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Abstract

This paper addresses the problem of urban transport management in Sofia — the capital city
of Bulgaria. It highlights the tensions and contradictions in the current policy and practice
and suggests that the adoption of mobility management in policy making would elevate
municipal capacity to deal with complex transport-environment conflicts and set the
framework for a sustainable development of the transport system. To support the claim, the
successful mobility management practice of the city of Lund (Sweden) is studied.

The paper examines EU policies and initiatives on advancing the notion and employment
of mobility management on a general level, and analyses how Lund and Sofia develop the
idea and practice of sustainable transport on alocal such. By focusing both on the socio-
ingtitutional dimension of the policy making and the sustainability assessment of the
management plans, the analyses explicate the different ways in which the urban transport
problems are framed and ingtitutional relationships are (re)constituted, the differing
approaches to the institutionalisation of the problems, and the different socio-technical
logics of transport management embodied in the plans. From the analyses the lessons of
success from Lund and the limiting factors for Sofia s sustainable transport devel opment
are outlined.

A key finding is that there is a pressng need for an intervention in the urban transport
management in Sofia oriented towards a state of transport demand management. In relation
to this, major improvements and reforms are needed in the organisation and functioning of
the socio-institutional components in the policy field, as well as a design of a specialised
sustainable urban transport plan.

The conclusion drawn is that mobility management can assist the transformation from the

asphalt regime to sustainability by providing solutions for the organisation and
management of the planning process and strategies to be adopted and implemented through a
sustainable urban transport plan for Sofia.
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Executive Summary

Introduction

Transportation issues are criticaly embedded in everyday life. In many European nations in
recent times, land-use trends dongside the opportunities offered by past road construction
efforts and the mass avallability of private cars have led to the bresking of traditional
relaionships between home, work, leisure and the environment. The consequent changing
geographies and sociologies of mobility are two-fold: first, ingessng devand fa trawdling
thraughaut Eurgoe particularly by car; second, the knock-on anssuees o inceasngtravd darend an
cities, laal eviranmants sodd newarks and exdaga conditions. As overal trafficvdumesin urben aress
aand theEU are expatad to axtinue goning it is a mgor chadlenge for future urban transport
systems to meet the demand for accessibility for people, while minimising the impact on the
environment. The stuation is particularly worrying in the New Member Sates (NMS) where
public transport, which enjoyed a high share a the beginning of the 1990s compared to
EU-15, isnow in progressive downfall, while the share of road (under 50% at the beginning of
the 1990s) caught up with Western European levels in 2003. Moreover, nowadays the moda
split in urban transport across the EU does not show much difference and it is projected that
in time road transport volumes in the NMSwill increase up to levels close to those in EU-15.
These worrying statistics point to the need of targeted actions towards offsetting the current
trendsin road and car transport in the NM S and their urban regions.

Current knowledge used in solving the urban transport problem

In recent years mobility management (MM) has gained importance in European metropolitan
areas as a way of addressing the complex urban transport problems and improving the
effectiveness of traffic syssems management measures. It is a demand oriented gpproach to
passenger and freight transport and involves new partnerships and set of tools to support and
encourage changes in atitude and behaviour in favour of both more sustainable modes of
trangport and dternatives to travel. A centrd idea in the development of the MM practice is
the integrated agoproach to transport planning and policy making with emphases on
accessibility dongsde mobility and on the potentid of soft measures to enhance the
effectiveness of hard measures. There are many possble MM drategies with a variety of
impacts. Some improve transportation diversity. Others provide incentives for users to change
the frequency, mode, destinations, route or timing of their travel. Some reduce the need for
physicd travel through mobility substitutes or more efficient land use. Some involve policy
reforms to correct current distortions in trangportation planning practices. Numerous
examples of successful use of MM in urban trangport management from cities mostly from
the EU-15 dready exist (eg. London, Berlin, Vienna, Sockholm, etc.). Lund in particular is
among the forerunners in employing the tools of MM which has dready given
many positive results. These efforts on the locd level have dso been backed up by the EC
through many initiatives to optimise the urban transport syssems and creste cooperaions
between cities (e.g. CIVITAS ELTIS SMILE), and by an ongoing policy work on a Green
Paper on Urban Transport, expected to result in a corresponding EU Directive.

Objectives and scope of the assigned research

Smilar to the devdopments esewhere in the region, Bulgarias cepitd — Sofia — is
experiencing severe traffic and urban transport management conflicts that negatively affect the
qudity of the environment and the well-being of al citizens. Departing from this problem
gae, this thess ams a providing guiddines to the decison and policy-makers in Sofia on
how and why MM practices can be utilised and help solve some of the urban transport related
conflicts in the city. In support, MM in the city of Lund is studied and analysed, specificdly
concentrating on the success factors of policy devdopment and implementation and the
possibility of experience transfer to Sofia. The major questions guiding the research thus are:
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What |essons can Sofia learn from the MM development in Lund?

Whet inproamants arenesdad in theaurrent pdigy and pradice o thet the ndaility menagement anagat
isintegrated in the decision and policy making in Sofia?

Findings

Thereislittle doubt that the primary barriersto sustainable urban transport development are institutional.
Certanly, there are technicd and operaiond bariers to the creation of infrastructure,
organisation of the treffic, etc.,, but most of these are wel understood over short and
intermediate time span and involve fairly routine actions for execution once ingitutiond
impediments are overcome. Regarding policy implementation, theearessgd faesthat preat a
mesarefran banginperated in its most ided form. These can either reduce the expected effect
of the measure or offset its overdl implementation. The city of Lund has demonstrated
remarkable proficiency in overcoming these barriers. Its experience in urban transport
planning, policy making and implementation is a vauable resource, which can guide decison
makers elsawhere towards development of a sustainable transport system. Lund’s lesns o
success in deding locdly with the environment-transport problems are: the drag dsurswve
heggroy an enviramatd issues concerning  transport; the consensus-huildng  coqerative and
anmmunictive pdigrstyle; the new and tallaed inditutional/ adminidrative and partiapetay aganistian
that involved interest parties early in the process; and the strong economic performance.

On the other hand, policy anayss in Sofia shows that consderable barriers exist (socio-
ingitutiond, financid, planning, functiond, operationd) to sustainable urban transport in the
Bulgarian capitd. Although positive development trends have dready been lad down, they
need to be further strengthened and supported by concrete measures within observable
timelines.

Conclusions

It can be concluded that there is a pressing need for an intervention in the urban transport
management, with focus on demand-oriented strategies, changing user behaviour and in
favour of both more sustainable modes of transport and dternatives to travel. Mobility
management comes useful in such strategic moments with a proven, empiricaly tested policy
approach to achieving sustainable development of the urban transport. The findings reveal the
necessity of devising an gpproach to urban transport planning in Sofia that takes into account
the existing shortcomings and ams to overcome the barriers from the outset. To ensure
sugtainability in urban transport development then requires the consideration of both the
srategies and the measures to be implemented and the organisation and style of the planning
and policy-making processes to be instigated. Clearly, such requirements affect established
ingtitutiona practices and regulations, which need to be improved or reformed in view of the
new approach to urban transport management.

Recommendations
While it has become evident that developing a transport policy and plan should be a top
priority for Sofia municipdity, it is on the basis of the findings and conclusions that two sets
of recommendations have been proposed to policy-makers. Oneis related to improvementsin
the organisation and management of the planning process, the other gives generd suggestions
about the provisions of aMM plan.

1. Recommendationsfor the organisation and management of the planning process

e Begin with a sy d the arret dae d the uben trangoat Stuation so that a clear
understanding of the basdine conditions and the existing problems backed by technica
information is established among policy-makers and the public.
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Initiate a pudicdaaguefor discussing the findings of the survey and agreeing on shat tem
ancdedyeatives and logtem draejcgds Priaitistion d trangoat managemant projects should
be based on actud public consensus and red needs and should be justified through an
economic analysis of the costs and benefits of improved accessibility vs. increased capacity
for mobility.

Establish aformal or informal set-up for civil society participation guaranteeing the access of awide
group of stake holders to the planning and policy-making process a dl stages. Conduct a
working style of cpeation and anssass huildng which will contribute to the easier
implementation of the policy outcomes. Develop a sgan fa infaning the pudlic on the
progress of the process and for getting a feedback from the parties concerned.

Establish new ingtitutional bodies with flexible and open working style which would coordinate the
process. The involvement of an external expert advisor (a consultant) is of great support both
in terms of professona knowledge and skills input, and information dissemination, and
education of the public and the municipal administration about the issues at stake.

Expand the expeiene of the involved planning and decison-making authorities with
sugtainable urban transport management through partigpatian in inteneticnd newarks co-
operative projects and skills exchanges.

Cammit to an adive inditutiond leederdhip, which is of utmost importance for the success of
the trangport-environment planning initiatives (as illustrated in the case of Lund). This
requires continuous work in partneship with the busness amrunity, research ingtitutes and
non-governmental organisations.

Secure longtem fineanang for sustainable urban trangport development. Public-private
partnerships can offer a solution for some investment projects. L and vdue gptureis another
financing tool that can be used on the local level.

2. Recommendationsfor the contents of the urban transport management plan

Integation d land use pamning and trangoat planing is of centrd importance for the
completeness and long-term sustainability of the mobility management plan; it avoids
contradictions between policies in inter-related fields.

Prioritise puldic trangoat and dtenetive trad nodes to car-centred projects. Public transport
share in Sofiais quite high (63%) and the opportunity for maintaining this ratio through
increasing service diversty, qudity and rdiability should be fully employed through public
transport oriented strategies in the transport plan.

Sat with mesares in the aty, which will have demondtrative effect and will win public
support if designed to ddiver the desired effects. However the mobility plan should dso
provide for abalanced spatial development in dl districts of the city so that the measures
teken in the inner city pat will be &afirm by consstence and spatid continuation
(integration principle).

Choose dratgjes thet address exiding (but somenhat fagiten) tradtions — for Sofia these are
walking and aganised wak trad, both with huge possbility to contribute to sustaingble
urban mobility through alternative travel modes.
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Concentrate on dratejes thet address largeand hyper mdalegaups The boom of business-trip
ca travel in Sofia points to the group of the city-besad large and medium Sze anpanies A
demand-side measure that has proven to work against congestion and suitable in this case
is the advancement of Telework practice. The gudaits gaup is another low-hanging fruit —
the eventud shift of the group from public transport and persona vehicle use to cycling
and walking will relief the traffic load on certain routes considerably.

Focus on drategies that improve safety. Many people state that they do not wak or cycle
because they feel unsafe and unprotected in the present traffic conditions.

Ddive prarisd Sat with the development of a gding newak and suppating sevie sgem
which is pending for the last ten years while retaning an immense potentia for
contributing to urban transport sustainability in Sofia.
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1 Introduction

1.1 Background to the present study

Mdality menagarat (MM) is arather new concept in trangport governance of organising urban
mobility with emphasis on sustainable practices and incorporation of various elements of the
trangport management into an al-integrated approach. It has been embraced as a guiding
principle in the urban transport development in many of the old EU member sates, the
forerunners among others being Sveden (eg. Lund, Mdmd, Karlsad), Denmark (e.g.
Copenhagen, Adborg), the Netherlands (e.g. Groningen) and Germany (e.g. Bremen,
Freiburg). The examples of the different MM practices are numerous throughout these states
with improvementsin ar qudity, reduction of GHG emissions, better service from the public
trangport, faster movement of people, increased safety and elevated overal satisfaction with
urban transportation and the urban environment as a whole among citizens.

This work has been inspired by present day research in urban sustainability and in particular
the trangport dement of the urban mosaic. It is trying to show that MM is a viable way of
fostering an environmentdly benign urban transport sysem and to achieving urban
sustainability.

Trangportation issues are criticaly embedded in everyday life. For this reason ways of
addressing such issues are dmost dways highly contentious. In many European nations in
recent times, land-use trends dongside the opportunities offered by past road construction
efforts and the mass avalability of private cars have led to the bresking of traditiond
relaionships between home, work, leisure and the environment. In response to increased
communications possbilities, people have changed the way they live and this has lead to
increased expectations over the potentidities of persond travel. The consequences of these
changing geographies and sociologies of mobility are two-fold: first, inceasng davand fa travd
throughout Europe, particularly by car, a trend no country has managed to arrest; second, the
knock-an anssuenas o ingeaang travd darend an aties locd environments, socid networks and
ecological conditions (Vigar, 2002).

The latest European Environment Agency Transport and Environment Reporting Mechanism
(TERM) publication draws specid atention to the increasing urban transport volume and its
negative local effects on the environment. Data from numerous measuring stations in urban
agglomerations close to mgor traffic arteries indicate that the concentrations of NO» (2010
limit) and PM1o (2005 limit) are at or above the European air quality limits at these sites (EEA,
2007). As overdl traffic volume in urban aress is expected to continue growing it is a mgor
chalenge for future urban transport systems to meet the demand for accessibility for people,
while at the same time minimising the impact on the environment. Therefore, the Commission
is supporting many initiatives to optimise the urban transport systems.

Regarding the transport stuation in Centra and Eastern Europe (CEE) — over the last fifteen
years the region has withessed a tremendous increase in freight and passenger road traffic
while the share of rail, waterways and bus (both for freight and passengers transport) declined
(ECMT, 2006):. With the trangtion of the economies, intengfication of trade in the region,
rising incomes and urbanisation of the population, freight and personal transport by motorised

1 Between 1990-2004 road freight (thousand million tonne-kilometres) increased by 85 % in CEECs as compared to 58 % in
the West; passenger car traffic (thousand million passenger-kilometres) increased by 160% and 33 % correspondingly.
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means significantly grew in volume. The mgor cities in the newly joined EU member states
are experiencing similar trends in personal mobility and freight with unprecedented rise of
motorised vehicle use. This has crested numerous socio-environmenta problems and
economic disadvantages especidly in the big towns and cepitas of these states. The TERM
report (EEA, 2007) points to the alarming fact that public transport in the EU-12 that enjoyed
ahigh share at the beginning of the 1990s compared to EU-15 is now in progressive downfall.
Although the share of road was under 50% at the beginning of the 1990s, this caught up to
western European levels in 2003. Moreover, nowadays the modd split in urban transport
across the EU does not show much difference. It is dso projected that in time road transport
volumes in the New Member Sates will incresse up to levels close to those in EU-152 (EEA,
2007). These worrying statistics point to the need of targeted actions towards offsetting the
current trends in road and car trangport in the NMS and their urban regions (Jensen pers.
comm.).

A growing concern over the unsustainable transport development trends in CEE has been
expressed aready in the 1997 Declaration Towards SQustainable Transport in the CEI
Countries (UNEP/OECD/Austria, 1999) endorsed by the ministers of sixteen countries from
the CEE region. The declaration recognised that the need for developing policies towards
sugtainable trangport has to be urgently addressed and that a new gpproach to tha task is
necessary, in particular one that places environment and hedth issues high on the transport
agendato ensure the full integration of environmental and health considerations into transport
development. However, ten years ater this declaration was presented there is ill poor
evidence of “waking the tak” towards sustainable urban mobility. The concept of MM is
rather unknown and vaguely practiced in the region. In many of the capitd cities of the new
member states such as Ljubljana and Prague MM plans are just sarting to be developed and
integrated in the comprehensive and regiond development plans ( Wolfram, 2005) while the
meagre politicd engagement backlashes with degrading urban environment and living
conditions, congested roads, declining public transport and dissatisfied transport users.

1.2 Research problems and expected outcomes

Similar to the developments elsewhere in the region, Bulgarias capital — Sofia— is experiencing
severe traffic and urban trangport management conflicts that negetively affect the qudity of
the environment and the wdl-being of dl citizens. Departing from this problem sate, this
thesisams a providing guidelines to the decision and policy-makers in Sofiaon how and why
MM practices can be utilised and help solve some of the urban transport related conflicts in
the city. The approach used is to present a sngpshot of the current urban transport
management policy in the cepitd, andyse the socio-institutional factors that influence its
development and implementation and to synthesise specific recommendations that contribute
to the adoption and successful development of a MM practice within this policy. The
following six questions steered the background research:

1. What isthe current urban transport policy in Sofia?

2. Istherea clear dedication to a sustainable mode of development of the mobility system?

2 Transport volumes per capitain the EU-12 are till lower (8000 vs. 14000 pkm) than in the EU-15. Nevertheless, they grew
by 26 % between 1993 and 2003, compared to 19 % in EU-15.
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3. Which are the major factorg/barriersin the mobility policy development?
4. How can these barriers be overcome?

5. Why should MM be adopted as a guiding strategy in transport planning?
6. What benefitswill it bring?

Best available practicesin MM in the EU are identified and analysed, specifically concentrating
on the developments in the city of Lund and discussng the possbility and success of
knowledge transfer from West to East (Lund to Sofia). The main idea here is to outline the
srengths and dready existing traditions (if any) in MM and see how they can be utilised in the
specific context of the region. The author does not am at smply promoting the best practice
transfer, but rather encourage the use of the existing potentid and knowledge to creste
understanding and develop successful MM campaigns. The research questions therefrom
being:

What |essons can Sofia learn from the MM development in Lund?

What improsemants are nedad in theaurrent pdicy and pradiceso that the mdaility menagamant aonagt
Isintegrated in the decision and policy making in Sofia?

Based on these findings an outline for successful development and implementation of MM
plansin Sofiais suggested.

EXPECTED OUTCOMES:

The author would like to make the concept of MM familiar to decison makers and town
governors in Sofia and encourage its use and implementation in the transport policy and
organisation in the capita city and region. The success of the project can be measured by a
follow-up on the future policy development and resulting MM programmes in practice.

1.3 Justification of the research

The trangport system in Sofialis facing serious chdlenges causing adverse effects on the urban
environment (air, noise pollution), space (land teken up for car parking purposes), the
economy (time spent in congestion), people’s hedth and well-being. However, the urgency of
the problems oversees the need for long-term, publicly agreed, integrated and sustainable
planning strategies that would offer a solution out of the traffic mayhem. The Sofia
municipaity has no actua transport management plan, nor policy on which the decisions for
resolving the conflicts are based. This is why no progress has been made on improving the
gate of the urban mobility, the uncoordinated and unconsolidated messures are just blind
shots without atarget and with no lasting desired effect. Meanwhile lots of postive examples
of solving smilar transport problems exist from many European cities (Lund being one). The
experience of working with MM on a locd and regiond level has proven to be a winning
strategy in combating urban traffic conflicts. Even though the EU supports numerous
research projects, co-operations and knowledge exchange initiatives in MM, the concept has
not reached Sofia, where the practice and its goplication are ill unknown. Hence, the author
points to the need for communicating and transferring the available knowledge and experience
in MM from the West to the East (Lund to Sofid), where it can provide tools for developing a
sustainable urban transport policy. The focus is not on specific measures tha can be
transferred, but on the way a MM policy can be started. Thisis an important theme for MM of
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which there’s not so much emphasis in the available literature especidly when its adoption by
ingtitutions with no previous experience with sustainable transport policy development is
concerned. In other words the research concentrates on “how to instigete a process towards
MM policy” on amunicipal level and instead of on “what to include”.

Thus this research makes the following contributions:

e Firstly it andyses the key aspects of the MM policy development in Lund focusing on the
success factors and lessons that might be used by other cities in commencing a smilar
process;

e Secondly it outlines the mgor deficiencies in present day trangport planning in the
Bulgarian capitd (considering the process itsdf and the concrete policy implications) and
points out the opportunities of improvement through adopting a MM gpproach in urban
transport governance;

e Thirdly the work gives actud recommendations how (by change of which present
practices) policy-makers and planners in Sofia can integrate MM in managing urban
transport;

e Ladtly the thesis provides useful information to urban transport practitioners in Sofia that
can be employed in future policy developments.

1.4 Research method

This thess adopts the method of a case study gpproach by looking a the urban transport
management in two different cities Lund in Swveden and Sofia in Bulgaria The subject of
research is the urban transport policy in the settlements and the integration of the MM
concept in managing urban mobility. The initid research reveded tha the city of Sofialacks a
drategic vison for managing the urban transport in an integrated and sustainable way, and
thus no clear development goas and no srategic plan isin place. On the other hand Lund is
one of the forerunners in employing the tools of MM which has dready given many positive
results. Through the andysis generd and specific recommendations are made for the city of
Sofia, which should help steer the development of its transport policy dong a more
sustainable pathway. The socio institutiondist gpproach for andysing the policy systems is
chosen, since it provides a tool for identifying dominant paradigms, power sources and
possible lines of change by looking &t three policy components: the popular policy discourses,
networks and policy arenas (detailed description follows in Chapter 3).

In conducting the andysis both quantitative (transport satistics from reports and from
nationd and EU daabases) and quditative data (stories, opinions, comments) were gathered
through the following approaches:

1. Semi-structured persond, telephone or e-mail interviews, based on a questionnaire which
was sent to the respondents in advance,

2. Reviews of documents. policy documents published by key stakeholders to trangport
planning on a European, naiond and locd leve; scientific reports and articles;on urban

3 The mgor source of scientific articles was the Lund’s University Electronic Library Information Navigator (ELIN), which
integrates data from severa publishers, databases and e-print open archives. Keywords for the articles search in ELIN: travel
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trangport management and spatia planning; conference papers and EU legd documents
(e.g. White paper on trangport, Green paper on urban transport, etc.) which provide
background information of urban transport policy development and practice and creete a
basis for benchmarking the performance of the anaysed transport policies in Sofia and
Lund

3. News achive research in EurActiv and in the Bulgarian on-line and printed
media(“Dnevnik”, «“Capitd”, “Za Grada”); to follow the development of the MM topic
on an EU, and nationd and locd level and dso to determine the frequency of the
occurrence of the urban transport management issue in the public space, the popular
language or framework of the debate and the problems that are popularised;

4. Attendance of the ECOMM 2007 (May 9-11) conference in Lund where find informal
interviews were conducted with presenters and attendants, impressions were gathered and
conclusions made on the status and future of the MM in Europe;

5. Attendance of the LUCSUS seminar “Mobility management — Up to each individua when
technology fails” (19 April) given by Anders Siderberg and Ylva S Aquist (mobility
management project coordinaors, Technicd Services Adminigration & the Lund
Municipality) where further information on the Lund case was obtained;

6. Observations a the Technicd Service Administration a the municipality of the daly
organisation and proceedings of the mobility management programmes.

1.5 Scope and limitations

While the fact that only one modd city was chosen and andysed might be considered
ddimitation to the vdidity of the present study, the focus on Lund enabled the building of
very profound and broad understanding of the process and practice of MM on a municipd
level. During the research on Lund the author had access to key MM personnd within the city
administration, who reedily shared their impressons, knowledge and experience about the
local MM development and practice, as well as to dl the ECOMM submitted papers and
studies that completed the picture on MM use in a multitude of EU cities, regions and
countries. Moreover the multiple interactions (interviews, informa discussons, lectures) with
the Lund-based consultant company, which was a key figure behind the development of the
MM policy, contributed to the author’s knowledge about the generd ideas of MM and its
concrete implementation in Lund.

Concerning the research on Sofia, the author has the advantage of having lived in the city and
followed the urban transport development persondly. Moreover, being a native spesker of
Bulgarian made the contact and communicetion with key trangport management municipa
personnel easier and enabled the andysis of various policy documents unavailable in any other
language. However, the researcher did not have the opportunity to go back to Sofiaand study
the urban trangport management policy from a close perspective and discuss the possible
improvements with an extensve number of practitioners. An encountered obstacle was the
generdly uncooperative work style of the municipdity via e-mail and telephone. On the other
hand much contribution to the study was done by independent research ingtitutes in Sofia
Ingtitute for Trangport and Communications and the Centre for Economic development,

planning, travel plans, urban mobility, transport management, urban transport, personad mobility, persond transport,
mobility schemes, sustainable urban transport, sustainable city planning.
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which have both worked on urban transport projects, concerning namely public transport
dynamics, and readily shared their expertise and findings for the purpose of the present work.

As for the gatigticd daa on urban transport, the one from Lund is obtained from officia
municipa daigtics, while data for Sofia is from various (e.g. Eurosta, CIVITAS Urban
Transport Benchmarking, Inforegio Urban Audit) sourcest, which makes it difficult to
cdibrate between the sometimes varying numbers and to justify a comparability with Lund.
Thus the statistical datafor Sofia should be read with caution.

1.6 Outline of the study

The thesis progresses with Chapter 2 in which the author refers to existing EU policy papers
as a backbone for the MM efforts in Europe and gives an overview of the various ongoing
initiatives resulting therefrom. The concept of MM is then introduced in terms of its
organisationd and implementation characteristics. Chapter 3 explains the anaytica framework
employed to andyse the factors and processes tha lead to the successful establishment of an
environmentally-adapted transport policy;, and evduate the sustainability connotation of the
policy outcomes. Chapter 4 follows up with a discussion of the barriers to sustainable urban
transport policy development and suggests an approach to overcoming them. In Chapter 5 the
case study of Lund is introduced. First some generd information of Swvedish transport policy
development is given followed by a detail presentation of the policy ddiberation in Lund and
itsanalysisin terms of the adaptability of the local level governance to developing a sustainable
transport system. The outcomes of the analysis are then used to define the role of local policy
making cgpacity in sustainable urban transport development and points out what policy-
makers elsewhere can learn from the experience of Lund. The section ends up with a
discussion of the transferability of policy making expertise in generd and in particular from
Lund to Sofia Having presented the success story of MM in Lund the thesis advances with
Chapter 6 is on the anaysis of the urban trangport policy in Sofia. In Chapter 7 the mgor
barriers to the development of a sustainable urban transport system in terms of ingtitutiona
capacity and current management practices are discussed. Afterwards the author’s clam that
MM can offer the framework for the launch of a sustainable urban transport system isjustified
and recommendations for policy-makers in Sofiathat are based on the lessons from Lund are
given. The recommendations are aimed mainly at the policy organisation and management, but
aso refer to the actud contents of the MM policy. Findly, Chapter 8 summarises the findings
of the thesis and outlines the key considerations to be taken into account in the forthcoming
strategic urban transport policy development and plan preparation in Sofia.

4 Official municipal statistics on the current state of the urban transport is not available (latest survey from 1997).
12
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2 Analytical concept

The conceptud framework tha guides this research has to conjoin two areas of study: the
anadysis of loca processes dynamics in transport policy-making and the understanding of a
sustainable urban transport — how should it be defined and constructed.

For the policy anayss part the author employs the sociologicad institutionalist approach,
which has been used in previous studies of urban trangport policy developments based on
experiences from different cities (eg. in Vigar, 2002). For the sustainability evauation of the
policy aset of principles developed by the OECD for the on-going project “Urban Travel and
Sugtainable Development” is used. Based on the assessment if these principles are present,
how they are trandated in the urban transport policy and implemented through specific
projects, a settlement can be classfied in terms of its sustainability performance in
transportation.

2.1 Mobilising the sociological institutionalist approach in urban
transport policy analysis

Sociologicd ingtitutiondism provides an empiricaly mobilisable set of organising idess that
help in anaysing “policy in action” and thus sheds particular light on issues of policy making,
implementation and the micro-politics of policy Stuation. In this way such an andysis
provides a way of looking a the role power plays in given Stuaions and policy sectors,
paticularly the ways it can digtort policy gods, and thus offers a bads for critiquing the
potentid for domination and excluson in public policy (Hedey, 1999). A sociologicd
ingtitutional gpproach is thus concerned with determining power and influence, while
accepting that public problems are socid congructs and are developed and understood in
relation dynamics. Three organising concepts come aong with the proposed analysis approach
(Healey, 1997; Vigar et a., 2000):

e Policy discourse;
e Policy communities and networks; and

e Policy arenas.

These concepts provide the structure of the urban transport policy process anaysis which is
presented in Chapters 5 and 6. In the following subchapters a more detaled presentation of
the sociologicd institutionalist approach will be given to help the reader in understanding its
essence and appropriateness for the specific case analysis.

2.1.1 Policy discourses

Sociologicd institutionaism is awider trend toward interpretive gpproaches to policy andysis.
Such gpproaches see policy as being socidly constructed and, as a consequence, focus
paticularly on the language that stakeholders use in the discussng issues (Fischer and
Forester, 1993, Mazza and Rydin, 1997). In mobilising such an gpproach the paper focuses
particularly on “policy discourses”, looking especidly a the work of Hger on environmenta
discourses (Hger, 1995). He deploys policy discourse andysis as a tool for scrutinising and
interpreting policy directions recognising that language is a “system of sgnification through
which actors not only describe, but cregte the world” (Hger, 1995, p. 44). From here it can be
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derived that policy discourses are “a specific ensemble of ideas, concepts and categories that
are produced, reproduced and transformed in a particular set of practices and through which
meaning is given to physicd and socid redities” (Hger, 1995, p. 44). According to the same
author, policy discourses consst of “storylines” and “practices”. Sorylines are the linguistic
representation of issues that provide ways of holding ideas together and thus enable arguments
to be transmitted amongst stakeholders and networks. Practices are mobilised to fulfil the
demands of particular storylines and embody certain ways of thinking about issues and
executing actions. In the urban trangport field ‘predict and provide’ can be conceptudised as
being a policy discourse made by a number of storylines and practices.

Policy discourses have the effect of framing the redity (Rein and Schon, 1993; Hger, 1995).
Framing is the process whereby, facts, vaues, theories and interests are brought together by
actors within particular decison settings (Tewdwr Jones, 1995). This framing inevitably leads
to different interpretations of stuations among actors (Reim ad Schon, 1993). The notion of
framing has implications for each stage of the policy process, from how problems ae
perceived, through what emerges onto particular policy agendas, and ultimately the policy
outcomes (Vigar, 2002). However, a policy discourse is not merely the language used in policy
debates, although thisisimportant. It also refersto the cultures and practices of those engaged
in the policy debate. Policy discourse is thus composed of linguistic representations but aso
reveds the power relaions of policy-making and the rationdities that underpin given
discourses (Wedle, 1992).

2.1.2 Policy networks

In ingitutiondist andyds, network concepts are used to illustrate and help understand why
and in what ways stakeholders unite around particular discourses. Network concepts thus
provide away of categorising both the important linkages between actors within and between
policy systems, and also provide a means of identifying the importance of such relationsin the
determination of policy (Vigar, 2002). Thus, the way policy discourses gan support and
momentum is partly explained by looking at the networks that bind stakeholders together. The
concept of stakeholders encompasses dl those potentidly affected by events in the policy
ream including the currently active participants and those who may have an interest as yet
undeclared (Bryson and Crosby, 1992). The fact that some groups are absent from the policy-
making can clearly have a significant influence on policy outcomes (Vigar, 2002). Network
concepts dso provide a way of examining how discourses are transmitted, understood, and
gathered momentum, and how arguments pervade and become embedded into culturd
practices. In this way, policy discourses and relaiond networks become bound together in
what Haer (1995) terms ‘discourse-coditions and provide a means of explaining policy
configurations and changes. Even though the existence of certan discourses cannot be
equated with power, they convey meaning and highlight, or imply, where power lies and what
might be necessary to redirect it.

2.1.3 Policy arenas

To provide afuller picture of how policy discourses are transmitted and become embedded in
practice and the ways in which policy networks are constructed and maintained, atention is
focused on the places where issues are discussed (Vigar, 2002). Policy arenas are the
ingtitutiondised “stes” where policies are deliberated. The ingtitutiondisation (the design of
arenas) fuels forums for didogue, decison-making and collaboration. Bryson and Crosby
(1989) digtinguish three formd policy arenas. those for key decison-makers, the policy
planning team and strategic issue task-forces. The formd arenas could be complemented with
informd ones where new people, new dliances, new networks and new ideas are brought
together to articulate their priorities and approaches to the discussed issue (Albrechts, 2001). It
14
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aso helps identify the way policy storylines disseminate among stakeholders and stakeholder
communities. Thus the direction of flow of influence can be determined, as ideas develop,
shift and change. In particular the focus on discourses along with that on policy arenas enables
the tracking of influence of environmentd issues in urban transport policy debate (Vigar,
2002).

2.1.4 Summing up social institutionalism: the capacity concept

A key feature in sociologicd ingitutionalism is to use the andysis of discourses, networks and
policy arenas to identify the ‘ingtitutiona capacity’ that might exist in a policy field or locdlity.
Ingtitutiond capacity is the ability to ‘make adifference’ to people’slives, the locd economy or
locd environments. (Hedey, 1997; Hedey et d., 1999). It conssts of three components (Innes
et al., 1994):

1. Socid capitd — the extent of relationd resources that exist anongst the participants of
policy processes such as trust;

2. Politicd capital — the ability of loca stakeholders to mobilise to secure resources to
develop and implement policy; and

3. Intelectud capitd — the knowledge resources of the participants engaged in policy
debates.

These components focus atention on the qudity of the ideas in policy and socid networks
and the depth of relations amongst stakeholders, such as the regularity of contact. The way
policy ebbs and flows in locdlities and the difference between locdlities in getting resources
from centra government are related to the socid, politica and intellectua capitd available to
individud coditions (Vigar, 2002). Hedley et d. (1999) have termed this potentia, mobilisation
capacity, which is used to assess the role of policy communities in determining policy
outcomes.

Having examined the essence of the policy discourse concept, the next step is to employ the
theory in the policy andysis, which is the focus of the current paper. Therefore a set of
guestions (Table 2-1) addressing each of the three organising concepts have been developed,
which should be considered when analysing the urban mobhility realitiesin Lund and Sofia.

Table 2-1 Roadmap to analysing urban transport policiesin Lund and Sofia in terms of policy discourses, networks and arenas

Organising Analytical questions
concept
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2.2 Urban transport and sustainability

In order to assess the state and development direction of the transport policies andysed in the
paper certain principles and criteria of urban trangport sustainability need to be employed.
Conventiondly there are seven key issues tha need to be addressed if transport isto conform
to the principles of sustainable development (EFTE, 1994; Banister, 19974).

1. Groning angtia: in many urban aress congestion has been increasing in its duration and
intengity. On average, speeds in cities have been declining by about 5% per decade
(EFTE, 1994) and the severity of congestion increases with city size (Dasgupta, 1993).

2. Indesngar pdiutian: the rising levels of ar pollutants in urban aress has resulted in high
exceedence of nationd ar qudity sandards and those recommended by the World Hedth
Organisation (1997) in many European cities. Air pollution affects hedth, impairs visbility
and damages buildings and local ecology — it reduces the qudity of urban life. Presently
70% of ar pollutants in the EU urban aress are atributed to transport (MVV Consulting,
2007; Commisson Communication COM(2006) 314 find), which indicates tha timely
action to tackle the problem is necessary.

3. Trafficndse noise afects dl city life with estimation by the EEA (2001) tha more than
30% of the EU population is exposed to road traffic noise level higher than 55 Lgn dBs.
Noise afects people physiologicdly and psychologicdly. levels above 40 dB La« Can
influence wedl-being, with most people being moderately annoyed at 50 dB L and
seriously annoyed a 55 dB La«. Leves above 65 dB Law are detrimenta to hedth (WHO,
2000).

4. Roed sy is amgor concern in cities and elsawhere. Worldwide, traffic accidents result in
250 000 deaths and about 10 million injuries each year (Downey, 1995). The annud
number of deeths from road accidents in the EU-25 is 43 358 (EUROSTAT, 2007) one
third of which occur in cities (MVV Consulting, 2007; Commission Communication
COM(2006) 314 final). Thisisavery high cost ‘accepted’ by society.

5. Deayadation df urban landsape the congtruction of new roads and transport facilities in and
aound urban settlements often result in the demolition of historic buildings and
reductions in open space. Trangport contributes to the decaying urban fabric and neglect
of central city areas, aswell asto urban sprawl (Ewing and Cerveo, 2002).

6. U d gae new transport infrastructure facilitates the movement of the motorigt, but
reduces the accessbility of others as trangport routes become barriers, as parked vehicles
form obstacles for pedestrians, cyclists and those with disabilities. Car dependency results
in traffic domination in urban areas.

7. Gld warmingresults from the use of fossl fues. Road traffic in urban areas accounts for
more than 10% of al emissons of carbon dioxide — the principa greenhouse gas — and
makes up to 40% of dl CO2 emissions of road transport (DG TREN, 20073) . With 4.3
million extra cars taking to Europe’s roads each year, CO> releases from transport could
be 40% higher in 2010 than in 1990 — undermining efforts made by other industrid
sectorsto fulfil Europe’s Kyoto commitments (reference).

5Ldni.e. aday/night level, is adescriptor of noise level based on the energy-equivalent noise level (Leq) over the whole day
with penalty of 10 dB(A) for night time noise (22.00-07.00 hrs).
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In addition, transport has dso facilitated changes in the city, and these land-use and
development factors need to be added to the list above.

8. Decentralisation o aties has been facilitated by the car in combination with efficient public
transport. This has resulted in a substantid growth in trip lengths and the development of
travel patterns that are dispersed rather than concentrated on the city centre. Thisin turn
increases car dependence and reduces the possbilities of promoting efficient public
trangport. So trangport has acted both as the facilitator of change and as a limiting factor
on itsresolution.

9. Dedqumat presires have taken place around car accessible locations tha are not accessible
to al people (including the edge city developments). The spatid segregation of activitiesin
urban areas again increases trip lengths and has strong distributiona consegquences. High
land and property prices are symbolic of a buoyant economy, but they are dso socidly
exclusive, particularly in terms of accessto low cost city centre housing.

10. Globalisation and therdaztion o indugry (including the information economy) have resulted
in new patterns of distribution and the transport intensity of freight has increased globaly,
regionaly and locally.

To establish a policy tha addresses the ten key issues in sustainable transport development
introduced above, there are seven primary objectives to be met (OECD 2000; Kenworthy,
2005):

1. Reduce the need to travel;

2. Reduce the absolute levels of car use and road freight in urban areas,

3. Promote more energy efficient modes of travel for both passengers and freight;

4. Reduce noise and vehicle emissions at source;

5. Encourage a more efficient and environmentally sensitive use of the vehicle stock;

6. Improve safety of pedestrians and all road users;

7. Improve the attractiveness of cities for residents, workers, shoppers and visitors, etc.

This list would tackle most of the problems associaed with urban transport; however,
integrating the gods into policies and problems is a substantia chalenge to city governors.
Moreover, the positive results and improvements that might be gained ae in redity often
outweighed by the underlying growth in car-based mobility. Therefore a series of congraints
need to be addressed if a clear strategy on transport and sustainable developments is to be
achieved. The following chapter will look a the barriers that exist to sustainable urban travel
planning and operation. It proposes ways to tackle the obstacles so that a successful MM
system can be put in place. The chapter is important in highlighting the potentid obstacles
that modern settlements are facing when engaging in transport-environment policy making
and is especidly vaduable in the case of Sofia where the congtraints to sustaingble urban
mobility are numerous.
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3 Mobility management in a European context

The chapter introduces the concept of MM and its organisationad specificities and reviews its
development within EU policy initiatives and projects.

3.1 Origins and definition of mobility management

In recent years mobility management — a means of promoting modd shift and dternatives to
the journey — has gained importance in Europe. Especially in metropolitan areas this approach
is seen as a way of improving the effectiveness of traffic sysems management measures. In
the padt, transport planning in cities has mainly focused on “traffic system management”
(Beckmann and Witte, 2003). Until the early 1990s, the main approach to dealing with negative
impacts of transport, for example traffic congestion and ar pollution, was large-scale
infrastructure investment. The concentration on hardwear — the construction and maintenance
of roads, ralway lines, cands and the relevant machinery — was motivated by the conviction
that demand for transport was to be served with the creation of the necessary infrastructure.

Paticularly in the late 20th century the expectation of transport infrastructure was
accompanied by a continuad growth in demand, which has faled to reach saturation point and
led to the condderable overloading and imparment of urban road and public transport
systems (Gronau and Kagermeier, 2004). Traffic planners redised that hardwear and supply
oriented gpproaches are not the best way to address the increasing demand for transport. This
redisation coincided with the public sector’s need to reduce it expenditures on Szegble
infrastructure projects because of growing budget deficits: new solutions to the problems
associated with the perpetual growth in transport demand had to be found.

The “predict and provide” gpoproach came under increasing chalenges in the 1980s and 1990s
as its theoreticd underpinnings were undermined and the consequences of such a policy
became more acute, widey known and understood. The gpproach was deficient in itsdf in
three ways. Firdt, it ignored the impacts of policy interventions themselves (i.e. more roads
crested more traffic so that the roads were getting congested, thus creeting the need for new
roads and s0 on). Second, increases in supply were held to release latent demand (SACTRA,
1994). Third, long-run eagticity of travel demand was proved not to be the same as short-run
one (Dargay and Godwin, 2000). In other words, technology, society and mobility are bound
together in complex ways and people change their lifestyles in the medium- and long-term in
complex ways that do not show in smplistic modelling processes based on preferences and
choices made under extant transport and wider socid conditions (Vigar, 2002). In addition, a
growing avareness of a variety of physica, socid, environmentd and hedth related effects
resulting from the growth in private cars aso triggered a policy change. In the mid 1990s the
idea of influencing the demand itself emerged as a new element in transport science. Transport
academics turned to new ideas and possible solutions in the humanities, since here the
influence of individud decison-making processes on transport participation was emphasised.
The result was a cdl for the introduction of differentiated but efficient ways of reducing the
demand for transport by managing the people’s mobility needs and is where the concept of
“mobility management” eventually stemmed from.

A centrd ideain the development of the MM prectice is the integrated agpproach to transport
planning and policy making. In thisway MM becomes part of the planning and policy process,
a congructive part of the organisation of mobility on alocd levd as illustrated by Figure 3-1

(next page).

18



Mohility management — Sustainability option fa- Sdfia’'s urben trangpat star?

Urban development and landuse
Demand oriented

M obility
management

Transport system
management

Integrarated transport

Supply oriented

Plans and measures of higher levels and form neighboring regionsor cities

Figure 3-1 Levels of integrated transport planning process.

Source: Adapted from FGSV, 2002

One of the most extensive descriptions of the concept has been developed in three EU-
research projects MOSAIC, MOMENTUM and MOST, where MM is a demand oriented
goproach to passenger and freight trangport and involves new partnerships and set of tools to
support and encourage changes in atitude and behaviour in favour of both more sustainable
modes of transport and dternatives to travel (MOST, 2003). MM emphasises the notion of
accessbility dongsde that of mobility (Farrington et d., 2003) and the potentia of soft
measure to enhance the effectiveness of hard measures in traffic planning. Besides, MM has
demondirated that the soft measures- compared to hard ones — are more cost effective since
they “do not necessarily require large investments measured againgt their high potentid to
change mobility behaviour” EPOMM (2003).

There are many potentid MM drategies with a variety of impacts. Some improve
trangportation diversity (travel options available to users) (see Annex 1 for examples), others
provide incentives for users to change the frequency, mode, destinaions, route or timing of
ther travel. Some reduce the need for physicd travel through mobility substitutes or more
efficient land use. Some involve policy reforms to correct current distortions in transportation
planning practices (Litman, 2002). The choice of a MM dgrategy depends on the community’s
demographic, geographic and politica conditions and it is usudly the best to implement a
vaiety of strategies. While most individua strategies have a modest effect on totd vehicle
trave, it is the cumulative and synergetic impacts that cause the improvement in the urban
trangport. Thus it is important to evduae MM drategies as packages and not as isolaed
programmes. Effective programmes usudly include a combination of postive incentives to
use aternative modes and negative incentives to discourage driving (Litman, 2003).

6 Information on mobility management strategies and practicd examples can be obtaned on the EPOMM website
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The organisationd concept of MM is presented in Figure 3-2 emphasising on three working
levels: policy, management and use. Interection between the different levels and good
coordination are prerequisites for the successful functioning of the system

Common Mobility Management Concept

System I nitiation
Policy Level

System Coordination

Urban / Regional Level

M obility
Centre

M obility

Manager N
M obility
M anagement Office

Leve

M obility
Consultant

M obility
Coordinator

M obility
Plan

A 4

Marketing of M obility management Services

Figure 3-2 The MM concept

Source: EPOMM, 2007
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The instruments of MM are based on information, communication, organisation, coordination
and require promotion (MOST, 2003). They ae usudly assgned on the policy levd,
established on the management level and provide their services on the user level (see graph
above) securing the effective operation of the mobility plan. Following isabrief description of
these.

3.1.1 Mobility management organisational and functional instruments

The section introduces the MM instruments that sustain its organisation and function. A brief
overview is given of mobility plans, mobility centres, mobility management personnel, and the
services provided within the system.

3.1.1.1 Mobility plan

The Mdality Plan, a comprehensive and guiding document, indicates how to implement aMM
scheme for a specific site. It can apply all measures that help to reduce motorised vehicle usage
to and from the site or can be limited to certain trip purposes, e.g. vistor traffic or commuter
traffic of a company, freight, etc. The plan sets out the aims to be reached and the measuresto
be taken; identifies how will the measure be put into practice and who is respongble for ther
implementation within a certain time period. The explicit character of the document is
motivating and convincing for prospective financiers and provides a base for later evaduation.
It is crucid to gain support from those concerned with the MM plan by consulting with dl
levels in the organisation to ensure acceptance and compliance with the adopted measures
(MOST, 2003).

3.1.1.2 Mobility centre

A Mdility Catreis the MM representing and operating unit a the urban or regiond leve,
where services are initiated, organised and provided. There are two basic goproaches for the
establishment of a mobility centre: a multi-moda gpproach in the provison of services or an
individua access for the public via persond vist, phone, fax, email, information terminas or
online services. At the site level the operating unit is a Mobility Office, which offers services only
to the site users (MOST, 2003).

3.1.1.3 Mobility manager, consultant and coordinator

The Mdility Managg s role is quite important for the working of the MM scheme. He is
responsble for developing and introducing the scheme as well as promoting it and gathering
the necessary support while being the key link between both the policy levd and the
management level in the particular city or region or a the individud ste. He makes the
necessary strategic decisons to maintain the development and ongoing processes of MM. An
intermediary role & the management level in urban or regiond MM is tha of the Mohility
Consultant. The tasks range from project management (a a lower level than the mobility
manager) to the provison of concrete services. The mobility consultant gets into contact with
clients who do not yet implement MM and offers support, provides information concerning
the implementation and expected postive outcomes from a mobility plan, and organises
awareness campaigns or undertakes mobility education. On the ste leve the work of the
mobility office is further assisted by a Mdality Coordinata, whose tasks include the provisona
implementation of the mobility plan, carrying out investigetions among the Ste users to
develop specific services (EPOMM, 2007).
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3.1.2 Mobility management services

Changing people’s behaviour regarding travel choices is a chalenging task, which requires
more than a rationd gpproach, since it must provison for differing needs and expectations.
This necessitates the development of a plethora of services tha MM should offer, which are
adgpted to the particular needs and demands of the clients. Idedly, the services of MM
contribute to an devated awvareness and education towards a more sustainable mobility mode
based on information & advice, consultation, organisation & coordinaion, products &
sarvices, sdes & reservaion, avareness & education. In addition, MM supports its clients in
the development of particular products and services and heps them provide easy access for
the users (VTPI, 2007).

Infarmetion and acMie are the core services of MM, as the prerequisites for behaviour change in
the choice of ones persond transport. They ae based on thorough processng and
interpretation of existing information and provide tailor-made answers to specific transport
guestions for individuas, companies, adminigrations, schools etc. Examples are: a bicycle
map; maps for freight trangport; accessibility guide for schools, companies, etc.; door-to-door
public transport information.

Consultation as part of MM comprises information and advice about transport services and
sustainable modes. Beyond that it contains specialised and in-depth advice on broader mobility
problems of households, companies or particular dtes. This includes andysing the initid
situation, working out solutions, assessing potential alternatives and making recommendations.
Consulting services are often amed at larger traffic generators such as schools, hospitds, etc.
Examples: drawing up a company transport plan and defining the methods how to introduce it
or comparison between various travel modes regarding travel time, cods, benefits and
environmental impacts for certain trip purposes.

MM helps to coordinate existing modes of trangport and other transport services. This can
reduce idle time (e.g. waiting for connection trains) and bridges gaps, where services or modes
of transport are sub optimum (eg. home dedlivery service for heavy goods that cannot be
carried in a bus) (MOST, 2003). Moreover MM is dso in charge of incorporating new forms
of sustainable trangport into the existing services so that an integrated use of trangport modes
becomes possble, sustainable mobility behaviour becomes easier and more comfortable for
the individud. Examples: organisation of car sharing; coordination of a dedicated system for
transport of disabled persons.

In generd, the objective of MM is to educate people and society and to trigger and reech a
change in awvareness towards a more sustainable mobility. Making anereincludes dl activities,
which draw people’s atention to the adverse impacts of traffic, to the existence of sustainable
modes and their potentid to fulfil individua mobility needs. A strong focusin MM is thus put
on suad markeing (@med a achieving specific behaviourd gods for a socid good) as atool of
promoting alternativesto car use.

Education is yet another important contributor to the change in awareness. Various educationa
tools can help different target groups see the advantages and disadvantages of the available
types of trangport by demonstrating how dternatives could look like, meanwhile serving as a
barometer of the potentid socid acceptance. This goplies to the school, family and genera
societal level (e.g. organising car free days).
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3.1.3 MM target groups

Along with the decision, which types of services should be offered within a MM scheme, the
digtinction of one or more target groups a which the measures are amed is of high
significance. MM is amed primarily a the individud. However, for rationd reasons it is
recommendable to make programmes aimed at larger target groups, clustered by trip purpose,
mode of trangport, setting or location where mobility behaviour takes place or by certain
events or changes in someones life (lifetime gpproach) (EC, 1999d).

A getid pagative to cluster target groups is to look a the settings and locations where
mobility takes place (a single road, a city didtrict, a whole city up to a region or a whole
country) and influence mobility behaviour by spatid design. In the case of MM, the design
should provoke only desired patterns of mobility behaviour and, i.e. offer affordances to move
in a sustainable way. This gpproach becomes especiadly important when clients like cities and
regions ask for MM as a support in site planning.

A common kind of differentiation among target groups is by trip purpce There are a least Six
main categories of trip purposes. work, school, shopping and persond care, leisure, business,
transport of goods, with some being easier to influence than others, as the target groups are
easer to grasp. This is especidly the case for commuter trips to companies or educational
institutions where MM projects have proven to work with guaranteed results.

MM can focus on different modes of transport with the objective to be adgpted especidly to
them: car, bike, walking, public trangport, taxis, and freight services. For every mode a lot of
different services are dready designed, such as car pooling or car renta for cars. Under this
perspective, it is dso important to take into account the experience of those who (could) use a
certain mode. Therr ideas of an optimum functioning transport mode, their prejudices aganst
it, as well as their behaviour patterns when actudly using it, help to find out starting points for
improvements.

Finally, it should be emphasised that MM does not limit itself to a particular traffic situation or
to a gpecific gte. It ams to be a lifdong scenario, offering mobility solutions & every stage.
MM focuses on different life events or periods to set off changes in mobility behaviour and
possbly atitudes from being born, through childhood, school years, university, earning a
living and retirement.

3.2 EU policies and actions on urban transport

Having introduced MM, the chapter continues with an overview of how EU policy promotes
its development and adoption. This section outlines of urban transport related European
policy papersthat set the framework for further action at nationd, regiond and locd levels. It
also casts light on ongoing initiatives supported by the EC, which are aimed a exchanging
information and experience in order to enhance sustainable mobility in cities and regions and
promote the adoption of MM practices. As Bulgariais dready amember state of the Union, it
is fully éigible to participate in Community projects in this area, and contribute to the further
development of the policy ideas and regulations concerning urban transport.

3.2.1 EU policy papers

The amount of EU legidation relevant to urban mobility — in one way or another — is
numerous; this comprises ar and fuel qudity legidaion, emissons standards, noise levels
regulations, energy efficiency legidation, etc. However in this chapter, the more overarching
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and grategic policy developments will be presented, the ones that have a holigtic, integrated
goproach to transport management and its future development objectives. The information
helps to understand the EU-level stimulus for cities to develop sustainable urban mobility
programmes on the locd leved. It dso points to the future legd obligations which loca
governments might have regarding transport management issues'.

3.2.1.1 The White Paper on European Transport

In 2001, the Commission presented a\White Pgper (information on this document type is
given in Box 3-1) on the trangport development in the Union suggesting 60 measures to
overhaul the EU transport policy in order to make it more sustainable and avoid huge
economic losses due to congestion, pollution and accidents (EurActive, 2004). Even if the
subsdiarity principle dictates that responsbility for urban trangport lies mainly with the
nationd and locd authorities, the ills besetting mobility in the cities and spoiling the quaity of
life have been addressed on an EU leve in that document. The Commission draws atention
to the problem of traffic management that locd authorities are faced with and points the
dternatives of clean vehicles promotion and good-qudity public transport development as
crucid in urban areas management. The subsdiarity principle dlows the EU to take initiatives,
including regulatory such, to encourage the use of diversified energy in transport. On the other
hand, the Union cannot use regulation as a means of imposing dternative solutions to the car,
which is why the Commisson focused on promoting good practice in urban transport
management amed a increasing the attractiveness of the non automobile dternatives through
more infrastructure and higher quality of service (Commisson White Pgper COM(2001) 370
final).

Box 3-1 Green and White Papers of the EC

Green papers are discussion papers published by the Commission on a specific policy area Primarily
they are documents addressed to interested parties - organisations and individuds - who are invited to
paticipate in a process of consultation and debate. In some cases they provide an impetus for
subsequent legislation.

White papers are documents containing proposds for Community action in a specific area. They
sometimes follow a green paper published to launch a consultation process a European level. While
green papers set out arange of ideas presented for public discussion and debate, white papers contain an
official set of proposalsin specific policy areas and are used as vehicles for their development.

Source: EC, 2007a

A 2006 mid-term update of the White paper re-bdanced the policy towards economic gods
(EurActive, 2006). In the review paper the Commission confirms that the 2001 objectives are
dill relevant but dso draws atention to the changing context defining Europe’s trangport
policy with urban transport becoming a particularly acute problem area for the citizens. In
order to encourage locd authorities to better tackle congestion, pollution and accidents, the
Commission has agreed to launch a Green Paper on Urban Transport in 2007 (EurActiv,
2006).

3.2.1.2 The Green Paper on Urban Transport

7 Thiswill be the caseif the “Green Pgper on Urban Transport” resultsin an EU directive on urban transport.
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The Green Pgper is a document amed a defining a new role for urban transport within the
European transport policy. It is among the 21 strategic priorities of the Commission for 2007,
the follow-up activities from which will form the basis for a European policy on urban
transport as part of the European transport policy (Commission Background Paper, 2007).

The debate on the Paper is recent on the EU policy agenda. It was launched in January 2007
with amgor stakeholders conference in Brussels on urban transport discussing the problems,
the solutions and the responsibilities of the authorities on dl levels. Commisson Vice-
Presdent, Jacques Barrot, in charge of transport, re-affirmed the importance that he ataches
to urban transport, saying: ‘I am convinced that, while fully respecting the principle of subsidiarity, the EU
@n add vadueto adiasat oA led. In partnerdip with thedties wewill idatify whether thereare dodtades
to successful urban transport policies and, for specific actions, propose joint solutions ”

The am of the Commission is to present a Green Paper on urban transport by September
2007, in which it will convey the possbilities and ways of adding vaue to actions taken a a
locd level. The mgor question concerning the Green Paper is whether the EU should
intervene a dl and outline some policy directions, consdering that the differences in the size,
populaion density, economic-growth levels, socid cohesion and cultura specificities of each
city bring dong the need for differentiated solutions, designed a locd level. However, the
scale of the problems faced by urban areas and their spread is often beyond the capacity of the
loca adminigrations. Adding to this the EU commitment to combating globa warming
and enhancing Europe's potentid for economic growth and job cregtion — prerequisite for
which is the credation of atractive and easly-accessible cities — creates the necessity of
mediation. Nevertheless, the Commission has clearly sated that it has no intention to impose
any targets or specific solutions, but rather to enable loca and regiond authorities to “create
gpace to develop these solutions” (EurActive, 2007a).

So far the stakeholder group has outlined a number of areas where the Commission could

help avoid duplication of efforts and enhance effectiveness of locd action by defining a
common EU framework. These include (DG TREN, 2007b):

e Providing better financing to public transport infrastructure through structural funds;
e Promoting the exchange and dissemination of good practice;

e |sauing a recommendation for theinterndisation of externd costs of transport (a
preliminary report is due end of March);

e Carrying out research on key issues for urban mobility;

e Setting alegal framework for public service obligations;

e Establishing technological standards and ensuring interoperability; and

e Providing guidelines on urban planning.

The stakeholders have dso pointed out the need to modify consumers behaviour towards
public transport if ared change in urban mobility is to occur. Of consderation is the EU’s
regiond policy, which often undermines sustainable mobility gods in the new member states
in Centrd and Eastern Europe through supporting roads investments a the expense of public

trangport using the structurd and cohesion funds (Konecny pers. comm.). Thus, it is to be

25



Dragomira Raeva, I11EE, Lund University

provisioned in any future policy that towns should only receive structurd funds if they are
willing to change their habits. Mobility is consdered to be amgor stake for the future of the
EU and public transport recelves specid dtention with catching up with image and
atractiveness (as compared to the private car). The public transport boogting debate is
paticularly relevant in the context of an ageing Europe, where improving accessibility and
guaranteeing reliability will be of key concern (EurActive, 2007b).

3.2.1.3 Thematic Strategy on the Urban Environment

The European Commission adopted the Thematic Srategy on the Urban Environment in
January 2006. The Strategy is based on extensive consultation with stakeholders and builds on
existing European policy initiatives for improving the quaity of the urban environment. In
line with the 6t EAP, the Commission set out its initid anadysis of the chalenges facing urban
aress in an interim Communication (COM(2004) 60 find) and suggested actions in four
priority themes: 1) urban management, 2) sustainable transport, 3) construction and 4) urban
design. It provides new measures to support and facilitate the adoption of integrated
goproaches to the management of the urban environment by nationd, regiona and locd
authorities (EC, 2007b) by mainstreaming of good practice and possible EU obligations to
adopt plans at the local level.

In the document the urban transport management is given specid consderaion,
acknowledging its substantid contribution to ar pollution, noise, congestion and CO:2
emissons and its fundamenta importance to citizens mobility and business. Thus it is
prescribed that transport planning should take account of safety and security, access to goods
and services, ar pollution, noise, greenhouse gasemissions and energy consumption, land use,
cover passenger and freight transportation and al modes of transport. The paper strongly
recommends that loca authorities develop and implement Sustainable Urban Transport Plans
based on talor-made solutions through wide consultation with the public and other
sakeholders, with clear targets reflecting the locd stuation (Commisson Communication
COM(2004) 60 final).

However dedicated to the development of a sustainable urban trangport system the Thematic
Strategy is, it has faled to come forward with a specific legidation. At earlier stages of the
preparation of the document the Commisson has consdered obliging Europe's big cities
(with population above 100 000) to adopt plans which would integrate environmenta
concerns into their day-to-day policy decisons and help to better manage urban transport.
However, the new Thematic Srategy only promises further technica guidance on such plans.
’The Cammssan hes el anay fran nore farreading pans fa EU  dratives”, comments Kerstin
Meyer, EEB Policy Officer. “The Strateyy besc@ly leavesit up tothemarbe dates and dties tharsdves
toinproether enramanta pefamane Thiswduntary goorcadh hes na waked in thepedt. Thisiswhy
N dties are dill fadng enamous prdders with (...) angtian, air and nd<e pdiution fram urben
transport” (EEB, 2006).

3.2.2 Initiatives and good practice guidance

Based on the existing policy developments the EU has undertaken and patronised a number of
initiatives oriented towards the enhancement of sustainable urban transport systems. They
come in the form of information portds, databases and guidelines services, but aso st the
opportunity for cities and regions to get practically involved and financially supported for their
participation in demonstrative projects and campaigns.
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3.2.2.1 European Platform on Mobility Management

The European Platform on Mobility Management (EPOMM) is a network where mobility
management experts share knowledge and ideas, exchange experiences, andyse common
problems and look for innovative solutions (EPOMM, 2007). Its existence is grounded on the
understanding that cooperation between the different member states, when concerning urban
transport management, is necessary on dl levels. As the vast mgority of EU population lives
and works in urban areas and this share can be expected to further grow to 80% by 2020
(EEA, 2006) and as the total number of travelled kilometresin EU urban areas are expected to
increase by 40% between 1995 and 2030 (EEA, 2006) common basic solutions need to be
found to resolve the problematic of urban transport — and this is where MM come into play.
EPOMM’s mission is to promote the adoption of MM as a new demand-oriented concept for
creating sustainable transport solutions by improving the urban environment conditions and
guaranteeing a sustainable access mode to all destinations in an urban area or region.

3.2.2.2 European Local Transport Information Service

The European Locd Transport Information Service (ELTIS) is a portd for locd trangport
news and events, trangport measures, policies and practices implemented in cities and regions
across Europe. Theaim of ELTIS isto provide information and support a practical transfer of
knowledge and exchange of experience in the field of urban and regiond transport in Europe
(ELTIS, 2007). It gives the user the opportunity to explore best practices from European cities
and regions, to search for specific transport solutions and to be informed about the state of
the art in a given transport gpplication. The objective of the project is to help create a more
sugtainable living environment in terms of urban transport, one which provides greater
accessbility and mobility to its inhabitants. ELTIS is a multi-user service, designed for
everyone involved in improving mobility, transport efficiency and safety as well as reducing
the environmenta impacts of transport. It is particularly valuable for transport policy-makers
and managers, transport operators and user groups.

3.2.2.3 Civitas initiative — Clean and better transport in cities

With the CIVITAS Initiative, the EC seeks to generate a decisive breskthrough by supporting
and evduating the implementation of ambitious integrated sustainable urban transport
drategies that should make a red difference for the wedfare of the European citizen
(CIVITAS 2007). The project is running since the year 2002 when CIVITAS| was launched
within the 5th Framework Research Programme of the EU. Currently the second stage within
the 6th Research Framework (2005-2009) is underway. CIVITAS involves 36 cities (Mamo, a
city 19 km South-West from Lund is one of these) from dl over Europe in sustainable
transport demonstration projects and fully funds their activities with the objectives:

e To promote and implement sustainable, cleen and (energy) efficient urban transport
measures,

e To implement integrated packages of technology and policy measures in the field of
energy and transport in eight categories of measures. 1) clean fuels and vehicles, 2)
integrated pricing strategies, 3) less car intengve lifestyle; 4) soft messures — such as
promotion of cycling and waking, intermodd services, child, school, student mobility
management, mobility marketing and awareness; 5) access redtrictions; 6) collective
passenger transport,; 7) urban goods transport; and 8) transport management;

e To build up critical mass and markets for innovation.
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The essentid characterigtic that makes CIVITAS successful is the fact tha the programme is
co-ordinated by the paticipating cities, which are in the heart of locad public-private
partnerships, while a common platform for sharing learning experience and result evauation
contributes to an enhanced knowledge and expertise exchange.

3.2.2.4 Sustainable Energy Europe Campaign

The SQugtainable Energy Europe Campagn ams to promote action and policy measures that
leed to the reduction of CO, emissons from transport in the fieds of dternaive vehicle
propulson and fuds and dso consolidate the flow of knowledge on energy issues in this
sector. In the EU, transport currently relies for more than 90% of its energy on minerd oil,
and a growing proportion of this will have to be imported in the future. Liquid biofuds,
gther bioethanol or biodiesd, give an dternative to the oil dependence and are (if produced
with best avalable methods and technology) carbon neutrd (DG TREN, 2007c). The
Commisson has set targets for an incresse in the use of both biofuds — fivefold for
bioethanol and threefold for biodiesd — by 2008 (Council Directive 2003/ 30/ EC).
Furthermore, the Biofuels Directive gives alega framework for creating a biofuels market and
offers Member Sates the possibility of goplying for atax reduction to support its production
and use.

3.2.2.5 European Mobility Week

The European Mobility Week has started in the EU in 2002 with the political support of the
European Commission DG Environment (Mobility Week, 2007). Since then it has been taking
place annudly, with each year having a specidised theme to concentrate the activities on and
providing an opportunity for towns and cities to promote sustainable travel modes for awhole
week. The objective is to facilitate widespread debate on the necessity for changes in urban
travel patterns, and in particular the need to cut private car use (DfT, 2007).

3.2.2.6 EXTRA - Connecting transport research solutions to European
transport policy

With its Trangport Policy White Paper, the European Commission proposes an action plan
amed a bringing about substantid improvements in the qudity and efficiency of transport in
Europe, which can only be tackled using an integrated mix of policy measures & European
and naiond level. To ad the cooperaion and information exchange and to help policy
makers develop effective solutions the EU launched a number of actions within its transport
research programme. The EXTR@Web project, being one of these, is an accompanying
measure of the Fifth Framework Programme, which attempts to collect, Sructure, anayse and
disseminate transport research results, covering EU and nationdly financed research in the
ERA, aswell as globd transport research programmes and projects. The am isto support the
policy-making process by providing timely access to the latest results and ther implicationsin
the form of a permanent archive to be used by policy actors and decision makers (DG TREN,
2002). Urban trangport has been given specid consideration with a number of research
projects instigated, e.g. urban freight (DG TREN, 2006).

8| ndicative targets for biofuels have been set by the European Union at 5.75% of total fuel for transport use by 2010.
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3.2.2.7 SMILE -the gateway to sustainable urban mobility

Sugtainable Mobility ams to reconcile citizens mobility needs with qudity of life and
environmenta protection. Within this context SMILE (Sustainable Mobility Initiatives for
Locd Environment) amsto help loca authorities cope with the chalenge by presenting good
practices and innovative approaches from around the EU area by presenting a database of 170
successful and replicable practices for sustainable urban mobility. Within the project local
policies are andysed jointly with experienced European cities and towns and
recommendations are drafted for locd authorities to facilitate the replication of the exigting
good practices. SMILE compiles the results and experience of European cities and towns in
designing projects and measures according to the needs of specific target groups and presents
successful models on how to involve citizens in sustainable urban mobility development. It
enables local authorities to benefit from the experiences of 14 of the most advanced European
cities and towns (among which Lund) in this field through the SMILE study tours and ste
visits demonstrating some of today's most innovative and replicable sustainable transport
measures (SMILE, 2007).

In summary, in recent years the interest towards urban transport on the EU policy agenda has
been sprouting, resulting in the launch of numerous follow-up initigtives. However, European
policies that have an impact on urban transport (such as trangport, regiona, environmentd,
energy, interna market or research policies) have often been developed independently from
eaech other. The reault is the asence of an integrated European gpproach on issues linked to
urban transport. The complex nature of the problems faced today by Europe’s cities requires
greater reflection on how to ensure and implement such an integrated approach at dl levels
(Eurocities, 2007). In this respect MM offers a possible solution.
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4 Barriers and opportunities in sustainable urban

transport policy development and implementation

The focus of the chapter is on the identifidble barriers in sustainable urban transport policy-
making and implementation. Besides presenting an overview of the possble obstacles,
suggestions for overcoming them are discussed in view of the chadlenges decison makers in
Sofia are confronted with.

4.1 Institutional barriers to policy development

There can be little doubt tha the primary barriers to sustanable transport are ingtitutiond.
Certainly, there are technicd and operaiond bariers to the cregtion of infrastructure,
organisation of the traffic, renewd of the vehicle flegt, but most of these are well understood
over short and intermediate time span and involve fairly routine actions for implementation
once ingitutiond impediments are overcome. The importance of ingtitutions can be easly
gopreciated when it is recognised that policy strategies, trangport modes and supporting
technology exist that, if used or adopted more broadly, could move countries and cities
towards grester environmenta and economic sustainability. It is getting to the decision to
adopt, deploy, or use that is the primary bottleneck (Stough and Rietveld, 2005). Williamson
(1994) points to four types on institutions that are important to consider when urban transport
policy development is analysed:

1. Informal — values, norms, practices, customs, traditions;
2. Formal — laws, regulations high level administrative orders (e.g. landuse regulations);

3. Governance rules — minor laws, administrative orders, regulations, policy
development;

4. Resource dlocation — from governmental agencies to firms and non-profit
organisations that are about dlocating resources to operaions designed to impact
individual and organisational outcomes.

There are several aspects, components and processes of (and related to) transport systems that
are difficult to ded with and therefore resist change because of ingtitutiond issues. As such
they contribute to the maintenance of less than optimal transport system (Stough and Rietveld,
2005). They can be classified according to the four types of ingtitutions but dso in terms of
their relation to time as short- and long-term, and general (relative in both time horizons).

e Long-term issues — such as — harmonising economic development and environmental
protection gods; ingtitutional friction hindering cross-municipd, regiond synchronisation
of initiatives and programmes, bariers to adopting new technology;, power conflicts
among stakeholders; barriers to efficient pricing; achieving cooperation among actors to
support intermodadity; decoupling the prestige of owning versus rationd use of the privae
car; willingness to pay on part of public and users.

e Short term issues, which have to do with achieving accountability among public transport
operaors, coping with indistinct regulations, managing freight and passenger transport
interactions; managing interest groups, goa definitions of organisations; land use and
managing land use.
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e Genera issues with respect to centraised decison making; ability to implement legidative
decisions; transport pricing concepts; availability of public trangport; taxation of fuels;
road use and road access gods, consumer preferences for trangport modes, car ownership
levels and related lifestyles.

Although the situation in the New Member Sates (NMS) is certainly as heterogeneous asiit is
in the old ones in reevance to sustainable urban transport planning and policy making, a
number of common societd issues can be identified that require specific atention in this part
of Europe (Box 4-1). While the relevance and impact of these issues may differ from country
to country, they represent a shared spectrum of particularities to be considered (EAUE, 2003).

Box 4-1 Common issues in sustainable urban transport planning and policy making in the NMS

Inditutional antext: Problems related to the change of the politicd and economic
system; strong budget restrictions, limited decentrdisation and autonomy of
municipa governments; basic horizontd and verticd integration deficits between
plans and policies, lack of capacities of key personnd and gaff in public
administration, and deficits in professona and academic education (esp. education
in multidisciplinary thinking); limited public participation, stakeholder involvement
and information practice in planning.

Urben evraymat: Different spatid and urban structures (esp. urban functions,
densties, urban design); infrastructure endowment and status (e.g. old roads, rolling
stock, obsolete technology/ ITC); transport development status and trends (eg.
modal split, motorisation, vehicle age);

Dedqmat aiataiax Policy priorities (esp. infrastructure expansion) and need to
overcome perceived backwardness; different vaue systems (e.g. private vehicle as a
key status symbol);

Avalaality d dedicated Eurgoean funds 1SPA, cohesion funds, ERDF, ESF, which are
provisioned for infrastructure projects in the field of transport and environment
(most commonly rehabilitation of old roads and construction of new ones).

Source: Wolfram (2004).

The urban transport plans developers in these countries should aim to take the outlined issues
into account and, where necessary, to formulate specific requirements or actions targeted at
overcoming the deficiencies. However, these issues should not be a reason for softening the
instruments or watering down the measures for achieving a sustainable transport system. The
development principles should be the same as dsawhere in Europe, as differences mainly
concern the starting point and the set of problems to be addressed.

4.2 Barriers in the implementation process

Though public policy-making on sustainable trangport might seem straight foreword, as it is

more or less taken for granted that once a decison has been made the policy will be

successfully implemented and the expected changes will take place (e.g. in behaviour, practices,
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etc.), in redity consderable gaps often exis between the assumptions underlying policy
measures and the responses in the transport system.

There are severd forces that prevent a measure from being implemented in its most ided
form. They can dther reduce the expected effect of the measure or offset its overdl
implementation. Banister (2005) indicates six categories of such barriers, grouped as follows:

1. Resource bariers are both about the financid and physica resources necessary to
implement a measure. Lack of money for implementation is closdly linked to ingtitutiond
barriers, as locd, regiona and nationd governmenta authorities are unlikely to provide
money for projects that do not harmonise with policy development.

2. Ingitutiond and policy bariers relae to problems with coordinated actions between
different organisations or levels of government, and to conflicts with other policies.
Sometimes thisis related to differences in cultures between departments, or differencesin
legd powers between governmentd bodies that affect the implementation of measures.
The competence and potentid of the implementing organisation itsdf has a vitd role in
the proper execution of the project as unstable administrative organisation and unqualified
personnel may reduce the capacity to implement (Smith, 1973).

3. Socid and culturd bariers concern the public acceptability of measures. Socia
acceptability may often depend on whether the proposed strategy compromises “push” or
“pull” mesasures (i.e. discourage or encourage certain practices behaviour) with the latter
being preferred in any case. In the long run socid acceptability is directly linked to atitude
change, however in the introductory stages of a new measure it is important to convey to
the public the postive outcomes of its implementation and am & behaviourd change
motivated by a benefit function.

4. Legd bariers — many trangport policies and measures need adjustment of law and
regulations, within or outsde the redm of transportaiion (eg. landuse, regiond
development). When good implementation requires changes in rules and regulation
outside the trangport domain, more effort should be expected to be needed in facilitating
these changes.

5. Side effects— amost every measure has one or more side effects. If the implementation of
a measure is accompanied by serious side effects, this may hinder other activities to an
extent that implementation becomes too complicated, although these side affects may only
have limited effects on the success of the measure itself.

6. Other (physicd) barriers may take the form of space restrictions due to the topography of
the area. For example, limited space on the outskirts of a settlement tha will hinder the
development of park and ride schemes or hilly terrain that is unfavourable for promoting
travelling by bicycle.

Banister and Marshall (2000) have carried out an empirical investigetion of urban transport
policy management measures to assess the scae of the barriers to therr implementation. The
results show that only on of the sixty-one measures reviewed was implemented without any
barrier. For each measure and barrier type, the influence of the barriers on the implementation
process was assessed. Figure 4-1 (next page) illustrates the findings in terms of the frequencies
by the level of seriousness of each barier type. The visudisation of the results clearly
demongiraes the severity of the implementation problems. Resources barriers occur most
frequently, according to the analysed data, followed by institutional/policy and social such.
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Figure 4-1 Level of barrier seriousness per barrier type.

Source: Banister & Marshall (2000)

Quch an andysis is useful in showing where implementation efforts should be focused and
where obstacles are to be expected. However, it is one thing (and rather easy one) to compile a
lis of possble barriers that might occur during the implementation of mobility management
scheme, but another to overcome them. The political decison aout urban transport policy
development is a compromise between numerous interests that have to justify public money
spending. To achieve sustainability in such a complex environment, methods of andysis need
to be extended beyond a single sector to include explicitly the effects of policy decisions.
Banister (1998b) sees this lack of interaction as the main problem to achieving sustainable
urban transportation.

4.3 Overcoming planning and implementation barriers in sustainable
urban transport development

Transport and spatia policies present an arena of many potentiad conflicting interests and
complexity together with often uncertain outcomes. Five framework conditions need to be
addressed s0 that successful and consistent policy implementation can take place (Banigter,
2005).

1. A policy framework on spatid development should be established providing a long-term
perspective and congstency within which individua projects can be launched. Quch a
requirement gets away from much of the fragmentation of decisons at regiona level and
would provide stability through vertica integration within institutions and horizonta
integration between sectors.

2. A sudanable nationd transport strategy, which would be the backbone of any locd
initiative for sustainable urban transport development has to be in place.
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3. Decentralisation of powers and responsbilities for transport should be commensurate
with the level of implementation, together with the necessary resources or revenue raising
powers. Sill in many countries the flexibility of locad agencies is constrained by their
limited power to raise investment funds (controlled ill by the centrd government), which
in turn discourages municipal entrepreneurship and local innovation.

4. Consgency in policy direction is needed to prevent perverse effects. An illustration of the
later is the am of locd authorities to boost economic activity and improve locd
employment through aggressive development plans. Such decisons have the potentid to
generde extra traffic and later on expansion in housing development and sprawl of the
urban area (or vice versa). Thus spaid development plans and the sustainable transport
srategy should be firmly interconnected and ascertained in nationa and regiond policies
for spatial development.

5. Public and private acceptance of policy triggers successful  implementation.
Communication and involvement become key issues when controversid policies implying
behavioura change on a massve scde ae to be introduced. This connotes that
participation should move from the level of information and manipulation to afull-fledged
contribution and empowerment so tha decisions rdaing to transport and spatid policy
become accountable to the users (Putnam, 2001).

The checklist presented in Table 4-1 is a useful tool to anticipate and prevent potentid
implementation barriers. The anaysis is carried on two levels: identification of the barrier type
and scrutiny of the barrier itsdf with the help of the checklist. Such an gpproach provides a

thorough investigation of the possible difficulties of implementation and sets up a forum for
discussion that involves partnership between the public and private sectors and the users.

Table 4-1 Checklist approach to overcoming barriers

1 Responsibilities Overlapping responsibilities — spatial, organisational, and planning. Underlapping
— | responsibilities— gaps. Need for clear allocation of tasks.

2 Coordination Vertical and horizontal coordination — within government at all levels, across sectors and
— | modes, between agencies and professionals — must involve all relevant actors.

3 Technical To cover analysis, complexity, forecasting, monitoring and evaluation. Agreement on
technical case for package of measures, not just individual measures.

4 Traditions Technical quantitative and discursive qualitative approaches to be reconciled.
Compatibility between long-term and short-term policy objectives.

5 Financia Centralised control with distribution to localities and locally raised resources. Availability
and control of budgets, and phasing of investment and accountability.

6 Innovation Risk taking and interest in radical policy or incremental changes. Commitment to real
change and achievement of national spatial policies and the sustainable transport
strategy.

Source: Banister (2005).

In addition to being precise about the five framework conditions, the process of
implementation must be examined from its formulaion through its enactment, to the
monitoring and assessment of outcomes so tha improvements can be made based on a
learning effect.
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5 Mobility management in practice: a case study from

Lund, Sweden

The following chapter will present the analysis of loca trangport-environment policy making
and planning in the case of the Lund municipdity in Sveden. Besides this, the adaptability of
the locd level governance to developing an environmentaly sustainable trangport system will
be discussed aming to outline the success factors but dso the barriers in the process. The
anadysis will employ the framework presented in Chapter 2 and use the urban transport policy
sustainability criteriato assess Lund’s performance on the way to sustainable mobhility.

Before going to the detals of the developments in Lund a generd background to transport
policy making in Sweden will be given.

5.1 National and regional traditions, tendencies and practices in
transport policy

Sweden has a long tradition of producing transport policies dating back to 1963 (Tengstrém,
1999). As for the environmentd perspective of transport policy development, a certain shift
occurred in 1988, which marked the emergence of the idea of an environmentaly friendly
trangport system in Sweden. As aresult some timetabled quantitative targets were introduced,
dthough sustainability or the globd perspectives of the policy impacts were not part of the
discourse. In 1994 the Swedish government gppointed an investigative commission entrusted
with the task of eaborating a new nationa plan for trangport and communications, which
should be able to achieve an efficient, safe, equitable and sustainable transport system
(Tengstrom, 1999). This resulted in a find report in 1997, which advanced the vison that a
transport system of the future must contribute to economic and sociad development without
depleting naturd resources, destroying the environment or ruining human hedth, and must be
economicaly, socidly, culturdly and ecologicdly sustainable (SOU, 1997:35). In the same
period between1994 and 1996 the Mar's project was produced with the co-operation between
severd minigtries (representing dl modes of transport, housing, and the environment), the car
industry and the Swedish Petroleum Ingtitute. The am was to build a bass towards the
achievement of an environmentally adapted and |ong-term sustainable transport system.

On aregiond leve, a few initiatives have been taken during the 1990s to work towards a
regiond transport-environment planning in Scania® — the southernmost region of Sweden
where Lund is located. These initiatives have been strongly influenced by nationd authorities,
and in genera they deal with transport-environment issues in the same mode as at the national
level.

5.2 Urban transport policy development in Lund from the 1970s till
present

5.2.1 The city of Lund — background information

Lundisan old city with arich history of civilisation (in Nordic context) founded approx. 1000
years ago. It is a rather compact elipse-shaped city placed on a gentle hillsde. The narrow
network of roads (most with paving stone) in the city centre of Lund has generdly been the

9 The population of Scaniais 1,2 million inhabitants, over 90% of which livein cities ( Scania Municipal Council, 2007)
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same since the Middle Ages. The city itself today has about 79 299 inhabitants (not counting
al temporary students, goproximately 40 000) compared to 103 286 living in the municipdity,
including the villages of Sidra Sandby, Daby, Veberod, and Genarp stuated 10-20 kilometres
outside the town (Lund Municipality, 20078). Over the centuries, Lund has earned a reputation
for being a place where people meet. Today, with Scandinavias largest univeraity (University
of Lund), the University Hospitd and the science park IDEON, which are among the largest
employers of the region, Lund has become a meeting place for more and more people. Every
day, there are 30 000 people commuting to Lund, and 15 000 people commuting from Lund
(Gustafsson pers.comm.) indicating a hectic mobility situation. More than 1 million
personkilometres are carried out within Lund every day — 55% by car, 35% by public
trangport, and 10% by bicycle or on foot (Karlsson pers.comm.). As for the number of
journeys, 45% of the trips are being made by car, 45% by bicycle or on foot and 10% by
public transport (Karlsson pers.comm.) indicating that shorter distances within the town are
preferably travelled in a non-motorised way (Karlsson pers.comm.). The use of soft modes of
trangport in Lund is sgnificantly above the Swvedish average (gpprox. 5% for bike and
waking). Car ownership insde Lund is reatively low, with 293 per 1000 inhabitants (2002) —
opposed to 374 in the region and 452 in Swveden as a whole (2002) (Lund Municipdity,
2007b). In the municipdity, the administration for transport planning is a pat of the city
Architecture Office (dso referred to as Planning and Building Office), which works with
issues from infrastructure and urban planning to small issues of building regulation. The office
is responsble to the Housng Board (consigting of politicians), which answers to the
municipdity council. Implementation and maintenance of transport projects is a matter of the
Technical Service Adminidration (responsible to the Technicd Board). The City Architect
Office and the Technical Administration co-operate and co-ordinate tasks on adaily basis.

5.2.2 The deliberation of LundaMats

This section outlines the background and development of Lund’s environmentdly adapted
transport system. Concepts and perceptions on transport-environment issues are used the
same way as registered in the case materials themselves.

5.2.2.1 A History of transport-environment policy-making and planning

Lund has a comparatively long tradition of transport debate, policy-making and planning in an
environmenta perspective. Interest in traffic issues resulted partly from the 20t century
industridisation, when the town grew rapidly. The traffic flow in the town centre rose
uncontrollably and in the 1970s reached the same level as on the motorway outsde Lund
today (Swedish Naiond Board of Housing, Building and Planning, 2001)). As in many other
European cities and towns a that time it was the plan to build more and bigger roads in, and
around, the city centre in order to solve the problems of increasing car traffic. In Lund this
“car-centred” planning practice was broken in May 1969 when the municipdity council
decided not to demolish buildings in order build a new four-lane east-west road through the
city centre. Instead, a “Traffic and Environment Committee” of politicians, university experts,
businessmen and public servents was given the assgnment to work out dternative
recommendations to solve the conundrum. The following 2-3 years the agenda in transport
policy-making and planning changed significantly in Lund. Restrictions were imposed on
private car use in the city centre, parking fees were introduced, and in 1972 the Committee
finished an extensive report on “Trangport and Environment in Lund” (Hansen, 1999). As
such, this report was a cdl for an integration of transport planning, urban planning and
environmenta awareness, strongly recommending an increased atention to cycling, waking,
and public transport and furthering the restrictive policies on parking and driving in the city
centre. As aresult, the locd politicians designed a package of restrictions on private car use
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that was introduced as an experiment. At the core of the environmenta arguments of this
period, in relaion to transport issue, were locdly experienced negative conseguences from
traffic in the centrd parts of the city; destruction of the townscape in the historica centre was
the leading argument, but noise, safety, CO emissons and decreased accessbility for
pedestrians were essential issues too (Hansen, 1999).

Severd factors influenced the changes. The idea of new roads through the city centre was in
conflict with a broad support for maintaining and protecting the Middle Age road-net. The
phrases a “motorway” or an “autostrada’ through Lund awoke strong negetive fedings
towards the plans. Furthermore, the left-turn on the political arenain Lund in the late-1960°s
backed up the opposition to the “car-based planning” trends. Y et, it isimportant to note that a
broad politicd mgority (not only from the left) was behind the changes. Findly, the impacts
of the planned new roads system in the city centre were assessed in the late 1960's by
Professor Sig Nordqvist (Traffic Planning and Engineering Department at the University of
Lund) who dso published a book (Nordgvist, 1984) with his vison of an environmentdly
benign traffic planning. The assessment was a combination of traditiona cost-benefit andysis
and today’s environmentd impact assessments and its findings served as a decisive factor
among the politicians and the administration on decision-making.

The next important step in trangport-environment policy-making and planning in Lund came
in 1985 with the Inner City Plan. Initisted by politicians from the “right” it proposed
pedestrian aress in the city centre, restructuring of public transport routes, and further
upgrading of cycling conditions. The environmenta arguments behind these proposds were
dominantly based on the same perceptions as initiated earlier in the °70s, dthough a new
paradigm of a “car-free inner-city” emerged. The plan became a breskthrough in urban
planning and trangport policy making by outspokenly prioritising the soft modes of trangport
for the future. The basic ideas and gods of urban and transport-environment development
were anchored firmly in the policy making didogue, through many meetings, anong a wide
gpectrum of politicians, severd interest organisations, public servants and independent
professionals.

5.2.2.2 A new agenda for transport in Lund

It took 10 years to implement dl parts of the Inner City Plan during which the environmentd
agpects of trangport planning have persstently being high on the Lund’s civil discourse
agenda. In December 1995 the transport-environment concerns in policy making were
maintained by the municipal decision to work on the daboration of an “environmentally
adgpted trangport plan” for Lund. The driving force behind the initiative came from the
municipal council, which produced a politicd document with the intention “to create the
vison of a longterm sustainable transport development in the municipdity of Lund”
(Abelson e d., 1995). This document exemplified a new paradigmatic shift in transport-
environment policy-thinking, making, and planning by emphassng a shared locd
responsbility for globa environmentd problems. The focus was primarily on reduction of
trangport volumes, emissions and resources (both renewable and no renewable). The new
agenda followed as a continuation of the nationd MaT's programmete where Lund committed
to working across sectors for an environmentally benign transport programme and plan within
the Local Agenda 21 and urban planning in Lund.

10 This nationd project, produces 1994-1996, was the result of a co-operaion between the car industry, the Swedish
Petroleum Institute and several ministries representing all modes and aspects of transport, housing and the environment.
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Agan, severd factors triggered the changes. Internationd and nationd trends in
environmental awareness were quickly absorbed at the local level — both among the politicians,
the public servants and the public. Politicdly, the 1994-dections success of the “left” party
was mgorly due to the strong transport-environment stance on their dection platform.
Messurements showing high concentrations of benzenein the air in Lund also played arolein
fuelling the public debate. Furthermore, the Inner City Plan of 1985 had been implemented
successfully and there was the desire and urge to have a continuation of the process anong
local politicians and municipal employees dealing with transport planning.

5.2.2.3 Setting up the planning process

In order to commence the work on the environmentaly adapted transport system, leading
public servants from the Technicd Services Office, the Planning and Building Office, and the
Environment Delegation worked out a programme, outlining recommendations and a plan
schedule. The council also established a Trangport Commission (a steering group of nine key
locd politicians), accountable only to the council and responsble to produce a proposd for a
“Mars” plan for Lund.

One of thefirst actions of the Trangport Commission was to recommend the involvement of
a consultant company in the planning process, thus ensuring objectivity, rdiability and a high
level of proficiency by seeking “competence from outside”. The municipa administration was
aware that in-house resources and knowledge were not sufficient to execute such a complex
work on the one hand; on the other it was dso essentid to have a plan that is concrete and
possible to implement that required in-practice skills. On this grounds the loca consultant
company Trivector was chosen (March 1997) for its high scientific profile, good knowledge of
local conditions and recognised reputation in sustainable transport projects.

Although the Transport Commission did not have the competence to make fina decisons, it
became a very centrd indtitution facilitating a consensus-building discussion between leading
local politicians, public servants and the consultant. The Commission also discussed views and
proposals on transport-environment issues, through five planning mesetings (the first being a
public hearing), with a variety of stakeholders (Chamber of Commerce, grass-roots
organisations, industry, Police, public transport, schools, etc.). In addition, an “Expert
Group”, consisting primarily of university professors, supervised and challenged the work.

5.2.2.4 The LundaMaTs plan

By January 1998 the consultant finished the last of four reports on LundaMaTs, which
described and analysed:

e The current transport/traffic situation in Lund and its environmental consequences,
e Recommended environmental goals;

e Put forward acomprehensive action plan for an environmentdly adapted transport system
in Lund.

Figure 51 (next page) presents the chronologicd development in Lund’s urban transport
planning and policy deliberation process, which lead to the elaboration of LundaMaTs.

38



Mohility management — Sustainability option fa- Sdfia’'s urben trangpat star?

LundaMaTs
I

Revised 2005

Agenda 21
LundaMaTs 2005

Local 1999

Agenda 21 ; .
1997 eneral plan in public

discussion 1998

Inner city
plan

Park & drive 1985
restrictions
1972

v

Towards sustainable transport system

Figure 5-1 Chronological view of sustainable transport planning in Lund

Following is a brief presentation of LundaMaTs based on is ideologicd set up and concrete
ams.

Concepts and problems — an environmentaly adgpted transport system is adjusted to
nature’s and human’s carrying capacity. This refers to production, gpplication and find
handling of means of transport and infrastructure. The use of fina resources must be
minimised, emissons of hard-degradable substances must cesse, the physicd pre-
conditions for the cycle of nature must be mantained, and the use of renewable resources
may not exceed ther recregtion (SOU, 1997/ 98). Guided by this definition from the
Swedish Minigtry of Environment, the LundaMarls focused on the problematic of
transport volumes; commuting; air, soil and water pollution; noise; land use and safety.

Goals — the ambitious plan concentrated on CO,, NO,, SO,, VOC and carcinogenic

substances emissions reduction, noise levels decrease and recycling of infrastructure and
trangport means. Concrete short, middle and a long-term goals were set for the years
2005/2020/2050, eg. CO, reduction by 5, 20 and 75% respectively (based on 1990
emissions level). Quditative gods concerning area use, visud and aesthetic aspects and
land use priorities were also outlined (for more information see Appendix 1).

Strategies — five man strategies were employed in LundaMarTs including: totd transport
volume reduction; improving integration of transport modes, more effective trangport
management; implementing technical improvements of transport means and fud; and
finally enhanced assessment of environmental impacts of construction and maintenance of
infrastructure.

Means — five man reforms were operationdised within LundaMaTls. environmentaly
friendly car traffic; extended public trangport; bicycle friendly town; town and country
planning; industrid transportation (company transport and city logistics) (Lyborg and
Hyllenius, 2001). Supplementary reforms focused on IT, the Lund-citizens travelling
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outside Lund and on information dissemination, consultation and marketing campaigns
for LundaMarTs.

During spring 1998 LundaMaTs was in a public hearing and debate phase. Severd public
meetings were held and LundaMaTl's was sent to 83 interest parties (municipdity boards,
national & regional authorities, neighbouring municipalities, big real estate owners, companies,
political parties and interest organisations). At this stage no new contributions and debates
occurred since the Commission had already worked extensively on establishing consensus step
by step and adopting various views expressed through the policy-making and planning process
behind LundaMaTs.

The totd cost of LundaMaTs was estimated to be 1009 million SEK (gpprox. 111 million
Euros, as of April 2007). Its implementation was kick-started in 1999 with a47.7 million SEK
grant by the Swedish government for “local investmentsincreasing the ecological sustainability
in the society’1t and a matching amount contributed by the municipdlity itself. Four concrete
projects went underway during the first phase, namely: “The Bicycle City”, “Lunddanken” (a
light-rail project connecting the city centre with the mgor work destinations in and around
Lund started with investments in separate bus lanes to be converted to tram lanes), “Waking
and cycling to school”, and a “Mobility Office” supported by 83 subprojects (PLUME, 2005)
(consult Appendix 2 for a lig of the projects and their goas, schedule and budget).
LundaMars is implemented with joint efforts from the city of Lund, the business sector, the
public transportation sector, and further supportive associations and authorities while the
Technicd Service Office and the Planning and Building Office of the municipdity take the
major responsibility in enforcement (Lyborg and Hyllenius, 2001).

Assessments of the effects of LundaMals were conducted in 2001 and 2004 with
guestionnaires evauaing the public avareness of the programme and tracking changes in
travelling behaviour. The progress reports were made available to the public and revealed that
positive outcomes have been achieved. The results illustrated grest citizen support: 90%
stating that the investmentsin sustainable transport are good and 19% declaring that they have
changed traveling behaviour in a postive direction due to the LundaMaTls activities
(Trivector, 2004). Based on these evduations the city of Lund has revised the LundaMars
program and formed a new extended mobility plan known as LundaMViars |1, which has 42
planned projects and comprised issues of socia inclusion/accessibility besdes the regular
environmental concerns (Wendle pers.comm.).

5.3 Policy analysis

In this chapter the dynamics of loca processes will be anadysed in terms of the development
and implementation of LundaMars. The anaysis follows the main structurd eements of the
socio-ingtitutional gpproach and builds upon the information disclosed in the preceding
chepter. The am of the andysis is to gather understanding of the process of environment-
transport policy making (driving forces, figures, motivations, success factors, strengths and
barriers) and to be able to derive some recommendations of how Lund’s positive example can
be applied in Sofias trangport management.

11 |n 1997 the Swedish government decided to support loca investments aimed at increasing the ecologica sustainability in
the society with 5.4 billion SEK 1998-2000.
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5.3.1 Policy discourses

Severd gory-lines and public opinions seem to have influenced transport policy-making and
planning in an environmenta perspective in Lund (Hansen, 1999). Around the 1970s
“motorway”, “autostrada” and “car-based planning”, concerning the plans for new roads in
the city centre, were used with a strong negetive connotation by many different actors. These
words served as a powerful metaphor of the common perception that the city centre should
be left unharmed, and new solutions, with less motorised transport in the city centre, should
be sought. Around 1985 the public opinion on these issues was very much the same, but a
new terminology ““car-free inner-city” settled down. Besides emphasising on the need for aless
motorised urban mobility, the metgphor adso established the rationde of consdering
transport-environmental issues as local problems (of the “inner city”).

During the 1990s transport-environmental discourse in Lund took globd dimensions of the
locally perceived problems. Phrases like “CO, emissions reduction”, “environmentally adapted

trangport system”, “long-term sustainable development”, and “good life for dl” dominated
politicians (left and right), public servants and interest groups position. The debate in the press
has dso shown a persstent and widespread public interest in sustainable development issues
with a special focus on urban transport.

The joined influence of dl these factors resulted in the integration of the environment-
trangport theme in the Loca Agenda 21 process and making it the centra focad area on which
the municipdity decided to work. The new visions reflected a broad and deeply rooted
environmenta awareness among the public in Lund in particular transport issues from an
environmenta perspective became strong story-lines having a significant effect on policy
making and planning. Transport and traffic have even settled severa dections in Lund,
appearing to have always been central issues of public interest (Hansen, 2002).

The sustainability concept was presented in the policy debate by discussions on “finite
resources”, “hard-degradable substances’, “use of renewable resources’, and “uncontrolled
growth” which accompanied the development of the urban transport sector; later on the
“socid” concerns were included in the LundaMaT's agenda. The policy making authorities also
embraced and popularised the notion that “more roads lead to more congestion” and do not
relieve the problems related to increasing traffic volumes. Furthermore, the idea that “clean
vehicles do not provide a solution” has been commonly accepted stressing the fact tha not
only “ar pollution”, but dso “noise”, “gpace consumption” and “traffic accidents” should be
of centrd concern in a sustanable transport policy (Sdderberg pers. comm.). Recently the
consderation of “the ethics and net effects of bio fuels production” has infiltrated the story-
lines, which partidly explains why “clean vehicles” projects have never found their way to
LundaMaTs. The new understanding of transport-environmentd issues in Lund has been
largely provoked by externd forces and influences. The transport-environment discourse
reflects upon idess initiated and formulated & the internationd and nationd level, but what is
unique isthe trandation of the global concepts to the problems at the local level.

Summing up, an intense awareness of transport from an environmental perspective among the
public, interest organisations, the politicians, and the civil servants (resulting in a discursive
hegemony on environmentd issues) has significantly contributed to improve the capacity for
policy making and planning towards more environmentaly friendly transport solutions in
Lund (Hansen, 2002). However, LundaMars would not have come into existence without
strong dliances between many key locd actors — dliances through which these concepts,
ingpired a internationa and nationa levels, could be given specific locd meaning. The next
chepter andyses deeper the way dliances formed and what was their importance in the
LundaMaTs formulation process.
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5.3.2 Policy communities and networks

One of the most interesting questions in relatiion to policy networks is the reason of ther
formation and the style of their operation. In Lund the mgor interest groups involved in the
policy dialogue can be described as follows:

1. The Muniagpd Planing and Buildng Adrinidration and the Tednia Adminidratian, which
cooperae and coordinate on a daly basis. These ingtitutions are the traditiona politica
channds for planning and implementing transport projects in Lund, however instead of
using these boards, the Municipal Council asafirst step established a new institution.

2. The Trangoat Canmissan (a politica steering group with nine key locd politicians from the
Left and Right parties), reporting only to the council, had the sole task of producing a
proposal plan for an environmentally adapted transport system in Lund.

3. A Wak Grap (conssting of leading civil servants from the Planning and Building
Administration, the Technicd Administration and the Environment D eegation, working
with Locd Agenda 21) that asssted the work of the Trangport Commisson. The
Environment Administration was gppointed to coordinate the work while reporting was
done directly to the head of the Municipal Administration.

4. A trangport planning Cawitant (Triveta AB) involved through co-operation with the
Transport Commission and the Work Group.

5. Findly, a RdeaxeGraup and an Expat Graup were established, which were contributing to
the policy process during pudic herings In the Reference Group, vaious interest
organisations and public ingtitutions (Chamber of Commerce, ‘grass-roots environmenta
groups, industry, the Police, public transport, schools, students, etc.) discussed views and
put forward proposas on transport issues from an environmentd perspective. The Expert
Group, primarily including university professors, followed and questioned the process and
the content of proposals.

Figure 5-2 (next page) illustrates the institutional organisation between the stakeholder groups,
which aso shows the network links and the channels for exercising influence in the system.

The set up of such a policy network was partially possible because of a tendency, perhaps even
a tradition, among politicians and civil sarvents to adjust the formd
ingtitutiond/ administrative organisation according to the character of specific problemsto be
solved. This flexibility became even more gpparent in the process of policy making and
planning that led to the LundaMaTs (Hansen, 2002).

Policy-styles, innovation cgpability and participatory set-up and practices in Lund have dso
been significant factors in the development of such networks. The consensus-building policy-
style is characterigtic in Sveden (Tengstrém, 1999), but in Lund, in paticular, this style is
supplemented by an extensive debate culture with a rather “free discussion”. This free
discussion is especidly exemplified by the relationship between politicians and municipa
workers in Lund where public servants are entitled and expected to contribute to the policy
development process by expressing their opinion. This tradition/ culture has dso opened the
way to other interest parties incluson in the transport-environment policy-making and
planning processes. The participatory set-up and practices around LundaMarls were of
sgnificant importance for its development, involving a wide range of actors of different
adherence before making decisions, and even before a public hearing and an officid debate
phase were announced. It was essentid for the actors from the municipa community to
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discuss and secure a very broad consensus on transport-environment perceptions, gods and
means among dl centra actors as early as possble, which would grant a rather smooth and
unproblematic phase of finad decisons to give politicd mandate to the implementation of
LundaMarTs.

Municipal
Council Public Hearings

Transport

Commission Expert Group

Reference Group

Working Group

Municinpal Communitv Public Communitv

Figure 5-2 Ingtitutional networking in the policy planning and making process of LundaMaTs.

Particularly interesting in the case of Lund is the codition between economic and
environmenta discourses. The Chamber of Commerce in Lund has accepted policies amed
towards cafree dreets in the city centre ascertaining that fewer cars would actudly have
positive effects on business and trade. This illustrates that a stable, versatile, environmentaly
inspired discourse-codition on transport issues has formed over the years in Lund (Hansen,
2002).

Findly, the Lund scenario attracts atention with a missing co-ordinaion and interplay
between internationd, nationa, regiona and locd levels of government, concerning transport-
environment policy-making, planning and implementation. Although & this stage of the
LundaMaTs implementation it is difficult to say if it will reach its goals for 2050, an analysis by
Trivector (2004) concludes that LundaMaT s and the Local Agenda 21 plan in Lund will fail to
ddiver in the long-term without some serious concrete actions (e.g. raised fud prices, road
pricing, regiond road construction) taken by actors at regiona and nationd level. As a result
leading locd politicians (Left and Right), public servants and the consultant asked for (further)
srengthening/ independence and coordination in policy making on the regiond leve in
Sweden.

5.3.3 Policy arenas

As discussed in the preceding chapter policy-makers in Lund have demonstrated high
capability of cresting an institutional/administrative (formd aenas) and participaory
organisation (informal arenas) during the LundaMaT's preparation process. In this organisation
the Work Group, Consultant, and Transport Commission discussed views and proposas on
trangport issues from an environmenta perspective via feedback from the Expert Group and
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through five meetings with the Reference Group. The participatory organisation consisted of
the Reference Group, the Expert Group and public hearings, while the involvement of the
generd public was with the arrangement of public meetings. Although no additiona atempt
was made to make the LundaMars plan proposd a widespread debae issue in the public
sphere, for example through information campaigns (Hanson, 2002), the plan proposd was
received with no objections from interest parties. Thisis due to the extensive discussons and
involvement of key stakeholders and opinions secured by the Trangport Commission, Work
Group, and Consultant. The observations of the work process between these ingitutions
reveds the way storylines have been distributed and have influenced opinions. Typically, atext
for discusson was sent to the member’s one week before a meeting of the Transport
Commission. At the meeting the Consultant and a representative of the Work Group reported
on the progress and working processes of the LundaMaT's plan proposd. This was followed
by discussions, particularly on environmentd objectives. Smilarly, the incorporation of
interests and views from the Reference group was secured through an on-going process
whereby the Consultant discussed working papers with group members, and received
feedback from them. Thus the Reference Group, the Working Group and the Transport
Commission were atested as the centrd arenas in the planning process with the Consultant
managing the information bridge between them. Although the mgor space for debating was
the municipa community interest groups (formd arena), the access of the generd public was
guaranteed by an extensive exchange of opinions through numerous consultations and officid
public hearings (8 in totd). The media dso presented an area of public discourse, where
articles and views regarding transport-environment issues and following the progress of
LundaMaTs were published on regular basis. The exclusively high level policy-making arena
could imply that LundaMars was the product of broad and heterogeneous dite, with only a
modest direct involvement of the generd public, however, goparently it is an dite highly
sensitive and reactive to public opinion (Hanson, 2007).

In summary, the politicd-adminigtrative sysem in Lund has demongraed flexibility in
rethinking ingtitutions, and aso atentiveness and openness to outsde input and new
knowledge, which gave way to the establishment of a dense, well connected and consensus-
based network of interest groups. Furthermore, the combination of consensus-building and
co-operative policy-style and an ingitutiona/ administrative and participatory organisation
legitimising this style have guaranteed the opinion incluson of the various interest
representatives, thus significantly boosting the loca capacity for policy making and planning
towards more environmentally friendly transport in Lund.

5.3.4 Institutional capacity

Trying to understand further the local dynamics of transport policy making and planning from
an environmentd perspective, the following discusson will focus on the strategic
proficiency/ ingtitutiona capacity, which is consdered to be the result of the entire policy-
making and planning process. The ingtitutiond capacity is reflected through the strength, will,
skill, knowledge, competence, and respongbility of organised governmenta and non-
governmenta actors to actudly ded with transport ideas/visions, objectives and strategies
from an environmenta perspective (Andersen, 1994). Lund has demonstrated a remarkable
strategic proficiency and ingtitutiona capacity in severd ways. Leading locd politicians both
from the Left and Right parties have shown the will and strength to instigate and promote
environmenta sustainability issues within the loca transport sector. Indeed it is often
mentioned that the politicd initiative was the most important reason why LundaMiars became
a redity (Sdderberg pers. comm.). In addition, the politicians have demonstrated persistent
skills in initiating a cross stakeholder didogues and establishing a practice of politicd
consensus. Moreover, the loca public servants and administration involved in LundaMars
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have shown smilar consensus-building proficiency and dso the will and ability to co-operate
across sectors and incresse their knowledge on transport-environment issues (Hansen, 1999).
The Lund administration generally encourages creative and independent working style among
the civil servants, which contributed constructively to the planning process. The loca
consultant has proved competent and highly experienced on transport-environment-
sustainability issues (both from a practicd and scientific perspective) and very cgpable of
passing on relevant information to the stakeholder groups as well as co-ordinating the guiding
the process. Furthermore, the presence of strategy proficiency is strongly influenced by Lund
being auniversity city with better educated people committed to environmental issues stronger
that the on average in Sweden (Hansen, 2002). Thus it can be sad tha the strategic
proficiency and ingtitutiond capacity in Lund to ded with transport issues from an
environmenta perspective are based on strong politica loydty, openness to stakeholder
involvement, trust, competence, and the use of scientific knowledge. These enabled key locd
policy actors to indtitutiondise sustainable trangport policies in the context of new
administrative organisations, programmes, resources and personnel.

5.3.5 Sustainability assessment

The choice of drategies and the design of reforms and specific projects in LundaMarTs are
indicative of a clear adherence to some generdly perceived recommendations for more
environmentaly friendly urban transport system (e.g. OECD, 2000) such as improved public
transport, improved conditions for soft modes of transport, more environmentdly friendly
motor vehicles, better traffic management, improved convenience in the dternative mobility
practices, etc. In addition, it is clamed (Trivector, 1998) that, compared to a do-nothing
scenario, the current setting of measures in LundaMar s will reduce car transport volumes and
emissions of CO,, HC, and NOx from transport in the municipdity of Lund, though not
enough to reach the long-term objectives in the LundaMarls2. Moreover, the added globd
perspective of urban transport-environment conflicts, the focus on “environmentaly adapted
transport”, as wel as the active concern (put in actions) of “finite resources”, “hard-to-
degrade substances’, “use of renewable resources’, and “CO; emissions” pegks of a postion
and policy aming towards what Pearce (1994) phrases as strong sustainability. “Strong”
because the policy attitude in LundaMaT's presupposes its functioning in a limited globa eco-
gpace where some resources or ecologicd systems are considered irreplacesble, and some
processes irreversible, so that the natura capita should be maintained and enhanced since the
functions it performs cannot be duplicated by manufactured capital.

Furthermore, the visonary policy plan and long-term gods are criticd for the sustainable
progress of a policy programme. LundaMarls has clearly outlined its dedication to a
continuous process, with gods set as far digant in the future as in 2050; meanwhile, it has
ambitious interim objectives which assst the revison and steer the advancement of the policy
through regular evaluation.

The financid sability of LundaMaTls is dso of centra importance. For decades the
municipdity of Lund has put resources into trangport-environment policy-making, planning
and implementation; furthermore the process was greetly stimulated by the Swedish
government financid support. Nationd funding increased the speed of implementation and
most likely, generated more funds from the municipdity itself (than originaly intended for the
same period) (Hansen, 1999). In addition, several actorsin Lund have expressed concerns that
funding from upper governmentd levels should be accompanied by information on the

12 Additional regional and national measures are also needed.
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concrete environmental effects of any infrastructural project, as well as by strict environmental
requirements and guiddines on how the financing can be spent in amost societaly-beneficial

way.

A find word in the discusson will be given to the role of background conditions such as
geography, demography, history and the split of trangport modes, which aways play arole in
bringing transport-environmentd issues on the politicd and public agenda. In Lund
specificdly these background conditions seem to have created a very favourable climate for
the initiation of atrangport-environment policy debate and subsequently for the development
and implementation of acoordinated policy plan. The historical and cultural city centre, gentle
doping hills, a rather young population of many students, a compact urban area, and many
bicycles (in Svedish context) has favoured a propensity for such issues. But, these background
variables have not been decisive (Hansen, 2002) for the origin of LundaMarls — even though
they might be consdered to be necessary preconditions. Other Swvedish cities, with similar
background conditions as in Lund, have not developed environmentdly adapted transport
plans to the same extent, and in the same period. This is to say that the argument “we don’t
have the necessary conditions”, which is common to many municipdities when discussing
transport-environment-sustainability development options is of no strong credibility.
Favourable conditions are created through politica will, ingtitutiona dedication and financia
support for progressive choices of environmentally sound development.

5.4 Overall results of LundaMaTs

Having examined the mgor factors that shgped the development of LundaMaTls a brief
discussion of its results will follow. This is to demonstrate that some of the measures have
dready created positive effects and that mobility management gives red improvements in the
urban mobility process.

5.4.1 Actual and perceived results

As of today two official evauations were conducted in 2001 and 2004 to assess the results of
LundaMaTs. In 2001, the evaluation was carried out in the form of a questionnaire survey sent
out to 3000 inhabitants between the ages of 18 and 70 in the City of Lund. In 2004 the sample
was increased to 4000. The results from the evduations (Tables 5-1 and 5-2) reveded that
LundaMaTs has achieved some tangible postive effects in terms of reductions of car travel
volume, CO, emissions, raising public awareness and changing people’s behaviour.

Table 5-1 2001 evaluation results of LundaMaTs.

Reduction in travelling Reduction in emissions
(million km) (tons of CO»)

Behaviour change

20 520
Switch from car to bicycle

19 380
Switch from car to public
transportation

39 900

Total 2001

Source: Lyborg and Hyllenius, 2001
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Table 5-2 2004 evaluation results of LundaMaTs.

Reduction in travelling Reduction in emissions
(million km) (tons of COy)

Behaviour change/ activity

Switch from car to bicycle 4.4-54 1200-1400
Switch from car to public

transportation 4.4-54 900-1100
Eco-driving and bi-pooling 0.7 250
Total 2004 911 2300-2800

Source: Trivector, 2004

It was estimated and expected (Lund Municipdity 2001) tha the reform “Bicycle friendly
town” would help to reduce CO, emissons by 1300 tons by 2005, and “Extended public
trangportation” — by another 700 tons. Asit can be seen from the Table 5-2 the first target has
aready been achieved in 2004, while the second has been even exceeded. This clearly
demonstrates the success of both reforms and the related measures.

The evauations dso showed that LundaMar's was effective in changing actors' behaviour in a

rather short term. According to the surveys, the level of behaviour change increased from
11.7% in 2001 to 19% in 2004 (Table 5-3).

Table 5-3 Behavioural change measured as a switch from private car use to bicycle and public transport.

Stated degree of behavioural change I 2001 evaluation I 2004 evaluation I

To alarge extent 2% 4%
To some extent 2.4% 5%
Sometimestry 4.3% 7%
Have started thinking 3% 3%
Total 11.7% 19%

Source: Trivector 2004

Furthermore it isimportant to mention that LundaMaT's has been characterised by a very high
goprovd. In the 2004 evauation as much as 90% of the interviewed stated that they consider
that “investments in sustaingble transport are good” and they would continue supporting the
reformsin the future.

5.4.2 Barriers

Having presented the positive results of LundaMars it is of interest for the purpose of the
analysis to dso get acquainted with the barriers that the planners and programme developers
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had to face and overcome during the policy process. Although it was earlier mentioned that
obstacles occur in any case and at every stage of the policy making, in the case of Lund these
seem to have been of minor significance and not to have caused any mgor conflicts or create
bottlenecks dong the development. Indeed the only perceivable barrier that chadlenges
LundaMaTs s of legd-politica character and is outside the municipd politicd administrative
system. With the advancement of the programme towards an overarching regiond and cross
regiona cooperation level, legidative and/ or politicd obstructions came on its way. Each
municipaity in Sveden has its own policies and regulations except for the cases when nationa
legidation takes superiority, which is the case when nationa road planning is considered. Thus
some locd initiatives towards motorised transport use reduction that bridge between two
municipaities might seem illegd on a nationd level. However, dl other obstacles that were
ingtigated around LundaMaT's have been successfully (to a big extent) surmounted. This was
due essentidly to the early and formalised involvement in the new policy development of
vaious relevant interest groups and citizens, through which it was possible to identify,
eliminate or neutrdize barriers and objections to the future plan and its implementation.
Thereby, exigting or potentid conflicts could be managed before they gained a more
significant negative influence through externd channes. This procedure reflects a somewhat
conscious ambition among the loca political-adminigtrative elite to be able to control the
policy-making process towards a concrete goal (Hansen, 2006).

Along with the barriers anaysis originates the question of the success factors in the policy
planning and implementation processes. The following chapter presents what the author
consders to be the key aspects of success for the development of LundaMarls from the
ingtitutional analysis perspective.

5.5 Lessons learnt and transferability discussion

The dynamics of the actua practices of trangport-environment policy-making and planning in
Lund primarily consists of a mixture of elements, of which most have functioned in a mutually
reinforcing manner. Yet it is possble to identify the influentid factors that steered the process
towards a successful end.

5.5.1 The role of local policymaking capacity in sustainable urban
transport initiatives

The LundaMaTs project has proven tha it is possble to initiste and develop loca
policymaking and planning ingtitutions and processes that work in favour of more
environmentally friendly trangport choices. The following composition of factors is claimed to
have been crucial in creating an improved capacity to integrate complex environmental
problems and deal with the issues within the transport policy making and planning in Lund.

A key dement in Lund’s case has been the establishment of a srang and brcady acepted public
discourse based on story-lines, that dedt with environmenta problems (eg. CO2 emissions) as
well as opportunities/solutions (e.g. carfree city centre). The environment dominated
discourse was made possible mainly due to the establishment and settling of a consensus on
ambitious, long-term environmental goals, strategies, and measures, not only among politicians
of different parties, but dso among civil servents from different sectors and among a
multitude of stakeholders.

Of ggnificant importance to the process of transport policy making and planning was its
management, which is determined by the loal pdigrstyle of consensus building and establishing
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cross interest groups agreement on the perception of transport problems and the formulation
of transport objectives and drategies The trust and incluson of scientific environmental
information and knowledge and the delegation of expertise to an external consultant secured a
high level of public agpprovad of the process. The locd inditutiond innoatian @pehlity to
establish and organise new and talored institutions to manage the planning process has dso
proven to be of essentid significance. It helped to establish a gragand intercnneted famd pdigy
network that served as a pool of idess, a platform for anchoring consensus and a channe of
exercising direct influence on the politicians that in the end would control the decisions of the
Municipal Council.

The improved economic stability of the LundaMaTls process, manly due to the allocated
neticnd @funding, played a key role in speeding the implementation and in maintaining high
politicd atention and dedication. The nationd funding supported Lund a a crucid point by
giving externa gpprova and a sense of purpose to abroad spectrum of actors involved in the
policy-making and planning process.

Some bakgaund andtias such as the historicd urban structure in Lund and the public
dedication to its protection and conservetion clearly influenced the initid growth of
environmenta considerations in loca trangport policy making and planning. Furthermore, the
dominating role of the students and the rdatively high generd level of academic training
among the citizens seem to have opened up the receptiveness and enhanced the acceptance of
environmenta and scientific discourses among politicians, civil servants, consultants, interest
groups, and the generd public. The loca geography, demography and existing transport
system in Lund dso had ther influence though it could be considered to be of a moderate
importance.

To wrgp up, the man lessons are that the capacity of Lund to ded localy with the
environment-transport problems is enhanced through a strong locd discursive hegemony on
environmenta issues concerning transport; a consensus-building, co-operative, and
communicative policy-style; a new and talored ingtitutionad/ administrative and participatory
organisation that involved interest parties early in the process; and an economic performance
improved through up to 50% nationa funding. It is reasonable to conclude that Lund’s
political life can be characterised as — borrowing the terms of Innes & Booher (2003) — a
sable, robust and effective adaptive learning system that embraces and includes difference,
thus cregting extra resources (concerning knowledge as well as economy) and credtivity in
building new policies and plans (Hansen, 2006) towards ambitious gods for a sustainable
future.

5.5.2 Transferability of Lund’s experience

One of the man objectives of this thesis is to discuss the opportunities that exigt in
transferring expertise and best practices in the redm of mobility management between cities.
It is not the am to copy the exact urban mobility management plans, but to adopt the
concepts, principles and managerid style that have proven to deliver positive results. In the
particular case of Sofig, it is of interest to discuss the possbility of initiating a smilar urban
transport management debate which can result in concrete policies, plans and gods. What will
be transferable thus are not the specific actions resulting from the policies in practice, but the
institutional approach to the policy planning and making.

A common argument regarding the issues of transferability is the “locad uniqueness’ of
governance and trangport problems. But in the red world we don’t live in a closed
environment. Although the problems are inherently “locd”, knowledge concerning policy
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development and good practice may be exchanged all over Europe and beyond. Learning from
other cities may be consdered a policy formulation process in which planners and decision-
makers of a receptor city search for good practices implemented in other cities (originator
cities), anayse those practices and the way they have been established and construct a localy
suited approach to advancing mobility policies.

TRANSPLUS (2003) has defined severd types of transferability: horizontd transfer between
jurisdictions a the same level of government; verticd transfers between inditutions at
different levels; full transplanting of ingtitutions. Horizontal transfers entail the replication and
adaptation of policies between different contexts, with a trandation of policy instruments, as
long as the scae of the settlements has been taken into consideration and policies adjusted to
match it. In this case transfers between settlements of different size and between different
countries are possible (Figure 5-3).

: Conurbation

Metroploitan

. Q'
city \ Q/,'

Figure 5-3 Territorial transferability between cities (example of Sofia and Lund)

Source: Adapted from TRANSPLUS 2003

It might occur that not only policy instruments are transferred between cities, but also
ingtitutions and related competence instruments are replicated. Indeed, the transplant can
entall transferring an instrument (or set of instruments) with a part of their inditutional axntext
from one areato another (e.g. setting a new ingtitution).

Trandferability of innovation is further desirable because the risks and costs involved in
developing and test driving a solution can be avoided by adopting a proven approach. Y et, the
process between settlements in different countries is generaly complex as legidation, planning
systems, economic structures, living standards and socid expectations are dgnificantly
different. On an EU leve this difficulties have been lessened by the numerous joint research
and test projects, programmes and co-operations between cities and regions regarding urban
trangport and mobility management (see Chapter 3), however Sofia has been particularly idle
in taking part in any such initiatives. Compared to other towns and metropolitan areas from
the CEE region (e.g. Prague, Bucharest, Ploest, Suceva, Pecs, Debrecen, Krakow, Ljubljand)
which have been actively involved in numerous projects (CIVITAS initiative)), the absence
and miss representation of Sofiain the EU urban mobility debate is highly disadvantageous
and spesks well of the meagre ingtitutiond interest in the issues. Nevertheless severd case
dudies andyss from TRANSPLUS have proven tha practices can be successfully
transferred, both between cities and from one country to another, yet for Sofia this process
might be slower that usual since the preparednessis relatively low.
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A usgful scheme to andyse policy transferability has been provided by Rose (2001), who
argues that policies can be transferred more easlly if some “factors of success” arein place, as
thoseillustrated in the table below.

Table 54 Sgnificance of factors of success for the transferability of mobility management policies

“Rose” factors for easier transfer

Where they are |ess context
dependent

Where the organisations for service
delivery are substitutable

Where the financia resources
available to develop the programme
aresimilar

Where the mechanisms by which a
programme works (“the cause and
effect” structure of aprogramme) are
simple

Where the produced changes

resulting from the policy/programme
aresmall

Where the values of the policy-
makers are relatively consensual

Source: Adapted from Rose, 2001

Significance of transferability of mobility management policies I

I Ml

Many policy measures are not
context dependent, those that are,
are clearly non-transferable to
certain locations

This should be the case for most
cities, but the relationship between
organisations may vary — and
where multiple organisations are
involved transfer may be more
difficult

Resources requirements are
generally lower than for major
infrastructure schemes, but may be
abarrier for some locations

But many measures are not simple,
particularly with the measure with
long-term impact and complex
chains of causality

Some schemes (such as those
involving walking and cycling) will
result in small changes, but others
(congestion charging) have very
extensive impacts

Values are defined by local
politicians and may vary over the
time required for implementation,
especialy for complex or
controversial projects

Many of the LundaMaTs policy
outcomes are universally
applicable and have been adopted
successfully by cities throughout
Europe.

In Sofia such organisations exist
but restructuring and creation of
new once will be necessary , eg. a
Mohility Office or Mobility
Management Coordinating

Agency

Budget deficitsin Sofia’s
municipal governance are
common; significant efforts
should be given to overcoming
this barrier

The lack of expertise and
experience in mobility
management will be an obstacle
for Sofia

Thiswill be very dependent on
the secured funding and
outcomes from the policy
development and its
implementation

Compared to the mature value
systemin Lund, the policy-
makersin Sofiaare only starting
to deliberate on the urban
mobility problems, solutions and
policy goals through which the
va ues are formed; consensusis
till to be settled
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According to this scheme, andysing “transferability” does not only imply knowing the
operaiond features of the policy instruments concerned, but dso to understand how a policy
instrument may fit into the context of the receptor city. Furthermore, a number of activities
which support transferability or increase the likdihood of success have been identified
(TRANSPLUS, 2003). These may take place at different levels.

e Collaboration: with a partner city or group of cities (in this case between Sofia and Lund)
in forma work to develop policy systems and plans, the transfer of innovation will take
place through the structure of a specific project, which might even secure some EU
funding. These may include skills exchanges and staff secondments, however the initid
indication of interest and will for collaboration shdl come from the side of Sofia, which is
in need of amodel policy development.

e Networking: many cities participate in networks, where they gather to share experiences
and transfer expertise through conferences, workshops and other media, however, as
mentioned earlier, Sofia has been quite inactive and isolated when regarding urban
mobility networks or general urban sustainability such.

e Dissemination: cities who have successfully implemented a new solution disseminate ther
results to other cities through conferences and journds, however the willingness to
participate and accept to work on such atransfer of solutions depends on the receptive
cty. S far Lund has shown a strong commitment to experience sharing being a
participant in the SVIILE project amed a preparing replicable practices for sustainable
mobility between EU cities. The long-term and profound experience of Lund will make it
agood partner in a possible transfer scenario.

All the above mechanisms are valuable, but there is the need of a more systematic approach to
ensure that the results of research and practices experimented throughout Europe are
exploited to the full, by maching research outputs to user needs, enabling the means of
information exchange, seeking agreement on best (and worst) practice, and promoting the
early introduction of new policies, measures and tools into urban and regiond planning
TRANSPLUS 2003). Clearly, it will not be enough to take the example of one city and clam
that the approach to urban mobility management and the experienced practices will provide all
the necessary solutions for another. Taking the case of Lund isjust one possible approach and
an example of how transferability considerations should be advanced, assessed and adopted.
Transferability will thus be influenced by the information from benchmarking groups, focused
on specific themes and based on the methodologies developed in severad EC initiatives (eg.
specific land use and transport benchmarking developed in the Thematic Network PLUME);
organisation of “peer workshops”, roundtables, one-to-one visits, where planners or decison
makers of different authorities (regional and local) will meet to exchange experience and blend
in the successful practices to come up with a noteworthy solution for the specific case;
moreover independent experts will idedly be contributing to the process too with detaled
knowledge of the local context.
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6 A look to the East: mobility planning and management
in Sofia —a new opportunity

6.1 National and regional traditions, tendencies and practices in
transport policy

The wave of change in Western European attitude towards the car and urban transport
planning in the late 1980s and early 1990s initidised present day gpproaches and thinking in
mobility practices. Yet this new ideas could have hardly reached Bulgarian transport policy a
that time when it was governed by Soviet Union delegated programmes focused on road
infrastructure management and expansion. In the years following the politica regime change,
this process of road infrastructure growth was significantly accelerated, stimulated by the
“need” for more and better connections to the West. Meanwhile, as Bulgaria entered
negotiations for joining the EU, its transport policy had to be harmonised. In relation to this,
in January 2007 the Ministry of Transport published a policy document, presenting a vison
for the sustainable development of the national transport system until 2020. Six strategic aress
have been defined advancing future work on (Ministry of Transport, 2007):

e Environmentally friendly cars;

e Cleaner fuels and energiesin transport;

e Public transport development;

e Modernisation of the road infrastructure;

e Modern (IT) approaches/systems for managing the transport process;

e Reduction of (fatal) car accidents.

The present state of each of these domains is now being evduated on anationd leve, specific
problems are outlined, prioritised gods and tasks are set, and concrete projects towards
achieving the gods and indicators for evauation are developed. Some of the activities are
directed primarily towards the locd urban level planning and organisation of the transport,
which implies tha municipa activation and involvement is encouraged and expected.
However, as the policy document is gill very new, neither concrete projects have been
initiated, nor financial resources have been allocated from the governmental budget.

6.2 Urban transport planning and policy development in Sofia

6.2.1 Sofia City and municipality — background information

Sofiais a 7000 year old city, Stuated on an open 550 m above sea level plain, surrounded by
the Bakan Mountain to the North and the Vitosha Mountains to the South. Itsurban formis
rather round-shaped placed on a fla terran (Sofia Municipdity, 2007). As of today, the
population is 1 220 000 inhabitants with the number of temporary residents of the capitd,
such as students, commuting workers and foreigners being between150 000 and 300 000.
Thus, the number of Sofias residents most probably exceeds 1.4 million, the average age of
the population being 38 years (NS, 2001). A National Satistical Ingtitute (NS) forecast of
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demographic trends foresees a sabilisation of Sofias permanent population a approximately
1.2 to 1.3 million inhabitants in 2030. The territory of the municipdity aso includes the aress
of 3 towns - Bankya, Novi Iskar, Buhovo, and 34 villages, their planning and development
activities being coordinated with the Comprehensive Plan of the capitd. The average distance
from the centre of the city is 4.4 kilometres per person (Avramov, 2004). I nfrastructure wise,
the large residentid satelite-quarters are connected with the centrd part of the city and the
industria zones through severa main diagonds, which is why 75-80% of the passengers cross
the centrd part of the city every day on their way to work, school, etc. (Sofia Transport
Qurvey, 2001). This has been one of the most difficult problems for transport planners and
mangers to tackle. The latest available data shows that the modd split among the travels in
Sofia is dominated by public trangport with 63% of the population using it for their daly
mobility needs, 27% relying on a persond automobile, 3% taking a taxi and 7%
“marshrutka’ss (Popchev, 2006). Sofia till has a much higher share of urban transport in
comparison to other European capitds, e.g. 35% for Vienna (VCO, 2006) and 28% for Berlin
(Berlin Senate, 2000) both being above the EU-15 average. However, the moda split in the
Bulgarian capitd is practicdly limited to motorised trangport modes, while in Vienna 29% and
in Berlin 35% of the trips are done walking and cycling.

Meanwhile car ownership is progressively growing with Sofia being a leader on an EU wide
scale. In 2001 the city ranked fifth among the European capitds in terms of cars per capita
(Figure 6-1 next page) way ahead from Paris, London, Vienna or Budgpest. The number of
automobiles has risen over three-fold in less than 20 years: from 250 000 in 1989 to 800 000 in
2005 (Sanilov, 2006). According to the municipdity (Soilov pers. comm.) their number is
dready one million, which means that the predicted motorisation levels for 2020 of 520
automobiles per 1000 inhabitants have dready been reached. Increase in car ownership levels
has been historically coupled with increased use of the automobile and growth in travel
volumes if no compatible dternatives (e.g. public transport, cycling routes) are made available.
Thistrend has been confirmed empirically in many European cities and is clearly observablein
Sofia nowadays.

Organisation wise, the administration for transport planning and policy development in the
municipality is shared between four entities: 1) the Transport Office and the deputy mayor of
transport, 2) the Architecture and Urban Organisation/Planning Office, 3) the Public
trangport company (SKGT) and 4) the permanent Transport, Transport Infrastructure and
Transport Safety Committee to the Municipal Council.

13 A form of a cross-over transport service between taxi and public transport  which developed in the late 90's provided by
private companies with the use of minibuses; the routes are fixed, while the stops are determined by the passengers wish
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Number of registered cars per 1000 inhabitants (2001)
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Figure 6-1 Registered cars per thousand inhabitants in European capital cities

Source: Eurostat, 2005

6.2.2 Policy deliberation

6.2.2.1 A history of transport policy-making and planning

In Sofia urban transport planning and policy development have traditionaly been included in
the Comprehensive Plan+ of the city. During the socialist regime (up to the early 90's) the
trangport planning paradigm centred on the creation of a monocentric modd of the urban
infrastructure and roads construction to meet the travel needs in the capitd. Public transport
development was a crucid governmentd project (with the development of eectrified and
motorised systems) and was farly wdl edtablished dthough the construction of a
“Metropoliten” (underground), which started in 1976, but was only launched in 1996, has
been a highly controversid project. Environmenta considerations in transport planning and
development have hardly been an issue during these times. Due to the generdly low leves of
personal car ownership and number of car trips, the automobile was not seen as a precursor of
urban environment conflicts.

An interesting phenomenon in the city development is tha most of the comprehensive plans
that have been in use during the years never reached the end of ther provisoned
implementation period. Severa historica researches and anayses showed that these plans
always failed to be implemented in full because of the occurrence of sudden and acute crisisin
the urban environment (Sofia Comprehensive Plan, 2003):

Thus, it can be stated tha the Comprehensive plans have never been cregated on the basis of
logical, meaningful and continuous development idess, but have rather been the product of
frequent and distorting crises, the last one of which has been the change of the political regime
and the period of trandtion. From 1989 till 1998 transport planning and management was
grounded in the inherited plan functioning since 1967, which has been tailored sporadicaly
whenever a new emergency occurred. In 1998 a decision for the preparation of a new plan was

14 Also known as Master Plan, General Plan or Urban Development Plan.
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made on amunicipd leve. Its development took five years and in 2003 the plan was accepted
by the Municipal Council to enter into force only in January 2007.

To sum up, the trangport planning and policy development in Sofia has been subjected to and
formed under the dramatic influence of socio-economic events of change and insecurity. This
prevented the development of a firm, clear policy line and the establishment of continuous
programmes and a tradition in transport management the negative effects from which are
badly experienced today.

6.2.2.2 Transport-environment issues in the recent planning and urban
development processes

Currently transportation is a mgor chalenge for Sofia and is of primary concern for its
resdents. Traffic in the capita has increased by 35% in the last decade due to incressed
personal income, need to travel, and car ownership. Decentralisation of jobs and resdences
further intensify mobility patterns (Tsenkova, 2007). Mgor priorities for the development of
the transport system were outlined by the municipality in 2001 (Sofia’s Vison, 2001):

e Development of a speciaised general transport-communication plan of Sofia;

e Approva of a new programnme for the gradud improvement of the public transport
organisation;

e Accelerated renovation of the transport infrastructure, rectifying stations, maintenance and
repair of facilities, and transport management equipment;

e Accderated renovation of the vehicle fleet.

The priorities are highly ambitious setting a direction towards improvement of the transport
conditions in the Bulgarian capitd. Y et, their implementation in concrete programmes should
be of central consideration for the municipality.

All in dl, dthough the past ten years have brought new ideas to the transport planning and
policy sphere, not much has been donein terms of actual projects. The issues of sustainability,
ecologicd baance and urban nature protection infiltrated the policy debates and found their
way to various policy documents (discussed later in this section); however their use and
implications are still somewhat foreign to policy-makers, civil servants, planning professonds
and the generd public. Meanwhile, an actud transport policy is not avalable to direct the
municipa programmes in urban trangport governance. The guiddines and concepts for the
urban mobility management are specified in various planning and policy documents among
which: the Regional Development Plan for Sofia Municipality (2005), the Sofia City Development Srategy
(SDS, 2003) and the Comprehensive Plan (2003) but these are of no detailed and comprehensive
nature and leaves the municipdity with the uneasy task to steer its policy line among the
provisions. The Comprehensive Plan is by far the most rdevant and influentid regarding
trangport management, but the other two documents also had a significant role in determining
locd and regiond policy making. Following is an overview of the main idess of the above
mentioned documents in reference to urban transport management.

Regional Development Plan
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The am of this document is to steer the development of Sofia city and region till the year
2015 in a harmonised and integrated way within a development concept with certain principles
and gods and declared priorities to support a strategic vison (Regiond Development Plan,
2005). During the preparation phase the plan was coordinated by a specially designated Group
for Srategic Regiond Planning — cooperation between the municipdity (represented by the
Foreign Investment Office), the Regiond Development Commission (Office of Regiond
Planning and Territorid Development and Public Relations Office) and the municipa
enterprise “Sofproekt” (responsble for the development of the Sofia's Comprehensive Plan).
A group of externd experts was involved and consulted on an on-demand basis. The plan was
developed in four consecutive phases (organisational, preliminary regional development plan, expert and
pubdic dsussans find plan daboaian) and contains relevant to the transport development
recommendations on regiond and city level based on motivated sustainability principles for
the urban environment. These are revealed in the planning concepts as:

1. Geed geid dedgomat prindplesfocusing on: regiond approach to policy making,
balanced development of the city and its peripheral zones, sustanable
development of the urban environment; and

2. Trangat ammunicion sgan prindpdes of  interconnectedness of the Trans
European corridors with the trangport infrastructure of the city and the region,
congtruction of amodern trangport network, stimulating the shift to a polycentric
spatial development of the capital, prioritised development of an integrated public
trangport (with the backbone being the metro), enhancing the use of rail trangport
for city and regional travel, establishment of a composite parking system, aswell as
a buffer parking syssem with a “park and ride” scheme, and development of an
utilitarian cycling system.

The principles st the frame and policy lines of a drategic vison with priorities for the
development of the different urban systems including (with relevance to transport):

1. Dedgret ad nodanisation of the transport and technicd infrastructure on a
regional and town level;

2. Improvement of the living conditions and the urban environment quality.

The stated priorities are defined further with concrete measures such as (regarding living
conditions) rehabilitation of public space, increase in the number of pedestrian aress,
improving the access of the disadvantaged popul ation to the urban spaces, etc.

Sofia Development Srategy

Development of Sofia's Srategy started in 2000 when city management forged a partnership
with the Cities Alliance — a globa programme led by the World Bank and the United Nations
Centre for Human Settlements (UN-Habitat). The god of the initiative was to enhance the
development of democratic and sdf-reliant municipad management system in Sofia in a
manner tha generates sustainable, long-term benefits for its resdents. It promoted the
creation of avision for the future development of the city with clearly defined goals, objectives
and actions within publicly agreed priority aress. The strategic planning process was divided
into five phases and hosted wide-ranging modes of public participation and involvement. The
focus was on issues pertaining to Sofias economic, socid and spatid structure. Three man
objectives were identified: promote sustainable economic growth; improve loca governance;
and improve the urban spatid structure (SDS 2003). The gods tha were set to the project
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touch upon the management of urban mobility on the urban structure and city services level.
Thus in services, objectives for “investment in infrastructure to improve the qudity of urban
transport” and in urban structure for “sustaining the vitdity of the city”, “improve qudity of
life in the housng areas’, and encourage “sustainable use of naura resources” were
developed (SDS 2003). However no specific action programmes regarding transport were
established as aresult from the SD S visonary development gods. This is partidly due to the
2005 loca eections results when a new mayor entered office to replace the patron of the DS
development and consequently its implementation.

Comprehensive Plan

The man purpose of Sofias Comprehensive Plan is to guide the macro sructurd
development of the cepitd towards an integrated urban management scheme until the year
2020. It outlines the major problems and based on these suggests priority action areas for each
functiona system. In its provisons the plan is the closest document to what an urban
trangport plan would provide for regarding the trangport-communication system development
and functioning. Identified as mgor conflict areas are the congestion in the centrd part of the
town, as well as the difficult access and mobility both for pedestrians and motorised vehicles
through the city centre (Dikov pers. comm.). Suggestions to solving the problem are centred
upon:

e Road infrastructure increase — the congtruction of tangentid roads and the completion of
the Sofiaring, as well as doubling the first rate road system by 2020;

e Prioritised devdopment of the public transport syssem (especidly of the Metropoliten),
which would integrate and coordinate all the existing mass transport modes;

e Deveopment of “radicad parking policy” and “car access redtrictions” in the city centre
with strict measures for its implementation, together with a“park and ride” scheme;

e Entirereorganisation of the transport in the city and Sofiaregion

e Building of acomplete urban cycling network.

Further specifications in the planning process are amed a improving the urban environment
qudity in accordance with the EU standards; the air quaity problem is directly linked to the
increasing car traffic, with concrete actions proposed of substitution of buses with eectrified
public transport modes (trams and trolley buses).

6.3 Policy analysis

As Sofiais in an eminent need of preparing a clear urban transport policy and developing an
integrated transport-communication plan the andysis of the existing so far documents with
relevance to transport management is of crucid importance for the identification of the policy
areas to be consdered, reconsidered, talored or revolutionised in the forthcoming process.
Moreover the analysis reveals the elements and style of the policy making practice and helps to
identify the possbilities for improvements in the design and management of the process.
Currently the trangport planning concept (defined by certain gpproaches, views and idess) in
Sofia stands somewhere on the periphery of an “integrated planning” (consult Fig. 2-1), which
raises the question what are the reasons behind this, or what are the deficiencies in the policy
making process that offset the state-of-the-art management of the urban transport in Sofia
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The ultimate god theredfter is to set a policy devdlopment path towards a state of mobility
management in the Bulgarian capital.

6.3.1 Policy discourse

It is clearly observable that policy metgphors common to the urban transport management
debate in Sofia are far less mature, less complex and multi varied compared to the ones
present on the arena in Lund. The first thing that stands out when andysing the common
sory lines is the strong orientation a particular project-ideas and measures that becomes a
purpose in itsdlf, losing sight of the actud problems to be resolved, and the dominance of the
technicd fixes in the transport management (Chakurova pers. comm.). Emphasis is put
predominantly on the loca implication of the problems (traffic growth affects negatively the
urban environment, but the regiona aspect is often disregarded) centred on the immediate
effects of the increasing persond urban mobility. Thus the phrases “congestion”, “difficult
access for pedestrians”, “parking deregulation”, “car dominated public space”, “road
infrastructure insufficiency” have a negative connotation in the public ream, but in the same
time are being disconnected from the cause of their occurrence — the increased use of the car,
dow development of the dternative mobility modes, mismanagement of the public trangport
and spatid planning decisons which are not dways consstent with the principles of
sustainable urban development. This explains why the commonly suggested solutions out of
the transport mayhem in Sofia are based on technicad improvements — such as — “road
building”, “increasing parking space”, “building of new parking facilities”, which address the
consequences of the urban traffic problems but not their causes and are generdly seen as
ineffective solutions elsewhere in Europe.

The “cycling and waking” story line has recently surfaced in the urban mobility debate.
Generdly both dternative travel modes have been excluded from any statistical surveys on
public transport and their potentid to improve the urban transport conditions serioudy
undermined, however the necessity for establishing favourable conditions for urban cycling
gained momentum on the political municipal arenawith the decision of the council to advance
the construction of a complete cycling system (Borislavov pers.comm.).

Furthermore, the “prioritised development of public trangport”, combined with a “park and
ride scheme” is a prevalling discourse among the different policy documents, which have the
potentid to offset the growth in persona motorised vehicles use, if well organised and
marketed with adequate supportive measures and programmes. The concepts of “ecological
balance” and “urban nature protection”, improving the “vitdity of the city” and “qudity of life
in the housing areas” (polycentric development) and encouraging “sustainable use of naturd
resources’ in relaion to transport management are dso represented in the policy storylines.
These are al very encouraging environmentally concerned messages that need to be backed up
by holistic programmes to start a process of change management.

6.3.2 Policy Networks

Compared to the wdl-established policy networks among the actors in the urban transport
planning and policy development in Lund, such a permanent aliance set-up is difficult to
identify in the case of Sofia Probably the closest to what a policy network is in terms of its
functions and operations was formed during the DS process. However the interconnected
groups of actors existed only for the purpose of creeting the strategic document and had no
relaion to its implementation. Moreover it has ceased to function due to the generd
abandonment of the SDS as aleading document of the municipal development as awhole.
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Yet, it is of importance for the future eaboration of a transport-communication plan to
identify the mgor stakeholders to the process and secure ther involvement in the policy-
making from an early stage. As of today key actors to the issue are: the municipa Transport
Office, the Chief Architect together with the Comprehensive Plan team from the Urban
Organisation/ Planning Office, the city-digtricts and regiond-settlements mayors, the
Transport Committee to the City Council, the municipa urban transport company together
with the service providing private companies and the Police.

Regarding the municipa policy style, it is generdly of dominating fashion with decisons made
a the higher levels of the adminigtrative structure with little contribution from the civil
workers. Approachability and openness to externd input is rather limited but the process to
democratic trangtion is simulaing the establishment of a participatory set up in the policy
making. Clearly, the opinion and interest of the generd public is of great sgnificance when
issues related to urban transport development are a stake. However it is generdly not a
practice to organise public meetings and consultations when transport development issues are
discussed (Popchev pers.comm.).

6.3.3 Policy arenas

The practice of ingtitution-building (the design of arenas) in the policy making process in
Bulgariais immature. The country is practicaly on the way to developing and educating a style
of democratic governance among administrative ingtitutions and the same process gpplies to
Sofias administration. The local policy arenas are rather forma and hierarchicdly structured;
the informal participation is represented by experts, agencies, but also by NGOs and academic
institutions. Clearly, the role of the “informa” arenas needs to be strengthened so that the
actud need and interests of the citizens can be reflected in the urban mobility planning and
policy development. The change in the hierarchicd reaionships and lines of communication
among loca government, NGOs and citizens will generate a momentum for cooperation and
enhance the adminigtrative capacity to ded with the complex issues characterigtic to the
transport-environment debate.

6.3.4 Institutional capacity

The assessment of the strength, will, skill, knowledge, competence, and responsbility of
organised governmentd and non-governmentd actors to ded with urban mobility
management problems in Sofia is a laborious task. Institutiond structures in Bulgaria are
raher ungtable with old and new organisations coexisting in the present environment,
confronted by new rules/legislation/policies and new ingtitutiona actors (Golubchikov, 2004;
Jagkson, 2000). As a result, planning ingtitutions (most relevant to observe in the context of
the research) have to redefine their mandate in a new and more diverse (economicdly and
politically) ingtitutiond mosac. Yet, the traditiond tools of land-use and transport-
communication planning, sectorial infrastructure planning and financid management — a
powerful socidist legacy — are till imbedded in the planning legidation and planning practice
(Bertaud & Renaud, 1997; Thornley, 1993). Municipd planning departments operate in
isolation maintaining a working etiquette of “closed office room” and experiences with public
consultation in the planning process tend to be limited. Thus the civil society’s knowledge and
skills are sparsely utilised in the planning and policy making process, while greater potential for
contributing to the ingtitutional competence in combating the urban transport crisis exists.
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6.3.5 Sustainability assessment

Assessing urban mobility policy in the Bulgarian capitd is particularly chalenging, since a
uniform strategy outlined in a specidised document has not been developed as of today.
Although the competent administrative bodies on a municipd level have declared the
emergency need for the elaboration of a transport management plan (eg. Generad Trangport
Plan, Sustainable Urban Transport Plan or Mobility Management Plan) its existence is still just
aspeculation (Dikov and Stoilov pers. comm.). Y et, based on the auxiliary policy materials and
mgorly on the dipulaions of the Comprehensive plan regarding urban transport
development, sustainability assessment is attempted.

Positive specifications (in view of system sustainability)

The construction of tangentia roads and the completion of the ring will divert the transit
traffic from the inner city in the short term; this combined with the provisioned “park-
and-ride” scheme development, together with a “drict parking policy” and “restricted
access” for automobiles to the city centre may result on long-term solution to the
congestion problem.

Other prioritised programmes are the development of a parking system for the inner city
and the building of surface and underground parking facilities in and around the centra
urban digrict. The completion of the project would improve the accessbility for
pedestrians, but in order to limit the traffic volume in the city centre the parking facilities
have to be well connected to the public transport network so that intermoddity of travel
choicesis possible.

The development of a “park and ride” scheme is a crucid step towards improved urban
mobility. At present parking facilities forming part of the system are being built & the end
sations of the Metropoliten. However smilar constructions need to be advanced a the
end sations of the other transport modes, eg. trams, buses, trolleybuses whose routes
cover much bigger part of the territory of the capitd compared to the single metro line.
Additiondly the actua operation of the park and ride should be developed as an inherent
part of the public transport system. This way marketing strategies and promotiona use of
the scheme is organised by the provider of the accompanying service (the public
trangport), which prevents the occurrence of misuse or ill planning and fosters the
completeness and good coordination within the system.

Prioritisng the development of public transport is a clear strategy towards sustainable
urban transport. As of today mgor efforts and investments are concentrated on the
finishing of the first Metropoliten line. However buses, trams, and trolleys are legging
behind; it is even planned tha eighteen bus lines will be closed down to “reief the traffic”
(Borisov pers. comm.) once the Metropoliten line is in operation. Such decisons should
be carefully studied and assessed without forgetting that the metro syssem works
effectively only in combination with a dense network of lines and stations connected to
the above-ground public transport network (Stanilov, 2006).

A dedication to advancing the soft-modes infrastructure is declared in the plan. The
building of a system of bike lanes is dso supported by a municipa decison. It is the
pending responsibility of policy makers to decide on the size, span and time digpason of
the programme.
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Consdering the socid sustainability, the concept of improving access is fostered in the
Comprehensive plan. This has to be combined with safety-improvement provisons to
develop a comfortable and secure urban environment for the most vulnerable users.

Shortcomings
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One of the first specificities observable and common to al the policy developments is the
lack of long-term goals, concrete measurable objectives and timelines. Thus commitments
to reducing congestion, improving urban accessibility and prioritising the development of
public trangport for instance, seem to be unconvincing. Moreover the lack of avison for
the future state of the urban mobility, a policy line which if followed persstently prevents
the st up of continua programmes with ambitious targets. The practice of sporadic,
unrelaed to each other investments, or the introduction of random physica or financid
measures aming to rdief the trangport problems load on the urban environment would
never have the necessary effect if not planned with along-term perspective and in view of
an integrated urban transport management policy.

The trangport system is vaguely studied and monitored. The practice of systematic surveys
on trangport volumes, modd split between the different modes, travel purposes, the
willingness to travel with different trangport modes and to pay a certain price for aservice
provided by the municipdity has been broken in 1997. These data is essentid for
identifying the trends in urban trangport, behaviourd practices, willingness to change
travel patterns, factors that influence mobility choices. Without the understanding and
knowledge about the latter no adequate and successful sustainability oriented policy can be
designed. Policy and decision makers need to know the characterigtics of the present stae
of the trangport system to cregte a vison for its devdopment through influencing the
levers that would produce the greatest desired effect with the limited resources available.

It is dso discernible that the current policy provisons are sometimes contradicting each
other regarding spatid development and its effect on the mobility in the future (Popchev,
2006). The idea of polycentric development of the city has its strengths and potentid to
offset the growth in traffic volumes and the concentration of traffic in the city centre, but
only if the assigned development axes are not following the major rail routes, which would
guarantee access to public transport in this newly devel oped outskirts districts.

A dgriking gpproach to transport management in the Comprehensive plan is the
development based on a 45% modd share for the automobile as compared to present
27%. A clear contradiction exists between this vision of the urban mobility future and the
commitment to improve and enhance the use of public transport. Such an increase in the
use of private trangport will be catastrophic for the possble sustainable development of
the system by favouring equally public transport and the car.

Disputable from a sustainability perspective is the enthusiasm with which the municipdity
has embraced the plan of building new roads within the city. The argument that Sofia does
not have enough high speed boulevards, which is to blame for the congestion, does not
withstand vaidity. Compared to Vienna for instance Sofia not only has more of this type
of infrastructure, but dso has a longer network of streets: 3400 km, compared with
Vienna's 2800 (Appendix 4). Vienna manages to avoid road congestion not by building
new thoroughfares — on the contrary — it is closng down lanes for cars, but instead is
opening more cycling dleys, public transport lanes and wider sidewaks. Other European
cities such as Munich, Zurich, Amsterdam and Copenhagen are doing the same (Stanilov,
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2006). Moreover the scde of the provisoned construction and reconstruction of roads
clearly outgrows the actua physica and financid cgpacity of the municipdity to complete
it (Popchev, 2006). The development is also declared as “first priority”, meaning that it
will be favoured when new investments are decided.

e Waking has been excluded from any policy stipulations. It is not considered a full-fledged
mobility mode and thus no programme targeted to increasing its modd share has been
gipulated. Thisis clearly a deficiency, which needs to be diminated, if the development of
a sustainable mobility system is pursuit. Not least because the creation of more waking
routes increases the vitdity of the urban environment, but dso because the trips on foot
are aviable aternative to using motorised transport in the city.

e The regiond perspective of mobility management is dso essentid to consider and has
been serioudy disregarded in the policy development process so far. No plan would yied
any sustainable results if not created in harmony and taking into account the specifics and
needs of the whole regiond trangport syssem. As Sofia is receptive to a huge amount of
commuter’s vehicles daily — coming mainly from the settlements in the Sofia municipdity
— it is vitd to address this mobility practice dready in the planning stage and provide
dternaive solutions to the incoming car traffic flow. Although the plan ams to provide
for an integrated srategy for the regiond development, most of the dipulations are
focused on the problems and process in the city. The regiond perspective is mostly
observable in the recommendations for securing the good infrastructurd connection
between the capitd and the settlements in the municipdity, dthough it is not clear which
transport mode will be prioritised: ral or road. The plan as such contains relevant policy
ideas and guiddlines for the development of the urban transport in the city and region, but
does not provide the depth and extensiveness needed for the sustainable management of
the system.

e Asof thefinancid sustainability, the municipa budget on trangport management is highly
dependent on governmenta subsidies, which are diminishing every year. This is especidly
damaging for the development of the mass public transport since sparse funding is
available for investment in technica renovation, maintenance and optimisation of the
services, to say nothing about development of new public transport routes. One of the
magor conflicts in relation to the city budget is that the administrative management lacks
independence to secure and adequately plan future revenue and expenditure levels as these
financidly related decisons are largely controlled by the centrd government. The city’s
main srategy is to forge a patnership with the centrad government to determine a
transgparent and stable framework for the centrd-locd financid reations in an effort to
gradudly increase its financia independence (Zeijlon et d., 2002). Two policies inhibit the
planning of medium- and long-term investment programmes. First, municipdities are
restricted to spend up to 5% of net savings or revenues on capitd investments. Second,
local governments receive centrd government transfers in the form of capitd expenditure
grants (Tsenkova, 2007). The unpredictability of this source of revenue hinders the
development of continuous durable programmes, which are indispensable for the creetion
of a sustainable mobility organisation. Undoubtedly, there is a need for a defined
mechanism to allocate investment subsidiesin a systematic and transparent way, which will
support along-term strategic policy development, regarding not only transport, but dl the
functional systems of the urban environment.

Yet another perspective to assess the sustainability of the plan and current “policy” scenario is
the track of the missing storylines on the policy discourse. So far urban freight is entirey
ignored in the debate, as well as questions on the car driving culture and etiquette. Nether isa
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discourse on more environmentdly friendly motor vehicles usg, i.e. car pooling, car sharing,
clean and dternative fues, advanced in the public space. Moreover globa perspectives of the
effects of trangport growth are completely neglected: CO», emissions, renewable resource
depletion are not considered and reflected in any of the policy storylines. A future policy
development needs to encompass dl these aspects of the urban transport sustainability debate
to guarantees compl eteness and effectiveness of the consequent programmes.

Considering the policy provisons in the andysed documents and benchmarking them againgt
the OECD objectives of sustainable transport policy development, it can be concluded that
positive development trends have aready been laid down in the Comprehensive Plan (bicycle
network, public trangport prioritisation). While these need to be further strengthened and
supported by concrete measures within observable timedines, some consderable sustainability
deficiencies are dso identifiable in the way Sofias urban mobility policy is planned. The
current policy specifications are developed without having unifying policy gods, targets and
evaduation criteria, which makes it impossible to follow the progress and assess the results of
the different programmes. Moreover some of the gtipulaions are in contrast with the basic
sustainability objectives (e.g. the planned extension of the road network and its effect on travel
volumes), while others leave mixed messages about their sustainability nuance (e.g. prioritised
development of the Metropoliten while planning to close down considerable amount of bus
routes once it is completed). Generdly the policy development has a strong technicd, supply-
oriented perspective with emphasis on hard measures (road and parking building, construction
of the Metropoliten line) and employment of negeative incentives (access redtrictions). There is
apressing need for an intervention in the urban transport management, one not complied of
last-minute “boat-saving” measures but based on an integrated gpproach to the problems in
the system with focus on demand-oriented strategies, changing user behaviour and in favour
of both more sustainable modes of transport and dternatives to travel. Mobility management
comes useful in such drategic moments, providing a proven, empiricaly tested policy
goproach to achieving sustaingble development of the urban transport. The author is
convinced that mobility management offers the most suitable solutions to the trangport
conflicts in the Bulgarian capitd (eg. devdopment of the bike network together with
educationa campaigns on cycling to ensure users safety and promote the image of utilitarian
cycling or building the Metropoliten line together with implementing a parking management
thus reducing pesk automobile travel by providing a combination of postive and negative
incentives for middle-class commuters to use dternative modes) and strongly advocates its
adoption as a guiding approach in policy planning and making. The reasons why and possibly
how the development can come into existence are disclosed in the next chapter.
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7 Findings and recommendations for policy-makers

This chapter is presenting the mgor barriers identified in the policy andyss for Sofia and
continues with justifying the adoption of MM by reviewing the possible benefits it can inflict
on the urban transport planning and management in the cepitd. Furthermore,
recommendations for policy and decison makers are provided to help devate the intrinsic
problems in the process and practice of transport planning.

7.1 Barriers to sustainable urban transport policy development in
Sofia

The socio-institutional and sustainability analyses provide information which helpsidentify the
maor obstacles to the process of a sustainable urban transport policy deveopment in the
Bulgarian capitd. Understanding these obstacles will be beneficid for the purpose of the
analysis, so that targeted actions for their elimination can be undertaken.

7.1.1 Socio-institutional barriers
Margnd, uninfamed dsourss “‘Unsdainade” dutian idess preall

e Public discourse focused on “pending and pressing” problems, thus “hot-spot” targeted
solutions are favoured.

e The urgency of traffic problems oversees the need for long-term, publicly agreed,
integrated and sustainable planning strategies.

e Many rdevant tory lines are undermined (e.g. waking) or missing (e.g. car-pooling) in the
policy making debate.

e A limited consideration of cross-sectorid discourses (city growth and urban sprawl in the
context of related increase in motorised traffic).

Insufficient networking and cooperation in the policy making process

e Limited interaction between stakeholders, especidly regarding the public inclusion in the
policy making.

e Deficits in the coordinaion and cooperation within the municipa organisations and
between bordering administrations (city and surroundings) regarding their respective plans
and policies.

Institutional weaknessin forming policy arenas and initiating a broad public discourse

e The new urban trangport chdlenges are mostly solved within the exigting ingtitutions, low
initiative for setting up task force addressing the urban transport problems.

e A lack of participation and involvement of citizens, but dso of civil society (e.g. corporae
stakeholders such as private enterprises, associations, NGOs) in all phases of planning and
policy making — from problem anaysis and objective definition to the evduation of
implemented measures - and therefore a thin legitimacy basis of plans and projects.
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Deficient ingtitutional capacity to deal with complex urban transport related problems

Locd authorities and politicians often do not see the need and benefits of mobility
management.

Even if there is an awareness of the necessity of urban mobility plans there is the
somewhat theoreticd perception of the guiding policies by authorities and responsible
planners. They do not see clear links to their locd stuation and they are missng more
detaled and locdly transferable guidelines on what indicators to use, what steps to take,
how to best approach the public and higher level decision makers.

A lack of interdisciplinary thinking and mutua understanding between the essentid policy
sectors concerned (i.e. trangport, land-use, spatid development, environment, economic
and socid dfars, hedth, education, information society technologies) and a factud
separation between sectorid planning practices and policies, usualy deeply rooted in the
respective professona branches, reinforced by their own educaiond and training
processes (civil engineering, spatial planning, environmental sciences, etc.).

Civil society's knowledge and potentid for generating fruitful cooperation with the
administrative institutions and diversifying the policy ideasis not used optimally.

7.1.2 Financial barriers

The financid sability of the municipad budget is often a risk. Limited resources are
avalable for dternative transportation modes development and for educationd, marketing
and capacity building investments.

Costly priority projects (road infrastructure expansion, parking fecilities, Metropoliten
development), which need the mobilisation of dl avalable financia resources thus
development of soft modes or safety and traffic organisation improvement projects are
being underfinanced.

No avalability of long-term, specidly designated funding as a secure financid support
from the government;

7.1.3 Other (planning/functional/operational)
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Insufficient integration between various transport modes (inter-modality).

Sill to be fully achieved coordination of transport and land use planning on the city and
municipal level.

Utilisation of 1TSin traffic management (in congestion management, for better operation
of existing road infrastructure and public transport) isrelatively low.

A lack of tools and practices to verify if and to what degree progress is made with current
trangport management practices, and whether modifications of ongoing plans and projects
would be required (benchmarking, project evaluation, measuring of results);
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It is therefore necessary to devise an gpproach to urban transport planning that takes into
account these shortcomings from the outset. To fully consider sustainability in urban transport
planning requires the inclusion of both the strategies and measures to be implemented and the
planning and policy-making processes to be empowered (e.g. consultation, negotiation, and
cooperation). Clearly, such requirements affect established ingitutiond practices and
regulations, which need to be improved or reformed in view of the new approach to urban
transport management.

7.2 Why mobility management for Sofia’s urban transport system?

As has been shown in the case of Lund, the politicd will and long-term commitment of the
municipa administration is amgor prerequisite for successfully developing and implementing
an environmentdly friendly urban transport management system. Although the advancement
of a mobility management policy is by far not the sole respongbility of decison makers, it is
them who trigger the process on an officid level and initiate the processes that shgpe and
guide it. This is why it is important to convince policy-makers and municipd leaders of the
contributions that mobility management can make to the sustainable urban transport policy
development.

There are numerous reasons why MM should be adopted as a guiding approach to urban

trangport management; some of them are universdly vdid, others are concretely relevant for
the case of Sofia. Short noted MM is favoured because:

e Itiscost efficient;

e Offers a variety of draegies with numerous measures that can be suited to loca
conditions;

e Has proven to be a successful way of achieving desred results in urban transport
management;

e Worksaswell in small asin big cities;
e Enhances well fare (economic, social, environmental);

¢ Improves the condition of urban environment and creates positive synergy effects on life
quality in the city;

e Will most probably be part of aforthcoming EU legidation on urban transport and being
an early implementer brings advantage to the city and region;

e Getsstrong public support/approval and wins elections.

MM aso has its criticisms including clams that reduced vehicle travel harms consumers, that
it is regressive and unfair to lower-income motorigts, that it is an unjutified intervention into
free markets, tha it is harmful to economic development, tha MM is ineffective, and that
public transport improvements are excessively expensive and unjustified. Although some
criticisms many be true in certain circumstances, they do not gpply to appropriaely planned
mobility management programmes and strategies.
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A more detalled reasoning is presented in Table 7-1 (next page) giving araionde for MM in
view of the various factors characterising the state of the urban transport in Sofia and the

positive change that MM can initiate in the system.
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Infrastructure supply

Vehicle supply

Per sonal mobility

Transportation diversity

Institutional capacity

Municipal budget

Infrastructure is insufficient and isin poor repair.
Urban roads, parking, sidewalks are often congested.
Sidewalks serve many functions and users (walking,
cycling, retail business, cafés, and communal service
facilities).

Streets not planned and designed for heavy motor
vehicle traffic.

Growing automobile ownership among the population.

High automobile ownership growth among middle-
income and wealthy househol ds.

Medium to high ownership of bicyclesfor recreational
purposes.

Medium to high supply of public transport, taxi vehicles

and “marshrutki”.

Growing personal mobility among all income and age
groups.
Growing diversity in mobility needs.

Considerable diversity of modes: walking, cycling,
animal carts (yes, it existsin Sofial), public transit,
private car.

Rather poor institutional capacity to plan and enforce
traffic improvements.

Poor cooperation between different levels of
government (municipal administration and council).
Meagre involvement of the public in the planning and
policy making process.

Limited funding for transportation infrastructure and
Services.

MM favours infrastructure maintenance and repar (“Fix it first” principle), traffic
organisation and expansion of cycling and walking routes and thus relieves congestion.
Automobile related infrastructure devel opment is the last resort.

MM improves accessibility and gives priority to pedestrians and cyclists.

MM reduces overall traffic volume and improves mobility conditions for al transport
modesin cities limited infrastructure capacity.

MM does not deject car-ownership, but the misuse of car travel (“low-vauetrips”) in
the urban environment.

MM creates favourable conditions for the use of alternative transport modes (public
transport, cycling) which relief traffic load in the city.

MM prioritises the development of high quality of public transport for al citizens.

MM has a primary aim to satisfy every transport need through sustainable, diverse and
tailor-made solutions.

MM uses the available transportation diversity and integratesit in an interconnected
system, creating the best opportunities for modal change between different transport
modes while prioritising the least environmentally damaging ones.

MM provides ready made solutions and tools for their implementation and
enforcement that can be adjusted to the local needs. Thusit is a great resource for the
immature transport-responsible ingtitutions in Sofia's administration.

MM isaway to start planning processes together with other stake holders; it favours
public participation in the policy making and relies on broad consultation and
consensus building, which foster implementation and enforcement.

MM offers inexpensive solutions to solve urban transport-environment conflictsand is
an economically viable alternative to infrastructure investments.
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Traffic safety

Comfort

Environment (local)

Land use

Economic development
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Government subsidies for public transport diminishing
every year.

High risk of traffic accidents in the urban area.
High risk for vulnerable road users (pedestrians,
cyclists, children, elderly, etc.)

Low-comfort level for non-motorised travel (walking,
cycling).

Low-comfort levels for most public transport.
Medium to high level comfort for private automobile
and taxi travel.

High air pollution in the urban area.
Noise levels
Greenspaces turned into parking areas.

Medium to high accessibility in the inner city (many
destinations can be reached by walking, cycling and
public transit).

Poor accessibility in most peripheral districts and new
residential developments.

Growth in economic activity and income levels.
Sofiais devel oping as an important economic centre on
the Balkans trying to attract new investment and
businesses, but also new inhabitants — highly qualified
and experienced workforce/ professionals.

MM amsto achieve maximum “accessbility” (benefit) for certain amount of provided
“mobility” (cost) by investing in sustainable transport solutions.

MM creates opportunities for public-private investment projects thus reducing
dependence on governmental funding.

Safety isacentral principlein MM.
MM programmes are designed so that they increase personal safety and provide
maximum protection for the most vulnerable users in the transport system

MM increases travel comfort for all transport modes and users; its ultimate goal isto
guarantee high comfort levels for alternative mobility practices.

Accumulatively the positive effects of reduced congestion are shared among all kinds
of travel, e.g. by shifting users from driving to public transport , the car users who need
to drive will experience less traffic congestion and fewer parking problems and their
comfort will increase.

MM enhances the use of more environmentally friendly motor vehiclesin terms of
energy efficiency and fuel type and reduces overall travel volumes thus reducing
harmful transport related emissions.

MM improves the living quality of the urban space and protects green areas for
recreation and entertainment.

MM sustains a lively and healthy urban environment.

MM provides high levels of accessibility for all urban districts by developing multiple
opportunities for choice of atransport mode and convenient shifting between modes.
MM isimplemented in the context of spatial and urban planning securing that new
urban districts are provided with sustainable travel opportunities and access to the
central urban areas.

MM creates favourable for economic growth conditions by providing investment
opportunities in various public, private or public-private partnership projects.

MM provides agood living environment for the inhabitants. This attracts new people
who want to live and work in the city and new business that want to set up their
activity in apleasant and thriving urban environment.
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Extensve argumentation and evidence in support of the adoption of MM as a governing
principle in Sofia's urban trangport policy development has been presented. Once policy and
decison makers have decided to work with MM, they have committed to take on along and
dynamic journey. The author hopes that the identified shortcomings of the current system as
well as the suggested MM gpproaches will help Sofias policymakers to move towards a more
sustainable path in Sofia's transport development.

7.3 Policy planning considerations

S far the study of the transport policy and management in Sofia has: 1) analysed the socio-
ingtitutiond factors tha characterise and influence the policy development; 2) discussed the
sustainability implication of the dready existing policy documents relevant to urban mobility
and pointed out some inherent deficiencies fostering the sustaingble functioning of the
trangport system; 3) outlined the mgor obstacles to the advancement of a sustainable urban
transport policy based on the knowledge from 1) and 2); 4) provided arguments supporting
the adoption of MM (in terms of the multiple benefitsit will induce).

While it has become evident that developing a transport policy and plan should be a top
priority for Sofia municipdity, it isthe am of the following sections to give recommendations
on how mobility management can be employed in the context of the development. Grounded
in the analytical findings of this research, and considering the lessons of success from the
Lund case, as wdl as the experience and practice on an EU-wide levd, it is clamed that
mobility management could be a way for Sofias governance to mobilise its and the public
capacity and eaborae an integrated transport policy that would solve the acute traffic
problems. The recommendations are presented in two parts: the firs one reating to the
organisaion and management of the planning process, the second one giving generd
suggestions about the provisions of aMM plan.

7.3.1 Recommendations for the organisation and management of the
planning process

The success of a mobility management policy starts with the way the planning process is
initiated, organised and managed. In view of the latter and having in mind the outcomes of the
socio-institutional anadysis for Sofia and the identified barriers to the development of a
sustainable urban trangport policy the following implications should help the municipdity in
designing and leading afruitful planning and policy making process.

1. Begin with a survey of theaurrat state d theurben trangpat Situation so that a clear understanding
of the basdine conditions and the existing problems backed by technicd information is
established among policy-makers. The data needed is related both to urban transport
planning and operating — data on mobility behaviour, land use which generate trips,
infrastructurd network/ transport supply, traffic flow and operations — as well as to policy
making and future benchmarking. Additiondly to the dready listed planning data, more
macro level information is needed (concerning generd mobility trends, behaviour and
qudlity of traffic operations) such as — accessbility of the urban areas and destinations by
trangport mode, availability of the trangport system in terms of costs, use of the transport
sysem in terms of modd split, purpose of journeys, socio-economic data and costs of
physicad mobility, impacts of traffic on the environment and hedth, qudity of transport
service, investment of public money) (Euroforum, 2007).
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2. Initiate a publicddaypefor discussing the findings of the survey and agreeing on dat tam
anade dyetives (e.g. provide 140 km of bike lanes by 2010) and long-term drategc gdls (e.0.
regarding long-term emissions vaues of CO2). Prioritisation d trangoat management projects
should be based on actud public consensus and red needs and judtified through an
economic andysis of the costs and benefits of improved accessibility vs. increased capacity
for mobility.

3. Edablish afamd a infanmd s-up far dvil saaey partidpation guaranteeing the access of awide
group of stake holders to the planning and policy-making process a dl stages. Conduct a
working style of apeaion and ansnas buldng which will contribute to the esser
implementation of the policy outcomes. Develop a sgan far infaning the pudic on the
progress of the process and for getting a feedback from the parties concerned.

4. Establish nevinditutiona badies with flexide and qpen warking sylewhich would coordinate the
process, delegation of responsibilities, civil servants contribution to the policy development
and horizontd decison making improve public trust in ingitutions and enhance
ingtitutiond capacity to ded with complex problems. The involvement of an external expat
advisor (a consultant) is of great support both in terms of professona knowledge and skills
input, and information dissemination, and education of the public and the municipa
administration about the issues at stake.

5. Expad the expaiee of the involved planning and decison-making authorities with
sustainable urban trangport management through partigpetion in internetiand newaks (UI TP,
Eurocities, ELTIS), co-quadive prgats (EU CIVITAS project), and <ills exdangs (EU
SMILE project). Get involved in EU sustainable urban transport test and research projects
(designated funds available in the 7th Research Framework).

6. Canmit toan adiveinditutiond leedership, which is of utmost importance for the success of the
transport-environment planning initiatives (as illustrated in the case of Lund). This requires
continuous work in partnegsip with the busnes ammunity, research ingtitutes and non-
governmenta organisations. In the years to come Sofia will be required to assume much
greater respongbility for its establishment and marketing as an dtractive city and region,
with healthy urban environment, vigorous local economy and thriving social/cultura life. In
that context, the municipd administration and city council need to work with a dynamic,
praedive and innoztive dyle to meet the chalenges of the urban dynamics and be able to
address their impacts on the locd level. Regarding urban mobility management, which is
one aspect of the current chalenges, employing avil soaety knonledge kill and will in theplanning
and pdioy meking praess is a step towards improved strategic proficiency and open user-
oriented policy style; only then can a sustainable development practice in the targeted
transport system be advanced and assured.

7. Secure longtem finandng for sustainable urban transport development. Public-private
partnerships can offer a solution for some investment projects. In generd, the term refers to
forms of cooperation between public authorities, which set the objectives of the project in
terms of public interest, qudity of service and pricing policy and monitors the compliance
with these objectives, and business, which ensures the funding, congtruction, renovation,
management or maintenance of an infrastructure or the provision of aservice. The relatively
long duration of the relationship is a way for the public partner to guarantee funding for
costly and lengthy transport projects though experience has shown that the partnership
works best for hard infrastructura developments (e.g. tunnels, bridges, roads). Land vdue
@pture is another financing tool that can be used on the locd level. Roughly the benefits can
be judtified as follows. public transport investments improve accessibility of a certain area,
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which will lead to an increase of the vdue of land within that area Taxing away these
increases in land vdue and earmarking them for further funding of public transport
infragtructure, is an efficient and far source of funding for public transport. Redefine the
way urban trangport programmes are prioritised and how public money is spent by
establishing a practice of publicly agreed target achievement funding.

7.3.2 Recommendations for the contents of the urban transport
management plan

The following recommendations are not claimed at prescribing concrete strategies or measures
for Sofias mobility management plan. They provide generdist advice on overarching issues
relevant to the selection of any work programme for the policy plan.

1. Inteyation d land use planning and trangoat planing is of centrd importance for the
completeness and long-term sustainability of the mobility management plan; it avoids
contradictions between policies in inter-relaed fidds. It should include staid inteyatian
between different system sectors or cross-cutting policies (spatid planning, economicd,
environmental, cultura development, sports, ec.); vatid inteyation of different planning
levels (locd and regiond); haizattd inteyatian with settlements from the Sofia municipdity
but dso within the different quarters and newly developed districts, nodd integration of dl
transport modes and their operators; integration of all trip purposes (for leisure, shopping, work)
and integation d dl possble mesares (engineering, enforcement, education and marketing,
economy).

2. Prioritise pubic trangoat and dtenative travd modes to car-centred projects. Public transport
sharein Sofiais high (63%) in comparison to other capital citiesin Europe. The opportunity
for maintaining this ratio (and securing customers' loydty even in the case of persond
budget growth) through increasing service diversity (e.g. specidised commuters lines),
qudity and reliability should be fully employed through public transport oriented strategies
in the transport plan. Besides consulting the public for identifying priority initiatives,
develop atool for evduating the dternatives to car-focused investments. A good example is
the Four-gage Principle developed by the Swedish road administration (SRA, 2002) and used
extensively in the making and implementing of LundaMars. The principle is based on four
steps taken whenever a new trangport investment is underway to help identify the most
beneficial development in terms of sustainable urban mobility. 1t comprises the following
stages: 1) first consder measures that may influence transport need and mode choice; 2) try
measures tha give a more effective use of existing road network; 3) try limited construction
measures; 4) consider pure new investments.

3. Sat with mesaresin the aty atre (Inner City sub plan with the MM plan), which will have
demondirative effect and will win public support if designed to ddiver the desired effects.
However if the mobility plan does not provide for a baanced spaid development in al
digricts of the city the measures taken in the inner city part will be offset by missng
consistence and spatial continuation (integration principle) of the provisions.

4. Choose draqjes that address exiding (but sorenhet fagiten) traditians — behaviour change is
easier where a practice aready exists. Sofiais known to be a green city; walking and spending
time on the streets has dways been characteristic of the urban life. However less and less
people choose to wak since the city centre and the urban space as a whole are car
dominated and accessibility and comfort for pedestrians is severely reduced. Another
forgotten practice is the organised wak trawd to the large industrid areas around the capita—
legacy from the socidist times. It has dways had a postive image and commuters usudly
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speek nostdgicdly of the abandonment of the practice. Its revitdisation through modern
work travel schemes offers a huge potentid for improving the conditions of the urban
transport.

5. Concentrate on strategies that address large and hyper mobile groups. The boom of business-trip car
travel in Sofia points to the group of the city-besad large and medium gze anpanies Huge
potentid for behaviour change to dternative travel modes exists since the target group
consist mostly of young dynamic people who are open to new experiences. A demand-side
measure that has proven to work against congestion and suitable in this case is the
advancement of Telework practice. The studaits gaup is another low-hanging fruit. Most of
the students live in “Sudentski grad”, which is a peripherd digtrict, and travel dally to their
educationd ingtitution usudly by bus. Provided that public transport is overloaded, the
eventud shift of the group to cycling or waking may rdief the traffic load and comfort for
other users that rely on public trangport as transportation means and have limited
opportunity to choose alternative modes.

6. Focus on drategies that improve safety. Many people state tha they do not wak or cycle
because they feel unsafe and unprotected in the present traffic conditions.

7. Ddive prarisd Development of a gding ndwak and suppating s sdem has an immense
potentid to contribute to urban trangport sustainability in Sofia The discussions of building
of the network have been pending for the last ten years while traffic conditions are getting
worse. The advancement of the project will be a success in terms of congestion offsetting if
combined with a public-awareness raising and educetion campaign. In this way the image of
utilitarian cycling will be enhanced, while training in urban cycling can ensure users safety
and adequate driving behaviour in the urban traffic.
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8 Conclusions

This study comes a a time when important decisons need to be taken by policy-makers in
Sofia regarding urban mobility policy and management. In view of the forthcoming
preparation of atransport management plan, the municipdity needs to engage in a course of
multi sectorid, multi level stakeholder interaction in which new policy direction would be set.
In relation to this, the thesis ams to provide a guideline through the policy making processin
adirection of sustainable urban transport development through MM. The section will briefly
summarise the findings from the anayss by giving condensed answers to the research
questions and conclusions about the propositions made earlier in the text.

1. What isthe current urban transport policy in Sofia?

The urgency of traffic problems in Sofia oversees the need for long-term, publicly agreed,
integrated and sustainable planning strategies which should aim at a balanced transport system,
combining car-restrictive policies with supporting strategies for public transport, waking and
cycling. In practice the policy is a combination of urgent, chaotic measures targeting hot-spot
problems in an environment of a deepening criss, vagudy steered by Sipulations in
supportive policy documents, such as the Comprehensive plan an the regiona development
strategy, which contain provisionsin relation to urban transport development.

2. Istherea clear dedication to a sustainable mode of development of the mobility system?

There is an apparent sustainability deficiency in the way Sofias urban mobility is governed.
The current policy specifications are developed without having unifying policy gods, targets
and evduation criteria, which makes it impossble to follow the progress and assess the results
of the different programmes. Moreover some of the stipulations are in contrast with the basic
sugtainability objectives (e.g. the planned mass extension of the road network and its effect on
travel volumes), while others leave mixed messages about their sustainability nuance (eg.
prioritised development of the Metropoliten (public transport) while planning to close down
considerable amount of bus routes once it is complete). Generdly the policy development has
a strong technologicd perspective and emphasis on traditiond car-centred planning measures,
while soft measures are, if not completely ignored, serioudy disregarded. In the same time the
gate of the urban trangport, urban environment and city liveability continue to deteriorate.
There is a pressing need for an urgent intervention in the urban transport management, one
based on an integrated gpproach to the problems and not complied of last-minute rescue
measures.

3. Which arethe mgjor factord barriersin the mobility policy development?

Borrowing form the socio-ingtitutiona gpproach to andysing policy development, three
organising concepts were studied and discussed in relation to urban transport: policy
discourses, policy communities and networks, and policy arenas. The gpproach is concerned
with determining power and influence dynamics dong the policy making, while accepting that
urban transport problems are socid constructs and are developed and understood in a process
of stakeholder communication, relaion and interaction. Furthermore the sustainability of the
provisons in the existing policies in relation to urban transport management were anaysed
and the inherent deficiencies synthesised. The combined anaysis of the organising concepts
and the sugtainability assessment provided information for the identification of the maor
barriers that exist within the sociologica ingtitutionaist set up for urban transport policy
making and development in Sofia. These can be briefly presented as
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Socio-inditutiond barries formed by: 1) margind, uninformed discourses and “unsustainable”
solution idess prevailing on the policy arena; 2) poor networking and cooperation in the
policy making process; 3) institutional weakness in forming policy arenas and initiating a broad
public discourse, 4) inefficient ingtitutiona capacity to ded with complex urban transport
related problems.

Finandd barrigs characterised by: 1) limited resources for transport development; 2)
unavailability of long-term, specidly designated governmenta or municipad funding; and 3)
prioritisation of investing in car-service oriented projects while margindising dternative
sustainable transport modes and solutions.

Other barriers (planning/functional/operational) including: 1) inadequate integration between
various transport modes, 2) low gpplication of ITS in traffic organisation and management;
and 3) lack of tools and practices to evaduate the progress of current trangport management
projects.

4. How can these barriers be overcome?

The paper suggests that the identified barriers can be influenced by a series of improvements,
changes and reforms in the way the components of the policy development operate and relate
to each other; a way to initiating this change is to learn from existing experiences with
successful urban mobility governance (eg. in Lund) and steer the policy making process in
Sofia according to the lessons learnt from the studied case. The recommendations for the
policy-makers  suggested in this thesis contribute to overcoming the barriers in the system
and guiding the policy devdopment on a pathway to a sustainable urban trangport
development.

5. Why should mobility management be adopted as a guiding strategy in transport planning?

The review of the current situation and existing (mis)management practices present a case of
deepening crigs in Sofias urban trangport system. Moreover, it has come clear that the
municipality has no actual transport management plan, nor policy for resolving the conflictsin
the short or long-term, and is instead overtaking sporadic and chaotic actions targeting only
hot spot problems. This is why no progress has been made on improving the state of the
urban mobility. Meanwhile lots of postive examples from municipdities al around Europe
show that working with mobility management creates multiple opportunities for overcoming
urban transport problems a a compatible investment costs compared to traditiond planning
and transport management gpproaches, like road infrastructure expanson. In Sofia mobility
management strategies can too provide solutions to: 1) improve transport options by
diversfying the mobility modes/ choices, and providing an integrated transport system
development; 2) create incentives to reduce automobile use; 3) manage parking and land usein
a sustainable way; 4) launch transport demand management programmes and policy reforms.
It is the will of the policy-makers and the skill to utilise and adapt the avallable strategies that
can relief the problem load in the urban transport system.

6. What benefitswill it bring?

Particularly for the case of Sofia MM has the potentid to induce benefits by improving the
gae of infrastructure supply; creating dternatives for the use of the vehicle supply and
improving its environmenta characteristics (energy consumption, exhaust emissions,
disposable waste); developing programmes to satisfy as much as possible every transport need
with dternative mobility means, enhance inditutionad capacity to ded with transport-
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environment conflicts, provide ideas for spending the avalable municipa budget in the most
beneficid way concerning public interest and dso creste opportunities for new form of
financid cooperation between the municipdity and the business; increasing traffic safety and
comfort for dl trangport modes, but especidly the dternative mobility practices, improve the
gae of the urban environment (ar, noise, public space); optimise land use draegies by
focussing on accessibility in the planning process; foster economic development by creeting a
pleasant urban environment with high qudlity of living conditions, which makes the city and
the region an attractive place to live, work and set up new businesses.

7. What lessons can Sofia learn from the mobility management development in Lund?

Lund has been an example and ingpiration in the world of mobility management for decision
makers, municipd leaders and civil servant in Europe and beyond:s. The success of the Lund
case is marked by the following developments dong the policy planning and implementation
process:

e Paticipatory set-up and prectices early in the process providing a plaform for
constructive discussion;

e Srong aliances between central governmental and non-governmental actors;
e Opennessto new inputs;
e Srong economic performance;

e Remarkable strategy proficiency and employment of ingtitutiona capacity among both
governmental and non-governmental actors.

Policy-makers in Sofia can learn and benefit from Lund’s positive experience and follow a
smilar future policy development process to create a sustainable framework for the urban
transport development.

8. What improerais are neid in the arrat pdicy and pradice 0 thet the ndaility menagamant
concept isintegrated in the decision and policy making in Sofia?

The recommendations suggested in this thess outlined a pathway of necessary actions,
improvements and reforms in the current socio-ingtitutionad set up of policy planning
concerning both the organisation and management of the process as well as the concrete
policy provisons regarding urban transport in Sofia. Following the pathway will create
favourable conditions for the integration of mobility management principles in the policy
making process.

A common paradigm, envisoning Sofia as a modern “European” cgpita and its citizens as
“Europeans’ has settled in the public discourse ater Bulgarias joining the Union. The
paradigm reflects a common socio-psychologicd mindset that everything which is “European”
is better that what is “Bulgarian”. Regarding urban transport development Sofias citizens as
“Europeans” want and demand much better conditions of mobility and accessibility, and it is
the municipa decison makers who are responsible to meet this demand. A modern and

15 Sufficeit to say that Lund was the host of the renowned European conference on Mobility Management in 2007.
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effective European gpproach to addressing urban transport conflicts is contained in MM,

which can successfully be employed in Sofiais urban transport governance.

Much has been written so far about the postive examples, principles and implications of MM,
yet much more needs to be studied and experimented with before a publicly agreed and
accepted policy for Sofias urban transport development can be lad down. However, the
author managed to capture a few key concepts that should line the MM development. These
are.

Four golden rulesfor organisation and planning of MM:

1. Knovwhereyau wart to go, why yau want to go thereand what you want to adiee MM gves yau
the toolsto do this.

2. Assure strong political commitment.

3. Cooperation isthe key to success.

4. ‘“Sanrad, sanréd, sanvad “{Cagperate aoparate cgperad.
Three golden rulesfor policy provisions of MM:

1. Think accessibility before mohility.

2. Consider the needs of the man before the needs of the car (Consider the man before the car)

3. Fan fa inteyated appraadies to trangoat managamat in trangoat planning goatid and urben
planning, transport travel plans, public transport services for reduced car use

As was mentioned earlier, MM provides a framework to the process of sustainable urban
transport management and preparation of MM plans. Y et it remains to be seen how the future
policies would be implemented and enforced. Sofias decison makers have been successful in
policy development (eg. DS but not in implementing its specifications. Surely the new
developments will take time and effort before any positive results are observed, but there is no
time for inaction; the stakes are high — Sofias establishment as an atractive urban centre in
the context of its “European” development.

78



Mohility management — Sustainability option fa- Sdfia’'s urben trangpat star?

Bibliography
Interviews

General (EU level)

Jensen, Peder. (2007, May 09). Informal interview. Copenhagen: European Environment Agency. [Project
Manager for Transport and Environment].

Konecny, Martin. (2007, March 12). Email interview. Brussels: Friends of the Earth Europe. [EU Funds Project
Coordinator, CEE Bankwatch Network].

Sweden

Gormsen, Dagmar. (2006, November 23). Formal interview. Lund: Lund Municipality. [Climate Network
Coordinator at the Strategic Environmental Department].

Gustafsson, Kerstin. (2006, December 08). Formal interview. Lund: Skanetrafiken AB. [Planning Manager].

Karlsson, Anna. (2006, November 27). Formal interview . Lund: Lund Municipality. [Bicycle and Pedestrian
Projects within LundaMaTs].

Kummel, Linda. (2006, November 27), Lund Municipality. Formal interview. Lund: Lund Municipality. [General
Planning at the Planning and Building Department].

Ryden, Christian. (2006, December 08). Formal interview. Lund: Lund Municipality. [Senior Transport Planner at
the Planning and Building Department].

Soderberg, Anders. (2006, November 17). Lund: Lund Municipality. [Mobility Management Project Coordinator
at the Technical Services Department.]

Wendle, Bjorn. (2006, December 06). Formal interview. Lund: Trivector Traffic AB. [Sustainable Mobility
Consultant].

Bulgaria
Boridavov, Borislav. (2007, April 24). Email interview. Sofia Council. [Municipal Councillor].
Borisov, Boiko. (2007, May 12). Email interview. Sofia Municipality. [Mayor of Sofia)].

Chakurova, Krigtiana. (2007, May 01). Email interview. Institute for Transport and Communication Ltd. [Senior
Project manager].

Dikov, Petur. (2007, April 09). Email interview. Sofia Municipality. [Chief Architect].
Popchev, Georgi. (2007, May 02). Email interview. Centre for Economic Development. [ Transport Researcher].

Stoilov, Vdizar. (2007. April 10). Email interview. SofiaMunicipality. [Deputy Mayor of Transport and
Transport Communications).

Legal and Official documents
Commission Background paper. (2007). Preparation of the Green Paper on urban transport.
Commission Communication COM (2004) 60 final. Towards a thematic strategy on the urban environment.

Commission Communication COM (2006) 314 final. Keep Europe moving — Sustainable mobility for our continent. Mid-
tamraievd theEurgoean Camissan’s 2001 Trangoat WhitePape.

Commission White Paper COM (2001) 370 final. European transport policy for 2010: Time to decide.

Directive 2003/30/EC of the European Parliament and the Council of 8 May 2003 on the promotion of the use
of biofules or other renewable fuels for transport. OJ L 123 17.5.2003 pp.42-46.

Ministry of Transport. (2007). Development of a sustainable transport systemin the Republic of Bulgaria till 2020. Sofia
Ministry of Transport.
Sofia Comprehensive Plan (2003). Sofia: Sofproekt.

79



Dragomira Raeva, I11EE, Lund University

Sofia Oblast (2005). Plan za regionalno razvitie na oblast Sofia. Aktualizaciya. [Sofia municipality regional
development plan. Actualisation]. Sofia: Sofia Oblast Agency.

SDS (Sofia City Development Strategy). (2003). Sdia'sVidan . Sofia: Sofia Municipality.

SOU (Swedish Government Official Reports). (1997). Number: 35. Ny kursi trafikpolitiken: slutbeténkande av
Kommunikationskommittén. (New course in transport policy: Report of the Communications Committeg). Stockholm: Norstedts
Tryckeri AB.

SOU. (1997/98). Number: 56 Transportpolitik for en héllbar utveckling (Transport policy for sustainable devel opment).
Stockholm: Norstedts Tryckeri AB.

Statistical databases
Eurostat. (2007). Regions and citiestravel and transport indicators [Onling]. Available:

[y eyt gl g el [ N gl i Ayt~ DTt L e e apiug~ gy A gl A S g (g g

Other references

Abelson, B. et al. (1995).Miljoanpassad trafikplan — infor det 21:a &rhundradet. (Environmentally adapted transport planning
— facing the 21 century). Proposal by the Social Democrats, the Environment Party, and the Left Party in Lund,
28th November, Lund, Sweden.

Albrechts, L. (2001). How to proceed from image and discourse to action: As applied to the Flemish diamond.
Urban Sudies, 38(4), 733-746.

Andersen, M. S. (1994). Governance by green taxes. Making pollution prevention pay. Manchester and New Y ork:
Manchester University Press.

Avramov, M., Krusteva, M. and Tasheva, E. (2004). Public transport — Status, priority problems and need. Sofia,
Bulgaria. In G. Krzywkowska, Next stop sustainable transport. A survey of public transport in six citiesin Central and
Eastern Europe(23-41). Szenterndre: REC publishing.

Béackstrand, K. et al. (1996). Organisational Challenges to Sustainable Development, Environmental Palitics, 5 (2),
209-230.

Banister D. and Marshall, S. (2000). Encouraging transport alternatives. Good practice in reducing travel. London. Spon
Press

Banister D. and Stead, D. (1997). Sustainable development and transport. Paper presented at the expert group meeting
on the Urban Project, Bonn November.

Banister, D. (1997). Reducing the need to travel. Environment and planning B, 24(3), 437-449.

Banister, D. (1998). Barriers to implementation of urban sustainability. International journal of environment and
pollution, 10(1), 65-83.

Banister, D. (2005) Overcoming barriers to the implementation of sustainable transport. In P. Rietveld and R.R.
Stough (eds.), Barriersto sustainable transport. London: Spon Press.

Barrot, J. (2007). Green paper on urban transport — A new role for urban transport policy. Commission Press Release
IP/07/118.

Beckmann, K., Witte. A. (2003). Mohilitdtsmanagement und Verkehrsmanagement — Anforderungen, Chancen und Grenzen.
(Mohility management and transport management — Requirements, chances and borders). In Beckmann, K. (Ed.),
Tagungsband zum 4. Aachener Kolloguium Mobilitat und Sadt. Aachen.

80


http://epp.eurostat.ec.europa.eu/portal/page?_pageid=1996,45323734&_dad=portal&_schema=PORTAL&scr
een=welcomeref&open=/F/fb&language=en&product=Yearlies_new_regio&root=Yearlies_new_regio&scrollt
http://www.urbanaudit.org/CityProfiles.aspx
http://www.transportbenchmarks.org/online-tool.html

Mohility management — Sustainability option fa- Sdfia’'s urben trangpat star?

Berlin Senate Department for Urban Development. (2007). Modal split for urban transport in Berlin. [Onling].

May 18]

Bertaud, A. and Renaud, B. (1997). Socialist cities without land markets. Journal of urban economics, 41, 137-151.
Bryson, J. and Grosby, B. (1992). Leadership in the common good. San Francisco: Jossey Bass.

Bryson, J. and Crosby, B. C. (1989). The design and use of strategic planning arenas. Planning outlook, 32(1), 5-13.

Dargay, Jand Godwin, P. (2000). Changing price: A dynamic analysis of the role of pricing in travel behaviour and transport
policy. London: Landor Publishing.

Dasgupta, M. (1993). Urban problems and urban policies: OECD/ECMT study of 132 cities. Paper presented at
the International conference on travel and the city — Making it sustainable, Diisseldorf. Paris: OECD.

DfT (Department for Transport UK). (2007). What is Mobility Week? [Online]. Available:

DG TREN. (2002). Transport research knowledge centre. Bridging the gap — Building the ERA. Brussels: EC.
DG TREN. (2006). Urban freight, transport and logistics— An overview of European research and policy. Brussels: EC.
DG TREN. (20074). Clean urban transport. [Onlin€]. Available:

http://ec.europa.eu/transport/clean/index_en.htm [2007, April 13]

DG TREN/ MVV Consulting — Tractebel Development Engineering. (2007b). Preparation of a Green Paper on
Urban Transport. Minutes of meeting from Sakeholder conference urban transport: Problems, solutions and responsibilities,
January 2007, Brussels.

DG TREN. (2007c). Campaigning for a moreintelligent use and production of energy in Europe. [Online]. Available:

EAUE (European Academy of the Urban Environment). (2003). Twelve candidate countries— overview report on
sustainable urban management, sustainable urban transport, sustainable urban design and sustainable construction. Berlin:
EAUE.

EC(European Commission). (1999). Mobility management. Research for sustainable mobility. Brussels: EC.
EC. (2007a). EC Official Documents Definition. [Online]. Available:

ECCR (European Commission Community Research). (2003). Achieving sustainable transport and land use with
integrated policies. TRANSPLUS final report.

ECMT (European Conference of Ministers of Transport). (2006). Trendsin the transport sector 1970-2004. Paris:
ECMT.

EEA (European Environmental Agency). (2001). Traffic noise: Exposure and Annoyance. Factsheet. Copenhagen:
EEA.

EEA..(2006). Urban sprawl in Europe. Briefing. Copenhagen: EEA.

EEA. (2007). Transport and environment: On the way to a new common transport policy. TERM 2006: Indicators tracking
transport and environment in the European Union. Copenhagen: EEA.

EEB (European Environmental Bureau) — Press Release. (13 January 2006). Commission adopts hands-off approach on
urban environment. [Online]. Available:

[2007, April 07]

EFTE (European Federation for Transport and Environment). (1994). Grem urben trangoat: A suney. Preliminary report 94/ 2,
January. Brussels: EFTE.

81


http://www.stadtentwicklung.berlin.de/verkehr/verkehr_in_zahlen/download/en_s_018.p
http://civitas-
initiative.net/cms_pages.phtml?id=348&lan=en
http://www.dft.gov.uk/pgr/sustainable/awareness/itwmc/whatiseuropeanmobilityweek
http://ec.europa.eu/transport/clean/index_en.htm
http://www.sustenergy.org/tpl/page.cfm?pageName
http://europa.eu/documents/comm/index_en.htm
http://ec.europa.eu/environment/urban/home_en.htm
http://www.eeb.org/press/pr_commission_adopts_hands_off_approach_urban_environment_130106.htm

Dragomira Raeva, I11EE, Lund University

ELTIS (European Local Transport Information Service). About ELTIS [Onling]. Available:

EPOMM (European Platform on Mobility Management). (2003). In: Proceedings of the European Conference on
Mobility Management — ECOMM 2003. Karlstadt, Sweden.

156321 [2007, April 10]
EurActive. (2007a). Mohility stakeholders urge more EU funds for public transport. [Onlineg]. Available:

EUROFORUM (European Research Forum for Urban Mobility). (2007). Sate of the art research and development in
the field of urban mobility. Draft paper. Brussels: EUROFORUM:

EUROSTAT. (2007). EU road safety 2004: Regional differences. Statistics in focus 14/2007. Brussels: EUROSTAT.
Ewing, R. and Cerveo, R. (2002). Travel and the built environment. Transport research record, 1780, 87-110.

Farrington, J., Shaw, J., Leedal, M., Maclean, M., Halden, D., Richardson, T., Bristow, G. (2003). Settlements,
services and access: the development of palitics to promote accessibility in rural areasin Great Britain. Cardiff: Welsh Assembly
Government.

FGSV (Forschungsgesellschaft fir StralRen- und Verkehrswesen). (2002). Verkehrsmanagement (Mobility
management). FGSV-Arbeitspapier Nr. 56. Kdln: FGSV.

Fischer, F. and Forester., J. (1993). The argumentative turn in policy analysis and planning. Durham, N.C.: Duke
University Press.

Golubchikov, O. (2004). Urban planning in Russia: Towards the market. European Planning Sudies, 12(2), 229—
247.

Gronau, W., Kagermeier, A. (2004). Mobility management outside metropolitan areas: case study from north
Rhine — Westphalia. Journal of transport geography, 12, 315-322.

Hajer, M. (1995). The politics of environmental discourse. Ecological modernisation and the policy process. Oxford: Oxford
University Press.

Hansen, C. J. (1999). The Dynamics of Local Processes Towards Environmentally Sustainable Transport — Case
of Lund, Sweden. Paper presented at the European Transport Conference, Proceedings of Seminar B: Transport Planning,
Policy and Practice, 239-251.

Hansen, C. J. (2002). Local Transport Policy and Planning. The Capacity to Deal with Environmental Issues. Ph.D. thesis,
Department of Development and Planning, Aalborg University.

Hanssen, C. J. (2006). Urban transport, the environment and deliberative governance: The role of
interdependence and trust. Journal of environmental policy and planning, 8 (2), 159-179.

Healey, P. (1997). Collaborative Planning. London: Macmillan.

Healey, P., de Magalhaes, C. and Madanipour, A. (1999). Institutional capacity-building, urban planning and
urban regeneration projects. In Urban futures: Aloss of shadow in the flowing of spaces. Special issue of FUTURA.
Helsinki: finnish society for Future Studies, 117-137.

82


http://www.eltis.org/Vorlage.phtml?mainID=460&id=460
http://www.epomm.org/docs/brochure_epomm.pdf
http://www.euractiv.com/en/transport/white-
paper-transport/article-129628
http://www.euractiv.com/en/transport/commission-attempts-balance-transport-environmental-needs/article-
http://www.euractiv.com/en/transport/mobility-stakeholders-urge-eu-funds-public-transport/article-162168
http://www.euractiv.com/en/transport/urban-
transport/article-161223
http://www.eurocities.eu/main.php

Mohility management — Sustainability option fa- Sdfia’'s urben trangpat star?

Innes, J. E. & Booher, D. E. (2003). Collaborative policymaking: governance through dialogue. In: M. A. Hajer
& H. Wagenaar (eds.), Deliberative Policy Analysis. Understanding Governance in the Network Society, (33-59).
Cambridge: Cambridge University Press.

Innes, J., Gruber, J., Neuman, M. and Thompson, R. (1994). Co-ordinating growth and environmental management
through consensus building. California Policy Seminar Paper, University of California, Berkeley.

Jaakson, R. (2000). Supra-national spatial planning of the Baltic Sea region and competing narratives for tourism.
European Planning Sudies, 8, 565-579.

Kenworthy, J. (2005). Sustainable urban transport: devel oping sustainability ranking and clusters based on an
international comparison of cities In Walter Filho (ed.) Handbook of sustainability research. Frankfurt am Main: Peter
Lang.

Litman, T. (2002). Mobility management. Sustainable transport — A sourcebook for policy-makersin developing
cities. Eschborn: GTZ (Gesellschaft fir Technische Zusammenarbeit).

Littman, T. (2003). Transport demand management. In R. Tolley (ed.) Sustainable transport: Planning for walking and
cycling in urban environments. Cambrifge: Woodhead.

Lund Municipality Official Website. (2007a). Population. [Onling]. Available:
it v Jund saftempl afes/Page ~ 166025 [2007, April 13]

.pdf [2006, 13 December].

Lyborg, J. and Hyllenius, P. (2001). LundaMaTs has given results — physical measures and mobility management give synergy
effects. (Short version of the report LundaMaTs: Awareness and effects) Trivector Traffic AB Report 2001:62

Mazza, L. and Rydin, Y. (1997). Urban sustainability: discourses, networks and policy tools. Progressin Planning, 47
(1), 1-74.

MOST. (2003). Mobility management strategies for the next decades. Final report D9. Brussels: EC.

Nordgqvist, S. (1984). Gagatu-epoken (Pedestrian street times). Meddelande 1984:5. Stockholm: Nordiska institutet for
samhdllsplanering.

NSI (National Statistical Institute). (2001). Statistical book of Sofia. Sofia: NSI.

OECD. (2000). Environmentally Sustainable Transport. Futures, Strategies and Best Practices. Final Synthesis Report from
the Working Group on Transport. Paris: OECD.

Pearce, D. W. et a. (1994). The economics of sustainable development. Annual review of energy environment, 19, 457-
474,

PLUME (Planning and Urban Mohility in Europe). (2005). Final exploitation plan. Key action: city of tomorrow.

Popchev, G. (2006). Usuvurshenstavne upravienieto na obshtestvenija putnicheski transport v Sofia (Improving mass public
transport management in Sofia). Sofia: Bulplan.

Putman, R. (2001). Socia capital measurement and consequences. In J.F. Helliwell (ed.), The contribution of human
and social capital to sustained economic growth and well being. Quebec: OECD/Statistics.

Rein, M and Schon, D. (1993). Reframing policy discourses. In F. Fischer, F. and J. Forester, The argumentative turn
inpolicy analysis and planning (145-166). London: UCL Press.

83


http://www.lund.se/templates/Page____1660.aspx
http://lund.se/templates/Page____2248.aspx
http://www.lund.se/upload/Kommunkontoret/Information/Engelsk%20site/LuMatseng%5B1%5D
http://www.mobilityweek-
europe.org/spip.php?rubrique9
http://www.isb.rwth-
aachen.de/mosaic/
http://www.lutr.net/deliverables/doc/PLUME%20-
%20%20D6%20Final%20Exploitation%20Plan%201.pdf

Dragomira Raeva, I11EE, Lund University

Rose, R. (2001). Ten stepsin learning lessons fromabroad. Future governance discussion paper 1. Glasgow: University
of Strathclyde.

SACTRA (Standing Advisory Committee on Trunk road Assessment). (1994). Trunk roads and the generation of
traffic. London: HM SO.

Smith, T. B. (1973). The policy implementation process. Policy science, 4 (2), 197-209.
SofiaMunicipality. (2007). Transport in Sofia. [Online] Available:

Sofia Transport Survey Team. (2001). Transport survey. Sofia Master Plan. Sofia: Sofia Municipality.

SRA (Swedish Road Administration). (2002). Analysis of measures in accordance with the Four-stage Principle— A general
approach to analyses of measures for the road transport system. Publication 2002:72.

Stanilov, K. (2006). Sofia's thorny road to Europe. Capital, 10. [Online]. Available:

Stough R. and Rietveld P. (2005). Institutional dimensions of sustainable transport. In P. Rietveld and R.R.
Stough (eds.), Barriersto sustainable transport. London: Spon Press.

Swedish National Board of Housing, Building and Planning and Swedish National Committee on Agenda 21 and
Habitat. (2001). Swedish municipalities and the sustainable development of towns, cities and communities —
Examples of habitat-oriented work. Karlskrona: Boverket.

Tengstrom, E. (1999). Towards Environmental Sustainability? A Comparative Sudy of Danish, Dutch and Swedish
Transport Policiesin a European Context. Wiltshire: Ashgate.

Tewdwr Jones, M. (1995). Development control and the legitimacy of planning decisions. Town planning review, 66
(2), 163-181.

Thornley, A. (1993). Letter from Sofia: Building the foundation for a market-oriented planning system in Bulgaria.
Planning Practice and Research, 8, 27-30.

TRANSPLUS. (2003). Achieving sustainable transport and land use with integrated policies. Final report. Community
research: Energy environment and sustainable development.

Trivector Traffic AB. (1998). Anintegrated effort to create an environmentally friendly transportation systemin Lund. Lund:
Trivector AB.

Trivector Traffic AB. (2004). LundaMaTs — Uppmérksamhet och effekter 2004 (Awareness and effects 2004). Trivector
report 2004:80.

Tsenkova, S. (2007). Reinventing strategic planning in post socialist cities: experiences from Sofia. European
planning studied, 13(3), 295-317.

UNEP (United Nations Environment Programme), OECD (Organisation for Economic Cooperation and
Development), Austrian Federal Ministry of Environment, Y outh and Family. (1999). Towards sustainable transport
inthe CEl countries. Ministerial declaration and joint pilot study on environmentally sustainable transport in the
CEl countriesin transition. Vienna.

VCO Research Ingtitute. (2006). Austria — Welcome to the land of public transport. Factsheet. Vienna: VCO. [Onling].

Vigar, G. (2002). The politics of mobility: transport, the environment, and public policy. London: Spon Press.

Vigar, G., Healey, P., Hull, A. and Davoudi, S. (2000). Spatial strategy and the English planning system: An
ingtitutionalist analysis. London: Macmillan.

VTPI (Victoria Transport Policy Institute). (2007). Transport demand encyclopaedia. [Onlineg]. Available:

Weale, A. (1992). The new palitics of pollution. Manchester: Manchester University Press.
WHO (World Health Organisation). (2000). Guidance for Community noise. Geneva: WHO.

84


http://www.smile-
europe.org/frame1.html
http://www.sofia.bg/en/display.asp?ime=transport
http://www.capital.bg/weekly/06-09/12-09.htm
http://www.uitp.com/events/2009/vienna/en/pics/Factsheet.pdf
http://www.vtpi.org/tdm/index.php

Mohility management — Sustainability option fa- Sdfia’'s urben trangpat star?

WHO. (1997). Creating healthy citiesin the 21 century. Background paper prepared for the Dialogue on health in
human settlements for Habitat 11. Geneva: WHO.

Williamson, O.E. (1994). Ingtitutions and economic organisation — The governance perspective. Washington: World Bank.
Wolfram, M. (2004). Expert working group on sustainable urban transport. Final report. Cologne: Rupprecht Consult.

Wolfram, M., Bihrman, S., Martion, A., Brigati, E. (2005). Sustainable urban transport plans and urban environment:
Policies, effects, and simulations. Review of European references regarding noise, air quality and CO, emissions. Cologne:
Rupprecht Consullt.

Zeijlon, A., Tsenkova, S. and lonkova, K. (2002). Sofia Development Srategy. Washington, DC: World Bank; Sofia:
SofiaMunicipality.

85



Dragomira Raeva, I11EE, Lund University

Abbreviations

CEE

CEl
CIVITAS
DfT

DG

EAP

EC
ECOMM
EEA
EEB
ELTIS
EPOMM
ERA
ERDF
ESF

EU
EXTR@Web
GHG
ISPA
MaTs
MM
MOMENTUM
MOSAIC
MOST
NMS
OECD
PLUME
SMILE
SUTP
TRANSPLUS
UK

WG
WHO

86

Central and Eastern Europe

Central European Initiative

Clty VITality Sustainability

Department for Transport, UK Government
Directorate General

Environmental Action Plan

European Commission

European Conference on Mobility Management
European Environment Agency

European Environmental Bureau

European Local Transport Information Service
European Platform on Mobility Management
European Research Area

European Regional Development Fund
European Socia Fund

European Union

Exploitation of Transport Research viathe Web
Greenhouse Gasses

Pre-Accession Structural Instrument

Miljéanpassat Transportsystem (Environmentally Adapted Transport System)

Mobility Management

Mobility Management for the Urban Environment
Mobility Strategy Applicationsin the Community
Mobility Management Strategies

New Member States

Organisation for Economic Cooperation and Devel opment

Planning and Urban Mohility in Europe

Sustainable Mohility Initiatives for Local Environment

Sustainable Urban Transport Plans

TRANSport Planning Landuse and Sustainability
United Kingdom

Working Group

World Health Organisation



Mobility management — Sustainability optian fa- Sdfia's urben trangpat sgen??

Appendix 1: Examples of mobility management strategies

Mobility management includes more than three dozen strategies (Table 0-1) that improve
trangportation options, encourage use of efficient modes, creste more accessible land use
patterns, and reform biased planning practices.

Table 0-1 Examples of mobility management strategies

Improvetransport Incentivesto reduce Parking and land use | Programmes and policy
options driving management reforms

Source: Litman, 2002.
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Appendix 2: Main goals of the LundaMaTs plan

Table 0-2 Main goals of the LundaMaTs plan

Indicator Goals (year)

Source: Trivector (1998)
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Appendix 3: Initiated projects in the LundaMaTs plan

Table0-3 Initiated projectsin LundaMaTs (1998-2000)

Subpr oj ect Environmental goals Schedule I

Source: Trivector, 1998
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Appendix 4: Major road infrastructure density in Sofia
and Vienna

Sofia, 2006

Vina, 2006

Source: Stanilov, 2006

The maps show the density of the mgor road infrastructure, consisting of boulevards with 4
and more than 4 lanes within 50km?from the city centres.

0



