG

restricted distribution | employees in act Sihlcity AG

of parking permits

tramline extension clients, employees in act public transport public transport company
company, Sihlcity AG

bus line extension clients, employees in act public transport public transport company
company, Sihlcity AG

home delivery service : clients in act private provider private provider

by bike (subsidised by public
authority)

bike parking clients, employees in act Sihlcity AG Sihlcity AG

accessibility clients, employees in act Sihlcity AG Sihlcity AG

information on

Website

Organisation of the Mobility Management activities at the development:

The number of generated trips is regularly monitored and reported by the Sihlcity AG to an independent organisation which

controls the reported numbers and informs the public authority about the ongoing development of car trips. The most of the
indicated Mobility Management measures are organised by dedicated persons within the Sihlcity AG.

(Envisaged) effects:

e Mode-Split of clients: around 70% are visiting Sihlcity without a car

Information sources:

e Transport Planning Department of the City of Zurich: Mobilitditsmanagement - Fahrtenmodell Sihlcity, presentation at

the salon de la mobilité, Neuchatel, Switzerland, 2007 (in German)

o Website Sihlcity (in German)

Additional comments:

None

Information provided by:

synergo, Mobility — Politics — Space, Zurich, Switzerland

Date:
16.10.2008
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Ci14 Environmental Management Act (Wet Milieu Beheer)

Applied in: Country: Produced by:

Netherlands Netherlands National Government (Ministry responsible for
environmental and spatial planning)

Type of policy: In force since: Level of application:
law 1993 Regional and local level
Content:

The Environmental Management Act (“Wet Milieubeheer” or EMA) of 1993 is meant to “protect the environment”. This
broad interpretation includes:

¢ Improvement of the environment,

¢ Promoting the suitable removal of waste materials,

¢ Promoting efficient use of energy and raw materials,

¢ Reducing the harmful effects on the environment of individual and goods transport within cities.

Under the terms of this act, approximately one quarter of Dutch companies must receive an environmental permit in order
to operate. They are selected because of their larger than average environmental impacts. To receive the permit, they must
fulfil the requirements of the EMA. The act states that within the framework determined by the competent authorities, the
companies themselves are responsible for the reduction of their environmental impact. Companies can take responsibility
for the reduction of their environmental impact by, for example, measuring the impact of their operations and drawing up a
plan to reduce it (much in the same way MM plans comprise both diagnostic and action phases). Such diagnoses and action
plans may also focus on specific environmental aspects, such as: energy-saving and transport management.

Main objectives and reasons for implementation:

The law is intended to put responsibility on companies for taking reasonable steps to reduce their environmental impacts.
To expand, change location or simply to carry on operating, companies have to obtain a triennial permit from local
authorities, based on an application that demonstrates how environmental impacts will be mitigated and minimised. This
could be interpreted to include the impacts of transport to, from and at the site, although only the City of Amsterdam ever
interpreted the law in this way. MM was not specifically mentioned in the law — its definition of environmental impacts
was much broader, to permit the companies themselves some flexibility in selecting their most significant impacts.

Spread of the policy:

The environmental law is applied by municipalities and occasionally provinces right across the Netherlands.

Consistency of application of the policy:

With respect to transport, the use of the environmental law to regulate in favour of MM is very rare. The only example of
the use of the law to require MM by companies is in Amsterdam.

Targeted at: How binding is the policy?

Planning authorities (local and/ or regional) and mandatory
developers (public or private)

Designated to which kind of development?

The law did apply to larger companies in all sectors. Since 1/1/2008 it has been reduced in scope, so that only companies
with significant environmental impacts need to apply it. This definition excludes almost all service industry like banks or
shops.
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Applied or applicable in which kind of process? Influenced by main policies:

The application for the environmental permit is required for *  Netherlands Environmental Law (in Dutch)
companies to continue operating and if they are planning to
increase in size or move location — but only for those companies

o Netherlands Environmental Law 1/1/08
modification (in Dutch)

now required to apply for an environmental management permit
(see above, re the change in the law on 1/1/08).

Kind of influence in the set-up of Mobility Management at the site level:

Potentially strong influence but in practice minimal (except in Amsterdam) because most local authorities chose not to
interpret the law to cover transport to, from and at the site, as they did not want to be seen to be over-regulating, at the
possible risk of deterring investment in their area.

Information sources:

see main policies influencing the law

Additional comments:

In 2000, the Dutch government published a document called “The environmental law and Mobility Management”, which
supported the idea of using the law to cover MM for at least larger trip generating uses — those with more than 100 staff, for
example. In 2004, there was a motion in Parliament to extend the law to explicitly include reference to MM. However, this
was rejected on the grounds that the competent authorities (i.e. local authorities) should have the flexibility to interpret the
law for their areas, and also because work was already underway to simplify and reduce the regulatory load on companies
from the Environment Ministry's various regulations.

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 16.10.2008
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Ci15 De Telegraaf newspapers (production site)

Applied in: Country: Name of the developer:

city of Amsterdam Netherlands De Telegraaf Newspapers

Status of the development: Type of developer: (Expected Date) where development gets in use:
development in use private in use at this site since at least 1995

Description of the development:

De Telegraaf is one of the largest newspapers in the Netherlands. It is part of
the Telegraaf Media Group (TMG), based at a very accessible site (by both
public transport and road) on a business park around 800 m from Sloterdijk
station in the west of Amsterdam, en route to Schiphol airport; there is also
ample free parking (around 1 space per employee!). The office and plant
employs 2100 people in editing, marketing, sales, administration and
printing/dispatch. In 2001 TMG applied to the municipality for the periodic
renewal of its environmental permit — it was one of those organisations in the

Netherlands required under the 1993 Environmental Law to obtain an
environmental permit from the local municipality to continue to operate. [

Thus this was not something that was part of the planning process — it applied

to a continuing operation. That said, many new, relocating and expanding et ‘Ifelapon =
organisations were (until 1/1/08) also required to obtain such a permit. In the X 65 ha
case of TMG, Mobility Management was a condition of the granting of the g

permit. However, this requirement did not extend to the specification by the ~ Source: Gemeente Amsterdam
municipality of specific Mobility Management measures.

Type of applied process: Main public authorities involved in the process:
e application for replacement environmental permit e city of Amsterdam

e environmental permit required for operation of existing
site — not part of the planning process per se

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

o 1993 Netherlands Environmental Act (Wet Milieubeheer) as interpreted by City of Amsterdam (in Dutch)

Requirements from the public authorities:

TMG was required to carry out an assessment of its accessibility, current travel patterns, specify MM measures already in
use and planned measures, covering commuters, visitors, business travel and freight/deliveries.

Additional agreements between authorities and developer:

None

Influences in establishing the implementation of Mobility Management measures:

For TMG accessibility was not a problem so in fact the main objective for the management was to keep the costs of any
MM measures as low as possible.
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Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for
financing planning, implementation
and running
cycle plan employees under municipality municipality and TMG
consideration
car pooling employees in act ™G ™G
public transport travel | employees in act ™G ™G
info and personalised
advice
route descriptions mainly employees in act ™G ™G
business travel employees in act ™G ™G
measures to cut costs
freight transport — employees ™G ™G
Eco-Driving training
flexible working employees in act ™G ™G
pattern

Organisation of the Mobility Management activities at the development:

About five person months were invested by TMG in setting up the plan, which was then run by the company's
environmental coordinator.

(Envisaged) effects:

no information available

Information sources:

Slimreizen.nl (in Dutch)

Additional comments:

None

Information provided by:

Edinburgh Napier University, Edinburgh, United Kingdom

Date:

01.12.

2008
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C16 Environmental Impact Assessment Procedure (Umweltvertrdglichkeitspriifung)

Applied in: Country: Produced by:
Switzerland Switzerland Federal council
Type of policy: In force since: Level of application:
law 1983 All levels

Content:

The Environmental Impact Assessment (EIA) is a procedure defined by Swiss Law of Environment. It is targeted to new or
re-newed constructions which can pollute the environment in a considerable way. The type of constructions which are
subject of an EIA are defined by the Federal Council and are listed in the decree of EIA. Beyond others also parking
construction with more than 300 parking spaces are subject of an EIA. Developers which are asking for building permission
for a new development which includes more than 300 parking spaces have to deliver a EIA report to the building permit
authority. In general the report has to include information on the following main issues:

e Construction and foreseen measures to reduce the environmental impact,

e Starting situation in terms of transport,

¢ Environmental impact of the construction (building and using of the construction),
¢ Further measures foreseen by the developer to reduce the environmental impact.

The report will be checked during the building permit process by the relevant departments. For parking constructions with
more than 300 parking spaces this is normally the environmental department of the municipality and the canton. The check
is done under the aspect if the requirements of the environmental law are fulfilled. The result of the check can lead to the
consequence that the developer has to reduce the number of requested parking spaces and/or install additional measures as a
condition for obtaining the building permit.

Main objectives and reasons for implementation:

The main reasons and objectives for the implementation of the EIA were to keep the environmental impact of a new
construction under control and minimise them as much as possible.

Spread of the policy:

The EIA is a national law and has to be applied in whole Switzerland.

Consistency of application of the policy:

In terms of the thresholds on air and noise pollution the check by the involved environmental departments is applied strictly.
With regard of other issues concerning the environmental impacts (like landscape) of a construction there is a margin of
interpretation.

Targeted at: How binding is the policy?

Developers (public or private) Mandatory

Designated to which kind of development?

All developments where more than 300 parking spaces are foreseen to be constructed.

Applied or applicable in which kind of process? Influenced by main policies:

*  building permit process e Federal Law on Environment, 1983 (in German)
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Kind of influence in the set-up of Mobility Management at the site level:

The influence is normally indirect but it can also be direct. The result of the check of the EIA report can lead to a reduction
of number of parking spaces which may implicate the developer to install Mobility Management measures.

The check can also lead to the result that the developer is enforced to install directly Mobility Management measures and /
or reduce the number of parking spaces.

Information sources:

o Schweizerischer Bundesrat, Verordnung iiber die Umweltvertréiglichkeitspriifung, 1988 in German

Additional comments:

None
Information provided by: Date:
synergo, Mobility — Politics — Space, Zurich, Switzerland 19.12.2008
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C17 Traffic Impact Assessment Study (Estudio de trafico)

Applied in: Country: Produced by:
Municipalities, Autonomous Region of Madrid Spain Autonomous Region
Type of policy: In force since: Level of application:
recommendation 2001 Local level

Content:

The Traffic Impact Assessment Study has the aim to analyse and evaluate in a preliminary way the kind of transport
generated and attracted in new urban developments. The analysis is done in relation to existing infrastructure in the
surroundings and planned infrastructure in the planned area, with the purpose to identify principal traffic flows, major
conflict situations and capacity problems. Generated and attracted trips are calculated based on future uses of the areas. The
connections and accesses to the existing road network are also evaluated.

Only car and public transport is evaluated in the study, pedestrians, cyclists or other potential modes are not taken into
account. Nor is the pedestrian infrastructure network analysed.

In case of conflict situations or capacity problems of calculated traffic flow or general inadequacy of the planned
infrastructure, actions and solutions are proposed to improve the situation.

Main objectives and reasons for implementation:

In the Land Use Law in the Autonomous Region of Madrid it's specified that a Detailed Site Development Plan (Plan
Parcial) has to be elaborated for "land possible to develop" (suelo urbanizable). In order to have the Detailed Site
Development Plan approved and for the following procedures of development some specific studies have to be elaborated
and included as additional documentation as "technical commitment and guarantees of sustainability of the proposed
solutions for the area", e.g. water and sewage, tele-network. The surface cannot be developed unless all specific studies
have been approved within the plan.

Regarding the traffic assessment study it doesn't say expressively that it is obligatory to develop it, but specific studies
including the "right connection, extension and reinforcements of every infrastructure, equipment and public municipal and
supra-municipal services, that will be used by the future population (supposing they will be permanent residents), and as a
minimum the integration of networks of education, welfare, sanitary, sports, culture, spare-time, daily commerce, security
service, firemen and the connection to the infrastructure and road service... ...urban and regional public transport on road
and rail." (Art. 48 2a Number d) in the same paragraph states that a specific study of the connection and autonomy of the
public transport system has to be done, guaranteeing there will be no congestion or capacity overloading with the existing
traffic or for different future scenarios.

These two paragraphs are interpreted as the traffic assessment study.

Spread of the policy:

Part of the technical studies presented within the planning instrument Detailed Site Development Plan (DSDP) for new
developments on "land possible to develop”. Different legislation in every Autonomous Region - in the case of Madrid it is
mandatory to present it, but the extension and detail of the study depends on the responsible in the town council. In the
worst case, neither the responsible person nor the committee approving the DSDP ask for such a study.

Consistency of application of the policy:

Once decided that an area is "possible for building development" and has to develop a DSDP for building development it is
strongly applied.

Targeted at: How binding is the policy?
Planning authorities (local and/ or regional) and Between mandatory and voluntary (explained in additional
developers (public or private) comments)
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Designated to which kind of development?

It must be an area classified as "possible for building development" (suelo urbanizable) in the Municipal General Urban
Plan (Plan General de Ordenacion Urbana).

Applied or applicable in which kind of Influenced by main policies:

2
process: e Land Use Law of the Autonomous Region of Madrid, Ley del

It is part of the process of the development of a Suelo, 9/2001, de la Comunidad de Madrid (Land Use Law)

Detailed Site Development Plan. B )
¢ General Urban Plan (municipal). E.g. Plan General de Ordenacién

Urbana de Getafe 2002, Ayuntamiento de Getafe 2004.

¢ Detailed Site Development Plan (site-level). E.g. Plan Parcial del
sector PP-02 de Suelo Urbanizable Sectorizado de Los Molinos.
Moénica de Blas, Euroestudios, and Rueda y Vega asociados, 2005

Kind of influence in the set-up of Mobility Management at the site level:

The application of the Traffic Impact Assessment Study has an indirect influence of the set-up of MM. At the moment the
influence is low or none, very few studies lead to a change in the original plans. Many times the study is not being carried
out and taken into account in a serious way -just done and included. It's up to the responsible mobility department in the
Municipality to demand the study and this does not always happen. Only if there are special interests on regional/national
level, the Autonomous Region might not approve the plan if some of the specific studies are missing or poorly elaborated. If
the people responsible for mobility wishes, they can demand a very good study and take into consideration the corrections
proposed.

This means the traffic assessment study could be improved. There are no legal barrier, legally, hindering that other modes
and networks than road and rail can't be studied. So the municipality has the freedom to change the requisites, e.g. add to
the content the pedestrian and bicycle network, analysis of parking spaces and evaluate the distribution of all modes of
transport. In this way the influence of MM measures could be much more direct and stronger.

Information sources:

e see main policies influencing the law

¢ Personal communication with expert

Additional comments:

At the moment the Land Use Law is too wide and open to interpretation. The Detailed Site Development Plan has to be
approved in an Urban Commission consisting of representatives from local and regional administrations and external actors
from e.g. ecological associations, but only some of the representatives have the right of voting, and if no one acts and
demands a more specific study it will not be done.

This is an advantage if someone wants to demand higher criteria but a disadvantage if no one cares. In many of the
administrations in Spain no one cares since that means more work and a possible delay in the plans.

The Traffic Impact Assessment Study has been classified as recommendation, although it's not entirely correct. It's more of
a study and if the planners want to ignore it that is possible.

An example of a multi-modal Transport Assessment study from the UK can be found at
http://www.hw.ac.uk/sistech/rae/documents/HWUTP-HWU travel plan.pdf

Information provided by: Date:

ETT, Madrid, Spain 17.11.2008
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Cc18 Environmental Quality Standards in the Environmental Code (Miljébalken)

Applied in: Country: Produced by:

Sweden Sweden Ministry of Environment
Type of policy: In force since: Level of application:
law 1999 all levels

Content:

The Environmental Code (Miljobalken) is Sweden's environmental legislation. Adopted in 1999, it gathers all relevant
legislation in one code. The Environmental Code allows the Swedish government to introduce so called Environmental
Quality Standards, regulations on the quality of land, water, air or nature in other respects, for certain geographical areas or
for the country as a whole. Environmental quality standards are a type of legally binding policy instrument introduced to
deal with the environmental impacts of diffuse emission sources such as traffic and agriculture.

Authorities have a duty to ensure that an environmental quality standard is not violated. The local authorities'
comprehensive plans have to show how the municipality intends to enforce environmental quality standards. County
administrative boards have a duty to ensure that the standards are taken into account in planning.

In cases where there is a risk for exceeding the standards, an action programme should be established. The action
programme specifies which instruments should be used for ensuring compliance with the standard:

¢ Administrative instruments, e.g. requirements that physical planning be changed with respect to environmentally
sustainable infrastructure, traffic planning and build-out of public transport;

. Economic instruments, e.g. fees and taxes;
¢ Informative instruments, e.g. education and public information campaigns.

At present, action programmes have been established, due to exceedances of the environmental quality standards in the
County of Stockholm (NO,, PM10), the Gothenburg Region (NO,, PM10), and the municipalities of Helsingborg (NO,),
Uppsala (NO,, PM10), Umea (NO,), Norrkoping (PM10), and Malmé (NO,).

Main objectives and reasons for implementation:

The Environmental Code came into force in 1999, replacing fifteen previous environmental acts which were unified into the
Code. The purpose of the Environmental Code is to promote sustainable development which will assure a healthy and sound
environment for present and future generations.

The main reason to introduce environmental quality standards was to enable implementation of the EC directives that
prescribe this type of standard.

Spread of the policy:

Since 1999 the Environmental Code is applied in planning at all levels, nationwide. The Environmental Quality Standards
are also enforced in the entire country, forcing municipalities to perform continuous measurements in the street
environment.

Consistency of application of the policy:

The Environmental Code and the Environmental Quality Standards are part of the national Swedish legislation, i.e. strongly
applied.

Targeted at: How binding is the policy?

planning authorities (local and/or regional) and mandatory
developers (public or private)
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Designated to which kind of development?

The Environmental Quality Standards apply to all kinds of development. When measurements or calculations show that
there is a risk for exceeding the standards on a specific site, the responsible authority must use all measures imaginable to
set the figures straight.

Applied or applicable in which kind of process? Influenced by main policies:

e process of development of a Detailed Site Development | ¢  Directive 2008/S0/EC of the European Parliament and
Plan of the Council of 21 May 2008 on ambient air quality
and cleaner air for Europe

*  building permission process
*  Environmental Code (1998)

*  process of setting up comprehensive plans for
municipalities

Kind of influence in the set-up of Mobility Management at the site level:

When there is a risk of exceeding the environmental quality standards, the government demands from the county
administrative board to establish an action program showing how the local air quality can be improved. In some of these
action programs, Mobility Management (e.g. information to the public and to corporations, parking management,
congestion charging, requirement for transport plans for large enterprises) is part of the solution. As of today, several action
programs have been adopted, where emphasis has been put on municipal measures (that is, measures that are to be
implemented by the municipality) within the field of Mobility Management. As for companies, there are no examples
available, where a company has been required to set up any direct Mobility Management measures (for example, mobility
plan). In short, this is due to the fact that there is no support for such requirements in the national regulations. However, this
has been highlighted in several of the action plans, where the County Administrative Board and/or the municipality have
required an amendment in the regulations.

Information sources:

o Directive 2008/50/EC of the European Parliament and of the Council of 21 May 2008 on ambient air quality and
cleaner air for Europe

. Preparatory work for the Swedish Environmental Code legislation

Additional comments:

None
Information provided by: Date:
Trivector, Traffic AB, Lund, Sweden 17.12.2008
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C19 The “City entrance” project (and integration of Mobility Management in the
action programme of the city)

Applied in: Country: Name of the developer:

City of Malmo Sweden TK Development (in dialogue with the city of Malmd)
Status of the development: Type of developer: (Expected Date) where development gets in use:
development in construction Public March 2009

Description of the development: o
Malmé's action programme was developed due to the exceedance of the o™

environmental quality standards. It contains a specific chapter about ~—
Mobility Management (the main general measures are further described in =
the section ,,main Mobility Management measures”). In Malmo it is also of
interest to shortly look at one concrete example, "The City Entrance", a o SRS

project initialised by the municipality concerning the area fronting the main _F TosceT

H TORGHUSET
' ! 7

highway leading into the city (see picture of the block, with the new
buildings in light blue and the high way in the upper top of the picture). Here
it is suggested that a large shopping centre with app. 60 stores and an

HERMANSGATAN

underground garage with 1000 parking places should be developed. This was f

also as a way for the municipality to renew a nowadays rather shabby block v ' g
with great potential. In short the chain of events was as follows: All relevant = ¥ AR e
departments within the municipal organisation were positive, except for the B +

Environment Department. This department advised against the development Source: TK development

with reference to the already existing air quality problems in the area, which of course would be further deteriorated by a
shopping centre, which will increase traffic on some of the most frequented streets in the area by 10 %. However, this
department could not by itself hinder the decision to go ahead with the development. Also the County Administrative Board
expressed serious doubts with reference to air quality, but chose not to stop the development. However, in the action
programme for Malmo, which is now adopted, this area is highlighted. Several measures should be conducted by the
municipality, concerning the concrete traffic environment (for example, bus lanes, new solutions for traffic signals, giving
priority to public transport, one-way street directions for private cars). Furthermore, a number of soft measures within the
field of Mobility Management should be initialised by the municipality in dialogue with the stores and the developer when
the shopping centre opens up in march 2009. For example campaigns for sustainable travels to and from the shopping
centre, as well as real-time public transport signs within the centre, are mentioned. However, no requirements have been
directly put on the developer, since the national regulations give no support for such measures as of today.

Type of applied process: Main public authorities involved in the process:
e process of comprehensive planning e city of Malmo
¢ Detailed Site Development Plan e Country administrative board

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

o Environmental Code (adapted in 1999) (in Swedish)

Requirements from the public authorities:

In the city of Malmo, measurements or calculations have shown that the Environmental Quality Standards are exceeded.
The Swedish government has requested from the county administrative boards to establish an action programme the
municipality. The county boards then require that the municipality itself takes action to reduce exhausts from traffic.

Additional agreements between authorities and developer:
None

Influences in establishing the implementation of Mobility Management measures:
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Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for
financing planning, implementation
and running
campaigns for Planned city of Malmo city of Malmo
reduced car use isit |
visitors, employees
to/from the City ploy
Entrance (specific)
bus lanes, traffic Planned city of Malmo city of Malmo
signal adjustments,
one-way streets in the | visitors, employees
area of the shopping
centre (specific)
real-time public Planned city of Malmo city of Malmo

transport signs in
shopping centre

visitors, employees

(specific)

measures to increase in progress city of Malmo city of Malmo
the status of bicycling | inhabitants

reducing car traffic at in progress city of Malmo city of Malmo

four specific sites in
Malmd

visitors, employees

counteracting free
work site parking

in progress

city of Malmo,
County administrative

city of Malmo, County
administrative board

employees board
new travel policy for . in act city of Malmo city of Malmo
. city employees
employees of the city
information to people in act city of Malmo city of Malmo

moving in to the city

new inhabitants

Organisation of the Mobility Management activities at the development:

Within the municipality of Malmo, about five employees work part time with these issues. There is no specific development
that has its own organisation of staff. Projects are carried out continuously, according to the yearly budget.

(Envisaged) effects:

. Transport: less private cars in the area

. Environment: Less air pollutant levels

Information sources:

o The City of Malmé’s webpage (in Swedish)

. The webpage of the development (in Swedish)

. Action Programme for Malmo

Additional comments:

Information provided by:

Trivector, Traffic AB, Lund, Sweden

Date:
17.12.08
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C20 Maximum parking standards

Applied in: Country: Produced by:

England United Kingdom National Government (Ministry responsible for
spatial planning)

Type of policy: In force since: Level of application:

guideline 2001 England Regional and local level

Content:

As their name suggests, England's maximum parking standards (MPS) set nationally-applicable maximum amounts of
parking that are allowed to be built with new developments. The MPS are an Annex to PPG13, although they were only
introduced in the last version of PPG13 in 2001. Earlier versions of PPG13 suggested that local authorities set their own
maximum standards at local level, but many were reluctant to do so because of the fear that neighbouring authorities would
set less restrictive standards in order to attract development. The standards in PPG13 do not apply to residential
developments; these are covered by a different PPG, PPG3, and set a maximum of 1.5 spaces per dwelling across an area —
meaning that some can be built with more spaces, and some with fewer, as long as the average is 1.5 spaces. The standards
and the minimum size of developments to which they are applying are shown on the next sheet in this spreadsheet. This
means that many authorities can be — and are — in the situation of having maximum standards for large developments and
minimum standards for smaller developments.

Main objectives and reasons for implementation:

The main objective of PPG13 is to use the planning system to reduce the need to travel and to reduce the use of the car to
access developments. Maximum parking standards are seen as an important way to achieve the second objective and indeed
the limited literature on this topic bears this out (see COST342 report (2006)), for example. PPG13 seeks to reduce car use
to deal with congestion and environmental problems.

Spread of the policy:

It must be taken into account to at least some extent in making planning decisions for all large developments. All
municipalities apply the standards.

Consistency of application of the policy:

The standards are not primary legislation, although as part of planning guidance, they have legal status. They can be
ignored/adapted but if this occurs, there must be a very good rationale for so doing. If a local authority grants permission to
a building with more than the national permitted maximum standards, national government could reverse the decision. In
general, however, they are applied with reasonable consistency.

Targeted at: How binding is the policy?

Planning authorities (local and/ or regional) and mandatory
developers (public or private)

Designated to which kind of development?

Policy is targeted at all types of developments except residential ones (residential maximum standards covered by PPG3).

Applied or applicable in which kind of process? Influenced by main policies:
First part of building permission process . Planning and Compulsory Purchase Act 2004
. PPG13
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Kind of influence in the set-up of Mobility Management at the site level:

Strong influence — a key reason why MM at site level has been encouraged through the planning process. Some anecdotal
evidence suggests that maximum parking standards and no availability of free on-street parking near the site will lead to an
increase in lift-giving (and therefore vehicle km travelled), but the DfT (2002) publication Making Travel Plans Work cited
parking management as “the hallmark of high-achieving travel plans”, suggesting that MPS can have a very strong
influence on the effectiveness of MM at the site level — and because they in some sense lead to a parking problem, they also
encourage the use of MM as a solution.

Information sources:

* PPGI3

. Dft (2002) Making Travel Plans Work

. The Effect of maximum car parking standards including inward investment. Scottish Govt. (2001)
. Barker Review on Land use Planning (2007)

Additional comments:

MPS for residential parking have now been abandoned, due in part to practicality problems — in many developments,
residents have two or more cars per household, leading to parking on footways and on green areas. The recent (2007)
Barker review of the planning system (see information sources) as one of the periodic shifts of policy direction that the
British planning system seems to find necessary; without presenting any clear evidence, the review decided that MPS for
other land uses may be deterring economic development and so it seems likely that they will be relaxed in the next version
of PPG13, although this has not yet (December 2008) been published. The only actual research on the topic of MPS and
economic development, carried out before their introduction in Scotland in 2003, could find little evidence that they would
deter economic development (see information sources).

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 16.10.2008
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C21 Cork City Development Plan Section 49 Policy T12

Applied in: Country: Produced by:

Cork City Ireland City Council

Type of policy: In force since: Level of application:
planning instrument 2004 local level

Content:

Development Plans are the principal mechanism in the Irish planning system for guiding and regulating development. As a
planning authority, Cork City Council must (under the requirements of the Planning and Development Act 2000) produce a
Development Plan. Within the Plan it is able to set out any number of policies that it believes are relevant to the regulation
of development. With regard to mitigating the environmental and transport impacts of development, the Cork City
Development Plan includes a policy T12 which reads “[the Council will require] Mobility Management plans to be prepared
and implemented for all significant new and expanded developments”. The supporting text to the policy provides some
more detail, including explaining what a MM plan is, what it might contain, and how it should be implemented — including
the requirement for a MM coordinator at the largest developments covered by the policy. It also highlights the need for
targets, monitoring of these, and regular reporting to the City Council. The effectiveness of the policy is strengthened by
maximum parking standards for all new developments, with some developments permitted no additional parking.

Main objectives and reasons for implementation:

The policy was enacted to try to reduce congestion and pollution from traffic generated by new developments. Ireland has
until very recently been enjoying a period of very strong economic growth and in consequence congestion has become a
major concern.

Spread of the policy:

Not known. In common with the UK planning system, the Irish system is permissive so if there are good reasons for not
following policy T12 then a development can still be permitted.

Consistency of application of the policy:

Not known. Given current (2008) economic conditions, unlikely to be that strong. However, certain employers e.g.
university college Cork have strong and active travel plans (MM plans) related to the planning process.

Targeted at: How binding is the policy?
Developers (public or private) between mandatory and voluntary (explained in additional comments)

Designated to which kind of development?

“Significant” developments — all uses. Appears that this is defined as developments with more than 100 staff.

Applied or applicable in which kind of process? Influenced by main policies:
3 Cork Regional Planning Guidelines

Building permission process
. Irish National Spatial Strategy

Kind of influence in the set-up of Mobility Management at the site level:

Potentially strong influence but new policy so experience and knowledge of how to apply it (by Council and by developers)
still developing. In addition, recession in Ireland is likely to reduce pressure to manage development impacts.

Information sources:
. Cork City Development Plan

Within Development Plan, Chapter 5 (Transportation) contains policy on MM plans; Chapter 11 includes max parking
standards

Additional comments:

For explanation of its non-mandatory nature see explanation under “consistency of application of policy”. Draft
Development Plan 2009-2014 includes reference to MM plans although policy T12 has been removed. Maximum parking
standards strengthened in 2009-2014 plan compared to 2004 plan.

Date:
16.12.2008

Information provided by:

Edinburgh Napier University, Edinburgh, United Kingdom
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C22 Swiss Normative on Parking Standards (SN 640 281)

Applied in: Country: Produced by:

Swiss municipalities Switzerland Swiss Association of Road and Transport Experts
Type of policy: In force since: Level of application:

recommendation 2006 Regional and local level

Content:

The Swiss Normative on parking standards SN 640 281 is a concrete recommendation or guideline for defining the
appropriate number of parking spaces at new developments. It includes specific values on the number of parking for
different types of uses like housing (1 parking space per 100 m? ground floor space for residents and 0,1 for visitors) or
businesses with high client frequencies (2 parking spaces per 100 m? ground floor space for employees and 0,5 for clients).
For the application of the values the embedment of a development within existing bicycle and public transport network has
also to be considered. Therefore the normative defines 5 so-called types of localisation. Those types are defined by a matrix
where on the one hand the amount of pedestrian and bicycle traffic in the surrounding of a development (more than 50 %,
25 - 50 % and less than 25 % of the entire traffic) and on the other hand the quality of public transport accessibility in terms
of the amount of stops per hour (more than four times per hour, one to four times per hour, not served at all with public
transport) are classified. A further element of the normative is a matrix where the five types of localisation are combined
with the specific values per use. That means for example if a development is classified in a type of localisation A (that
means with share of pedestrians and bike traffic of more than 50 % and a frequency of more than 4 public transport
journeys per hour) the specific number of parking per use should be reduced to a minimum of 20 and a maximum of 40%.

Main objectives and reasons for implementation:

The Swiss Association of Road and Transport Experts is an established and accepted organisation by federal, cantonal and
local administrations. The normatives are seen as a thematic input from the part of experts without any political motivation
or background. Regarding the specific normative on parking standards the idea was that municipalities all over Switzerland
have a common base on which they can formulate their own parking standards and procedures for calculation and include
them in legally binding instruments, like parking regulations or requirements in the building permit process. The objective
behind was, that the normative serves as a kind of common reference.

Spread of the policy:

The normative is widely applied by Swiss municipalities, because it is accepted as a consolidate background information.

Consistency of application of the policy:

The consistency of the application varies. There are municipalities which take over the values of the normative in their
parking regulations completely/ directly. Others are using it as a base but the values are modified.

Targeted at: How binding is the policy?

local planning authorities Voluntary

Designated to which kind of development?

All type of developments and uses located in a municipality

Applied or applicable in which kind of process? Influenced by main policies:
. development of a new parking regulation . none
. building permission process (to be defined case by

case)
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Kind of influence in the set-up of Mobility Management at the site level:

In general the normative is an important base for the development of the local parking regulations. The parking regulation
itself is then the legally binding instrument which is used for evaluating if the number of parking spaces at a new
development granting for building permission is appropriate or not. If the regulation includes not only the specific values of
the amount of parking per use but also considers the quality of the embedment within the existing bike and public transport
network the maximum allowed number of requested parking spaces can be reduced (in case that the accessibility of the
development with alternative modes to the car is of high quality). In a lot of cities within Switzerland which have a high
quality public transport network the parking regulations are considering this fact with regard of the allowed parking rates
for new development. This has an indirect effect on the set-up of Mobility Management at the site level because the reduced
number of realisable parking spaces lead as a consequence to further measures in order to have a well-balanced mode-split.

Information sources:

o VSS, SN 640 281, Parkieren — Angebot an Parkfeldern fiir Personenwagen, Ziirich, 2006.

Additional comments:

None
Information provided by: Date:
synergo, Mobility — Politics — Space, Zurich, Switzerland 18.12.2008
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C23 Bicycle parking standards as a part of the Municipal Spatial Plan (Obcinski
podrobni prostorski nacrt)

Applied in: Country: Produced by:

City of Maribor Slovenia Planning department of the city of Maribor
Type of policy: In force since: Level of application:

Recommendation 2006 local level

Content:

The policy is prepared as part of the Municipal Detailed Spatial Plan (Obcinski podrobni prostorski nacrt). It is set as a
recommendation in the paragraph of the plan describing surfaces for bicyclists. Paragraph prescribes standards and
conditions regarding bicycle network like types of bicycle paths according to road hierarchy, dimensions of bicycle lanes
according to type, recommended pavement types or minimal distances from buildings, fences and trees. Paragraph also
describes basic standards for bicycle parking as: location of parking regarding the building entrance, design of parking
facilities, compatibility with other urban equipment and other conditions. Larger part of the paragraph is binding for all new
developments and renovations. Only the parking standards for bicycles, as only recently added component of a spatial plan,
are set as a recommendation.

Standards are prescribing the number of spaces depending on type of development (residential, office, retail, culture,
education, sport and industry). Overall number of required bike parking spaces is set as a sum of spaces for everyday users
(residents and/or employees) and occasional users (visitors). Calculations are made according to number of employees (for
workplaces), housing units, rooms or beds (for residential areas, hotels, student dormitories and hospitals), seats (sport
facilities, theatres, religious buildings) or according to gross surface area of the development (most other uses). For
example, a recommended number of parking spaces for hotels is a sum of spaces for employees (1 space per 10 employees)
and spaces for hotel guests (calculated according to hotel surface, 1 parking space per 500 m?).

Main objectives and reasons for implementation:

There is no national regulation or guidance concerning the number, location and quality of bicycle parking. Legislation
allows the municipal spatial plan to prescribe standards and norms in appropriate detail, but most municipalities do not
decide to specify the bicycle parking standards.

Developers often use leftover space for placing a minimal number of parking spaces or in worse case do not plan any. After
a building is put to use and the lack becomes obvious, bicycle stands are added where place is still available. Often
placement is inconvenient, unsafe and without cover.

Spread of the policy:

Policy has been accepted in June 2006 as a part of amendment of Municipal Detailed Spatial Plan of the Municipality of
Maribor. All new developments applying for building permit after that time should follow the plan, but bicycle parking
standards are set as recommendation only. Procedures takes relatively long time before the permit is issued so there are only
few buildings which have been finished in accordance with the amendment regulation.

Consistency of application of the policy:

Since the policy is a recommendation there is no strict demand of application

Targeted at: How binding is the policy?

Developers (public or private) Between mandatory and voluntary (explained in the additional comments)

Designated to which kind of development?

Policy is targeted at all types of developments with a special focus on public buildings and housing.
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Applied or applicable in which kind of process? Influenced by main policies:

Policy is applied in planning process and should be considered none
when applying for building permission.

Kind of influence in the set-up of Mobility Management at the site level:

Appropriate number and quality of bicycle parking are Mobility Management measures. Good quality bicycle facilities
reflect the attitude towards cycling and can help to promote the bicycle use.

Information sources:

e Municipal Spatial Plan of the City Municipality of Maribor, amendment June 2006 (in Slovenian)

Additional comments:

Policy is a recommendation. Developer should predict approximately the number of parking places, prescribed by the
policy. Exact number will not be checked before building permit is issued.

Information provided by: Date:
Urban Planning Institute of the Republic of Slovenia, Ljubljana, 20.11.2008
Slovenia
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C24 Parking regulation of the city of Krakow

Applied in: Country: Produced by:

City of Krakow Poland City Council

Type of policy: In force since: Level of application:
Planning instrument 2003 local level

Content:

Parking Policy is one of the most important planning measures. It establishes recommended and maximum numbers of
parking spaces for new/renewed development. The recommendation exists in only few Polish cities as a part of Urban
Transport Policy (e.g. Kielce, Krakow, Poznan, Warsaw), in some other cities it is included in the Spatial Development
Policy (SPD). In Krakow, for the whole city, recommended and maximal parking standards are established dependant on
land use intensity: number of flats, number of working places, usable floor area of service. As a general principle, the
parking policy is spatially differentiated, according to the accessibility level of public transport service in corridors and
degree of congestion in car traffic. Prior to the existence of these detailed guidelines, the SPD divided the city into three
areas with viewpoint of their intensity. For each of the areas the permitted and recommended factors of parking spaces were
established. However, in some cases, the number of maximal permitted parking spaces, regulated in the SPD is unsuitable -
for some areas in the city (depending on the kind of land use and development of the transport network) this number of
parking spaces could cause a serious problem with increasing volume of traffic. Then in such cases, the Local Spatial
Development Plans should establish a maximal permitted number of parking places each detail area for each activity
(housing, production, services, education) dependent on the level of public transport service, the level of street network
development (including bicycle network), and the expected level of congestion. This approach will allow to influence
solutions in favour of sustainable transport. Very similar is the situation with minimum number of parking spaces,
especially in housing areas. The Krakow SPD formulations as a contribution to the Parking Policy, state the minimum
number of parking spaces but it is only a recommendation, not an obligation. Developers in housing areas established even
lower number parking spaces than recommended. This can be very inconvenient for residents in areas, where the public
transport service is very bad or there is a lack of service.

The parking standards are mainly established in Spatial Development Policy for city. In Krakow, the parking standards are
linked to the public transport access to the area and the type of zone of the city. SDP determine spatial areas which are
defined by public transport access as a sum of the walk access and waiting time for the public transport. There are following
times of access: up to 7 minutes, 7-15 minutes and more than 15 minutes. Moreover, the number of parking spaces was
established taking into account the type of the city zones: downtown, urban and suburban zones. On that base, one can
determine the parking zone for the city (A, B, C, D). According to each parking zone policy, the planners can determine
maximum number of parking spaces for commercial and working areas. For housing and commercial areas, the number of
parking spaces is determined taking into account also the type of the city zones: downtown, urban and suburban. For the
housing and commercial areas, the SDP defines recommended and maximal number of parking spaces as well. It is
recommended to establish maximum permitted number of parking spaces for each detailed areas and for each type of
development (housing, production, services, education). Those values should depend on the level of public transport
service, the level of street network development (including bicycle network) and expected level of congestion. Proposed
approach will allow controlling solutions in favour of sustainable transport.

Main objectives and reasons for implementation:

In some cases (e.g. simulation site in Krakow - Czyzyny Dabie) the maximal permitted number of parking spaces is too
high. The kind of development requires to accept the number of parking spaces resulted from the SPD. Unfortunately,
developers/investors use the various possibilities to construct more parking spaces for shopping and multifunctional areas.
However, the traffic generated by these parking areas is too high in relation to the capacity of street network, leading to
congestion or decreasing of its effectiveness. In some cases, e.g. for housing areas, where public transport service is very
bad, the developers establish very low number of parking spaces, even under the recommended minimal amount.
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They explain that the value of the land is very high, and they must provide the required percentage of green area (according
to the SDP standard), so they predict to build additional number of parking spaces as a second step in their development, if
car ownership of residents will increase. However usually, they don’t fulfil their promises and as a result, the habitants of
such housing areas have a really serious problem to travel directly to the work, school, etc. because PT service is poor and
therefore cars are the principle means of transport, but at the same time not enough parking spaces are available. Developers
are also not required to provide or to improve public transport or cycling links to their development.

Spread of the policy:

Spatial Development Policy and especially the Parking Policy could state in more detailed way the recommended and
maximal and minimal number of parking spaces for each type of use. Based on those documents, the Local Spatial
Development Plan could establish those numbers for particular sites (zones?). Almost all the cities in Poland have the SDP,
but the parking policy is not an effective part of these documents. Perhaps there is no national standard for parking in new
developments.

Consistency of application of the policy:

Parking regulations should bring about a situation in which planners and developers will not determine and realise too many
number parking places which could generate too intensive traffic from new developments. They will also help to protect the
public transport services against competition from private car use. Nowadays, all notations in SDP and LSDP are applied in
correct way. So, it is possibly that also those new requirements will be applied correctly.

Targeted at: How binding is the policy?

developers (public or private) mandatory

Designated to which kind of development?

Those changes will have influence for all kind of development, especially for commercial, offices and housing areas.

Applied or applicable in which kind of process? Influenced by main policies:

o building permission (obligation) 3 Spatial Development Policy for Krakow (in Polish)

. preparation transport and land use documents . Local Spatial Development Plan for Czyzyny Dabie
(obligation) (in Polish)

. parking standards were approved by City Council

based on theirs experience

Kind of influence in the set-up of Mobility Management at the site level:

Defining the numbers of max. and min. number of parking spaces could create the areas with reduced number of volume
traffic and to allow to take under control the public transport development. The application of minimum and maximum
parking standards could lead to a situation in which a developer has not that much parking spaces as he wants and that he
has to set-up Mobility Management measures in order to handle the traffic generated from the specific site with other modes
than the car.

Information sources:

. Spatial Development Policy for Krakow (in Polish)

. discussions with planners/administrative units/own knowledge

Additional comments:

None
Information provided by: Date:
Cracow University of Technology, Krakow, Poland 8.01.2009
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C25 Parking Regulations and Parking Pay-off in North Rhine-Westphalia

Applied in: Country: Produced by:

Federal State of North Rhine- Germany Federal Government (BauGB); State
Westphalia (NRW) Government of NRW (BauO NW)
Type of policy: In force since: Level of application:

Law 2005 (BauGB); 2000 (BauO NW) | all levels

Content:

Generally, the legal framework for car parking is the Federal Building Code (Baugesetzbuch: BauGB). The State Building
Code North Rhine-Westphalia (Bauordnung NRW: BauO NW) fills in this framework. Legal basis for parking regulations
and parking pay-off in NRW is § 51 BauO NW.

Main contents:

. Duty to construct car parking spaces within building permission process (if car traffic is expected);
. Similar duty to construct bicycle parking spaces within building permission process (no quality standards);
. Possibility to restrict or limit the number of car parking spaces (reasons of urban design, transport or safety) by

municipal charter;

. Parking pay-off is possible in agreement with municipality (criteria: construction is impossible or unacceptable, even
on a near-by located parcels);

. Pay-off money is ear-marked for improving accessibility of development; since amendment in 2000, investment
(investiv) measures for PT or bicycle transport are possible as well.

Municipalities can set up additional local parking charters for further concretisation of parking aspects within the building
permission process or for setting up detailed site development plans.

Main objectives and reasons for implementation:

To give alternative opportunities regarding parking affairs within building permission process or when setting up detailed
site development plans.

Parking pay-off is possible if the urban design of the development and the neighbouring areas (esp. in city centres) or
reasons of transport system makes it impossible to construct all of the minimum required car parking spaces on the own
development parcel. If this is not possible, parking spaces shall be built alternatively on another parcel in close vicinity. If
this is not possible as well, the developer pays a certain amount of money to the municipal authority. This amount is defined
in a local parking charter and has to be used for car park facilities, PT, bicycle or other transport infrastructure in order to
deal with the expected car traffic/parking demand or enhance car-alternative options in order to reduce the demand for car
parking related to this development.

Spread of the policy:

This option is applied mainly in densely built up areas, like city centres or elsewhere if space is scarce or expensive.

Consistency of application of the policy:

Parking regulations in BauO NW and local parking charters have to be taken into account within the building permission
process or when setting up detailed site development plans; it is possible for the investor to negotiate with the city
administration if he/she needs to build all requested parking spaces or can/need to pay-off a certain number instead.

Targeted at: How binding is the policy?

Planning authorities (local and/or regional Between mandatory and voluntary (explained in the additional comments)
and developers (public or private)
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Designated to which kind of development?

Theoretically designated to all housing developments that need a building permission.

Applied or applicable in which kind of process? Influenced by main policies:
. development of a Detailed Site Development Plan 3 Baugesetzbuch (BauGB) (in German)
. building permission process 3 Bauordnung NRW (BauO NW) (in German)

Kind of influence in the set-up of Mobility Management at the site level:

Primarily the parking pay-off does not influence MM. The parking regulations give the framework for coping with parking
issues within the above mentioned processes. The pay-off money should be used to mitigate expected parking problems.
The municipality gets the pay-off money for taking over the duty to solve parking demand from the developers. Therefore,
normally the money will be used for additional parking spaces. But since 2000, in North Rhine-Westphalia the pay-off
money can be used either for construction of parking spaces or for improvements in PT or cycling/walking infrastructure
(but only for investment measures, the so called investive Mafinahmen § 51 (6) BauO NW), which should result in a
reduction of parking space demand.

Information sources:

see main policies influencing the law

Additional comments:

Generally, the parking regulations have to be considered within building permission process or when setting up a detailed
site development plan. The possibility to pay-off instead to build new parking spaces is part of a negotiation process and can
be an option if certain conditions are fulfilled.

Information provided by: Date:

ILS, Dortmund, Germany 04.12.2008

1 12 132  Successiul Trave Awaeness Camoaigns
S da 5 / 3 & Voullity Manacerment Strategles M ax




C26 Gelre Hospitals

Applied in: Country: Name of the developer:

Cities of Apeldoorn and Zutphen Netherlands Gelre Ziekenhuis

Status of the development: Type of developer: (Expected Date) where development gets in use:

development in use public in use 2009 though various changes planned over
next 2 years

Description of the development:

Gelre Hospitals is active in the regions of both Apeldoorn and Zutphen. At present, it consists of three hospital locations
and one external outpatient clinic (see also www.gelreziekenhuizen.nl)

. the Lukas location, edge of town (Apeldoorn) in a residential area;
o the Juliana location, centre of Apeldoorn in a residential area;

. the Het Spittaal location, edge of town (Zutphen), will be replaced by a
new building in 2010;

. the external outpatient clinic, edge of town in Lochem.

. In 2008/2009 the Juliana location will co-locate at the Lukas location.
The Lukas and Juliana location combined have the following
characteristics:

o floor area: 30,533 m2 (2004) and 62,840 m? (2007) = +106 %

. employees: 2,000 (2004) and 2,300 (2007) = +15 % (equal fulltime;
more part time),

. number of beds: 658 (2004) and 460 (2007) =-30 % (tendency to
ambulant care).

Source: Google maps

Type of applied process: Main public authorities involved in the process:
. building permission process e city of Appeldoorn
. zoning plan process ¢ province of Gelderland

e Ministry of Health

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

No specific policies but a desire to reduce transport impacts and maximise accessibility of the hospital on the part of the
Province and municipality. Zoning plan for the municipality (=local plan = Bestemmingsplan in Dutch) sets max parking
availability for re-developed hospital site.

Requirements from the public authorities:

To gain permission from the city council for the merger of the Lukas en Juliana location, the hospital was required to write
a Mobility Management plan under a negotiated agreement. The hospital committed itself to limit the available parking
space to 840 spaces (as set out in the zoning plan).

The Dutch Ministry of Health, Welfare and Sports appointed Gelre Ziekenhuizen as one of the three "forefront hospitals".
These hospitals have been invited to be pioneers in giving form and content to the innovations necessary to deal with future
challenges. For Gelre Ziekenhuizen, this means developing into a new-style hospital, which entails a limited clinical
capacity, a shift from in-house to outpatient treatment, day treatment and short-stay admissions — with impact on access and
mobility. Due to the construction plans, the Province of Gelderland asked for extra attention regarding the accessibility of
the hospitals and for parking. Furthermore, the province is keen on transferring the experiences that have been gained
within Gelre Hospitals to other hospitals in the province.

Additional agreements between authorities and developer:

1 12 132  Successiul Trave Awaeness Camoaigns
gid 6/13 & Voblity Maraoerent Strategies M ax




none

Influences in establishing the implementation of Mobility Management measures:

Concerns about car parking (overspill) and also the transport impacts of process changes were of interest.

Main Mobility Management measures

Measure Target public Status Responsibility for Responsibility for
financing planning, implementation
and running

cycle plan (showers, employees in act Hospitals Hospitals
parking, repairs)

Business process re- employees in act Hospitals Hospitals
engineering (BPR)
meaning that patients
make fewer trips for
same treatment

Shuttle bus to link all users, especially in act first financed through ;| Hospitals
sites but privately employees OPTIMUM2 project,

contracted — not with then Hospitals

public transport

operator

Marketing and all users, especially in act Hospitals Hospitals
communication employees

Mobility service point | all users, especially in act Hospitals Hospitals

employees

Organisation of the Mobility Management activities at the development:

There is a Mobility Management coordinator for the hospitals who reports to the board.

(Envisaged) effects:

. Transport (employees, outpatients and visitors): Reduction in car use to fit in with limited number of parking spaces
available (840) which was around 360 spaces less than current peak demand in 2005. This was to be achieved by
increased promotion of cycling, shuttle bus and business process reengineering (BPR).

. Social and costs: BPR realised significant benefits for patients by reducing number of times they had to visit the
hospital for a given treatment. This also saved the hospital costs and had transport benefits.

Information sources:

3 OPTIMUM?2 cookbook on Gelre Hospitals

o Report on mobility at Gelre Hospitals (tussentijdsrapportage) (in Dutch)

o Report on marketing mobility at Gelre Hospitals (in Dutch)

Additional comments:

Considerably more information on this useful case study is available by looking at the first information source.

Information provided by: Date:

Edinburgh Napier University, Edinburgh, United Kingdom 01.01.2009
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Cc27 Spatial Development Plan (SDP) and Local Spatial Development Plan (LSDP)

Applied in: Country: Produced by:

City of Krakow Poland City Council

Type of policy: In force since: Level of application:
Planning instrument 2003 Local level

Content:

In Poland, there are no planning policies or laws which could require developers to implement Mobility Management
measures. However, there are some planning documents, where those requirements could be included. One such document
is the Spatial Development Policy (SDP?) within which the Local Spatial Development Plan is a subsidiary document. The
document is prepared for cities (also for the State) and usually approved by the City Council. The SDP is put into effect as a
form of public policy, encompassing various disciplines, which seek to order and regulate the use of land in an efficient and
ethical way. The document defines the issues of land development (the area zoned for different buildings and land uses, for
example), the corridors for main transport routes, protected areas, etc. This document is passed by the district/city town
council, but it isn’t a legal document itself, but rather the basis for a legal document, the Local Spatial Development Plan.
The SDP is prepared based on the Spatial Development Act (- SDA (for the State)). However, in the SDA, there are no
requirements for the SDP to include any references to sustainable transport and Mobility Management in SPD. So, although
Polish cities and regions prepare an SDP, it is not certain that their principles and recommendations reflect a sustainable
transport approach. Generally, Spatial Development Policies approved for many Polish cities only poorly take into account
the development of bicycle and public transport facilities. However, based on the existing document it seams possible for
city authorities to use the SDP to implement some Mobility Management measures both in terms of public investment and
with regard to the activities of developers. So, if the SDP required more sustainable transport and Mobility Management
measures from stakeholders (especially developers), then the LSDP (as a policy document) could require the same measures
but in a more concrete and detailed way.

Main objectives and reasons for implementation:

. To enable implementation of sustainable transport measures/solutions in the framework of the existing legal
regulations,

. To ensure that the documents reflect a consistent approach to sustainable transport,

. To promote sustainable transport on the country, regional and local level, even by the "soft requirement formulations"

only and subconscious increasing awareness among planners and decision makers.

In general, plans should consider the following aspects: necessities to include the bicycle network in all cities, proper
solutions for public transport network (with detailed description depending on the ranges of the plan, providing information
for the passengers and applying of Mobility Management measures).
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Spread of the policy:

SDP and LSDP can include additional notation concerning sustainable transport and a new approach to the public transport
and bicycle network. It seems that it is possible to include some statements in these documents, but it would require changes
in the structure of the documents and the willingness of planers and decision makers to follow the new requirements For
example, when developers request a building permission decision, they must show how they will provide access to the
development by car from the public road. Road and Transport Authorities could in this context require the preparation of a
travel plan (including the bicycle and public transport network) for the development area if the predicted generated traffic is
likely to exceed a certain threshold. This demand would be based on the Environmental Act, Public Road Act, etc. Any
changes in the structure and scope and of transport, environmental and land use documents should introduce formulations to
include sustainable transport in new development areas.

For these changes to take place it will be necessary for planners, administrative units and decision makers to prepare and to
approve Local Spatial Development Plans with public transport network, bicycle network, traffic restrictions in city centres
or parking restrictions.

Consistency of application of the policy:

New requirements, which could be included in the SDP and LSDP, could ensure that stakeholders (especially the investors,
developers) implement Mobility Management measures in their investments. Nowadays, all notations in SDP and LSDP are
applied in correct way. So, it is possibly that also those new requirements will be applied correctly.

Targeted at: How binding is the policy?
Planning authorities (local and/ or regional) and Between mandatory and voluntary (explained in additional
developers (public or private) comments)

Designated to which kind of development?

Those changes will have influence for all kind of development, especially for commercial, offices and housing areas.

Applied or applicable in which kind of process? Influenced by main policies:

. process of building permission demands (to be defined | Spatial Development Policy for Krakow (in Polish)
case by case)

. Spatial Development Act for Poland (in Polish)

. process of preparation of transport, environmental and

. Local Spatial Devel t Plan for Czyz Dabi
land use documents (recommendation/obligation) oca’ opalial Uevelopient T1an for LzyZylly Ladie

(in Polish)

Kind of influence in the set-up of Mobility Management at the site level:

Proposed solutions with interpretation of existing notations in documents and changes in structure and content of the
transport, environmental and land use document will have a significant impact of Mobility Management implementation.

Information sources:

. Spatial Development Policy for Krakow (in Polish)

. Spatial Development Act for Poland (in Polish)

. discussions with planners/administrative units/own knowledge

Additional comments:

All of these proposals are in accordance with results gathered from the discussions within and after the planning simulation
workshop. The ideas were also proposed by the University - MAX team, especially based on the work experiences in the
Urban Planning Office in Municipality of Krakow for doctoral study of the Mrs Aleksandra Faron. Some of the mentioned
recommendations are in accordance with the law, and their application will depend on awareness and understanding of the
sustainable transport approach among administrative units (planners, decision makers) and developers.

Information provided by: Date:

Cracow University of Technology, Krakow, Poland 8.01.2009
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C28 Irvine Spectrum Business Park Development Trip Reduction Program

Applied in: Country: Name of the developer:

City of Irvine, CA United States The Irvine Company

Status of the development: Type of developer: (Expected Date) where development gets in use:
50% Developed - in use Private Since 1986-ongoing

Description of the development:

Located in the City of Irvine, and the southern part of the greater Los Angeles metropolitan area, the Irvine Spectrum
development is a 5,000 acre Business Park and high density development which is now home to over 3,600 companies
employing in excess of 65,000 people. At the time of development, the Irvine Spectrum comprised one of the largest
undeveloped parcels in Southern California metropolitan area. In 1986 the Irvine Company gained final development
approval by the City of Irvine following an extensive consultative process. Transportation management goals and use
provisions were assigned to the development permit. These permit provisions established goals and requirements for land
use design that considered and planned for alternative transportation modes. The mobility strategies set by the City of Irvine
included a hierarchy of streets and thoroughfares, commuter rail and public transit service utilizing the Irvine Transportation
Center as a hub and an extensive variety of high occupancy vehicle, bicycle and walking amenities. Additionally, the
development was permitted with trip generation targets and assigned permitted future growth planning goals. A
Transportation Management Authority (TMA), Spectrumotion, was chartered to provide ongoing management of the
transportation plan for the development and its tenants.

Type of applied process: Main public authorities involved in the process:

. Permit- Use restrictions e City of Irvine

. Consultative- ongoing public and private negotiations | e Orange County Transportation Authority

* Advisory Board — 13 members elected e Spectrumotion TMA (public/private partnership)

Relevant policies behind in order to encourage/enforce the developer to considerate Mobility Management:

The City of Irvine provided the regulatory framework for managing the development through permit and planning
restrictions. The Spectrumotion Transportation Management Association (TMA) is charged with implementing the
planning requirements through transportation goal attainment, alternative mode promotion and program development, and
follow-up survey and evaluations. The Irvine Company is responsible for permit compliance and raises funding through
tenant assessments (annual fees paid to the developer). Tenant employees then receive TMA support, including subsidies,
for alternative modes of transportation. The TMA promotes alternative transportation modes and monitors ongoing
compliance with city permit goals through ongoing trip surveys. Data collection is done through observed driveway counts
in and out of the 4 Spectrums and is prepared in an annual report. The TMA compares the observed data and determines
whether or not permitted trip generation caps (set by the City of Irvine) have been exceeded. The annual report is the
primary information source to determine transportation goal compliance and is submitted to an advisory board consisting of
13 members, one being the City of Irvine. This annual process yields additional potential consultation and direction to the
TMA and the Irvine Company development group for any additional compliance direction or potential further program
development.

Content of the negotiation and influence on establishing Mobility Management measures:

In 1985, the City of Irvine and The Irvine Company formed a partnership and devised an overall transportation management
strategy and monitoring system in the Irvine Spectrum. Planning requirements and goals were established in meeting the
City of Irvine vision for successful development mitigation. Several demands were placed upon the developer including the
establishment of a multi-modal transportation system including rail, bus, car- and vanpooling, and preferential parking
within the development. The ultimate agreement by the developer and city was codified in the permit and development
plan. This plan details acceptable levels (goals) for traffic generation and called for the formation of a Transportation
Management Association (TMA) to monitor and measure traffic levels and provide traffic mitigation programs and
services. To insure the success of this concept, deed restrictions known as Covenants, Conditions and Restrictions
(CC&R's) were created which require the Irvine Company and Irvine Spectrum property owners to support the operation of
the TMA financially through semi-annual assessments. This is how Spectrumotion can offer all its services to commuters
free of charge.
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Knowledge of the end-user:

In 1986, Spectrumotion was organized to implement the vision established by the City and developer. Spectrumotion is a

private, non-profit, public benefit corporation and began meeting the transportation needs of the Irvine Spectrum

immediately upon its founding. A database exceeding 8,000 individual commuters is maintained and comprises the core

network for program participants. Of these participants, 34% partake in ridesharing activities versus a regional norm of

18% (projected regional surveyed rate). New businesses located in the Irvine Spectrum can become members of

Spectrumotion without paying any membership fee. Spectrumotion currently offers a free monthly bus pass, a free 10-trip

Metrolink (rail and bus) ticket, or vanpool for a month for commuters who currently drive alone and are willing to try one

of these alternatives. Follow-up surveys show that 80 percent of those who try ridesharing continue participating after their

free trial period.

Main Mobility Management measures

Measure Target Status Responsibility for Responsibility for
financing planning, implementation
and running
Free one-month Employees in the in act Businesses located in | Spectrumotion
ridesharing trial via Irvine Spectrum the Irvine Spectrum
bus, train, or vanpool
Well lit bicycle and Employees in the in act Irvine Co. and land Spectrumotion
pedestrian lanes and Irvine Spectrum owners located in the
paths Irvine Spectrum
Reserved preferential | Employees in the in act Businesses located in | Businesses located in the
parking for carpooling | Irvine Spectrum the Irvine Spectrum Irvine Spectrum
Emergency ride-home | Employees in the in act Owners of the land Spectrumotion
services for members = Irvine Spectrum located in the Irvine
Spectrum
HOV lanes on Employees in the in act Federal and state State of California
adjacent highways Irvine Spectrum transportation funds Department of
Transportation
Promotions/ Employees in the in act Owners of the land Spectrumotion
incentives Irvine Spectrum located in the Irvine

Spectrum

Organisation of the Mobility Management activities at the development:

The Spectrumotion TMA maintains a staff of 5 full time employees as well as 6-10 part-time trip data specialists at a budget
exceeding US$600,000. The primary role of the TMA is to promote alternative modes of transportation, disperse subsidies
and collect ongoing survey data. Program evaluation data is gathered and analyzed, then reported to an advisory board

consisting of 13 members, one being the City of Irvine and to its members. This ongoing process yields additional

potential, consultation, and direction to the TMA.
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Envisaged effects:

There are 5 sectors within the development called Spectrums. Spectrum 1, 3, 4 and 5 are covered by the permit.
Spectrum 2 was developed before the requirements were imposed. Each sector represents a phase of development
and the trip reduction requirements are different for each, both in terms of targets, but also performance measures.
Some use average vehicle ridership, others use a trip limit per usable square footage.

Key findings conclude that mode shift is occurring as planned and goals established in the growth and planning
projections are being met. The permit caps have never been exceeded and are well within established limits.

It is possible, however, that the trip generation goals were too loose and the caps were established too high. It is
unclear if the Irvine permit caps provide a meaningful measure of success for comparison purposes.

Spectrum number 3 and 4 exceeded all goal levels. In Spectrum 3, 34.4% fewer than expected trips were generated
and 48.3% fewer in Spectrum 4.

In 2006, only two individual sites which exceeded their expected trips in Spectrum 3; a “warehouse” retailer, which
generated 245.8% of its expected trips and a technology center, which generated 135.7% of its expected trips. Both of
these sites are have retail uses and have consistently exceeded their expected trips.

In Spectrum 4, only FedEx exceeded its expected trips, as a large percentage of the trips generated at this site are
delivery trucks

Information sources:

Irvine Spectrum Transportation Management Association (www.72share.com)

Additional comments:

The Spectrum development has reached approximately 50% of development density within the 5,000 acre area. The

development has incorporated high density development phases including large apartment complexes and mixed use retail

development most recently. Ongoing coordination with the City of Irvine and Southern California Association of

Governments (regional planning agency) is occurring for trip modelling and infrastructure demand planning.

Information provided by: Date:
Eric Schreffler, ESTC 16.8.09
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