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State of the Art:  

Preamble: 
Since the project ACTIVE TRAVEL NETWORK is dealing with walking and cycling as means 
of transport on the one hand side and since the consortium has chosen the approach of 
Mobility Management to enhance the use of walking and cycling in cities it was necessary to 
describe a state of the art paper for both topic areas. It must be mentioned that both areas 
overlap and positively support each other as Mobility management and Travel Awareness is 
a horizontal approach while walking and cycling are vertical fields of activities.  
The following State of the Art documents are mainly based upon the following documents 
and sources: 

- Mobility Management: This Policy Document has been published by the Directorate 
General for Internal Policies of the EU, Policy department B: Structural and Cohesion 
Policies, 2010 (Authors TRT – Transporti e Territorio). 

- Mobility Management and Travel Awareness: Reference materials VOL 1 originally 
produced within the EU-funded project PORTAL (Promotion Of Results in Transport 
Research And Learning) and updated within the COMPETENCE project (funded by 
the STEER programme within IEE) in 2005. Authors: Robert Pressl and Karl Reiter 
(both Austrian Mobility Research FGM-AMOR) 

- Mobility Management and Travel Awareness: Reference materials VOL 2, originally 
produced within the EU-Project PARAMOUNT in 2006. Authors: Robert Pressl and 
Karl Reiter (both Austrian Mobility Research FGM-AMOR) 

- TAPESTRY: Travel Awareness Publicity And Education Supporting A Sustainable 
Transport Strategy In Europe- Deliverable 2 – State of The Art Review (published in 
2003)  

- MAX - Successful Travel Awareness Campaigns and Mobility Management 
Strategies: Final Report 2009 (Author: Karl Heinz Posch et al; Austrian Mobility 
Research FGM-AMOR) 

- Action Plan on Urban Mobility: COMMUNICATION FROM THE COMMISSION TO 
THE EUROPEAN PARLIAMENT, THE COUNCIL, THE EUROPEAN ECONOMIC 
AND SOCIAL COMMITTEE AND THE COMMITTEE OF THE REGIONS; published 
by the EC in September 2009. 

- Sources from the ELTIS website www.eltis.org  
- Sources from the EPOMM website www.epomm.eu 
- The Promotion of Cycling : This Policy Document has been published by the 

Directorate General for Internal Policies of the EU, Policy department B: Structural 
and Cohesion Policies, 2010 (Authors TRT – Transporti e Territorio). 

- Reinventing the bicycle in modern society – Mobility Culture and Transport Behaviour 
– Dossier within CIVITAS MOBILIS: Odense 2008; Author: Matthias Fiedler.  

 
The good practise examples are directly included in  the text of the state of the art 
report. Since the Mobility management and Travel Aw areness Good Practise Examples 
should deal with walking and cycling they are fille d into the text of the cycling and 
walking chapter of the State of the Art Report.  

Introduction  Urban mobility 
Since mobility is crucial to quality of life, a significant link with the urban transport system 
exists. Both directly influence people’s daily life and activities, and play a key role in all 
functions of society. They also influence opportunities to engage in social activities and 
interact with social communities. 
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However, though mobility makes a crucial contribution to the socioeconomic growth of 
urban areas, the positive effects have to be also weighed alongside the negative impacts of 
the increasing car mobility over the last 20 years. Cities are a critical part of the transport 
system, not least because, as pointed out by the recently adopted European Commission 
(EC) Action Plan on urban mobility, more than 72% (UN, 2007) of Europeans live in an urban 
area and this percentage is expected to increase. 
Cities are the powerhouses of economic growth and development, since around 85% of the 
EU’s GDP is generated in urban areas. At the same time, 40% of total CO2 emissions and 
70% of emissions of other pollutants are caused by urban motorised traffic. 
Challenges like road traffic congestion, road safety, environmental impacts (any discussion 
on the future urban mobility and urban transportation system must take account of policies 
aimed at reaching the EU’s ambitious CO2 reduction targets of ‘20-20-20’), urban sprawl, 
increasing transport distances (mainly satisfied by private car ownership) are common to 
many European cities. The need to solve these problems has become even more crucial to 
maintaining a high quality of life in a sustainable way, and competitive, smooth mobility of 
people and goods. Urban mobility is crucially embedded in the daily life of EU citizens and is 
thus of primary concern for them. This was shown by a survey conducted by Eurobarometer 
in July 2007, in which 90% of Europeans said that the traffic situation in their area should be 
improved (Eurobarometer, 2007). 
‘More sustainable’ is thus the main goal that underpins current approaches to and solutions 
for future mobility. Sustainability should lie at the heart of all policies and strategies for a 
more sustainable transport system in environmental (CO2, air pollution, noise) and 
competitiveness (congestion) terms, while also addressing social concerns. This is why the 
concept of sustainability goes far beyond the need to respond by managing road traffic flows 
and their impacts, because it should also address, for instance, the cost of mobility in relation 
to social exclusion, economic and social cohesion, and the demographic changes that will 
shape the structure of European cities in the future. Making urban mobility more accessible, 
efficient, environmentally friendly and inclusive is not easy. It has to consider all that factors 
that depend on how urban transport itself develops in the future, and the directions in which it 
will move based on technological progress, demographic changes, socioeconomic and 
environmental development and the effects they will generate. 

State of the Art for Active Travel – cycling and wa lking 

EU initiatives  

Based on the background outlined in Section 1.1, and even if local authorities are primarily 
responsible for urban policies according to the principle of subsidiarity, the European Union 
has taken an active role since the adoption of the White paper on transport policy (EC, 
2001). The purpose of EU action is to offer local authorities specific support for promoting a 
new culture of urban mobility, in which sustainable and affordable urban transportation is the 
key to making cities dynamic and vibrant. This also explains why EU support has taken 
several forms, through a combination of policy interventions and guidance support. At a 
policy level, the Green paper ‘Towards a new culture of urban mobility’ (EC, 2007a) and the 
Action plan on urban mobility (EC, 2009) both represent a cornerstone by putting in place a 
comprehensive endeavour for addressing the different dimensions of urban mobility. With 
these two documents, the European Commission acknowledges the differences that exist 
between European cities – even though they all face common and similar challenges – and 
stresses the need to implement an approach that should be as integrated as possible and 
should optimise the use of all modes of transport (concept of comodality). 
The EC has been backed by the other EU institutions. The resolution on the Green paper 
(EP, 2008a) and the own-initiative report on the Action Plan on urban mobility (EP, 2008b) 
adopted by the European Parliament (EP), the two opinions adopted by the European 
Economic and Social Committee (EESC) (EESC, 2008) and the Committee of the Regions 
(CoR) (CoR, 2008) respectively, and the discussion held by the Council confirm that urban 
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transport and urban mobility should be fully part of the European transport system, and that 
the EU objectives set in the cohesion, environment, health and economic policies are not 
achievable if urban mobility is not appropriately taken into account. 
Based on existing policy developments, the EC has also undertaken a number of guidance 
initiatives. Of these, CIVITAS (CIty VITAlity Sustainability Initiative) is probably the best-
known tool for helping European cities implement better integrated sustainable urban 
transport strategies. Other initiatives (e.g. EPOMM, ELTIS) have come in the form of 
platforms for exchanging best practice, databases and guideline services. The added valued 
of all these tools is that they provide local authorities with an opportunity to be (i) concretely 
and successfully involved, and (ii) financially supported when they participate in 
demonstration projects and campaigns. 
 

Walking and Cycling in European policies 
The following text passages are taken as original text from European policy paperas and only 
shortened. The selection concerns the issue of cycling and walking. 
 

 Green Paper: Towards a new culture for urban mobility [COM(2007)55] 
Alternatives to private car use, such as walking, cycling etc should be made attractive and 
safe. Citizens should be able to optimise their travel through efficient links between the 
different modes of transport. Authorities should promote co-modality and reallocate space 
that becomes available after congestion mitigation measures.  
 

 Promoting walking and cycling… 
To improve the attractiveness and safety of walking and cycling, local and regional 
authorities should ensure that these modes are fully integrated into the development and 
monitoring of urban mobility policies. More attention should be paid to the development of 
adequate infrastructure. There are innovative ways of ensuring the full involvement of 
families, children and youngsters in policy development. Initiatives in cities, companies and 
schools can promote cycling and walking, for example through traffic games, road safety 
assessments or educational packages. Stakeholders have proposed that bigger towns and 
cities could consider appointing a policy officer specifically for walking and cycling.  
Every EU citizen should be able to live and move in urban areas with safety and security. 
When walking, cycling, or driving a car or a truck, one should be able to do so at minimum 
personal risk. This requires a good design of infrastructure, especially at intersections. 
Citizens are becoming increasingly conscious that they must act responsibly, to protect their 
own and other people’s lives. 
High quality infrastructure, including good pavements for pedestrians and cyclists, can make 
a difference. Enhancing visibility, for example by providing better lighting, and more visible 
enforcement officers on the street can help to increase the feeling of security.  
Urban infrastructure, including roads, cycle paths etc., should be of high quality.  
 

 Stakeholder Consultation Report:  Green Paper on Urban Mobility  
Walking and cycling are recognised as important … Possible actions are the development of 
certain harmonised regulations, establishing walking and cycling specialists at EU level, and 
the integration of both walking and cycling as core elements in European urban transport 
policy. 
The EU and European Commission can support or encourage local governments in 
promoting walking and cycling by: 

·  Include preconditions related to walking and cycling into eligibility criteria for 
European funding, but the support for this appears to be limited, 

·  Harmonise technical standards of bicycles and accessories to increase quality,  
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·  Monitor EU legislation for initiatives that might be counter-productive in the promotion 
of walking and cycling, 

·  Promote an integrated approach, meaning the inclusion of different policy fields, as 
well as towards the full transport chain of which walking and cycling are often a part. 

 
Cycling and walking should be seen as key elements in an Integrated Transport strategy 
approach to  investment planning. Internalisation of external costs is also suggested to be an 
excellent way to encourage people to walk and cycle more. This is, however, a reversed 
approach: by discouraging the use of other modes, walking and cycling are encouraged. 
 
A lot of possible measures are mentioned to promote walking and cycling as real alternatives 
to car use. Governments as well as citizens and national/European and global associations 
agree on the fact that walking and cycling should be promoted. Many of the measures 
mentioned are directed towards local governments and they are urged by many contributors 
to follow an integrated approach to promote walking and cycling. Action Plan on Urban 
Mobility  
 
 

 Action Plan on Urban Mobility {SEC(2009) 1211} {SEC(2009) 1212} 

 Theme 6 — Optimising urban mobility  
Effective integration, interoperability and interconnection between different transport 
networks are key features of an efficient transport system. This can facilitate modal shift 
towards more environmentally friendly modes of transport. Affordable and family-friendly 
public transport solutions are key to encourage citizens to become less car-dependent, use 
public transport, walk and cycle more, …….. 
 

Cycling and walking: Concepts and current problems 
 

The benefits of cycling and walking 
Different European and international studies have classified these benefits in the following 
groups: (i) transport efficiency, (ii) environmental benefits, (iii) health and fitness issues, and 
(iv) economic and social impacts. 
 

Transport efficiency 
·  Cycling and walking are efficient approaches to decrease peak hour car traffic and 

peak hour PT traffic. Therefore the modal shift towards cycling and walking makes the 
entire transport system of a city more efficient   

·  Every second car trip in urban areas is shorter than 5km and could be done in 20 
minutes or less by bike. For these short distances and especially in congested cities, 
cycling is the fastest and most flexible mode for ‘door to door’ travel. 
About 10 % of the car trips in cities are shorter than 1 km this is a distance that cold 
be done as pedestrian. 

·  Bicycle parking does not use much space and is cheaper: 7-10 bicycles can be 
parked in the space required for a single car. The space consumption of a parked 
bicycle has been calculated at only 8% of the space consumption of a car (Wittink 
(ed), 2001; Héran, 2002). 

 

Environmental benefits 
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·  Short-distance trips by motor vehicles are the least fuel-efficient and generate the 
most pollution per kilometre. These trips could be potentially replaced by cycling or / 
and walking. 

·  Cycling and walking are the most energy efficient means of transport. The cyclists 
and pedestrians emit nothing into the atmosphere and is virtually silent.  

·  Reducing car trips would alleviate ozone depletion, the greenhouse effect, 
photochemical smog, and noise pollution. 

 

Health and fitness issues 
Regular cycling and walking has significant social and health benefits and can 
therefore help reduce health care costs for society as a whole. Cycling and/or walking 
has the same effect on health as other types of exercise and motion. Four hours of 
cycling per week or approximately 10 km of cycling or 3 km walking per day, which for 
some people is the equivalent of a daily trip to and from home to work, is an adequate 
level of exercise. Cycling and walking contributes to personal health by enhancing 
fitness and providing an enjoyable, convenient and affordable means of exercise and 
recreation.  

 

Benefits of regular physical activity 
·   Reduces the risk of premature death from heart disease 
·   Reduces the risk of developing diabetes 
·   Reduces the risk of developing high blood pressure 
·   Helps reduce blood pressure in people who already have high blood pressure 
·   Reduces the risk of developing colon and breast cancer 
·   Reduces feelings of depression and anxiety 
·   Helps control weight 
·   Helps build and maintain healthy bones, muscles and joints 
·   Helps older adults become stronger and better able to move about without falling 
·   Promotes psychological well-being 

Source: Evidence on the impact of the physical activity and its relationship to health. Department of 
Health, London (2004) 
 
More than a third of Europeans are not sufficiently physically active (WHO, 2002), and the 
obesity rate is estimated to have increased by 10-40% from the late 1980s to the late 1990s. 
In industrialised countries, physical inactivity is the second most important risk factor – after 
tobacco smoking – for poor health. Nevertheless benefits related to cycling are not only 
individual; the entire society benefits by having a healthy and fit  population. Cycling saves 
society a considerable amount of money3 
 

Economic and Social impacts 
Cycling and walking provides access and transport to segments of the population who would 
not otherwise be able to travel independently. These include people who: 

·  cannot own a motor vehicle; 
·  do not have access to a motor vehicle for a required period; 
·  can’t use public transport. 

It should be considered that 21% of Europeans are children under the age of 18 who cannot 
drive a vehicle (because of the minimum driving age). Nevertheless, everybody has a right to 
mobility and to participate in outdoor activities. Cycling makes a wider range of destinations 
possible for more people than walking In combination with public transport, cycling and 
walking can even compete with the car over long distances. Driving is also expensive, 
whereas cycling is an inexpensive means of transport well within the financial reach of 
almost everyone. For each kilometre travelled, travel costs for the bicycle are lower than 
those of any other means of transport, and walking is the least expensive mode of transport.  
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Pedestrians and cyclists save parking charges. Travel budgets can therefore be reduced 
considerably by cycling and walking. 
Increasing bicycle use and increased level of walking may eliminate the need for a second 
car, again leading to considerable savings. 
 
3 In one United States study, it was estimated that costs associated with inactivity are between USD 
24.3 and 37.2 billion (2.4-3.7% of total health care costs) (WHO, 2002). A Swiss study estimated that 
insufficient levels of physical activity impose cost of SFR 1.4 billion a year (WHO, 2002). About two 
thirds of Canadians are physically inactive, resulting in about CAD 2.1 billion of direct health care costs 
in Canada (Canadian Medical Association Journal, 28 November 2000). 
 

Current major problems 
Cycling is not always easy or enjoyable. Cyclists face major problems related to the lack or 
inadequacy of road infrastructure, scarcity of parking facilities, safety and security of cyclists 
and weather conditions. Finally, intermodality is still poor in many European cities. 
 

Lack of awareness of decision makers 
Cycling is not seen as an appropriate approach to manage the transport situation in urban 
areas by planners and decision makers in many European cities. There is a lack of 
information and awareness amongst the local stakeholders concerning the potential of 
cycling. This is very often connected with the fact that the majority of the decision makers 
have no or little experience with this mode of transport. In this way very often the user needs 
of the cyclists are rarely analysed and user participation is only known in countries with a 
high cycling culture.   
 

Cyclists’ safety and security 
Cycling and walking needs an appropriate infrastructure that provides separate space to 
move safely in the main axes of a city. Only in countries with a high cycling culture like the 
Netherlands or Denmark separate cycling tracks an advanced solutions to inbound the 
cycling traffic at junctions are provided In some cities there are cycling tracks but insufficient 
design of the intersections – these is even less save than no cycle tracks. The absence of 
separated pavements leads also to unsafe situations. There are still many cities that doesn’t 
provide speed limit 30 km/h for the roads beside the main roads and those who have 
introduced id have sometimes insufficient enforcement. 
 

Lack of bicycle parking facilities 
The scarcity of bicycle parking facilities in city centres and main attractions discourages 
cyclists from using their bicycles for regular trips. The major threat here is that bicycle theft is 
currently a big problem. Many cities are tackling this relatively successfully by introducing 
innovative anti-theft devices in new bicycles. Supervised or locked bicycle parking may help 
to prevent damage to bicycles and vandalism. Parking facilities are also required to allow 
users to change from bike wear into everyday clothes. Good fully equipped bicycle parking 
facilities should offer services for cyclists like bicycle accessory shops, bicycles to rent, and 
lockers. 
 

Poor image of Cycling 
In some countries especially in the new member states Cycling is perceived as a mode for 
poor and less successful people (MAX SUCCESS 2009). In other countries especially 
southern countries cycling is seen as a leisure time activity and not as a means of transport 
for shopping trips or home to work trips. In many European city there is a socialisation 
towards car traffic that includes a lot of children trips on the back seat of their parents car. 
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This “back seat generation” perceive the car transport as the normal way to move from A to 
B in a city. Projects like BAMBINI try to socialize people towards sustainable modes  
4 More information is available at: http://www.mobile-bambini.eu and www.trendy-travel.eu 
 

Poor intermodality 
At present, very few cities have equipped their public transport with bicycle racks, and the 
carriage of bicycles is allowed only outside rush hours. Some German and Dutch railway 
companies are changing their rolling stock to provide commuter trains with more bicycle 
racks. Fortunately, thanks also to EU funded projects, more cities have started to implement 
bicycle sharing. The idea of offering public bicycles at the main railway or subway stations 
gives residents a choice of modes of travel. 
 
4 More information, including a demonstration website, is available at: http://rain.roadidea.eu/route. 

 

The current situation in Europe 
 
Despite its many advantages, cycling and walking are still underused in many countries. 
Bicycle and walking modal share is low in many cities. This is also the result of inadequate 
policies to promote urban cycling and walking mobility. Support for national cycling plans and 
their implementation at local level would be useful. 
Urban and rural authorities promote cycling because it increases mobility and improves air 
quality and quality of life in general, as well as making cities more liveable. Organisations 
and businesses support these activities within the framework of work-based mobility 
management. Cycling is increasingly recognised as a clean, sustainable mode of transport 
and an essential part of intermodal plans for sustainable urban travel. More and more 
countries are developing national cycling plans, strategies and policies. 
Despite its many advantages, cycling is still underused in many cities, and its effectiveness is 
too often undervalued by national and/or local transport policies. 
Walking is not perceived as an important mode of travel. Very often the needs of pedestrians 
are out of the focus of decision makers and planners. In some cases there are efforts to 
promote walking for health reasons and for social reasons especially for elderly persons. 
 

Statistics on bicycle use 
There are forerunner cities in Europe with an remarkable bicycle share. I some of the cities 
this is based on the maintain ace of an excellent bike culture (Groningen, Münster), others 
have increased their cycling share dramatically in the last 15 years (Bolzano, Freiburg, 
Odense) they tell the story that change is possible. 
 
City Inhabitants Cycling share National Share 
Groningen (NL) 177.000 38% 26% 
Zwolle (NL) 119.000 37% 26% 
Münster (DE) 280.000 36% 10% 
Västeras (SE) 107.000 33% 7% 
Enschede (NL) 152.000 31% 26% 
Ferrara (IT) 135.000 30% 4% 
København 502.000 29% 19% 
Bolzano (IT) 100.000 29% 4% 
Freiburg i.B. (DE) 225.000 28% 10% 
Amsterdam (NL) 735.000 27% 26% 
Odense (DK) 185.000 27% 19% 
Bremen (DE) 548.000 23% 10% 
Malmö (SE) 258.000 20% 7% 
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Basel (CH) 170.000 20% 9% 
Graz (AT) 260.000 16% 9% 

Gent (BE) 231.000 15% 8% 

Table: Source: Pucher and Buehler (2008) and Fietsberaad (2006), VCÖ (2010) 
 
Bruxelles Data: Velo City 2009, Bypad project, Trendy Travel “20 good reasons for cycling” 
(2010) 
Unfortunately there are no reliable single international or European statistical reports 
showing modal share of bicycle use per country, related to all journeys The data available in 
each country is from different sources (note that they refer to different years) 
 
Table 1 compares the bicycle modal share in different cities to the national average bicycle 
modal share. As the figures indicate, cities that have embraced bicycle-friendly policies are 
able to achieve significant results, even if the national average bicycle use is low. While 
topography and climate are important, they do not necessarily determine the success of 
cycling. Government policies – transport policies, land use policies, urban development 
policies, housing policies, environmental policies, taxation policies and parking policies – are 
equally important. 
The last report by the European Environment Agency on the quality of life in Europe’s towns 
and cities,5 published in May 2009, highlighted the importance of sustainable development of 
urban areas. The provision of cycling and pedestrian spaces and green spaces improves 
quality of life, which residents appreciate.  
 

Statistics on walking 
The share of walking is decreasing almost all  European cities that offer modal split data in 
the last 30 years. In parallel the car ownership and the number of driving licenses is 
increasing.  
 

GRAZ Share of 
pedestrian 

KARLSRUHE Share of 
pedestrian 

 
1982 32% 1982 30% 
1991 25% 1992 23% 
1998 22% 2002 22% 
2008 19%   

 
Table2: Source: Mobilität in Graz 2008, Stadtplanungsamt Graz 
. 
Table 2 shows that walking loose eg. in Graz dramatically. At the same time the cycling 
share increased by 8%. But there was no simple shift from walking to cycling. On the one 
hand pedestrians changed very often to the car and public transport and on the other hand 
car users changed to bicyle transport. 
 

National cycling policies 
Currently it is not compulsory for EU Member States to adopt a national bicycle plan and 
there are no compulsory legal or financial frameworks. Nevertheless, an increasing number 
of countries are voluntarily developing national cycling plans and strategic policies. The 
handbook for urban cycling policies is ‘Cycling: the way ahead for towns and cities’ published 
by the European Commission in 1999.6 This handbook promotes bicycle use in cities to 
decrease transport-related pollutant emissions. 
 

5 ‘Ensuring quality of life in Europe's cities and towns’, EEA report no 5/2009. 
6 ‘Cycling: the way ahead for towns and cities’, DG XI – Environment, nuclear safety and civil 
protection, Luxembourg, 1999. 
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The approach to cycling differs from country to country. In some cases, it is regulated in a 
specific plan for cycling promotion at national level; in others, cycling policies are included in 
more general national transport, environmental or health plans. In many other countries, 
cycling remains the exclusive responsibility of regional and local authorities, with limited 
commitment at a national level. In the Netherlands and Denmark, cycling is one of the 
principal means of travel in cities, thanks in part to vigorous long-term support for cycling 
from their governments. 
National governments can help implement cycling policies in local areas in a variety of ways, 
including the establishment of a national policy framework or strategy that sets out the legal 
and regulatory instruments for safe and efficient bicycle use and the provision of adequate 
financial support – especially for cycling infrastructure facilities and development. 
Table 2 presents the most important cycling plans and programs in some European countries 
and summarises their main objectives. 
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National Walking policies 
There is a lack of national walking policies they are often integrated partly in the national 
transport or mobility policies. There exists an action plan for walking and cycling in the United 
Kingdom (http://www.dft.gov.uk/pgr/sustainable/walking/actionplan) set up in 2004. 
 
The international walking association walk 21 has developed a walking charter that helps 
decision makers to take the first steps to a walking friendly community  
 
I/We, the undersigned recognise the benefits of walking as a key indicator of healthy, 
efficient, socially inclusive and sustainable communities and acknowledge the universal 
rights of people to be able to walk safely and to enjoy high quality public spaces anywhere 
and at anytime. We are committed to reducing the physical, social and institutional barriers 
that limit walking activity. We will work with others to help create a culture where people 
choose to walk through our commitment to this charter and its strategic principles: 
(International Charter for Walking, www.walk21.com) 
 
1. Increased inclusive mobility 
2. Well designed and managed spaces and places for people 
3. Improved integration of networks 
4. Supportive land-use and spatial planning 
5. Reduced road danger 
6. Less crime and fear of crime 
7. More supportive authorities 
8. A culture of walking  

 

Walking and cycling: an action plan (Department for transport, United Kingdom) 
 
The action plan sets out measures from across government to increase levels of active travel 
by creating places to walk and cycle in and influencing travel behaviour through training, 
education, marketing and promotion. Since 2004 there is already the tenth progress report to 
monitor the Action Plan's 42 Specific commitments aimed at increasing levels of active travel 
 
Encouraging walking: advice to local authorities (Department of the Environment, Transport 
and the Regions, Internet service http://www.detr.gov.uk) 
This document is a working guide for the people who will put policy into action. 
The Government wants walking to be easier, more pleasant and safer than it is now. There 
are four good reasons for this. 

·  Walking is good for people. Getting out for a walk occasionally is better for most 
people than sitting in an armchair all the time. 

·  Walking is good for communities. Streets are safer with people in them. 
·  Walking is an essential part of most public transport journeys, and of some journeys 

mainly by car. 
·  And, last but not least 
·  There is a lot of it about. Walking accounts for more than 25% of all journeys, and for 

some 80% of journeys less than a mile. Anything that makes those journeys easier, 
more pleasant, and safer is benefiting a lot of people. 

 
 
 

Main challenges and opportunities for cycling  
 
The key levers to promote cycling are: 
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·  awareness raising  for stakeholders and decision makers 
·  road infrastructure and facilities and services for cyclists; 
·  intermodality for medium range trips that combine cycling with public transport; 
·  cyclists’ safety  
·  security and theft prevention. 

As well as reviewing the main challenges for the further development of cycling, this chapter 
illustrates best practice examples implemented in ‘cycle-friendly’ cities. As explained above, 
local administrations can operate in two ways to promote cycling in urban areas. The first 
consists of implementing ‘hard measures’. It should be noted that this kind of measure 
implies the allocation of expensive budgets by public administrations and requires a medium 
to long implementation period. The second consists of applying the ‘soft measures’. These 
can be started much more quickly and easily. 
 

Awareness raising for stakeholders and decision makers  
It is of crucial importance to provide all information to enable decision makers to set up 
objectives and strategies for the support of cycling in their cities. 
The following instruments may be helpful: 

·  Expert excursions to forerunner cities to enable peer group contacts (politicians to 
politicians, planners to planners etc.) Bolzano offers an incoming package for expert 
tourists 

·  Training courses for administrative staff. The German Ministry for Transport offers 
every year a series of bicycle policy related seminars for local administrative staff. 
Some European projects like PRESTO offer also trainings 
Training material is also available on the website www.transportlearning.net 

·  There exist free available guidelines and handbooks to build up a comprehensive 
bicycle strategy like the “Corporate cycling strategy of Bolzano” 
http://www.eltis.org/docs/Corporate_Cycling_System_Bolzano_Planners_handbook.p
df 

·  There exists a successful quality management method (BYPAD – Bicycle policy 
Audit) to improve the local an regional cycling policy that is applied in more than 120 
cities in Europe. Find more at: www.bypad.org  

 

Road infrastructure and parking facilities 
Creating well-designed cycle path infrastructure supports the potential development of 
urban cycling. Many factors are important in a bicycle-friendly infrastructure, including: the 
development of junctions, roundabouts and traffic lights and the safety of bicycle lanes, 
including good signage. The Dutch National Information and Technology Platform for 
Transport, Infrastructure and Public space (CROW) produced a Design Manual for bicycle 
facilities, which described all the steps, from the decision to promote cycling through to the 
actual physical implementation. It introduced the five main requirements for bicycle-friendly 
infrastructures: 

·  improved traffic safety; , 
·  directness : short, fast routes from origin to destination; 
·  comfort : good surfaces, generous space and little hindrance from other road users; 
·  attractiveness : a pleasant, socially safe environment, no smell or noise nuisance; 
·  cohesion : logical, cohesive routes. 

The cycling network cannot be considered independently of other facilities for cyclists, 
suchas parking areas: 

·  linked with public transport; 
·  at home and at workplaces; 
·  at shops and shopping centres; 
·  at public offices and on streets. 
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The availability of safe and convenient parking is as critical for cyclists as it is for motorists 
and yet it is frequently overlooked in the design and operation of shops, offices, schools, and 
other buildings. Bicycle parking needs to be visible , accessible , easy to use , convenient , 
and spacious . Racks need to support the whole bike (not just one wheel) and enable the 
user to lock the frame and wheels of the bike with a cable or U-shaped lock. Parking should 
preferably be covered, well lit, and in open view without obstructing pedestrians or motor 
vehicles. Finally, parking should also provide cycle services, especially for long-term parking, 
where greater security and protection are needed than for short term parking. Long-term 
parking facilities are usually monitored by security cameras. Good road infrastructure for 
cyclists goes hand in hand with car traffic restrictions in city centres and residential areas. 
When main cycling routes coincide with traffic arteries for vehicular traffic, there are often 
negative effects for cyclists. The cities of Seville and Copenhagen provide good examples of 
how the combined implementation of different measures, urban planning and vehicular 
traffic-related, as well as improved road infrastructure, might bring about an excellent bicycle 
modal share.  
 

Positive trends in cycling in Seville 
The city of Seville in southern Spain, with a population of around 700 000, is a good example 
of a sudden change in modal share urban trips. In three years, from 2006 to 2009, the 
percentage of cyclists in the city more than tripled. According to the last data published by 
the bicycle association ‘A Contramano’, there were 6 000 cyclists in 2006. This number grew 
to 13 800 in 2007 and reached 50 000 in 2009. The municipality achieved this exceptional 
result by implementing a strong bicycle policy. In March 2007, the city published the ‘Plan de 
la bicicleta de Sevilla’, with the aim of building eight urban cycle paths, a total length of 77 
km, to cover the entire city centre and link it with the peripheral areas. By September 2009, 
70 km had been built and the rest was due for completion by the end of the year. The 
administration’s current goal is to provide 114 km of cycle lanes by 2010, thus surpassing 
Barcelona in terms of bicycle trips per day (more than 80 000 daily). The provision of bicycle 
infrastructure has been supported by other policies such as closure of the city centre to 
motorised traffic and funding school projects to create safe school paths and provide traffic 
calming measures in school districts. 
The city of Seville also offers the bike sharing system ‘Sevici’, as other major European cities 
have done in recent years. ‘Consorcio de Trasporte Metropolitano’ also offers the ‘Bus+Bici’ 
service to its own public transport ticket holders. Ticket holders can rent a bicycle for free for 
a whole day (7.30-20.30) and return it by midnight. The bicycle can be rented at the bus 
terminal in the city, which is a good incentive to promote intermodality. 
These are positive results, but the challenge for the future is to tackle is bicycle theft and, 
above all, vandalism. For instance, many public bicycles of the bicycle sharing service are 
damaged at the pick-up stations. A public register of bicycles has been activated to reduce 
bicycles theft, but the registration costs EUR 20 and the service has been underused: only 1 
270 bicycles have been registered since October 2007. 
 

Cycle infrastructure in Copenhagen 
The Copenhagen cycle track network consists of cycle tracks on both sides of the major 
roads with a total network cycle length of more than 300 km. Normally cycle tracks are at 
least two metres across. In Copenhagen, bicycle traffic is considered a distinct traffic 
category with its own separate road area. In 2002, for the first time, the city published ‘The 
cycle Plan 2002-2012’ whose goals were to: 

·  increase the proportion of people cycling to workplaces to 40%, 
·  decrease by 50% the risk to cyclists of serious injury or death, 
·  increase the share of cyclists who feel safe cycling in town from 57% to 80%, 
·  increase travel speed on cycling trips by 10%, 
·  make cycling more comfortable by enhancing cycle tracks maintenance. 
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In order to achieve the established objectives, Danish planners have worked continuously on 
perfecting the designs of cycle paths and parking facilities.  
 

 
 Cycle policy targets achieved in Copenhagen (1998- 2006) 
Cycle Policy target figures 1998 2000 2002 2004 200 6 

 
Source: The Technical and Environmental Administration, City of Copenhagen Bicycle Account 2006 
 
 
 

Bicycle parking facilities in Münster 
Since 1999 the city of Münster has provided cyclists with a huge bicycle parking facility very 
close to the main railway station. Cyclists can park their bicycles in a roofed, dry area and 
reach the platforms in less than five minutes. The facility is fully equipped with cyclists’ 
facilities and trip-end services. 
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It provides 3 300 bicycle parking spaces and provides private parking for annual and monthly 
ticket holders, for a small surcharge. Table 5 summarises the main information for bicycle 
parking in Münster. 

 
Source: www.radstation-ms.de 
 

 
Safety 
Cyclists are vulnerable to motorised vehicles and they may feel more at risk under poor 
cycling conditions due to insufficient cycle path infrastructure. Safety and a sense of security 
are significant factors in making cycling a better option. A sense of security is the cyclists’ 
subjective perception of the risk of being run over. This perception may be based on direct 
experience of dangerous situations in traffic or merely a purely subjective emotion. 
It is vital that cyclists are visible to motorists at junctions and also that cyclists are aware 
of cars. One means of increasing road users’ awareness of each other is to bring them 
physically closer together. Latvia is the country with the highest number of cyclists’ fatalities, 
followed by other eastern EU countries. It should be noted that Germany, the Netherlands, 
Denmark and Finland have a higher number of cyclists than Spain and Greece, for example, 
but have the fewest reported fatalities.  
The Danish Ministry of Transport published the strategic document ‘Promotion of safe 
cycling’, to provide local bodies with guidelines and a list of possible measures to improve 
road safety  
 
Table 6: Possible measures for cyclists’ safety – D anish Ministry of Transport 
T 
ToTopic  SSugestions and advise 
Restrictions on car use Removal of car parking spaces 

Road closures 
Stopping and parking prohibitions for cars 
Reduction of car speed limits 
One-way streets 

Road safety Black spot treatments 
Road safety audits 
Integrated safety management 
Speed Limit 30 km/h and enforcement 

Safer road layout Traffic calming of major roads 
Fewer fixed roadside objects 
Bridges and tunnels at major barriers 
Cycle crossings 
Staggered stop lines 
Advanced stop lines 
Pre-green lights for cyclists 
Speed reducing junction treatments 
Mini roundabouts 
Cycle tracks on rural roads 
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Source: ‘Collection of cycle concepts’, Danish Ministry of Transport (2000) 
 
 
 
 
As more cyclists as less accidents per bicycle trip  in Kiel (DE) 

 
Source: ‘Police Kiel 2005 in The Bicycle for commuter trips VCD(2006) 
 
The example of Kiel shows: the most important safety measure for cyclists is to increase the 
number of cyclists. This correlation was also found in the city of Salzburg in Austria. An 
interpretation is, that car drivers are more aware that cyclists are part of the traffic system if 
they recognise them more often and adapt the driving behaviour accordingly. 
 
 
 
Training and education at schools in Germany and En gland 
The current trend to improve cycling safety is to teach cycling techniques as a part of the 
school curriculum. Both in Germany and England there are organisations which are giving 
children instruction in the classroom and ‘on the road’ lessons  
 
 
The ‘Bicycle pooling’ project 
In the Cologne region, the Rhein-Sieg Transport Association runs an education campaign 
about cycling for school children. The ‘Bicycle pooling ’ project is funded by the Ministry of 
Transport of North Rhine-Westphalia and an insurance company (RGUVV), and involves 
local administrations, police departments, schools, non-profit organisations (where they exist) 
and bicycle dealers. It introduces the innovative concept of ‘Bicycle pooling ’, which is 
similar to car pooling but involves students with bicycles. Students of a district get together in 
groups of four to six at a meeting point and cycle to school in the morning and to home in the 
afternoon. The project runs for the first two weeks of the school year and the target group is 
first-year secondary school students. Cycling in a group accompanied by an adult is an 
excellent way to familiarise students with the most suitable bike routes and the risks involved. 
At the end of the training, a police officer tests the children, who receive official certificates, 
pennants and stickers for their bikes. 
Source: Verkehrsverbund Rhein-Sieg GmbH (Rhein-Sieg Transport Association), Köln 
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The ‘Bikeability’ project 
Established in 2005 by the Department for Transport, Cycling England is an independent 
expert body, working to promote the growth of cycling. Bikeability, an accredited on-road 
cycle training scheme, gives children the opportunity to learn to cycle safely and responsibly. 
Launched in March 2007, the programme was created in consultation with leading road 
safety campaigners and cycling experts. It takes learners through three different levels: 

·  Level One – basic skills and bicycle handling 
·  Level Two – skills needed to cycle safely to school on quiet roads 
·  Level Three – covers more complex traffic environments 

Children typically start Bikeability lessons once they have learnt to ride a bike, with years 5 
and 6 progressing to Level Two at 10-11 years old. Level Three follows at secondary school. 
However, many adults are also keen to prove their Bikeability – either to learn the basics or 
refresh their skills. 
From its early days in 2006, Bikeability has now been adopted by half the local authorities in 
England, with 40 000 badges awarded in its first year. 500 000 children are expected to have 
taken part in Bikeability training by 2012. Regular media campaigns like Bike to School Week 
have maintained the high public profile created by the national and regional launches in 
2007, creating powerful marketing opportunities at the grassroots level. 
 
Suggested measures 
Apart from England and Germany, other countries (like Belgium and Italy) have launched 
projects to promote safe cycling to school in recent years. Experience in these countries 
has shown that the most relevant measures are: 

·  information and education campaigns about safe cycling; 
·  training children in cycling rules and appropriate cycling behaviour; 
·  promoting stronger enforcement of traffic rules and laws by cyclists, 
·  training motorists and pedestrians to use spaces shared with cyclists responsibly. 
 

Increasing intermodality 
Many journeys cannot be undertaken by cycling or by public transport alone, since neither 
offers sufficient flexibility. Public transport systems and city planners in northern Europe are 
increasingly recognising the key role that cycling plays as a feeder and distributor service for 
public transport. There are some important measures that could be adopted to improve 
intermodality: 

·  implementing bicycle sharing schemes; 
·  providing parking and service facilities at main transport terminals in the city centre 

(train stations, bus terminals, car parking areas, subway stations, etc.); 
·  allowing the carriage of bicycles on commuter trains and providing bicycle racks on 

buses. 
Bicycle sharing is a popular measure to promote cycling in urban areas. More and more 
cities, including some where attitudes to cycling are unfavourable, are implementing bicycle 
sharing in different ways and via different schemes. Among the main European cities, apart 
from Dutch and Danish cities, are Paris, Milan, Munich, Berlin, Seville, Lyon, Strasbourg, 
Brussels and Barcelona. The idea is simple: identify enough pick-up stations near the most 
attractive points in the city (including subway stations, railway stations, public offices and 
commercial districts) to give commuters different options to travel to and from work. 
Deutsche Bahn bicycle sharing, which is completely flexible, without a fixed return point in 
the city and it is currently offered in many German cities including Berlin, Frankfurt am Main, 
Stuttgart, Cologne, Karlsruhe and Munich. The Call a Bike scheme allows the user to take a 
break within the rental period, during which no cost will be charged. This means that 
customers pay for the cycling time only. 
 
Call a Bike, the flexible German bicycle sharing scheme 
Call a Bike is based on a system to control the renting and return of spatially distributed 
rented units. The system is protected worldwide by patent and its main features are: 

·  Availability: bicycles can be found at all major intersections; 
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·  Flexibility: borrowing 24/7, no waiting time, no schedules; 
·  No installation of bicycle stations in public spaces required; 
·  Automated process for borrowing and returning bicycles. 

 
The Call a Bike flat rate consists of an annual subscription of EUR 99 and includes the first 
30 minutes per day for free. For the subsequent time, a fare of 8 cents per minute is charged. 
Daily hire is allowed at a cost of EUR 9. Special discounts are available to DB’s season ticket 
holders. 
Source: DB Rent GmbH, ‘Call a Bike’ – intermodal mobility service of DB AG  
 
The promotion of cycling 
  
The Italian experience of Ferrara, the “City for Cy clists” 
Despite the low national bicycle modal share (only 4%) in Italy, the city of Ferrara in Northern 
Italy boasts a 30% bicycle use for all daily trips, comparable with a Dutch city. Since 1995, 
the Municipality of Ferrara has been voluntarily implementing measures and policies to 
promote cycling (see Table 8); as an example the city instituted the first “Bike Office”, which 
now coordinates a network of 25 Bike Offices in different Italian cities. 
 
Table: Ferrara’s policies to promote cycling 
Y 
   
1995 �  
 

BICICARD Allows tourists and visitors to park the car outside the 
inner centre and rent a bike. The card also provides 
discounts in shops, restaurants, museum and hotels 

1996 BIKE OFFICE Establishment of the public bicycle office to promote 
cycling in the city 

1997-2002 
 

INCENTIVES 
FOR 
BICYCLE USE 

Measures and action to facilitate cycling: cycle parking 
facilities, theft prevention, Bicitaxi, BiciBus, bicycles for 
the use of employees of public authorities 

1998 
 

BICIPLAN 
BICIBLU 

Innovative Bicycle Plan included in the Urban Traffic 
Plan that describes the future actions to plan cycling 
mobility in the city  
The mayor and councillors are provided with bicycles so 
that they can set a good example 

2004 PUBLIC 
BICYCLE 

Start of the ‘C’entro in bici’ project that provides 
commuters with free bicycles. This project covers 37 
Italian cities where it is possible to use the same key 
card to pick up a bicycle 

2005 THE 
RICICLETTA 

Start the project whose aim is to recycle the abandoned 
bicycles in the city by renovating them and putting them 
in circulation again 

Source: Municipality of Ferrara website  
 
 
Suggested measures 
There some areas where measures to improve intermodality for cyclists can be particularly 
effective: 

·  Public transport stops: increase accessibility for cyclists creating suitable, secure and 
sheltered bicycle parking facilities near to public transport stops; 

·  Cycle carriage/cycle despatch: local and regional passenger transport by rail usually 
imposes time-related restrictions on the carriage of bicycles. Except for some 
European cities where public transport (trains subway and buses) are equipped with 
bicycle racks, it is difficult to transport a bicycle on board the vehicle. Allowing the 
carriage of bicycles would go a long way towards facilitating medium and longer 
journeys in the cities and suburban areas. 
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·  Bicycle sharing: every year more and more cities are implementing bicycle sharing 
schemes, with increasing success, especially amongst commuters. 

 
Security 
The main security related problems for cyclists are fear of theft or damage when bicycle 
parking facilities are inadequate and fear of personal aggression when travelling at night. 
Local governments and police departments have adopted a range of measures; again, the 
most relevant examples are from Dutch and Danish cities. 
 
Supervised parking in the Netherlands 
In 1997 Utrecht, population 270 000, established a funding system in which bicycle parking 
facilities are partly financed by car parking fees, to an annual total of EUR 750 000. This 
fund, supplemented by other municipal budgets, covers the costs of administration and 
security of bicycle parking facilities. The city of Apeldoorn (population: 155 000) funds the 2 
800 free supervised bicycle parking spaces from its car parking revenues.10 Eighteen per 
cent of supervised storage users said they had travelled to the centre by car or bus before 
free supervised bicycle parking was introduced. 
 
Registered bicycles in Amsterdam 
In Amsterdam, bicycle theft has been tackled structurally through the successful ‘Integrated 
bicycle theft prevention programme’ (2002-2006). This programme focused on (i) monitoring 
sites with the highest incidence of bicycle theft and (ii) breaking the chains of unregistered 
bicycles. Within five years the risk of bicycle theft in the Amsterdam-Amstelland fell from 16% 
to 10%. 
In 2007, the approach was extended nationwide by introducing the National Bicycle Register 
at the Government Road Transport Agency, in which all bicycle thefts are recorded. Since 
January 2008, this register has been accessible to the public: by entering a frame or chip 
number, users can see whether a bicycle is registered as stolen. 
 
Radio Frequency Identification Scheme in Copenhagen  
The city of Copenhagen (where 20 000 bikes were stolen in 2008), in collaboration with the 
Danish Technical Institute, is to implant Radio Frequency Identification (RFID) chips in 
bicycles and track their whereabouts when stolen. The campaign called ‘Kun en hykler 
stjaeler cykler’ (‘Only a hypocrite steals bikes’) is a pilot project that started in May 2009; by 
the end of September 2009, 5 000 chips were to be distributed to volunteer cyclists willing to 
participate to the project. The aim is to monitor the bikes and if they are stolen, to know their 
exact location. 
 
Suggested measures 
The following measures will increase security in the future: 

·  buildings supervised and possibly covered parking; 
·  promoting anti-theft devices and information campaigns about avoiding theft and 

vandalism (in the United Kingdom there are some effective campaigns about how 
tolock bicycles safely and which are the hazardous parking places to avoid (see 
www.designagainstcrime.com); 

·  coordination between police departments, citizens and governmental policies; 
·  promoting new technologies such as RFID to counter bicycle theft, as in many United 
·  States cities for several years; 
·  Promoting a public register of stolen bicycles in which all thefts or acts of vandalism 

are recorded so as to identify and then monitor the most dangerous sites. 
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Organisational measures 
 
The main aim of ‘soft-measures’ is to moderate the impact of motorised traffic in the inner 
city and residential or school districts. This kind of measure gives priority to cyclists in urban 
traffic by reducing travel time and distance. This is a good way to make cycling more 
attractive and competitive. 
 
Opening one way streets for car traffic to bicycle transit 
Opening one way streets to bicycle transit is a way of promoting urban cycling that many 
European cities have already adopted. In Strasbourg, more than 358 one-way streets 
(64 km of cycle paths) are currently equipped with two-way cycle lanes. Similar measures 
have been implemented in Belgium (in Brussels since 2005). Experience demonstrates that 
in this mixed traffic circulation, accidents are decreasing year by year. The ‘limited one-way 
streets’ allow cyclists to avoid longer detours or dangerous roads with heavy vehicular traffic 
and high car speeds. In a limited one-way street cyclists and motorists can see each other, 
so visibility is better. This means that cyclists can avoid unexpected manoeuvres by 
motorists. 
 
Allowing bicycle transit in bus lanes 
In the city of Graz (AT) the most bus lanes can be also used by cyclists. The measure was 
after a short test period successfully permanently implemented and is in use sice more tha 
15 years. 
 
Allowing right-hand turns at red traffic lights for  cyclists 
The city of Strasbourg has started a pilot scheme concerning right-hand turns only for 
cyclists who have dedicated traffic lights and who are allowed to turn right at red traffic lights 
(without committing an offence), taking account of other road users (vehicles and 
pedestrians) that have priority anyway. This measure allows cyclists to reduce their travel 
times, avoiding the need for them to stop at red traffic lights when it is not necessary. 
Especially in the cold North European countries, it is important to reduce the time spent 
waiting for green traffic lights. An interesting experiment was conducted in 2007 in the 
province of Brabant, in the south of the Netherlands. The idea of this green light scheme was 
that, in rain, temperatures below 10 degrees Celsius or with minimal car traffic, cyclists would 
receive a green light two or three times per cycle, instead of once only. In order to ascertain 
weather conditions, a rain sensor and a thermometer were linked to the traffic light system. 
Provincial authorities decided to implement the positive results of the experiment in Grave 
and in the future years many traffic lights will be modified. 
 
 
Cycle Streets in Kiel 
The city of Kiel, in northern Germany, started to promote a bicycle policy in 1987. Soft urban 
measures have been progressively introduced, such as (i) the 30 zones (districts where car 
speeds are limited to 30 km/h); (ii) the opening of one-way streets to cyclists; (iii) the 
construction of Velorouten (cycle routes), and (iv) the institution of Fahrradstraßen  (cycle 
streets). The cycle streets represent an innovative way to promote cycling: in these streets, 
bicycles have priority. Bicycles are allowed to travel on the whole width of the roadway and 
cars are not allowed to overtake them. Furthermore, cars must reduce their speeds to 30 
km/h or less to adequately adjust themselves to the speed of bicycles. Kiel now has 7.8 km 
of cycle streets on which cars are allowed as an exception (e.g. residents or deliveries). 
From 1988 to 2003 the bicycle modal share in Kiel doubled to 17%. This important result is 
due to the extensive urban cycle network, which allows cyclists to reach the main 
destinations easily. The network of cycle routes comprises 11 routes which together make a 
total of 25 km, including cycle streets, cycle lanes, cycle tracks and one-way streets. 
However, the Velorouten are part of a greater urban cycle network that extends over 
190 km. Clear signage at major intersections gives cyclists directions to the most important 
destinations and their respective distances. 
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Complementary measures to promote cycling 
 
Reducing speed limit of cars to 30 km/h 
The current trend in many European cities is to reduce maximum car speeds to 30km/h, 
since the traffic flow almost never exceeds this figure in congested urban areas anyway. This 
measure helps to control vehicular traffic in residential and school districts and placeswithout 
a bicycle track. Reducing car speeds makes road humps or other kinds of barriersbetween 
cyclists and motorists, which require significant investment, unnecessary. InFreiburg, cyclists 
and pedestrians benefit from these traffic calming measures and 90% ofresidents live within 
a 30km/h area. 
In the city of Graz a general speed limit of 30 km/h was introduced exept main roads in 1992. 
This means 800 km out of 1000 km road network are 30 km/h streets and therefore also 
possible bicycle routes. 
 
Congestion charging 
 
The City of London increased the use of bicycles since the introduction of the congestion 
charge measure in 2003. Figure 10 shows London cycling trends, starting from January 
2000. The reference point of March 2000 is allocated an index value of 100. 
 

 
Figure 10: Cycling trends in London 
Source: TfL, 2008, quoted in ‘Transport at a crossroads’, EEA (2009) 

 
 

 
Soft measures: Socialisation, Education, Campaigns 
 
To establish a bicycle culture it is necessary to plan and implement a bundle of soft 
measures that increase the image of cycling and of the cyclists. Ideally soft and hard 
measures are set up as an integrated strategy as the city of Bolzano did. At the same time 
with their infrastructure planning they developed a marketing and communication programme 
that made cycling to a part of city marketing. 
 
Corporate cycling System Bolzano 
The programme contains following elements: 
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·  logo and slogan, testimonials, key images 
·  guidance system, info points, cycling map 
·  big prints on buildings, ads, posters, emotional postcards 
·  video clips in cinemas 
·  yearly events 
·  kindergarten programme, bike to work programme 

 
Socialisation towards cycling 
In Graz a kindergarten programme was establishes to teach the children how to cycle and to 
tell stories about cycling. The programme was carried out via a train the trainer programme 
with the kindergarten staff. It reaches all kids in the city since the launch of the programme 
more than 8000 children and their parents were reached. 
More: www.lifecycle.cc and www.mobile-bambini.eu 
 
Cycle to work programme 
In Germany and some other countries there exists a yearly bike to work campaign that 
motivates commuters to use the bicycle. The programme has more than 100.000 participants 
in Germany and about the same number in Denmark 
 
Links to Schools  
In England, Sustrans’ Links to Schools project began in October 2004 with the majority of 
projects being completed between spring and autumn 2005, creating 147 links connecting 
more than 300 schools to their communities and enabling up to 200 000 children to walk or 
cycle to school. 
The primary aim of Links to Schools is to connect young people to their schools with traffic-
free and traffic-calmed walking and cycling routes, creating a safe and attractive environment 
to give parents the confidence to allow their children to walk or bike to school. 
Apart from safety, there are of course other direct benefits to the community. Fewer cars 
taking children to and from school means less congestion and pollution and less potential for 
accidents outside school gates. 
 
Bike It projects  
Bike It , is still successful five years after its first implementation. The aim of the project is to 
enable young people to cycle to school. 
Bike It is designed to give children the skills and confidence to travel by themselves, and 
parents the peace of mind to let them travel alone. It’s success is due to the participation of a 
range of organisations that funded the pilot project in England and Wales (e.g. Bike Hub13), 
the schools and teachers who are willing to participate in the project, and the local bicycle 
retailers who help with bike maintenance sessions. In 2008, approximately 89 000 children 
from 443 schools and 55 local authorities were involved in the project. 
 
,  

Main Challenges and opportunities for Walking  
 
Objective  Action  Lead bodies  
Proper consideration 
for 
walking 

Policy, funding and guidance 
should reflect the higher priority 
now attached to walking. 
 
Set local targets for encouraging 
walking, for particular types of 
journey and for environmental 
indicators such as pavement 
condition. 

Central 
Government 
 
 
Local authorities 
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Look at setting out a formal order in 
which planners should consider the 
needs of different types of 
transport, as in the examples below 
paragraph 3.9 

 
Local authorities 
 

Integrating walking 
into 
transport, land use 
and development 
planning 

The Government is revising land 
use and development guidance to 
increase the emphasis given to 
walking in planning and 
development. All organisations 
involved should follow the 
guidance. 
 
Where developments will generate 
a lot of travel, aim to place them in 
existing centres, so they are 
accessible by walking. 
 
Retain existing facilities and 
develop new ones in 
neighbourhood centres as far as 
possible, so they are within walking 
distance of people’s homes. 
 
Ensure walking journeys within and 
around are safe, convenient and 
attractive. 

Central 
Government, 
local authorities 
and developers 
 
 
Local authorities 
 
 
 
 
Local authorities 
 
 
 
 
 
Local authorities 
developments 

Gathering data  Include pedestrian groups, other 
organisations and the wider 
community in consultation on 
transport policy and provision.  
 
Regularly review the facilities for 
walking, and make sure local 
people have the opportunity to 
raise issues and identify problems. 

Local authorities 
and transport operators 
 
 
 
Local authorities 
 
 

Provision of high 
quality 
networks 
 

Provide high quality networks, 
particularly between key 
destinations such as residential 
areas, schools, shopping areas, 
bus stops, stations, and places of 
work. 
 
Reduce the impact on walking 
routes of heavily used roads, 
derelict land, industrial areas and 
other factors  
which discourage use. 
 
Improve links between walking and 
other modes of transport within the 
network. Make access to transport 
and transport 
interchanges easy, safe, 
convenient and well signposted 

Local authorities 
 
 
 
 
 
 
Local authorities and 
developers 
 
 
 
 
 
Local authorities and 
transport operators 
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operators for all users, including 
disabled people. 
 
Follow guidance on providing for 
both pedestrians and cyclists. 
 
Make walking networks convenient 
and safe particularly at junctions, 
crossing points and transport 
interchanges. 

 
 
 
 
Local authorities 
 
 
Local authorities 
 
 

People friendly 
facilities 

In areas of high pedestrian activity, 
consider lowering speed limits, 
calming traffic and reallocating road 
space to pedestrians. 
 
Establish and evaluate pilot 
schemes for home zones. 
 
Ensure that buildings are 
conveniently and obviously 
accessible on foot. 
 
Improve road safety for pedestrians 
in conjunction  with making routes 
more convenient for people 
walking. 
 
Designing to reduce crime both for 
walking routes and multi-purpose 
spaces, without making walking 
less convenient. 
 
Identify and target for action 
locations where crime Local 
authorities or fear of crime is acting 
as an important barrier and police 
to walking. 
 
Provide crossing facilities that 
people will choose to use. This will 
help to remove conflict between 
safety and quick efficient crossing 
of the road. 
 
Consider increasing the frequency 
of pedestrian phases in the signal 
cycle. 
 
Consider minor improvements of 
crossing facilities, such as 
increasing the distance between 
the traffic stop line and the 
crossing, or reducing the crossing 
distance. 
 
Maintain pavements to a high 

Local authorities 
 
 
 
 
Local authorities, 
central Government 
 
 
Developers 
 
 
Local authorities 
 
 
 
 
Planners in consultation with 
police and the wider 
community 
 
 
Local authorities and police 
 
 
 
 
Local authorities 
 
 
 
Local authorities 
 
 
Local authorities 
 
 
 
 
Local authorities 
 
 
Central Government 
 
 
Utilities and local authorities 
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standard. 
 
Review the rules covering the co-
ordination of work and the quality of 
reinstatement of footpaths following 
utility excavations. 
 
Minimise disruption and 
inconvenience to pedestrians  
during pavement works.  
 
Reinstate pavements to a high 
standard after street works.  
 
Remove superfluous street 
furniture.  
 
Make sure that street furniture is 
well designed and placed.  
 
Place and trim trees and other 
plants so as not to get in the way of 
people walking.  

 
 
Utilities and local authorities 
 
 
Utilities and local Authorities 
 
Utilities and local Authorities 
 
 
Local authorities and 
landowners 

Promotion and 
information 

Publish walking route maps which 
connect well with public transport 
information.  
 
Signpost walking routes clearly.  
 
Make it clear who has access and 
priority in places where it is 
currently ambiguous. 
 
Support TravelWise, travel plans, 
school travel plans and other 
initiatives, and improve routes used 
by them.  
 
Raise awareness of the problems 
encountered by pedestrians 
amongst other road users.  
 
Produce and distribute material 
promoting walking Central as part 
of a healthy lifestyle.  

Transport operators, 
voluntary groups and local 
authorities 
 
Local authorities 
 
Local authorities 
 
 
Local authorities’ health 
bodies, 
education providers, 
employers, transport 
operators and voluntary 
groups 
 
Central Government and 
local authorities 
 
 
Central Government, the 
HEA, health authorities and 
NHS Trusts 

 
 
Walk to School (UK Programme) 
About 50% of children don't walk to school regularly and more and more pupils are being 
driven to school in a car. This trend is contributing to reduced physical activity and increased 
childhood obesity, urban congestion and air pollution. 
It is a campaign to encourage more children to walk to school and each year, over 2 million 
primary school aged children take part in one of the walk to school activities. 
Walking to school has a wide range of benefits: 
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• It keeps children (and parents!) healthy 
• It reduces traffic and congestion on the roads as well as pollution at the school gate 
• It reduces emissions of carbon dioxide 
• It provides quality time before school for parents and children 
• It is an opportunity for children to play, socialise and exercise before school 
• It engages children with their local communities and environments 
• It can take less time than driving to the amazement of many parents! 
The Walk to School campaign comprises of two awareness events (Walk to School Week in 
May and Walk to School Month in October) and a year-round walking promotion scheme 
called WoW (Walk Once a Week) For all of these, Living Streets produce a new set of 
resources (posters, leaflets, wall charts, banners) each year around a particular theme. 
(http://www.walktoschool.org.uk/index.php) 
�
�
Walk for Health, Liverpool 
Walk for health Liverpool is a series of short, guided walks in the parks and open spaces 
across Liverpool. It is aimed at people who would like to get started if they haven't been 
active for a while or simply want to build up and maintain some form of fitness levels. Each 
walk is led by qualified walk leaders, one at the front and one at the back, so nobody gets left 
behind and you walk entirely at your own pace. 
All the walks are no longer than two miles in length and last approximately one hour. They 
are all free of charge, all you need to do is turn up about 10 minutes before the walk starts in 
sensible footwear and with appropriate clothing as we walk in all weathers! The walks are for 
people of all ages, fitness and ability. (http://www.lhps.org.uk/hp_walkforhealth.html) 
 

State of the Art for Mobility management and Travel  
Awareness 
According to the EU-funded MAX project (Successful Travel Awareness Campaigns and 
Mobility Management Strategies, MAX 2006), Mobility Management (also called Transport 
Demand Management – TDM) may be defined as ‘a concept to promote sustainable 
transport and manage the demand for car use by changing travellers’ attitudes and 
behaviour’. At the core of Mobility Management are ”soft” measures like information and 
communication, organising services and coordinating activities of different partners’.  
The purpose of Mobility Management is to organise urban mobility more efficiently with an 
emphasis on sustainable practices. The central idea is to promote a modal shift in favour of 
more sustainable transport modes, which may be a valid alternative to car ownership, the 
levels of which have steadily grown across Europe from 1995 to 2007.  
 
Following the above definition, two main features of Mobility Management are worthy of note: 
change in travel behaviour and integration.  
A change in travel behaviour and attitudes is regarded as crucial for successful Mobility 
Management schemes. This means that the existing citizens’ and organisations’ mobility 
needs shall be met consistent with the achievement of important sustainability-related goals, 
including environmental integrity, social equity and economic efficiency.  
 
More specifically, this should lead to: 

·  encouraging a change of attitude and behaviour in favour of a greater use of 
sustainable transport modes like public transport, collective transport, walking, cycling 
and intermodal combinations; 

·  improving sustainable access for all people and organisations by strengthening the 
conditions for sustainable modes; 

·  satisfying mobility needs by using existing transport more efficiently and in a more 
integrated way; 
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·  reducing traffic growth by limiting the number and length of motorised vehicle trips 
and the need for such trips; 

·  improving co-operation between transport modes and facilitating the interconnection 
and interoperability of existing transport networks; 

·  making the transport system more efficient economically. 
Because soft measures aim at behavioural change, it is very important that the relationship 
between acceptability and effectiveness is taken into account when developing policies 
aimed at behavioural change (OECD, 2004). 
Behaviour has predominantly a habitual nature (as is the case with transport), which may 
make it difficult to convince people to change their behaviour. An analysis of (i) the context 
where the behaviour takes place, (ii) the degree of acceptability of a certain measure and (iii) 
to what extent a change in behaviour may be influenced, are all prerequisites for designing 
effective interventions. A policy that calls for only minor changes in behaviour or even fits in 
with present behaviour is more easily accepted than a policy which aims at massive changes 
(OECD, 2004). 
 
Therefore, it is essential that practical interventions are attuned to diagnoses of the 
behaviour of target groups by answering the following questions: 

·  why is behavioural change necessary? 
·  what is the present behaviour, and what is the desired new behaviour? 
·  what the target groups have to change their behaviour? 
·  at which specific moment is change the most likely? 
·  how much change is necessary for a measure to be effective? 
·  who is the best actor to stimulate the change? 

 
With regard to integration, Mobility Management should be seen as a part of the overall 
planning and policy process, as well as a constructive component for organising mobility at 
the local level. 
 
Mobility Management does not intend to eliminate car travel, but rather, to considerably 
reduce the (still increasing) amount of personal vehicle travel, particularly in urban areas. 
 
In summary, Mobility Management is a demand-orientated approach to passenger transport 
that involves a set of tools for supporting and encouraging a change in travellers’ attitudes 
and travel behaviour with regard to sustainable modes of transport. These tools are usually 
based on information, organisation, and co-ordination, and require promotion and 
combination in a package of voluntary actions to reduce dependency on private cars and 
encourage the use of other transport modes. 
�
��������	
��	����	
	�
�������	
��	�
The core feature of Mobility Management is its use of ‘soft’ measures. This term is used to 
distinguish these initiatives from hard measures, which refers to physical improvements to 
transport infrastructure or operations, traffic engineering, and control of road space. ‘Soft’ 
also refers to the nature of the travellers’ response, with initiatives often addressing 
behavioural and economic motivations for travel choice. The emphasis is on management 
and marketing activities rather than operations and investment. Furthermore, in comparison 
with hard measures, soft measures do not necessarily require new infrastructure and 
substantial financial investment, though they also have the potential to enhance the 
effectiveness of the former within urban transport��
�
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�
Picture: Difference between Mobility management and Infrastructure Measures 
 
Soft measures cover several actions and services that are regarded as an alternative to 
private car use: cycling,4 car sharing and car pooling, and even travel plans5 are good 
examples. Without careful Mobility Management, car traffic will regulate itself in an inefficient 
way through congestion, parking problems and crash risk.  
However, changing behaviour in the context of transport requires an approach that considers 
the needs and expectations of the people involved. Then, Mobility Management services like 
information, promotion and education may represent the most suitable solutions, as they may 
be adapted to the particular users’ needs and mobility demands.  
�
Common Mobility Management Concept and Services: 
Institutionally, three different organisational levels exist within Mobility Management  

·  a policy level : where the Mobility Management process is initiated and then 
supported; 

·  a management level : where Mobility Management is organised in Mobility Offices 
and Mobility Centres and by Mobility Consultants; 

·  a user level : where Mobility Management is in direct contact with the end-user. This 
level includes the implementation of all the mobility services that are offered to end 
users.  

 
 
Important fields of implementation 

Companies and Organisations 
Large companies or administrations cause a lot of traffic, as their employees need to 
commute to and from work. Commuter trips have in common, that they take place in certain 
time intervals in the morning and evening. The main target group of MM in companies, the 
commuters, are relatively easy to approach: they have the same destination (their employer), 
they often have similar schedules to start and finish working and they can be informed and 
motivated by using communication channels in their workplace. These are characteristics 
that increase the chance of success of Mobility Management in companies. 
For the companies, there are several positive consequences of a change in the mobility 
behaviour of their employees, e.g. Cost reduction, better accessibility to the company for 
employees, freight and visitors, health and safety, image (MM can help companies to 
communicate their commitments to society and to show their ethical business practises). 
Health Institutions can be regarded as one type of companies. A specific characteristic is 
their organisation of work into shifts. Hospitals attract a great number of visitors, need good 
access for ambulances, need to be adapted for various disabled persons and have a large 
number of employees. At the same time it should provide a tranquil atmosphere - where 
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people can get well again. The location of the hospitals and other health institutions is often 
far from optimum to provide for all these needs.  

Educational Institutes 
Since children are the policy makers of tomorrow it seems obvious to try and influence 
mobility behaviour at a young age. Once they are used to a more sustainable way of 
travelling, they are likely to keep this behaviour as adults later on. Parents and teachers can 
well be influenced via their own (school) children, especially as safety is of utmost 
importance to them. To encourage young people to participate in the development of 
alternative services, schools in particular need to ensure that learning about mobility 
management is fun and exciting and that classroom activities are applicable to 'real life'.  
Similarly to companies, travel to educational institutions is easy to target, as there is the 
same destination of travel and similar schedules for large numbers of people every day. The 
examples in MOST have shown, that school mobility management can achieve changes for 
one-day interventions like a car free school day, with a decrease in car usage from 60 to 
16 % in favour of biking or walking. In the long run (i.e. continuous MM activities in addition to 
one-day events), car usage still can stabilize at a percentage of 5 to 10 points lower than 
without any MM activities. 

Tourism  
Tourism in itself is a "mobility creator", challenges of tourism both for tourists and their 
destinations are diverse: On, or better, before arrival in an unfamiliar area (often both 
geographically and linguistically), tourists need clear, concise and up to date transport 
information to enable them to arrive at their final destination, and to visit the attractions that 
they want to see. The cities and regions that receive tourists, on the other side have to deal 
with a massive population increase during peak season months, which places considerable 
strain on their transport systems and often on the environment that visitors come to enjoy. 
Coping with seasonal or irregular demand is necessary also not to interfere with regular 
traffic flow. Besides the importance of keeping the quality of life in general, many sites or 
cities depend on tourism economically, hence being motivated to implement MM. 

Site Development  
As habitual travel behaviour is hard to change, site development offers the chance to include 
mobility management strategies and services into the travel planning right from the start. In 
particular, information about the role of mobility management in the initial planning stages of 
a development, or the influence on companies' decisions about their location can be 
obtained. The regional approach and, hence, the conjunction with adjacent neighbourhoods 
and surrounding urban or regional areas, is a characteristic of site development. This often 
requires taking various interests into account and starting a mediation process. MOST could 
show, that it is inevitable to carefully take into account all kinds of side effects, that the MM 
measures will have on those adjacent areas in order to make them see own benefits instead 
of rebel against the new ideas. 
Frequent changes during the planning phase make site development a tough and sometimes 
tiring process that requires high flexibility and the ability to quickly elaborate alternative 
solutions for the good. Still, successes as of demonstrations in MOST (PTA, a new business 
park in Malaga with an increase in the usage of public transport from 9 to 12 % and in car 
pooling from 13 to 19 % with a decrease in solo car driving from 74 to 63 %, or the residential 
car free housing area in Münster Weißenburg with an increase in car sharing among the 
residents of 9 to 34 % upon moving in) make this a very promising approach 

Temporary Sites 
Organising is at the heart of mobility management – the demanding task to find a convenient 
way for each person bustling around the city, that leaves everyone happy with his choice but 
at the same time maintains the city as a pleasant place to be. 
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This is even more true for big events, those times when a larger crowd than usual flocks to 
the city in search of adventure. Occasions such as the European Soccer Championship in 
Rotterdam or the Holy Jubilee Year in Rome require an exceptional need for organisation. 
And mobility is always an essential art of the challenge. Thus, events and mobility 
management seem to be a perfect match. Festivals, 
fairs, large sports or cultural events nowadays play an increasing role in strengthening the 
city's economic base and quality of life. A different 'event' aiming for the same targets, is the 
upgrading of city (transportation) infrastructure, often causing a disruption to mobility first - an 
example for successful MM in such a case are the activities of Leipzig during the 
reconstruction of tramways within MOST: during constructions, there are 3 times as many 
information requests to the public transport provider as usual but not more complaints. 
Clear and accurate multi-modal information in a personal form needs to reach the customer, 
before he or she starts the trip. It should be accessible via the internet and can be provided 
by temporary mobility centres or mobile consultants, best approaching the customer in 
his/her national language. The organisation of specific transportation services as shuttles or 
group taxis is a basic task. How to handle parking questions, a simple integration of ticketing 
and transport are further issues to tackle. This can lead to a modal share of the car much 
less than at normal days: during the Rotterdam marathon, the car was only used by 26 % to 
access the city centre compared to 42 % normally. On the other hand, public transport was 
used by 71 % of the visitors compared to 44 % on a normal day (see MOST deliverable 5). 
As examples in MOST show, temporary events are perfectly suitable to test alternative 
solutions - and finally become long-term institutions like the "mobility shop" in Porto, which 
had been established for being the Cultural Capital in 2001 but will become a regular mobility 
centre. 

 

EU Policy papers and Programmes 
 
There is only little evidence of Mobility Management in official European policy papers and 
documents. On the other hand side the EC funds several mobility management activities as 
such within different programmes: 

The GREEN PAPER - Towards a new culture for urban mobility {SEC(2007) 1209} mentions 
mobility management as follows: 
[Mobility Management complements traditional infrastructure-based measures by influencing 
travel behaviour before it starts and shifting people’s attention towards more sustainable 
transport options. For example, developers could be encouraged to prepare a site-specific 
mobility plan as part of the procedure for obtaining planning permission. The idea of a 
"mobility impact assessment" for large scale infrastructure developments was also proposed 
by stakeholders.] 
 
In the ACTION PLAN ON URBAN MOBILITY - COMMUNICATION FROM THE 
COMMISSION TO THE EUROPEAN PARLIAMENT, THE COUNCIL, THE EUROPEAN 
ECONOMIC AND SOCIAL COMMITTEE AND THE COMMITTEE OF THE REGIONS 
Mobility management is mentioned under Action 18 — Contributing to international dialogue 
and information exchange in chapter of Theme 6 — Optimising urban mobility:  
[Company mobility management can influence travel behaviour by drawing the employee’s attention 
towards sustainable transport options. Employers and public administrations can provide support 
through financial incentives and parking regulations.] 
 
ELTIS:  
The European Local Transport Information Service  Europe's portal for local transport news 
and events, transport measures, policies and practices implemented in cities and regions 
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across Europe. ELTIS is an initiative of the European Commission. On ELTIS currently more 
than 430 case studies on Mobility management and travel Awareness are available.  
 
CIVITAS 
CIVITAS supports demonstration projects of integrated packages of technology and policy 
measures in the field of clean and energy efficient urban transport. Each city-led project 
should combine, in an integrated way, tools and measures from as many as possible of the 
following categories: increased use of (short/medium term) alternative fuels and clean, 
energy-efficient vehicles and their integration into the transport system; stimulation of high  
quality and innovative, energy-efficient collective transport and its integration with other 
modes; demand management strategies; mobility management; marketing, information and 
education; safe and secure road infrastructure and means of travel for all users; new mobility 
services for more energy efficient vehicle use or ownership; less car-dependent lifestyles.  
�
STEER PROGRAMME:  
The European Union faces serious and unprecedented energy challenges relating to 
sustainability and greenhouse gas emissions as well as energy security. In March 2007 the 
European Council agreed to a new energy policy that establishes a forward-looking political 
agenda designed to achieve the EU energy objectives of sustainability, competitiveness and 
security of supply. The objective of the Intelligent Energy – Europe II Programme (“IEE II”) is 
to contribute to secure, sustainable and competitively priced energy for Europe, by providing 
for action 
Within this programme the STEER Programme deals with transport and funds several 
mobility management projects such as COMPETENCE, TRENDY TRAVEL, ADD HOME, 
PRO MOTION, ADDED VALUE, ACTIVE ACCESS, AENEAS, PRESTO etc. Already the pre-
decesor programme SAVE funded several soft measure mobility projects, such as 
PROSITRANS, TOOLBOX, IMPACT, SUN, SCHOOLWAYNET etc.  
�
 
In the Research Framework Programme  of the EC several Mobility management and travel 
awareness projects have been funded: 
FP4: MOBILITY and MOSAIC, CAMPARIE and INPHORMM 
FP5: MOST and TAPESTRY 
FP6: MAX SUCCESS 
�
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Websites: General Transport Information Sites 
 
ELTIS aims to support a practical transfer of knowledge and exchange of 

experience in the field of urban and regional transport in Europe and 
so help create a more sustainable living environment, one which 
provides greater accessibility and mobility to its inhabitants. 
www.eltis.org  

 
DG MOVE   http://europa.eu.int/comdgs/dgs/energy_transport  
    
 
DG ENVIRONMENT 
  http://ec.europa.eu/dgs/environment/index_en.htm 
 
EU-Policy papers http://www.eltis.org/Vorlage.phtml?mainID=455&id=455   
 
Sustainable transport policies 
   http://ec.europa.eu/transport/sustainable/index_en.htm  
 

 
CORDIS  Find a project – European project database.   

Project details are published on CORDIS after the negotiation and 
the signature of the contract between the European Commission and 
the consortia. http://cordis.europa.eu/home_de.html 

 
EIE   Intelligent Energy – Europe is the Community’s support programme for non-

technological actions in the field of energy efficiency and renewable energy 
sources. EIE includes ALTENER and STEER.  
http://ec.europa.eu/energy/intelligent/contact/index_en.htm   

 

SUSTAINABLE ENERGY :  The Sustainable Energy Europe 2005-2008 Campaign is a 
European Commission initiative in the framework of the Intelligent Energy – 
Europe (2003 – 2006) programme, which aims to raise public awareness 
and promote sustainable energy production and use among individuals and 
organisations, private companies and public authorities, professional and 
energy agencies, industry associations and NGOs across Europe. 
http://www.sustenergy.org/  

 

FP7  The gateway to the preparation of the 7th Framework Programme 
http://cordis.europa.eu/fp7/home_en.html 

 

PUBLICATIONS & STATISTICS  
Energy & Transport : Figures and Main Facts 
http://ec.europa.eu/energy/publications/index_en.htm 
http://ec.europa.eu/transport/publications/index_en.htm 

 

SUMMA  SUstainable Mobility, policy Measures and Assessment. SUMMA aims to 
operationalise sustainable mobility and transport, and to assess the 



 38 

performance of policy measures with respect to economic, environmental 
and social sustainability. SUMMA helps policy makers to develop more 
efficient and effective transport policies that cater to the need for mobility 
while reducing transport's adverse impacts to acceptable levels. 
http://www.tmleuven.be/project/summa/home.htm  

Networks 
CCRE-CEMR  The Council of European Municipalities is the largest organisation of 

local and regional government in Europe; its members are national 
associations of towns, municipalities and regions from over 30 
countries. Together these associations represent some 100,000 local 
and regional authorities. http://www.ccre.org/ 

 
CIVITAS The CIVITAS Initiative helps cities to achieve a more sustainable, 

clean and energy efficient urban transport system by implementing 
and evaluating an ambitious, integrated set of technology and policy 
based measures.  http://www.civitas-initiative.org  

 
ECF The European Cyclists' Federation (ECF) is pledged to ensure that 

bicycle use achieves its fullest potential so as to bring about 
sustainable mobility and public well-being. To achieve these aims, 
the ECF seeks to change attitudes, policies and budget allocations at 
the European level. The ECF will stimulate and organise the 
exchange of information and expertise on bicycle related transport 
policies and strategies as well as the work of cyclists movement. 
http://www.ecf.com/ 

 
ICLEI ICLEI-Local Governments for Sustainability was founded by local 

governments at the United Nations Headquarters as the International 
Council for Local Environmental Initiatives (ICLEI). ICLEI is a 
democratically governed membership association of cities, towns, 
counties, metropolitan governments, and local government 
associations. ICLEI's mission is to build and serve a worldwide 
movement of local governments to achieve tangible improvements in 
global sustainability with special focus on environmental conditions 
through cumulative local actions http://www.iclei.org/ 

 

MANAGENERGY  ManagEnergy is an initiative of the European Commission Directorate 
General for Energy and Transport, which aims to support the work of actors 
working on energy efficiency and renewable energies at the local and 
regional level. The main tools are training workshops and online events. 
Additionally information is provided on case studies, good practice, 
European legislation and programmes. http://www.managenergy.net/ 

 
POLIS  Polis is a network of leading European cities and regions working together for the 

development of innovative technologies and policies in local transport. 
http://www.polis-online.org/  
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SCHOOLWAY NET European Network for cool kids and smart schools to 
make journeys to schools safe and enjoyable  
http://www.schoolway.net 

 
UITP International Association of Public Transport UITP is the world-wide 

association of urban and regional passenger transport operators, 
their authorities and suppliers. Located in Brussels and with over 
2.000 members from nearly 80 countries, UITP seeks to promote a 
better understanding of the potential of Public Transport. It provides 
information, research and analysis on all aspects of Public Transport 
including infrastructure, rolling stock, organisation and management. 
It also lobbies on behalf of its membership with international 
institutions such as the EU, UN and OECD. http://www.uitp.com 

 

Education and Training Sites 
 
PORTAL Portal provides leading educational institutions with european 

transport research results for teaching & studying. Available are 
written materials; slides; presentations; audio books; databases on 
contents and experts and distance learning packages http://www.eu-
portal.net/ 

 
ELTIS  The European Local Transport Information Service  Europe's portal 

for local transport news and events, transport measures, policies and 
practices implemented in cities and regions across 
Europe.http://www.eltis.org 

 
COMPETENCE “COMPETENCE - Strengthening the knowledge of local 

management agencies in the transport field” is a 30-months project 
co-financed by the European Commission within STEER within the 
framework of the Intelligent Energy - Europe Programme EIE. The 
main activities in COMPETENCE are the design and implementation 
of international and national training and know how transfer activities, 
the design of training materials and the implementation of case 
studies as part of a training-on-the-job-program.  
http://transporttraining.eu 

 
E-tream  e-TREAM provides an e-learning platform for mobility management, 

alternative fuels and other topics like demand management or eco-
driving. The 9 training modules are based on the results of the 
projects COMPETENCE, e-ATOMIUM and TREATISE. The platform 
offers flexible and individual learning opportunities as well as 
communication features like forums with experts and chats with other 
users http://etream.team-red.net 

 
AENEAS  AENEAS is a new European project in the framework of the 

Intelligent Energy Europe (IEE) programme. Its acronym stands for 
"Attaining Energy-Efficient Mobility in an Ageing Society." The 
project's objective is nothing less than to become the cornerstone for 
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international reference projects in the field of urban mobility of older 
people.http://www.aeneas-project.eu 

 
PRESTO  Promoting cycling for everyone as daily transport mode  

http://www.presto-cycling.eu 
 

Good / Best Practise Collections in MM and cycling /walking 
 
 
CULTURA Mobility Management and Travel Awareness campaigns and 

measures from Europe and Latin America, arguments for decision 
makers and approaches and checklists in English, German, Spanish 
and Portuguese. 
www.mobility-cultura.net  

 
ELTIS aims to support a practical transfer of knowledge and exchange of 

experience in the field of urban and regional transport in Europe and 
so help create a more sustainable living environment, one which 
provides greater accessibility and mobility to its inhabitants. 
www.eltis.org  

 
EMOTIONS:  Emotional campaigns for clean urban transport  

http://www.trendy-travel.eu/emotions/ 
 

TRENDY TRAVEL: 
 http://www.trendy-travel.eu/ 
 
 
EPOMM EPOMM provides a platform for authorities, companies, users and 

other interested persons search & exchange of information in the 
field of Mobility Management tools, support, training, marketing in 
Mobility Management. 
http://epomm.eu/ 

 
CIVITAS The CIVITAS Initiative helps cities to achieve a more sustainable, clean and 

energy efficient urban transport system by implementing and evaluating an 
ambitious, integrated set of technology and policy based measures 
http://civitas.eu/main.phtml?lan=en  
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MANAGENERGY ManagEnergy is an initiative of the European Commission 
Directorate General for Energy and Transport, which aims to support 
the work of actors working on energy efficiency and renewable 
energies at the local and regional level. The main tools are training 
workshops and online events. Additionally information is provided on 
case studies, good practice, European legislation and programmes. 
http://www.managenergy.net/ 

 
SCHOOLWAY NET European Network for cool kids and smart schools to 

make journeys to schools safe and enjoyable  
http://www.schoolway.net 

 
SMILE SMILE aims to help local authorities cope with this challenge by 

presenting more than 170 good practices and introducing innovative 
approaches on a permanent basis. SMILE analyses local policies 
and jointly with experienced European cities and towns, drafts 
recommendations for local authorities to facilitate the replication of 
these practices http://www.smile-europe.org/ 

 SMILE has been taken over by Managenergy 
 
EAUE The European Academy of the Urban Environment is aiming to 

encourage exchange of experience amongst local government 
decision makers in all spheres of sustainable urban development by 
means of conferences, best practise case studies etc.   
http://www.eaue.de/  
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Mobility Management and Travel Awareness:  
 
CULTURA Mobility Management and Travel Awareness campaigns and 

measures from Europe and Latin America, arguments for decision 
makers and approaches and checklists in English, German, Spanish 
and Portuguese. 
www.mobility-cultura.net  

 
EMOTIONS  Marketing and awareness campaigns based on an emotional 

approach for clean urban transport. http://www.trendy-
travel.eu/emotions/ 

 
 
EPOMM EPOMM provides a platform for authorities, companies, users and 

other interested persons search & exchange of information in the 
field of Mobility Management tools, support, training, marketing in 
Mobility Management. 
http://www.epomm.eu 

 
GOAL Graz: Health promotion, noise and emission reduction through the 

promotion of alternative means of transport for the citizens personal 
well-being. Results from a demonstration project. http://www.goal-
graz.at/  

 
MAX The MAX project served to extend, standardise and improve Mobility 

Management – it did so in the fields of quality management, 
campaigns, evaluation, modelling and land use planning. 
http://www.max-success.eu/  

 
MOST Mobility Strategies for the next decades. MOST aims at developing 

and spreading Mobility Management in several ways. Available are a 
monitoring and evaluation toolkit, policy recommendations and a 
wide range of case studies for different fields of implementations like 
companies, mobility centres, site development, hospitals, temporary 
sites etc. http://mo.st/  

 
PROVIDER Implementing European Online Services for Mobility Education to 

Save Energy http://www.schoolway.net/ 
 
SMASH Events Ecological event management http://www.smash-events.net  
 
STEP BY STEP Awareness campaigns for clean urban transport from Germany, 

Portugal, Czech Republic, Austria, the United Kingdom, Lithuania, 
Poland and the Netherlands www.eu-stepbystep.net  

 
TAPESTRY Travel awareness, publicity and education supporting a sustainable 

transport strategy in Europe. Tapestry provides guidelines, 
recommendation and assessment tools for campaign designers and 
also an overview over 16 case studies. not any more online 
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Non Motorised Transport / Active Travel 
 
BYPAD BYPAD is an instrument enabling municipalities evaluate the quality 

of their local cycling policy. http://www.bypad.org  
 
URB AL Cycling  Proyecto Integración de la bicicleta en la planeación de trafico en 

ciudades medianas en Europa y America Latina 
http://www.urbalcyclinginfo.org/ 

 

ECF The European Cyclists' Federation (ECF) is pledged to ensure that bicycle use 
achieves its fullest potential so as to bring about sustainable mobility and 
public well-being. To achieve these aims, the ECF seeks to change attitudes, 
policies and budget allocations at the European level. The ECF will stimulate 
and organise the exchange of information and expertise on bicycle related 
transport policies and strategies as well as the work of cyclists movement. 
http://www.ecf.com/  

Walk 21 This national web site provides a framework to support walking officers to help 
increase walking in UK. It is hoped that the information is provided in a logical 
and practical way to help develop strategic policies and actions which 
encourage and support more walking. The site aims to support the many 
activities and programs already underway and provides direction and 
leadership for new initiatives and decision-making. www.walk21.com  

 
And further more:  

·  www.schweizmobil.org 
·   www.bikeleague.org 
·  City of Copenhagen, Technical and Environmental Administration – Traffic 

Department (2007), Bicycle Account 2006. Available at www.kk.dk/CityofCyclists 
[Last access September 2009] 

·  DB Rent Gmbh (2005) Call a bike. Intermodal mobility service of DB AG 
·   www.fietsberaad.nl [last access August 2009] 
·   www.crow.nl [last access August 2009] 
·   www.bycyklen.dk [last access August 2009] 
·   www.gelderland.nl [last access August 2009] 
·   www.radstation-ms.de [last access August 2009] 
·   www.velo.info [last access August 2009] 
·   www.sevilla.org/sevillaenbici [last access September 2009] 
·   www.sevici.es/ [last access September 2009] 
·   www.acontramano.org/ [last access September 2009] 
·   www.carrilbicisevilla.es/ [last access September 2009] 
·   www.consorciotransportes-sevilla.com [last access September 2009] 
·   www.callabike.de [last access August 2009] 
·   www.en.velib.paris.fr [last access October 2009] 
·  AA.VV.(2000), Collection of Cycle Concepts, Road Directorate, Copenhagen. 
·  London Cycling Campaign (2007), Bike Security – Lock it or lose it! Available at 

www.lcc.org.uk [last access September 2009] 
·  www.ec.europa.eu/transport/road_safety 
·  www.designagainstcrime.com 
·   http://fubicy.org [last access September 2009] 
·  www.fietsberaad.nl [last access September 2009] 
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·  Department for Transport (2006), Walking and cycling: ’Links to Schools' extending 
the National Cycle Network to schools, London 

·  Naefe K., Bösemann S. (2007), How kids discover the World by bike – Projects at 
German school. Available at www.eltis.org/docs/studies [last access September 
2009] 

·  Sustrans (2009), Bike it Project Review 2009. Available at www.sustrans.org.uk/bikeit 
[last access October 2009] 

·   www.mobiel21.be/ 
·  Galli E. (2008), Strasburgo: Interventi a favore della mobilità ciclistica e moderazione 

del traffico, FIAB. Available at www.fiab-onlus.it 
·  European Environment Agency (2009), Transport at a crossroads, Copenhagen 
·   www.strasbourg.fr (last access September 2009) 
·   www.lcc.org.uk (last access September 2009) 
·   www.brucity.be (last access September 2009) 
·   www.fietsberaad.nl (last access October 2009) 
·  www.kiel.de (last access November 2009) 
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Partners Profiles  

Partners profiles 
 
The following chapter on the partner cities profiles are structures in the following way: 
 

·  The cities and their problems 
·  What has been their experience of tackling the problem so far? - Existing policies, 

projects implemented or strategic plans in Weiz, Austria: 
·  Good practice examples as contribution to the project 

·  Needs of the cities in relation to the project topic? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 

·  Focus of the partner city’s Local Action Plan and planned test implementation during 
the project. 

·  Local support group(s) 
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The cities and their problems 
 

Weiz, Austria 
 
The City of Weiz is located in the eastern part of the Province of Styria, exactly speaking 27 
km north-east of the Province capital Graz. It lies at the beginning of a valley enclosed by the 
mountains of the Fischbach Alps in the north. In the southern part of this valley one can find 
the typical landscape of the east Styrian hill country. The mountains in the north act as a 
natural weather divide and protect it against cold winds. The valley of the river Weizbach is 
embedded in a gentle hilly countryside.  
 
Name: Weiz, AUSTRIA 
Altitude: 477 m 
Area: 5,07 km² 
Number of inhabitants: 9,330 inhabitants 
Households: 4,400 

 
 
 
Weiz is the centre of the district of Weiz and the surrounding region. Regarding the tax yield 
Weiz is above the average tax yield in the Province of Styria, which is due to a very dynamic 
economy. The main players are the Siemens and Andritz company, the Mosdorfer company, 
the Pichler company in the field of electrical engineering  
( e.g.. transformers, generators, overhead power supply lines etc.), the construction industry 
and many medium sized companies in the service industry. Furthermore, there are many 
shops and supermarkets and authorities such as the local administration authority for the 
district of Weiz. In addition to that, Weiz has got 12 schools including a grammar school and 
higher vocational schools for technology, economics and domestic science. 3,000 pupils 
attend these schools, many of them are commuters from the surrounding region. The general 
motto of the town is a „city full of energy”, which means that Weiz is regarded as a very 
dynamic town making many new ideas in all fields of urban life possible. 
 

What is the nature of the problem?  

The most important problem is the high amount of traffic. Weiz is surrounded by 5 
municipalities. Approximately 20,000 people live in this region. Since most jobs are in Weiz, 
many people of the region, exactly speaking 5,000 commuters, commute daily to Weiz. At 
peak times in Weiz there are many traffic jams leading to air and noise pollution. PM limit 
values are very often exceeded threatening the health of the people in the region. In addition 
to that, approximately 1,500 people commute daily to Graz, which is the capital of the 
province of Styria. As public transport is not in a very good condition, most people prefer 
going by car. This problem is going to be worse in the future because the traffic will rise for 
about twenty percent by the year 2020. 

Weiz is the city of short distances: the area of the city of Weiz is only 5 km². This means all 
institutions and the most important shops are within walking or cycling distances, which 
would make the using of cars almost unnecessary. Nevertheless, many people go by car 
which reduces the quality of life in the city. 
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A survey among commuters in Weiz has shown that 44% of all persons using the car for the 
home to work trip could use a bicycle or a PEDELEC if they accept a 5 minutes longer 
duration for their trip to work. If they accept a 10 minutes longer duration the potential for a 
shift towards cycling is at 72%.  
 

What has been their experience of tackling the prob lem so far?  

Existing policies, projects implemented or strategi c plans in Weiz, Austria: 

The first measure which was taken years ago was to create a big parking place near the 
local railway station. By doing so people should be motivated to change from motorised 
traffic to park and ride traffic. The railway connection especially to the capital Graz has not 
been accepted by many commuters because the riding times are perceived to be 
inconvenient and the travel time to Graz is still too long compared with the fact that it is still 
easy to find a parking space in Graz. 

A new collective taxi system for local traffic in the region has been implemented. The 
municipality subsidises this system in order to keep the fare low. Elderly people in Weiz use 
it quite often but commuters and other citizens do not use it as often as intended so far. 

One project which has been implemented are hiking tracks mostly for leisure time activities 
around the city. Moreover, a couple of thematic walks such as the Birds Watching Wwalk, the 
Spiritual Walk, the Energy walk or the Children’s Walk have been created and implemented 
to motivate people to walk instead of using the car.  

Since the information about and the acceptance of alternative modes of transport is the 
crucial thing in Weiz several soft measures (mobility management and travel awareness 
raising activities) have been started and implemented. Weiz is  participating each year at the 
European car-free day in September. Since 2000 The city has organised different events on 
this day. The aim of this event is to make non-motorised mobility more attractive as e.g. last 
year to inform the public about new bikes and PEDELECS.  

Many awareness campaigns for cycling have been carried out. This proved to be partly 
successful because the number of cyclists has risen by ten percent. So far no real walking 
campaign has been designed and implemented. 

Other campaigns are: the starting event of cycle season (“Anradln): This event takes place in 
May each year and motivates people to get their bikes from “hibernation” back to use them 
as means of transport in the new season. .  

The bike exchange market: this is a market where everybody can buy and sell his or her 
bike. This is especially interesting for parents / children as they grow very fast and need a 
new bike at least every second year. 

The Cyclist of the month campaign: a photo of a cyclist is published in the town magazine 
and if you recognize yourself you can get a price 

Furthermore some activities have recently been started to tackle the problem from a special 
view.  

Kindergarten program e.g. starts with an approach of transport socialisation: this is a traffic 
project for kindergarten children: They learn to ride the bicycles with special bicycles that do 
not have any pedals. They also learn about safety on the street (it is called “Leo on Tour”). 
The aim is also to motivate the parents to use the bikes together with their children. 

Transfer of physical activities into everyday routine: this was a project integrating  physicians 
in Weiz. The people should be motivated to move physically as much as possible (based 
upon the 30 minutes  per day suggestion by the WHO). Since the distances in Weiz are short 
they should shift short car trips (up to 2 km) towards cycling / walking.  
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In order to promote the use of modern PEDELECS (based upon a survey and marketing 
concept) the municipality of Weiz bought twenty PEDELECS for their employees. A 
professional renting system for PEDELECS has been implemented at different hotels and 
restaurants in the region replacing the renting system which had been carried out by the 
municipality. 

PEDELECS –test new E - bikes from the municipality for several transport purposes (such as 
shopping, leisure time trips, commuting etc.) to find out how they work in a hilly area such as 
Weiz. Furthermore, the municipality of Weiz gives a grant to every citizen who buys a new 
PEDELEC. 
 

Good practice examples as contribution to the proje ct 

Within the Regional Transport Concept for Weiz already about 15 years ago a pedestrian 
zone was established for the first time. 

Infrastructure - Bike- Routes: Over the last years the quality of the bike routes has improved. 
Additional biking tracks have been built and the existing ones have been marked in a better 
way. This contributed to a rise of bicycle users. 

Infrastructure and negotiations with owners for building of new pavements: Because of poor 
city planning in the past not every street in Weiz is equipped with pavements. To build many 
new pavements has been an important goal in the last years; it should be mentioned that 
building new pavements is sometimes very difficult because the proprietors of these estates 
have to sell the space which is needed for the pavement to the municipality. Negotiating the 
prices can be very time consuming and in most cases it is also very expensive. 
Nevertheless, the municipality of Weiz has managed to build approximately 5 km of new 
pavements in the last 5 years.  

Several campaigns and mobility management and marketing measures to raise the 
awareness and use of bicycle use such as the above mentioned activities “Biker of the 
month”, “Starting action for the new biking season”, “Kindergarten programme”, “Transfer of 
physical exercise into every days routine” etc. .  

 

Needs of the cities in relation to the project topi c? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 

 The official motto of Weiz is “a city full of energy”. According to this motto, it is very important 
to find new ideas that will be successful in reducing motorised traffic. Weiz is willing to learn 
from others and their experiences in the network and to offer expertise to other cities. Taking 
part in the URBACT ACTIVE TRAVEL NETWORK  will support our efforts to change to non-
motorised traffic in the region of Weiz. We expect especially to find and implement strategies 
to stop the decrease of walking in the city centre and therefore to keep the city centre alive 
as a place for shopping and leisure time activities.  

A change of the attitude is difficult. With the help of a European Union project and the 
URBACT programme our aims could be reached more easily.  

 

Focus of the partner city’s Local Action Plan and p lanned test implementation during 
the project 

The main focus is to set up a local action plan. According to this action plan concrete 
measures should be worked out and realized in a step to step process.  

This plan should include the following points:  

1. Awareness campaigns to motivate people to non - motorised traffic. 
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2. An innovative marketing concept for non-motorised traffic  

3. A modern marketing concept for car - free days in corporation with the neighbouring 
municipalities 

4. Cooperation with the neighbouring municipalities 

5. Further establishing of good infrastructure for connecting pedestrians, bicycle and 
public transport and car – sharing including a better network of pavements and 
footpaths for the region around Weiz  as well as a larger network of bicycle tracks for 
the region around Weiz .  

6. A good communication system (signposting) for bike routes and footpaths 

 

Local support group(s) 

 
The local support group in Weiz is composed of local decision makers, employees of the 
municipality, citizens of Weiz and the consulter of transport of Weiz 
·  Helmut Kienreich - Mayor of Weiz:  
·  Oswin Donnerer - Towncouncillor for environmental affairs and health  
·  Walter Neuhold - Towncouncillor for traffic: 
·  Barbara Kulmer - Head of the environment department 
·  Michael Doppelhofer – authority responsible for traffic in the municipality  
·  Gertrude Offenbacher – Working in the department of environmental affairs 
·  Gerd Holzer - Head of the public construction department 
·  Barbara Bürg – Department of social affairs 
·  Siegfried Karrer - Head of the police 
·  Johann Rauer - external consulter for transport 
·  Manfred Leitgeb - Head of the building department of the municipality 
·  Johann König - City Marketing  
·  Sylvia Schweighofer – Active Citizen (former town councillor, now retired) 
·  Silvia Laundl – communication department 
·  Wolfgnag Fischer - University of Graz 

 

This group meets each month to discuss problems, make decisions and put them into 
practise. Depending on other activities the permanent LSG will be completed by other 
persons /institutions and also interested citizens (periodic members). 

The local action plan should be worked out involving all the members of the local support 
group and the periodic ones. Furthermore, representatives of the surrounding municipalities 
should also be integrated in this group. 

Besides the meetings of the local support groups regular activities the members (at least 
some of them) will participate at meetings of the new formed STYRIAN network on URBACT 
projects (twice a year) to exchange experience and also to the national meetings of the 
URBACT programme.  

The LSG will organise own training sessions to build capacities and selected members will 
also participate at ACTIVE TRAVEL NETWORK’s partner meetings.  

A close co-operation with the Lead Expert, the thematic expert (several times a year) and the 
Managing Authority (progress meetings / reports 4 times a year)is guaranteed.  



 50 

Sebes, Romania 
 
Name: Sebes, ROMANIA 
Altitude: 240 m 
Area: 115 km² 
Number of inhabitants: 29.000 inhabitants 

 
 
 
 
 
 
 
 
  

 

Sebe�  Municipality is located in Alba district, in Transilvania country, at 240 meters altitude, 
lying on the inferior hollow of the valley with the same name. Being surrounded by the Sebes 
and Secas valleys that unify downstream, the territory is having a mild climatic condition, 
very favourable for tourism facilities. From the adminsitrative point of view, Sebes 
Municipality is composed of four bodies: Sebes, Lancram, Petresti and Rahau, totalizing a 
surface of 11545 ha. This project is meant to focus mainly on the town of Sebes that 
concentrates most of the richness and challenges as well. Due to its location at the 
crossroads of two important ways, DN7 (coming from Sibiu to Cluj-Napoca) and DN1 (linking 
Sibiu and Arad), Sebes has always been a very prosperous place. Many industrial 
businesses located here determining an intensive economical development. This proved to 
be very convenient from the financial point of view, in 2000, Sebe�  being proclaimed as a 
municipality; but it has highly augmented the motorized traffic in the area. There is no data 
concerning pedestrian and cyclist fluxes, but it seems they have highly decreased assigning 
their rights to motorized travel modes. 

 

What is the nature of the problem?  

The important industrial development engendered an exponential growth in the transit fluxes 
as well as in the number of cars and in the length of distances covered using motorized 
modes of transport. The increasing frequent transit - lorries have monopolized the streets in 
the historic central area leaving no place for clean modes of transport that induces high 
levels of pollution.  

Anxious about the possible new injuries (in terms of road safety and health) generated by the 
consistent freight transport transiting their city, the inhabitants have started to use 
themselves more and more cars even for very short d istances  that could be tramped in 
a few minutes relaxed walk, thus, paradoxically spending more time because of the often 
congestions.  

Another series of problem result from the insufficiency of car parking places and the missing 
of a parking space management which is accepted. This reflects upon the lengths of the 
distances covered by car (looking for an available place), congestion frequency and on the 
city space consume (increasing number of cars more or less correctly placed, overrunning 
peoples’ space, air and lives). 

Until now there have been no consistent actions supporting clean means of tra nsport  in 
terms of facilities and adaptations for cycling and walking or dedicated incentives. In addition, 
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people don’t seem completely aware  of the negative effects induced by their excessive car 
use both, on short and long terms. 
 

What has been their experience of tackling the prob lem so far?  

Existing policies, projects implemented or strategi c plans: 

 

In Romania, the elaboration and approval of a local transport / mobility plan is not 
compulsory.  Sebe�  has not a local Transport Authority, but given the importance and impact 
of mobility issues here, they are mentioned and more or less tackled at the level of every 
urbanism documentation or strategy.  

A traffic belt (undertaking 70% of the transit traffic between Alba Iulia & Sibiu, Alba Iulia & 
Deva, Sibiu & Deva) and a by-pass road (connecting DN7 from Deva with DN 67C from 
� ugag and absorbing the industrial hard traffic serving the wooden factories in the North of 
Sebe� ) are intended and a feasibility study has been done on this purpose. 

At national level, in the section I dedicated to Transports Networks from the National Territory 
Development Plan, a motorway is stipulated to be built close to Sebe�  and that should 
undertake most of the transit traffic. Standing on this plan, the local authorities have started 
the negotiations with the central level and already have promises concerning its 
materialization.  

Concerning the interior daily trips, the local Historical Center Urban Plan militates for the 
pedestrianization of the city center, proposing re-routes for motorized fluxes and solutions for 
traffic rethinking on sustainable basis. 
There is not a dedicated mobility strategy either, but a Sustainable Local Development 
Strategy has been produced supporting traffic diversion and non polluting mobility increasing 
for improved health conditions and local economy favoring. 
 

Concerning urban mobility, mostly isolated events  have been performed. Several public 
awareness rising campaigns have been organized on this subject especially during the 
Mobility Week in 2002, 2004, 2008 and 2009. Those were well received by the inhabitants 
and could be efficiently continued possibly joint by effective measures for a greater and more 
substantial impact in an integrated mobility plan. 

Many tentatives have been pursued to obtain financing from national level and hasten the 
traffic belt building around Sebes in order to deliver the city of transit traffic and encourage 
sustainable mobility. 

Besides, concrete ideas have been proposed for rendering the city centre pedestrian, shifting 
from motorized traffic to walking and cycling. 

Despite public scepticism and attraction for car use, the public awareness rising campaigns 
developed in Sebes proved to be very successful. They largely acted at the children level, 
educating and motivating them for sustainable urban mobility.  

The other actions (like the transformation of the city centre in a pedestrian area, or shifting 
the transit traffic outside the city) are only started, their implementation is in progress and just 
small steps have been done by now. 
 
 

Good practice examples as contribution to the proje ct 

In 2002, 2004 and 2008 Sebes’s local administration organized special events during the 
Mobility Week. Though their impact wasn’t so high in terms of total number of local 
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stakeholders and inhabitants involved, they were well received by those locals and showed 
preoccupation for the town’s traffic problem (which is quite seldom in Romania). 

Also, the administration concern about urban mobility is proven by their efforts to develop 
projects like: 

- The  Historical Center Urban Plan,  

- The Feasibility study for the traffic belt and for the by-pass and 

- The Sustainable Local Development Strategy considering the pedestrianization of the 
historic centre and the deviation of transit traffic. 

These technical projects assumed at political level are also benefiting by the inhabitants’ 
acceptance. 

 

Needs of the cities in relation to the project topi c? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 

The needs:  

As previously underlined, the inhabitant’s travel behaviour dramatically changed during the 
last 20 years partially because of the transit traffic digesting the town. They have oriented 
their travel options from non-motorized modes of transport (walking and cycling) to motorized 
driving even for short distances. Also safety and security, new understanding and socio-
cultural paradigm (e.g. showing prosperity, wealth and social status by car ownership) are 
factors that influenced this shift.  

Accounting this evolution together with the inherent geographical and infrastructural 
constrains, Sebes town’s needs related the ACTIVE TRAVEL NETWORK  are the following: 

- to share experience about travel behaviour change projects – actions taken and role played 
by other partners local administrations and local stakeholders; 

- to get familiar with technical and administrative measures undertaken in order to favour 
short daily trips made by bike or on foot and to diminish car use and 

-  know-how transfer concerning urban transport /mobility plans elaboration and 
implementation. 

 

The expectation to the project  

The main expectations of the Sebes team involved in the Active Travel Network are: 

- to change inhabitants’ and local stakeholders attitudes and perceptions about non-
motorized travel modes; 

- to generate a shift in short daily trips towards non-motorized transport modes; 

- to build a Local Support Group whose actions will be continued after the project 
finalisation and 

- to initiate a process of planning dedicated to non-motorised transport (including 
resources’ allocation), pursued in a sustainable manner and treated as a regular task of 
the local administration. 

 

Considering that in ACTIVE TRAVEL NETWORK  cities with similar problems and needs are 
involved, learning from their actions and experiences would help structure a consistent 
approach of Sebes’s mobility problems. The good practice examples and even the bad 
practice examples will help Sebes local administration to understand what should be done to 
support sustainable transport modes. Also it will be very helpful to understand how a 
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functional strategic mobility plan can be set up and implemented in a sustainable way. Last 
but not least, raising awareness among other public bodies, associations and inhabitants is 
another important topic to be addressed.  

Being the arena of major mobility conflicts, Sebes distinguishes as one of the best places to 
test European principles and recommendations in developing a sustainable urban transport 
system. Experience shared with other partners should concentrate on overcoming the 
barriers for adopting sustainable transport measures and projects. The variance generated 
by the presence of transit traffic opposite to the locals’ desire for an enjoyable and healthy 
life environment, favours Sebes town in providing local and national input concerning mobility 
issues in Romania. 

 

Focus of the partner city’s Local Action Plan and p lanned test implementation during 
the project 

Having in mind that Sebes is still a compact community, not spread in the territory and 
consequently, easy to be travelled on foot or by bike but not enough accessible and used as 
such, the activities and measures proposed will focus on redefining / rediscovering the 
town  so as to restore Sebes’s walkabe / cyclable dimension. 

One of the main preoccupations of Sebes local administration is to raise awareness  among 
young inhabitants’ about walking and cycling as daily modes of transport  and more 
important to generate a change in their behaviour  that ultimately will result in a daily habit 
for them. In the ACTIVE TRAVEL NETWORK  context, this might be translated in promoting 
a campaign whose aim is to create a pro-walking and cycling culture in scho ols  pursued 
also after the finalization of the project. 

Consequently, collaborating with the local schools, the Local Support Group will organize a 
campaign whose main subject will be walking and cycling as healthy and enjoyable modes of 
transport. Mainly two school categories are targeted: primary schools (pupils from 7 to 10) 
and high-schools (pupils from 14 to 18) to achieve the following activities:  

- training sessions emphasising walking and cycling benefits for mental and physical 
health; 

- a walking bus organized during project time with primary school pupils and  

- a walking/cycling audit together with high-school pupils. 

Also teachers and parents will be targeted and engaged in the activities carried on in 
schools. They will be approached during the parents-teachers meetings and their approval 
and support will be asked to perform the walking bus.  

Previous to this activity, consultations will be made with them and other local stakeholders to 
identify safe and enjoyable walking / cycling route s to school.  All these will be marked 
on a special designed map  distributed and posted in every school part of the Active Travel 
campaign. Also, once identified, these routes will be considered with priority for the 
rehabilitation, improvement and maintenance works engaged by the local authority. 

Another activity sustained by the Local Action Group in Sebes aims to invite the inhabitants 
to rediscover their town and its leisure facilities . This activity will address the larger 
public and the local shopkeepers.  

Prior to the pedestrianization of the town centre, shopkeepers will be approached both in this 
area and in the adjacent zones to identify their willingness to favour (through incentives or 
discounts) clients coming on foot or cycling. Local shopkeepers will be presented the benefits 
of walking and cycling for their businesses and for the town in general. If identified, these 
shops will be invited to be part of a “Walking and Cycling Friendly Shops Network”  
marked both through stickers or posters hanged on their shop-window and also on a special 
designed map . Also leisure and recreation facilities located insides and outside the town 
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perimeter, in the immediate vicinity, will be marked on the same map as part of the same 
network. The map will comprise as well information about shops, their retail, and the 
discounts they offer, etc. Dissemination activities will include project posters advertising the 
Walking and Cycling Friendly Shops Network Map displayed in the main public square and in 
key points of the town. 

A second step in this campaign will be to make the maps effective and determine the 
inhabitants to use them. In this respect a first example  will be set up by the local 
administration employees who will be invited to go to their work place or to do daily 
shopping activities on foot or by bike. This change in attitude and behaviour will be 
advertised in the local press / media and with the occasion of special festivals and events like 
Sebes’s days, Mobility Week or Earth Day.  

Then inhabitants will be addressed during the same events by offering them the special 
walking and cycling friendly shops network maps. In order to make these maps more 
convincing and effective also a brochure - presenting the benefits of walking and cycling for 
physical and mental health, case studies and local administration projects to improve walking 
and cycling conditions – will be distributed. 

Other measures in this campaign to support walking and cycling as leisure activities will be to 
set up and maintain a cycling route  and also, to install cycling parking facilities along it near 
important junctions and objectives. The proposed route will connect the town centre with the 
parks/forests and historical sites located outside the city perimeter. 

The two campaigns previously presented (one organized in schools and the other involving 
the local shopkeepers and addressing the general public) are not “hard” infrastructural 
measures since the ACTIVE TRAVEL NETWORK  is acting as a support for these projects. 
However, attaining successful results with these campaigns depends on hard infrastructural 
interventions like the traffic belt building and the pedestrianisation of the historical town 
centre. That is why in our proposal these campaigns are/should be seconded by small 
infrastructural improvements so as to introduce deeper structural and socio-cultural changes. 

Ultimately, these campaigns are meant to reveal new ways of dealing with certain local 
mobility problems and to determine in Sebes’s planning process the consideration and 
adoption (including resource) of an urban mobility plan comprising also sustainable transport 
modes. 

 

Local support group(s) 

The Local Support Group in Sebes has a core group  formed by:  
- representatives of the local administration (including the mayor, 1 or 2 councillors and 

public servants),  
The mayor; Mugurel Liviu Sarbu  
Councilor: Feneser Gheorghe (commission for agriculture and environment 
protection) 
Public servants: Simona Ekart (environment) 
Anca Stricat- (communication responsible)  

- representative of the Alba county administration concerned with these topic (1 
persons),  
Ms. Arch. Marginean - chief architect of the Alba County 

- representatives of primary schools (2 persons) and high-schools (1 person),  
school ,,Silviu Carpinisianu,Sebes- principal Rodica Groza  
school no.4, Sebes - principal Mihaltan Cornel  
Highschool “Lucian Blaga” - principal Moga Nicolae 

- representatives of local retail shopkeepers associations (2 persons) and  
- traffic and safety policemen carrying on activities within Sebes (2 persons). 

Sebes Municipality Police – Commander Rusu Ioan  
Comunitary Police Service –Chief direction Putan Nicolae  
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This group will deploy major activities to support and implement the two campaigns 
previously detailed.  

In the same time the Local Support Group activities will be sustained by other relevant 
stakeholders whose attendance at the group meetings depends upon the topics discussed 
and activities engaged during a certain period of time. They will be named “temporary LSG 
members ” and are as follows: 

- representatives of the Alba county transport authority concerned with urban transport  

- representatives of the Central Regional Development Agency (ADR Centru) 
concerned with sustainability or energy efficiency or (desirable) sustainable transport 
modes 

- representatives of the national Managing Authority 
Gabriel Friptu – General manager of the MA of the Ministry of Regional Development 
and Housing  
Costel Jitaru – councilor within the Ministry of Regional Development and Housing  

Roxana Racovita – councilor within the Ministry of Regional Development and 
Housing  

- local doctors or health professional or representatives of the Institute of Public Health, 
Alba county 
Family doctor Serbanescu Radu Vlad 

- representatives of the industrial businesses recently located in the town 
administrative area 
SC Kronospan Sebes SA – production manager 

SC Holzindustrie Schweighofer SRL- manager 

SC Alpin 57 Lux SRL –administrator 

- representatives of tourist business associations - Not identified yet 

- professional and technicians (urban mobility and transport experts, sociologies, urban 
planners, etc) 

- local NGOs representatives 
Gisas Association – president 
Association Independent Centre for Environment Protection, Sebes – president 
NGO Alba Verde – president 
Rotary Club – Sebes – president 

- local press / media 

The core Local Support Group will meet every two months in order to take common and 
coordinated measures and to inform each other about the implementation status. However, 
depending on the prepared or on going campaign the core LSG will be divided in 
subgroups  acting on a special activity. 

This will be the case for the campaign organized in schools where a subgroup  formed by: 
the local public servants, the representatives of schools, teachers, policemen, NGOs 
representatives and occasionally decision makers (the mayor or councillors) and/or health 
professionals / doctors will meet every month or very two weeks during the implementation of 
the walking bus (mainly during to two periods of time March – June and September – 
November). Within the subgroup the role of the public servants and the local decision makers 
will be to facilitate the whole process and to prepare the identified routes, the policemen will 
ensure their safety while, schools representatives, trained teachers or NGOs volunteers will 
be both disseminators and companions for the pupils in the walking bus. 
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Also another identified subgroup  is the one focusing on promoting walking and cycling to 
rediscover the town and as a daily healthy physical activity. This subgroup will be comprise 
public servants, local retail shopkeepers representatives, health professionals / doctors, local 
police representatives and occasionally decision makers (the mayor or councillors), and 
professional in urban planning and sustainable mobility. These subgroup meetings will take 
place every two weeks prior to the set up of the “Walking and Cycling Friendly Shops 
Network” and to the designing of the network and routes map. Then the meetings will take 
place before a major dissemination event addressed to the larger public (e.g. before the 
events organized for the Mobility Week). Within this subgroup shopkeepers and local 
administration representatives will play the major role but they will be supported by 
arguments given by the doctors and professionals. 

Finally a general assembly reuniting local, regional and national LSG members will take 
place twice a year. During these meetings presentations and information about the Local 
Action Plan progress and the achieved results will be given. Also, support and advice will be 
asked for further implementation of Active Travel and other local projects favouring 
sustainable urban mobility.  
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Radzionkow, Poland 
 
Name: Radzionkow, POLAND 
Altitude: 314 m 
Area: 13,26 km² 
Number of inhabitants: 16.900 inhabitants 

 
 

Radzionkow is a town in Southern Poland region of Silesia, near the Katowice borders on the 
Upper Silesian Metropolitan Union, located in the Silesian Highlands.  

It is situated in the Silesian Voivodeship since  1999, previously in Katowice Voivodeship, 
and before in the Autonomous Silesian Voivodeship. Radzionków is one of the towns with 
2,7 million conurbation - Katowice urban area and  a greater Silesian metropolitan area 
populated by about 5,294,000 people. The population of the town is 16,900 (31.12.2008).  
Thanks to the  interchange and urbanized area Radzionkow has very good  communications 
access to the rest of Poland. The municipality is marked by an adverse demographic 
situation. From year for the year the number of residents of Radzionków systematically is 
diminishing. The economy of the city is based on the small enterprise. Big work places aren't 
appearing here. 
 

What has been their experience of tackling the prob lem so far?  

Existing policies, projects implemented or strategi c plans: 

The main problems that Radzionkow Municipality faces are: 

·  lack of awareness for transport problems at all and a lack of acceptance of non-
motorised modes of transport to solve these problems 

·  lack of parking spaces and parking space management in the city centre 

·  poor signposting and communication system in the City districts  

·  lack of alternative transport to the north and south of he country 

·  lack of bicycle net  

·  weak access of recreational areas 

There are no real policies existing so far to tackle the transport problems of the city. So far 
only ad-hoc actions and measures have been planned and implemented. An overall transport 
or mobility plan is missing. The municipality is planning to build a new recreation area at the 
outskirts of the city which will include bicycle lanes and paths for pedestrians, the Provincial 
Park of the Culture and Rest including a public swimming pool and tennis courts. 
The city of Radzionkow is concentrating also on the modernization of roads and pavements 
so that it become more friendly for pedestrians and cyclists. The modernization consists in 
increasing the public space This action will allow to reduce using individual modes of 
transport. 

The municipality of Radzionkow organizes events for the local residence like "nordic walking" 
and "bikes action" every year.  
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Furthermore the city is also taking part in the “European Mobility Week” and the “European 
the Day Without Car”.  
 

Good practice examples as contribution to the proje ct 
There are no real good practise examples available  

Needs of the cities in relation to the project topic? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 

The project will help Radzionkow to understand what should be done  to support sustainable 
transport modes. The skill-sharing will enable us to reach the inhabitants, to encourage them 
for the change of habits and to reduce the number of cars in the city centre, promote 
modernization of roads and pavements in the city and to propagate a healthy lifestyle. 

·  Initiate a process of planning dedicated to non-motorised transport 
·  Change inhabitants and local stakeholders attitudes and perceptions about non-

motorized travel modes 
·  Encouraging inhabitants taking part in campaigns of the City for the active transport,  
·  Popularizing an active lifestyle amongst the society 
·  Creating bicycle new routes - infrastructure 
·  Improvement of the quality of roads, of pavements, 
·  Learning and skill-sharing with other cities participating in the project 
·  Improvement of the situation for leisure time activities such as creating paths, where 

people can calmly walk, to run and of roads enabling simple reaching these places – 
very much related to the nowly planned recreational area at the outskirts of the city 
mentioned above. 

·  Need to create the local support group, having under its care the realization of the 
idea of the project and spreading of project 

·  To open up to other partners experiences in order to acquire and share ideas, 
contents and actions  

·  To create a network of permanent trans-national partnerships for future cooperation  
·  To set up a Local Support Group whose actions will be continued after the project 

finalisation  
 

Focus of the partner city’s Local Action Plan and p lanned test implementation during 
the project 

The test implementation of parts of the Local Action Plan to strengthen the new knowledge 
will be either educational campaigns in schools about benefits of walking and cycling and on 
the other hand the participating at the European Mobility Week / Car Free Day by limiting 
cars use for more bicycles and walking walks.  

 

Local support group(s) 

o The ULSG will be steered by the local administration which will be represented by the 
mayor, Mr Gabriel Tobor, and the vice-mayor Mr Krzysztof Kula furthermore two 
councillors Mr. Piotr Tobor (transport, environment) and two public servants (working in 
these departments of the councillors), Mr Marcin Szczygiel and Ms Anna Wójcik will 
participate,  

o Mrs Karolina Kalaga (promotion of economic development of the Silesia - the 
Connection of Communes and Districts),  

o Marshal of the Silesia Province: Mr Bogus
aw � migielski 

o Road managing authority: Mr Henryk Badura 
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o Mr Marian Prodlik -  Director of Municipal Sports and Recreation Centre / Local NGO 
representative. 

o Mr. Jaros
aw Wro� ski-Chief of Department of the promotion, the culture and sport, 
redactor of "Kurier Radzionkowski 

Every interested person will be invited to belong to the local support group. The Group 
should meet every second month, or if necessary more often  

Objectives of the work of the LSG 

1. Help in explaining individual needs or anxieties of the partner (cities)  
2. Help in the identification (the mobilization and spreading amongst stakeholders) what 

can offer the project the city in the form of good practice, of existing tools, of visits in 
the field, of policies and other experience. Help in assuring that this knowledge is 
finding its reflection in the initial examination and in Local plan of action 

3. The help in spreading project results for the wider local audience and assuring that 
end users have the floor in decision making process  

4. To represent the project and to help encourage the political and institutional support 
which is necessary for it for a Local plan of action to cause the real change. 

 
1. Tasks for Local support groups: 
2. a Work on drawing a Local plan of action up,  
3. Of identification and/or checking contributions and results of the project so as studies 

of cases,  
3. Participation in the exchange through meetings and the on-line contact, 

4. Involvement in meetings and colleges established as part of project  
5. Monitoring the testing or piloting the recommendation through a Local plan of action, 
6. Representing the project and the lead of the lobbying in the objective of the changes,  
7. Organising meetings associated with internal trainings, distribution of results, 

guaranteeing the media service. 
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Serres, Greece 
 
Name: Serres, GREECE 
Altitude: 53 - 440 m 
Area: 253 km² 
Number of inhabitants: 56.100 inhabitants 

 
 

The Municipality of Serres is located in the Northern part of Greece and is the capital of the 
Prefecture of Serres. The municipal extent is 253 square km and the resident population 
according to the 2001 census is 56.145 people. Following the last administrative restructure, 
it comprises the city of Serres and three villages Eleonas, Eptamiloi and Oinoussa.  
Serres, since its complete destruction in 1913, has gradually become an admirable urban 
administrative and commercial centre with rich traditions, sports and cultural activities in arts 
and literature. Offices, shops, museums, theatres, libraries, cultural clubs, clubs and coffee 
shops make the city center live and vivid all time long. Many students live in Serres (aprox. 
10.000) due to the university and technical institutes which are situated in the outskirts of the 
city. 
Furthermore, Serres hosts a race circuit which covers up to 1.000 acres and its length is 
3.186 m. The racetrack of Serres is the only track in Greece and the Balkanian that is 
constructed according to the race and security measures of F.I.A in order to host up races up 
to Formula 3 level. Nearby the race circuit, there is the Traffic Education Park, covering an 
area of 7 km2. It includes a network of vehicle/bicycle roads & pedestrian paths with all 
necessary signs, a parking space, a lecture amphitheatre (open), a light-structured storage 
place of driving equipment (e.g. small cars/bikes) and, since 2006 offers traffic education 
lessons to school pupils. 

Serres is crossed over by three streams (Agion Anargiron, Agiou Georgiou and Agias 
Barbaras) and it has wonderful suburb green areas, such as the area of Agion Anargiron 
stream which has been developed as a pleasure site with traditional wooden bridges, a pond, 
rest areas and natural paths. Similarly, an environmental education park is situated at Agiou 
Georgiou stream in order to attract pupils, students and other visitors and sensitize them for 
the local flora. From the ruined castle that crowns the round wooded hill to the north of the 
city, visitors can enjoy the wonderful view. 
 

Since the decade of 1970, Serres presented intense reconstruction, especially in the city 
centre. Open spaces where replaced by huge blocks of flats and cars dominated streets .  
Many administrative (17% of the total), commercial (44% of the total) and recreation (13% of 
the total) activities have been developed in the extensive centre area. Furthermore, it is the 
place of many residences. As a result the city centre attracts workers and visitors constantly 
in the day. In addition, the ring road of the city can not serve effectually the circumferential 
traffic; so many drivers use the central road network. 

The nature of the road network (radial) results rather in the concentration of the traffic and 
congestion  than in deterrence of it. Combining with the mentality of Greeks who use their 
car even for short distances , the city faces intense traffic problems. There aren’t enough 
parking spaces  (only parallel to the pavements), so many drivers park in a double row, 
making the traffic congestion even more intense.  
The condition of the pavements  is rather insufficient. They have small width, they are 
occupied by shop stands and kiosks and they are not proper for persons with special needs. 
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There aren’t bike roads except at the green outskirts of the city and it is rather difficult and 
dangerous to use bike  in the center of the city. 
 

What has been their experience of tackling the prob lem so far?  

Following the Green Paper on Urban Mobility and its public consultation, the Greek Transport 
Ministry responded and proposed many measures. Among these measures, it proposed the 
promotion of alternative transport ways such as cycling but having as a prerequisite all the 
necessary infrastructure. Another measure is the promotion of green vehicles not only for the 
means of mass transport but also for personal use.  

The Operational Program of Central Macedonia 2007-2013 (funded by ERDF) gives high 
priority to sustainable urban growth and finances infrastructure projects in order to improve 
the urban characteristics of the city such as use of urban spaces, urban transport, traffic of 
pedestrians and vehicles. 

Municipality of Serres, trying to improve the quality of life in the city, assigned in the 
Thessaloniki University the development of studies in 1999, in order to upgrade completely 
the city. As a result, a large pedestrian network was proposed, covering the entire 
commercial and historical center, which could offer free, comfortable and safe access to all. 
Similarly, a cycling network was also proposed. 

After this, Municipality worked out circulatory studies, trying to solve the traffic problem and 
also to give space to people instead of cars. Many regulatory decisions were taken by the 
Municipal Council after extensive consultation with local key stakeholders. 

The strategy of Municipality concerning the non motorised transport policy had three axes: 

 
1. New Circulatory regulations 

As a result of traffic studies and extensive consultation, the Municipal Council of Serres 
approved the 721/2008 prescriptive decision which concerns circulatory regulations in the 
city. It gave emphasis on the extension of pedestrian network in the centre, urban 
reformations (e.g. extension of the width of pavements, green pathways), creation of cycling 
roads, creation of roundabouts and calming traffic roads. Using own, national and European 
funds, Municipality tries to implement all these new measures gradually. 
 

2. Creation of new parking spaces and promotion of new parking policy  

The same municipal decision forbids parking in the centre, approves the extension of 
controlling parking spaces (with fees) outside of the centre and the creation of three parking 
spaces in the outskirts of the city (in parallel with a “park and ride” system). The new parking 
policy is assisted by the freshly staffed Municipal Police (17 members).  
 
3. Re-organisation of urban transport 

New bus lines to connect more areas and re-planning of the bus routes were proposed in 
order the new public transport system to contribute to the decrease of car use and to 
promote the “park and ride” scheme. 
 

Unfortunately, there was not (and still, there is not)  an integrated (dissemination) strategy in 
order to inform and convince citizens and  the local stakeholders for the up coming 
infrastructure works and traffic changes and their necessity, therefore there were many 
reactions, frictions and complaints, especially from the side of shop owners. A Local Action 
Plan would exactly need to tackle this problem.  
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Existing policies, projects implemented or strategi c plans: 

The first circulatory study worked out in 1989 and the controlled parking system was 
introduced in the centre of the city in order to serve more cars during the day. The proposal 
for large parking areas out of the street was also introduced but they were not implemented. 
In 2000 (after the integrated study that the University of Thessaloniki did), the core of the 
center (historical, administrative, commercial and recreation) was unified through pedestrian 
roads. As a result, the centre was revamped and, furthermore, free and safe space  was 
attributed to the public. New traffic changes were introduced by implementing one way and 
calming (low speed limits) roads. Trying to put in action the philosophy of making the city 
more viable, many efforts were made to re-organize the parking policy , the supply system 
of the shops and the bus routes. Unfortunately, the efforts to create underground parking 
areas were unsuccessful due to their costs. In parallel, the starting line of buses was moved 
in the outskirts of the city and a parking space for long vehicles (trucks) was also constructed 
outside of the city. 

In the next years (2006 and on), both the pedestrian network in the centre and the 
controlled parking spaces  (parallel to street) are expanding gradually and at the same 
time, the Municipal Police was enforced by new trained staff . Special concern was given 
to road safety and new roundabouts are being constructed. Three large open parking spaces 
were approved (in two former army camps and in the long-vehicle parking space) but their 
promotion measures were occasional and insufficient. Lastly, the Municipality is about to sign 
contract with a contractor in order an underground parking space to be built (Public- Private 
Partnerships- PPPs) in the centre of the city.  

The participation of the Municipality in the project PIMMS  (Partner Initiatives for the 
development of Mobility Management Services) (funded by INTERREG IIIC) during the years 
2005-2007, was extremely helpful and educative. Politicians and technical staff had the 
opportunity to meet people from pioneer cities and exchange know-how regarding mobility 
management services. Thus, it was recognised that opponents will always be there, to every 
change and sustainable mobility measures were adopted. 

Unfortunately the impact of the implemented measures was not very obvious. Of course, the 
city centre became more accessible, open space was attributed to citizens and car accidents 
were slightly decreased. But the traffic problems and illegal parked cars still exist , the 
mass transport system is not quite reliable and the pedestrian network suffers from 
contradictable uses .  

 The most important barrier to overcome is the citizens’ attitude towards car use . Serres is 
a small city (diameter 2 km) and cycling and walking should be the most appropriate way of 
transport. On the contrary, people use their car even for small distances (300 m) and this 
excessive use causes traffic jams, parking problems, air pollution, noise pollution, safety 
issues (car accidents) and downgrading of city aesthetics. Often, the traffic behavior is 
aggressive and not respectful for the pedestrians or the cyclists. A recent example was the 
unsuccessful attempt to create new bicycle paths (using only signs and labeling or even with 
structure works). Drivers did not respect the paths and used to use t hem or park there .  

Another barrier is the complaints from the shop owners  about the impact of the isolation of 
the centre from the cars (“pedestrianization”, the controlled parking system and the 
conversion of two ways streets to one way streets). They argue that the consumption and 
their overall turnover will decrease since there will not be car access. As a result, the traffic 
studies were not implemented completely but brokenly. They were changed due to their 
pressures and according to their preferences. Politicians were not willing to sustain the 
political impact.  

The same reason (political costs) prohibits the suf ficient implementation  of the 
controlled parking spaces and the pedestrian function rules (e.g. types of allowable uses, 
supply hours for shops, passing hours for dwellers). Municipal police is trying its best but 
facilities of coffee-shops (tables, chairs, sunshades, etc) and other and illegal parked cars 
have dominated the open spaces in the pedestrian ne twork or sidewalks .  
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Of course, a serious problem that stands barrier to make the city viable is the lack of ample 
funding. There isn’t enough money to create parking spaces, to reform the sidewalks or to 
create bicycle paths. Recently, Municipality of Serres applied for a fund of 8.800.000 euros 
(from ERDF) for the implementation  
of "Integrated urban reformations of road axes" (infrastructure project) and another fund of 
400.000 euros (from the Transport Ministry) for the creation of new bicycle roads. A 
successful result will give the solution for the upgrading of the city icon.  

Lastly, there was not any mobility management, travel awareness or di ssemination 
strategy  (brochures, TV or radio spots, presentation of good practices from other cities). 
Additionally, when first reactions appeared, there were not many strong political efforts to 
defend the decisions. 
 

Good practice examples as contribution to the proje ct 

The problem with the traffic attitude of the citizens is well known and the Municipality of 
Serres invested in facilities and initiatives that could improve it in long term. Just outside the 
city limits, there are the Traffic Education Park and the Serres Race Circuit (SRC), where 
more than 1,500 people (pupils/adults) are being educated/trained in traffic education, road 
safety & safe-driving every year.  

Serres Race Circuit hosts every year 4 safe-driving courses organized by the Greek branch 
of the world wide well known, California Super-bike School (CSS) founded by 70’s & 80’s 
world Super-bike champion � eith Code. It offers high level facilities and attracts professional 
drivers/motorcyclists. There, adults enjoy road safety lessons. Furthermore, several 
organisations (Driving Schools, Car Magazines, Car & Bike Clubs) used SRS facilities to 
train their members (700 persons during last year). Even if this doesn’t belong to walking and 
cycling we could transfer knowhow regarding that to the partners. 

The Traffic Education Park in Serres (one of the 150 similar TEPs in Greece, funded by the 
Greek Ministry of Transport & Communications) is located near the Serres Race Circuit, 
covering an area of 7 km2. It includes a network of vehicle/bicycle roads & pedestrian paths 
with all necessary signs, a parking space, a lecture amphitheatre (open), a light-structured 
storage place of driving equipment (e.g. small cars/bikes). Serres municipality is being 
assisted by the local Health Office of the Regional Primary Education Department and has 
included Traffic Education courses (taking place in the TEP facilities) in the local Elementary 
schools education programs, educating annually 1,000 pupils (ages 7-12). This is something 
innovative for Greece. Since its operation in 2006, its activities have expanded. New 
partnerships were created with local stakeholders (kinder schools, local bus association, 
Serres prefecture) & national stakeholders (Institute of Road Safety PANOS MULONAS). 
Furthermore, Serres Municipality, as a partner of PIMMS -INTERREG IIIC-project had the 
chance to get familiar with the best EU practices such as "Mobility & Education", "Travel 
Awareness" & "Road Safety".  

Recently, Municipality of Serres has tendered a proposal under Cross Border Cooperation 
Programme GREECE- BULGARIA to transfer the know-how regarding the Road-Safety & 
Safe-Driving topics, to its town-twinning city Petrich, Bulgaria. The proposal also includes the 
set-up of constant Safe-Driving School, located in the Serres Race Circuit. The actions aim 
to improve the quality of the services provided to the trainees. Finally, this project will 
promote the establishment of Road-Safety & Safe-Driving consciousness to the local 
populations of the cross-border region through relative Public Awareness events (e.g. 
conferences in both countries), informative material (e.g. leaflets, CDs) & a fully interactive 
project’s Portal where people can find useful advices regarding the Road-Safety & Safe-
Driving topics. 

Even when the implementation of the parking space management system wasn’t that 
successful due to lack of enforcement the transfer of this system / concept which is quite 
innovative for Greece and for sure for partners of new member states should be taken into 
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account. Besides speed reduction parking space management is one of the most important 
accompanying measures to strengthen waking and cycling.  

Our municipality’s contribution could be the methods of traffic education of children and, in 
general the whole education programme (infrastructure, procedures, guidelines, booklets).    

Needs of the cities in relation to the project topi c? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 

According to the conclusions of one of the workshops (with the participation of all partners) 
which was organised through PIMMS project with the title “Suitable strategy and methods of 
induction of citizens in order to obtain right traffic behaviour” in Serres in March 2007, many 
measures were proposed such as (selection):  

 
�  Better Policing   
�  Awareness - sensitization of citizens  
�  Education - traffic education of children and adults  
�  Improvement of Public Transport, so as to be competitive alternative way of transport  

�  Promotion of cycling and walking in parallel with the improvement of infrastructures 
since is ideal city for the use of bicycle and walking (small distances, with small or 
gentle slopes in the bigger part of city).  

�  Participation of citizens during all the stages of implementation of various measures but also 

participation in the vision for the city. Relevant rules and legislation 

 
Especially for the awareness and the sensitization of citizens, multiple and constant 
information campaigns are necessary , using all available means: testing new behaviour 
actions, motivation campaigns, printed and digital material, Internet websites, mass media, 
group meetings, congresses and seminars with relative subjects, collaboration of institutions, 
participation in networks (Serres is a member of “Greek Cities Network for the viable mobility 
and the bicycle” and of the “Covenant of Mayors committed to urban sustainable energy”), 
exchange of good practices from other cities. 
Traffic education of children is considered as extr emely important . With the intervention 
in the character and in the personality of children, their mentality and attitude change in the 
right way, they become conscientious users of road network in the present (as pedestrians 
and passengers) and in the future (as pedestrians and drivers) and lastly, they can also 
influence their parents.  

The expectation to the project is to obtain knowledge of effective methods and practi ces 
to change traffic behavior , to strengthen public awareness and sensitization an d to 
promote non motorized modes of transport . We also want to obtain the capability to 
organize citizens’ groups and make them and local stakeholders more active and participant 
in the city’s vision.   

From what has been already described, it is obvious that our municipality’s vision includes 
the promotion of non motorized modes of transport, not only due to the recent economic 
crisis or energy saving global policies but due to its policy and efforts to make the city more 
viable and accessible to all.  

 

Focus of the partner city’s Local Action Plan and p lanned test implementation during 
the project 

Serres would like to involve all the stakeholders and citizens in the municipality’s policies 
concerning traffic regulations, re-organization and reformation of the city. Serres doesn’t 
want citizens to be against them, but wants them participant and assistant. By participating 
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them in the Local Action Plan for the promotion of non motorized modes of transport, the 
persons in charge of the authority are sure that it will be more effective and productive.  

Serres would like to reach the following objectives and implement according measures: 

a) Reduction of cars in the center  

Shop owners, bank staff, public body staff (municipality, prefecture, other public bodies are 
located in the centre), enterprise staff will be encouraged to walk, cycle or take the mass 
transport media to come to work. 

Visitors or tourists will also be encouraged to leave their car in one of the peripheral parking 
spaces and prefer the above mentioned modes of transport. 

b) co-operation with the local bus association in order to enact motives for citizens to use 
buses and especially focus on the catchment areas of bus stops by cycling / walking  

c) enrichment of the children traffic education program with new techniques and methods, 
co-operation with traffic education schools (for adults) to promote cycling and walking 

d) development of an integrated informative and motivation campaign which will include the 
presentation of new infrastructure works (pedestrian roads, cycling roads, roundabouts, 
etc), the benefits of cycling and walking, the environmental impact, the saving of 
resources, etc. and provides testing new behaviour activities.  

Actions from this last mentioned objective will be taken up for the test implementation within 
ACTIVE TRAVEL NETWORK. 

 

Local support group(s) 

 

Rather than one single ULSG Serres wants several subgroups that deal all with different 
policy formulation, planning and implementations. There are many stakeholders that will be 
involved. At the first attempt, which, of course, can change, the following subgroups will be 
set up: 
Measure a: Reduction of cars in the center 
 
Different Employees’ associations 
Employee Association of Municipal Workers (Katirtzoglou Eleutherios) 
Local Employee Association of Bank Workers (Apidopoulos Akis) 
Employee Association of Workers in Prefecture ( Fotaroudis Alekos) 
Employee Association of Workers in Commercial Chamber (Tziarea Elisa) 
Traffic Police (Local Department) (Tzoumailis Theologos 
Municipal Police (Mpairas Christos) 
Association of people with special needs (Papazoglou) 
Tourist offices (Konstantinidis Christosm) 
Commercial Chamber (Drogalas Aristidis) 
Local NGOs (Emmanouilidou Katerina)  
Bicycles’s salesmen (Lazaridis) 

Measure b: Co-operation with the local bus association in order to enact motives for citizens 
to use buses 
Local bus association (Kourtis Panagiotis) 
Shop owners ( Vagenas Nikolaos) 
Traffic education schools (Samaras Dimitrios) 
Association of walkers (Pisokas Vasilis) 
Association of cyclists (Gratsios  Alexandros) 
Municipal staff (Termentzidou Maria) 
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Measure c:  Enrichment of the children traffic education program with new techniques and 
methods, co-operation with traffic education schools (for adults) to promote cycling and 
walking 
 
Traffic education schools (Samaras Dimitrios) 
Municipal staff (Termentzidou Maria) 
Traffic Police (Local Department) (Tzoumailis Theologos) 
Primary Education Department (Theodoseli Katerina) 
Secondary Education Department (Euthimiadou Sofia) 
Serres Race Circuit (Sotiriadis Dimitris) 
Car and Bike Serres Club (Mikropoulos Theodoros) 
 
The ULSG will meet in accordance to the different tasks regularly between once a 
month and every three months. Capacity building sessions will be organised to raise 
the awareness of this group as well as to increase the empowerment.  
During the partners meeting in Serres the ULSG will be invited to participate at the 
projects own taylor-made training session together with the other partners. This also 
enables the ULSG to network with other partners and to exchange experience.  
If it isn’t possible to convince the MA to participate as active body in the ULSG the 
Managing Authority will be informed about the projects progress about twice a year.
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Riccione, Italy 
 
 
Name: Riccione, ITALY 
Altitude: 12  m 
Area: 17 km² 
Number of inhabitants: 35.000 inhabitants 

and  
150.000 during 
summer season 

 
 
The city of Riccione has 35.000 residents, that during the summer holidays become 150.000 
(in the seasonal peak), due the mass tourism characteristics of the place. The territory of the 
city covers 17,07 square kilometres, of which 1,85 on the hills, whilst 15,22 are flat. The 
public transport is managed by the provincial agency of mobility. There are 10 lines, one of 
them is a trolley-bus. There is a wide net of public parking for cars, of which approx. 1.000 
places are situated in covered structures. The bike infrastructure (reserved lanes) is formed 
by 25 kilometres.   
 

In Riccione, the main problem regarding the mobility is a high concentration of car traffic 
during some hours of the day and some periods of the year (overall in August, due to the 
massive presence of tourists). Consequently, the municipality is seriously committed to 
promoting softer and less polluting ways of transportation, overall cycling. To reach this goal, 
the municipality is willing to prepare an active mobility plan aimed at expanding the use of 
bicycle by residents and tourists through: 

- improve the existing bike infrastructure, by setting up an appropriate net (some lanes are 
currently not linked to the others); 

- set up appropriate signs posting, considering the tourist characteristics of the city; 

- improving the provision of services aimed at increasing the use of bicycle also by tourists 
during the summer period (bike sharing, free use of bicycles by the hotels etc.); 

- starting up of well-designed informative campaigns targeted to residents and tourists 
combined with a motivation campaign to use the bicycle.    

 

What has been their experience of tackling the prob lem so far?  

Existing policies, projects implemented or strategi c plans: 

Up to now, the following initiatives have been undertaken at municipal level: 

- a bike infrastructure (based on reserved lanes) has been established; 

- whilst intervening on existing roads, the introduction of cycling paths is pursued; 

- the promenade has been reserved to pedestrians and a cycling path has been set up; 

- the provision of bike sharing has been initiated. 

At national level, the State has introduced financial incentive to purchase bicycles by citizens 
(rapidly used and hence finished). The Ministry of Environment finances, through Calls for 
Proposals, projects aimed at reducing the air pollution in urban areas (including supports to 
cycling promotion). At regional level, the Emilia-Romagna Region has undertaken the 
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initiative “free air” since some years, which plans, amongst others, actions devoted to 
cycling.    

At local level, the main priorities for the future are: 
- raising awareness of young people on the use of bicycles; 
- incentives to hotels that promote the use of bicycles by tourists; 
- establishment of links between the existing bike lanes. 

 

The main measures already implemented are: 
- the creation of zones reserved for pedestrians (a new promenade, equipped with 

underground parking; some streets of the city centre); 
- establishment of new cycling lanes (25 km) 
- introduction of the bike sharing system (early stage)  
 

The measures undertaken until now didn’t end up with sufficiently good results. Citizens and 
tourists still use little the bicycle. There is no real survey data available, but an estimation 
could evaluate them at not more than 3-4 per cent. Nevertheless, the strong will of the 
municipality of Riccione to achieve a more sustainable mobility in the city has initiated to 
change the situation, and Riccione is now convincing also the surrounding towns towards 
new transports models paying more attention to cycling and walking. To overcome the 
cultural barriers (of non using the bicycle for every days trips), Riccione is committed to 
raising awareness through campaign: the most important of it is “Sciame di Biciclette” 
(Swarm of Bicycles), an ecological tour on bicycle organised by the Association ADS 
Bicifestival, within the regional campaign “Set the air free”. Sport associations, primary and 
secondary schools have taken part in the initiative (in 2010, it has been held on Sunday, the 
28th of March).   
 
 

Good practice examples as contribution to the project 
The most important good practices adopted in the city is the establishment of a network of 
bike hotels some years ago, open also in Autumn and Spring (and hence not only during the 
summer season). This network offers to the guests cycling activities, putting at disposal 
tutors, guides and equipments (bike parking in the hotels etc.).  

Furthermore the building of the car-free zones (new promenade, city centre) could be 
presented to the partners as well as bike infrastructure and the campaign “Swarm of 
Bicycles”.  
 

Needs of the cities in relation to the project topic? Reason for participation 
in ACTIVE TRAVEL NETWORK? Expected outputs. 
The economy of Riccione is fundamentally based on tourism. To win the hard national and 
international competition, Riccione must be more attractive via increasing its liveability and 
sustainability. Mobility is a key element of both, Therefore the main objectives of Riccione in 
ACTIVE TRAVEL NETWORK are: 
- To increase significantly the use of bicycle by residents, overall by young people; 
- To stimulate the use of bicycle by tourists 
- To learn from more advanced experiences of the partners 
- To find virtuous ways capable to stimulate the diffusion of cycling 
- To find appropriate ways of communication (=campaigns) to stimulate the use of cycling 
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Focus of the partner city’s Local Action Plan and planned test 
implementation during the project 
The three main results which are expected are: 

1) preparation of a city Active Mobility Plan (which design the completion of the bike 
infrastructure, signs posting etc.) in combination with the Green Zones Plan as main part of 
the Local Action Plan; 

2) to make citizens and tourist more aware of what has already been done (bike 
infrastructure etc.); 

3) to carry out awareness raising campaigns focused on cycling (advertising, educative 
campaigns, motivation actions, seminars involving families, schools managers, doctors etc..   

 

Local support group(s) 
Two local support groups will be set up: 

1) the first one will be formed by schools managers, teachers, parents and doctors. It will 
work on the issue of how active mobility could bring personal benefit to the people (in 
term of e.g. personal health) and local community (in term of pollution reduction, 
liveability of the city etc.). Students and young people as a whole will be the main target 
of this group. 

2) The second one will be formed by hoteliers. The main purpose of this group will be to 
involve as much as possible hotels in the provision of bicycles for their guests and 
making the hotels a promotional channel of more sustainable ways of mobility. 

 

These groups will be promoted and supported by the Municipality of Riccione (Department of 
Mobility & Infrastructure). They works will be supported by external facilitators (planners, 
consultants and NGOs).  

The groups will meet every second month to discuss the progress and to steer the process. 
The Managing Authority will be involved in the LSG activities twice a year.  
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Lugo, Spain 
 
Name: Lugo, SPAIN 
Altitude: 465  m 
Area: 9,8 km² 
Number of inhabitants: 97.000 inhabitants  

 
 

Galicia is an Autonomous Community on the North-West of Spain. It comprises four 
provinces: A Coruña, Lugo, Ourense and Pontevedra. Its boundaries are the Cantabric Sea 
on the North; Portugal on the South; the Atlantic on the West and the regions of Asturias and 
Castille-Leon on the East. Located in the geographical centre of the province of Lugo, the 
capital city of the province shares the same name. The Northern branch of the Highway into 
Galicia crosses the city. 

Lugo City is located near the Upper Miño River. It is a natural route of communication 
between the Galician coast and Castillia. Moreover, the local district of Lugo is one of the 
biggest in Galicia (332 square kilometres), in which almost one hundred thousand inhabitants 
live. Lugo was founded by the Romans fifteen years before our era, when it was called Lucus 
Augusti, and a wall that was constructed more than two thousand years ago still remains 
intact. 

Lugo today is a commercial capital and has a university campus that offers specialised 
services in Agrarian science (Veterinary, Forestry). Since the Faculty of Veterinary Science 
was created in the mid-eighties Lugo has become one of the main university cities in Galicia, 
only second to Santiago.  

The city of Lugo is in the interior of Galicia, in the north. It is part of the inner longitudinal 
corridor complies with Monforte de Lemos Orense and continues in Portugal. The main 
accesses are: 

- The highway A-6 in A Coruña circles still Ponferrada to Lugo Madrid. 
 N-VI in A Coruña, Lugo and continues through to Madrid Castilla. 

- The N-540 from Ourense, and its path has two outputs significant, the N-547 to N-640 
and Lalín Santiago and Pontevedra. 

- A N-634 which appears from the N-VI in the stretch to Coruña, runs to the coast and 
continues to Asturias. 

The road inside the city is the urban arterial network that supports the entire network 
functional mobility. The avenue of La Coruña, as a gateway to the city of the N-VI, which 
begins an axis longitudinal through the city of Lugo, meets Wall Round and since she spoke 
in two Street: Avenue and Avenue San Roque Ramon Ferreiro, output to N-VI to Madrid. 

The various rounds / ring roads that surround the city, as the Round of Argentina, Round 
Carme or Round Fontiñas, the city limits. Other extensions of the roads entering the city are 
the old road to Santiago, or the highway Madrid, entries in the N-540. The output of the 
Puente Romano near Álvaro Cunqueiro, na estrada old Santiago, Ourense in the output of 
the N-540, the average daily in both directions is put on the 14 757 vehicles, the estimated 
number of vehicles on weekdays is 80.3305. In the Wall Round 20 096 vehicles a day are 
counted, and continuing along Avenida de San Roque, 15 948. A high turnover rates in the 
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center of the city, involving noise disturbing environmental, pollution, fear of crime and 
degradation of the street and the city's public space 
 

The main problems associated with mobility in Lugo are the following: 

- The characteristics of the city, constrains the need to travel to other parts of the urban 
area.  

- Cyclists are not considered like other traffic members. 

- The primary mode of travel for daily entries for work in all municipalities bordering Lugo 
(= commuters) is by car. This behaviour does not meet the criteria for sustainable 
transport, however, the volume of vehicles is relatively small at the moment.  

- The city centre is rounded by the Roman Wall, and is a problem for the shop owners 
because of the lack of possibilities for cars to park. 

- Major traffic arteries get around the city without entering. Only in some cases the urban 
road has high IMD, especially in the longitudinal axis that organizes the city.  

- Lack of transport interchanges and non-coordination of train and bus service limit the 
possibilities on the road.  

- In communications with the cities of Galicia and the rest of Spain, the train has few 
alternatives, while bus is a better option, but in general the city does not have an efficient 
supply of public transport to the other Galician cities. The exception is the bus connection 
to Coruña, with which it has important ties.  

- The bus is not used as an alternative to private motor transport. The service is very poor 
regarding the frequencies, and is directed more at the Arela urban municipality not the 
city itself.  

- The main reason stated for choosing the car as the privileged means of transport is 
fundamentally comfort and convenience, and only minor the absence of alternatives. 

- Noise and pollution due to traffic. 
- Non motorised transport modes such as walking and cycling don’t play any major role in 

the planning so far although distances aren’t too long and the city centre inside the walls 
is mainly pedestrian zone. 

 

What has been their experience of tackling the prob lem so far?  

Existing policies, projects implemented or strategi c plans: 

In recent years a set of national policies, plans and strategies that form a framework for 
integrating sustainability criteria in transport have been discussed. In particular they are: 

·  The Strategy for Energy Saving and Efficiency in Spain 2004-2012. It includes measures 
and instruments to guarantee savings and energy efficiency in various sectors, including 
transport. As regards the transport sector, includes 3 sets of measures:  
- Measures of modal shift. 
- Measures for efficient use of means of transport.  
- Measures to improve energy efficiency of vehicles.  
Within the group of modal shift   actions is seen as one of the measures the 
implementation of Sustainable Urban Mobility Plans SUMP in cities over 100,000 
inhabitants and Transportation Plans for Companies with over 200 employees. The 
SUMP correspond to the Action Plan for Urban Transport as set up by the EU in 2009. 

·  The 2005-2007 Action Plan The main objectives of this Action Plan are:  

- Definition the steps and tools needed to launch the Strategy in each sector.  
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- Definition specific lines of responsibility and collaboration among agencies involved in 
its development, specifying budgets and associated public costs.  

- Planning the implementation of the measures, identifying priority actions and the pace 
of implementation.  

- Assessment of the associated energy savings, costs and CO2 emissions calculated for 
each measure and the entire plan as a whole. Sustainable Urban Mobility Plans and 
Business Travel Plans are two of which are urgent or priority set by the plan.  

·  National Allocation Plan for CO2 Emission Rights (2005-2007). It aims at reducing 
emissions of greenhouse gases with economic efficiency criteria. For this purpose, 
establishing a scheme for trading emissions affecting several sectors, transport is not 
included. However, it is considered essential in the coming years to transform the 
transport sector to achieve the targets set by Kyoto. The actions foreseen in the National 
Allocation Plan transport coincide with those of the Strategy and Efficiency Savings, but 
notes the need for complementary measures to achieve the objectives. Specifically, the 
plan speaks of promoting legislation that required the implementation of Urban Mobility 
Plans for cities over 100,000 inhabitants.  

·  Strategic Plan for Infrastructure and Transport. Establishing a framework for medium and 
long term to the transport system nationwide. It includes, among its objectives, 
sustainability criteria and compliance with international environmental commitments and, 
in particular the emissions of greenhouse gases. In line with the objectives of the EU, it 
aims to increase the modal share of less polluting ways to transport people and goods. 
Within urban and metropolitan areas is a priority the development of Sustainable Urban 
Mobility Plans.  

·  Network of Cities for Climate. Currently, more than 80 Spanish cities have signed 
commitments to joining the Network in order to establish the necessary changes in 
municipal policies to reduce emissions of greenhouse gases and reduce air pollution. 
From the first year, including the requirements of a second phase to belong to the 
network set to approve a Municipal Mobility Plan which included measures of mild traffic 
and restricting private car use is progressive, integrated public transport in new urban 
development and promote alternative means to motorists. 

 

The existing policies at the national level regarding non-motorized transport are 
nowadays summarized in the SPANISH STRATEGY FOR SUSTAINABLE MOBILITY.  
 
Regarding to non-motorized transport modes, this strategy aims to promote non-
motorized transport modes, giving relevance to urba n mobility and increasing 
opportunities for pedestrian and cycling as alterna tive transport modes  with very 
positive consequences on public health, home economics and the environment.  

·  Promote bike paths and pedestrian routes as non-motorized modes that promote the 
sustainability of cities, looking for connectivity between strategic points., Developing 
initiatives such as "safe school routes“, cycling and walking.  

·  Create priority areas of access and parking for those modes that allow vehicles to 
move to the background.  

·  Promote integrated systems for the use of bicycles as a mode of transport, 
encouraging, among others, public rental systems in cities.  

·  Condition of public spaces through the establishment of areas of coexistence and 
directions preferably non-motorized modes and removing barriers to non-motorized 
traffic.  
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·  Intermodality Improve cycling and public transport (Bike & Ride), put in place for this 
measures to carry the bike on the bus, tram, train, etc.  

 
The Sustainable Urban Mobility Plans seek to promote a set of actions to achieve more 
sustainable transport (walking, cycling and public transport), consistent with economic 
growth, thereby achieving a better quality of life for citizens and future generations.  
 

The content of sustainable urban mobility plans must conform to the criteria and guidelines 
established by the legislation on the subject. The sustainable urban mobility plans include at 
least: diagnosis of the situation, targets to be achieved, action to take, and funding 
mechanisms and investment program.  
 

Lugo has implemented measures related to increased sustainability of transport and mobility. 
Many of them are directly related to non-motorized transport, or because you favour or 
because they penalize private vehicle transport. These measures and actions are structured 
as follows:  

 
A. Fiscal, economic and regulatory issues.  

    - It has established a tax and a pricing system that reward public transport.  
     
B. Urban planning, land use and mobility.  

    - The new urban design plan for the city and its area which aims to influence the criteria to 
reduce motorized travel needs.  

    - Urban growth is planned with accessibility standards by non-motorized transport (walking 
and cycling) and public transport.  

C. Infrastructure for the car.  

    - The new urban plan avoids the indiscriminate creation or expansion of existing road 
capacity.  

D. Incentives for alternative transportation to the automobile.  

    - The Sustainable Mobility Plan includes plans to improve safety and convenience of 
pedestrian travel.  

    - The Sustainable Mobility Plan includes plans to promote cycling including bike paths 
networks  

E. Discouraging car use.  

    - The Sustainable Mobility Plan establishes measures to restrict the movement of cars in 
streets, neighbourhoods or throughout the city.  

F. Recovery of the street as living space.  

    - This traffic calming in certain areas with the introduction of rules and devices to reduce 
the speed of vehicles, creating such areas 30 km / h.  

- The rules of accessibility legislation in the road to facilitate movement of the entire 
population (including persons with disabilities) and abolish the so-called barriers.  

- Routine works are exploited on the streets to improve conditions for pedestrians, 
bicycles and public transport.  

 
G. Changes in eating habits and behaviors in mobility.  
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    - The plans are encouraging companies to encourage use of alternative transportation for 
workers and visitors to its sites, including the authorities that generate a significant 
volume of travel to their sites of work and customer service.  

    -  Plans are to be made to guide the mobility generated by the government to lower 
standards of environmental and social impact, both in relation to their workers and 
visitors to its facilities and offices.  

    -  New tools of information, dissemination and promotion of the new culture of mobility are 
to be developed, counter measures against incoming messages to the public from the 
automobile industry, etc. 

 

The measures relating to taxation, economy and legislation, as well as those related to 
planning, land use and mobility have a good level of implementation. As an example, they 
have increased the registration of vehicles with low CO2 emissions. 

With regard to incentives for alternative transport to the car, steps are being taken to the 
provisions of the Sustainable Mobility Plan. 
Most difficult is to discourage the use of private vehicles. While running the planned 
actions for the recovery of the street as living sp ace, especially with the introduction 
of areas 30 km / h, it is complicate to change habi ts and mobility behaviours of 
citizens. This is the biggest barrier to overcome a nd will be the core of the Local 
Action Plan. 
 

Good practice examples as contribution to the proje ct 

There are a number of good practices that have taken place in the city. The implementation 
of a public bicycle rental system, the extension of pedestrian streets, the establishment of 
safe routes to schools and various measures to improve pedestrian safety in the City are 
examples of good practices that have been taken as a result of the demand of citizens, and 
that will complement the actions developed under the ACTIVE TRAVEL NETWORK project. 
Some measures suggested by the Plan recently adopted Sustainable Mobility are in 
discussion, and plan to promote public transport, non-motorized transport and intermodality 
solutions between buses and bicycles. 
 

Needs of the cities in relation to the project topi c? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 

Needs 

Non-motorised modes of transport like walking and cycling could be an alternative for 
improving the quality of life in Lugo. At the same time Lugo benefits of valuable historic sites 
which could be used as a touristy resource to increase the local economy. From this 
perspective promoting a pleasant and safe environment for walking and cycling would for 
sure enhance town’s attractiveness and tourists’ flows. The development of a Local Action 
Plan on cycling and walking as part of an overall Sustainable Mobility Plan must be the factor 
to involve politicians, public institutions and interested citizens to reach those objectives. 

Expectations that the City Council of Lugo to the project are aimed at achieving the following 
objectives: 

- Changing peoples transport behaviour from car use towards walking and cycling 

- Increase the cyclist network and pedestrian routes in Lugo. 

- Increase the control of private car on historic City Center. 

- Design another urban structures to the streets  

- Control the levels of noise and air pollution, to increase the quality of life of citizens 



 75 

Focus of the partner city’s Local Action Plan and p lanned test implementation during 
the project 

The main objectives of the City of Lugo in the project are Active Travel Network: 

1. Promotion of studies and development of initiatives to improve non-motorized mobility 
and accessibility for citizens. 

2. Promotion of activities to describe the role of authorities, companies and individuals in 
achieving quality mobility. 

3. Identification of public resources devoted to mobility and accessibility in the city of Lugo. 

4. Dissemination of initiatives, good practice and developments undertaken by the City 
Council in this area.  

5. The promotion of exchange of experiences, studies and projects on mobility and 
accessibility in cities, both nationally and internationally. 

In relation to these objectives, the strategies to develop in the city of Lugo and related 
actions are: 

- Implementation of the safe school route in almost all municipal districts. 

- Increased number of annual road safety education sessions covering virtually 100% of 
the school population. 

- Provide information on sustainable transport modes, coordinating the promotion policies 
of the City of Lugo with the Administration and the various municipalities. 

- Carrying out actions to promote non-motorized transport use and disclosure of its 
benefits to all citizens. 

- Conduct training and outreach activities relating to mobility. 

Some of them will be implemented in a test phase during the ACTIVE TRAVEL NETWORK 
project.  

 

Local support group(s) 

The Local Action Group on Sustainable Mobility Plan contains a large number of 
representatives, but will create a special group for non-motorized transport, which consists 
of: 
- Local politicians like the Mayor of the City of Lugo ( José López Orozco),  
- the political head of mobility and transport ( José Rábade)  
- the political head environment (Lino González),  
- the Director of Sustainable Mobility Plan (Miguel Angel Negral). 

Representatives of the political parties,  
- Representatives of of Public Transport Operators,  
- Representatives of the public parking association,  
- Owners of private parking,  
- transportation business representative,  
- City logistics and freight transport representative,  
- Representing of the University of Santiago de Compostela,  
- Representative of Associations of disabled people,  
- Representative of the Federation of Neighbourhood Associations  
- Innkeepers Association  
- Representative of the Trade Federation,  
- Representatives of the Association of motorists,  
- Representative of cyclists,  
- Representative of the taxi drivers.  
- The local economy is represented by the Chamber of Commerce.  
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The regional departments of planning and the economy and innovation of the regional 
government of Galicia will be invited. Finally, the Federation of Municipalities and Provinces 
of Galicia, has been identified as a potential partner to be integrated into Local Support 
Group 

The local action group will hold a regular meeting once a month, and special meetings as 
often as necessary to discuss the actions and projects related to sustainable mobility and 
non-motorized transport. The meetings are convened by the Mayor, and be held at times 
when all their members to attend. Proposals made by the members of the group will be 
discussed and assess their feasibility from a technical point of view before giving approval. 

The success of the Local Action Group will depend on the degree to which citizens meet their 
objectives. To this end, since the initial stages, will develop a process of participation of 
concerned institutions, groups and associations of interest or affected by the measures of 
mobility and the general public. 
 
Citizen participation accompanies all stages of project development. It aims to reflect and 
exchange ideas on major conflicts of the non-motorized transport, in addition to know in 
detail the proposals suggested by the tissue mobility-related citizen. 

Various workshops will be carried out within the Local Support Group, to prevent recurrence 
in the topics, and stimulate meetings as possible and effective. With the workshops it is 
intended to contrast the actions of the project, getting the perception that the same people 
are involved. 

To facilitate the work of the Workshops, citizens may download an executive summary of the 
actions of the project, including at any time the main conclusions of the work done in each of 
the actions of the project. 

The workshops, together with the written contributions and suggestions will enable debug 
and modify the project materials. This will be the basic information about the Local Action 
Group to identify and make proposals and actions. 
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Ljutomer, Slovenia 
 
Name: Ljutomer, SLOVENIA 
Altitude: 105  m 
Area: 107 km² 
Number of inhabitants: 18.000 inhabitants 

(municipality and 
surroundings) 

Number of businesses 
 

561 

8 shopping centers, 2 city parks, sport and 
recreation centres 
Schools 1.400 students 
Regional Access 2railway stations 

10 km to highway 
Length of sidewalks and paths: 14,55 km 
Public areas (incl. parking): 16.359 m2 

 

 
Ljutomer is a small city of ca. 18.000 inhabitants in the north eastern part of Slovenia close to 
the Croatian Border. The next bigger city is Maribor, in ca. 40 km distance.  
Traffic jams in rush hours produce noise, air pollution, time losses and bad mood of the 
inhabitants. The reason is excessive use of cars for daily transport to work and to the 
shopping, bad traffic safety for the pedestrians also forces parents to drive their kids to 
kindergarten or schools by car. One of the reasons is also freight traffic through the city, 
either because of deliveries to and from the industry and commerce in the city, or due to 
avoid paying the highway fares. The next challenge to tackle is historical centre commerce 
and services shutdown, because the commercial centre moved in the industrial part of town 
at the outskirts. The reason is limited accessibility to the town’s historical centre with car. 
Traffic safety is important challenge, because it is the reason that a lot of potential 
pedestrians or cyclists still use cars. Bad non-motorized infrastructure challenge and also 
railway, that encircles the town, causing traffic jams… 
Walking and cycling is not seen as transport mean (only as leisure time activity). Pedestrians 
and cyclist are not considered as equal traffic members  
Closed city centre is a problem for the shop owners, they demand possibilities for cars to 
park. Lots of effort is done on car parks infrastructure forgetting in the same time about 
pedestrians and cyclist needs 
Pedestrians are endangered by poor infrastructure  
Public transport is not excellent  
Increased cost of energy 
 

What has been their experience of tackling the prob lem so far?  

Existing policies, projects implemented or strategi c plans: 

Traffic is governed by a municipality decree, passed in 2008. The decree defines public 
areas, parking zones, walking zones, cycle paths, one way streets and it also defines traffic 
restrictions and sanctions in public areas. On the national level we have legislation and a 
frame national spatial plan, which must be included in regional and local spatial planning. 
There is no special walking and cycling paths strategy, but there is a law, that all roads in the 
cities must be equipped with both. Since this is a new law, it is not yet so and 
implementations are lacking. 

The Municipality of Ljutomer decided to make a Environmental protection programme for the 
next year, which also includes a measure regarding sustainable mobility. This is not a 
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strategy yet, but anticipates a provision of a sustainable mobility plan - strategy for the city of 
Ljutomer until 2025. Everything else is in the Development programme of Ljutomer and Local 
spatial plan. 

The biggest problem of the city was that it is surrounded by railway. The main road through 
the city is crossed twice by railroad. This is causing big traffic problems during the rush hours 
and the inhabitants of the city are having trouble getting from one side of the city to another, 
even if it is a small city. The side streets are also very burdened and it was almost impossible 
to get on the main road from a side street. We had to weight alternatives between traffic 
lights crossings and roundabouts (circular crossings). The process was made solely by 
experts and good practice cases. 
So it was decided for roundabouts (circular crossings) - the improvement of traffic fluidness 
was seen immediately. Also the buildings and surroundings of the crossings were improved, 
pedestrian’s safety was improved. The traffic was measured by ministry of transport. 
 

Good practice examples as contribution to the proje ct 

No. Ljutomer will probably be more on the learning side.  

Needs of the cities in relation to the project topi c? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 

The project is very relevant, since the city approached to the Environmental protection 
program, which includes the objectives of this project. The EPP was NOT obligatory for the 
municipality and in the most cases, the municipalities lack the funds to commit to non 
obligatory environmental programs, so this is a clear intention of the city, to try to tackle the 
traffic and mobility problems with modern approaches, such as planned in ACTIVE TRAVEL 
NETWORK. For the implementation of Environmental protection program, more precise for 
measure 5: Sustainable mobility in the article 5.1. Programme of regulating traffic in 
Municipality of Ljutomer till 2025 the municipality needs a variety of planning and 
management tools as well as know how how raise awareness (stakeholder, politicians and 
end users) and how to change behaviour. These are: 

- Preparation of Municipality area management plan  
- Development of Sustainable mobility plan 
- City center reviving plan  
- Decisions for the best options for building of infrastructure (cycling and pedestrian 

paths trough the city) 
- Raising awareness of the population for use of non motorized transportation 

 

Focus of the partner city’s Local Action Plan and p lanned test implementation during 
the project 
Development of Sustainable mobility plan  

Stakeholder involvement (mayor, politicians, public institutions)  
Sector involvement (urban planers, economy, social, health…) 
Workshops – development faze 
Draft version of a sustainable mobility plan  
Public discussion  
Reaching a conclusion  

 
Presentation of Sustainable mobility plan  

Development of promotion plan for the execution of the mobility plan   
Public presentation  
Publish of a short version of the plan, for the local inhabitance  
Try out new behaviuor actions: Mobility week, diffe rent actions to raise 
awareness for walking and cycling in every day life  in the city center   
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Media involvement  
Local radio and TV 
Regional radio and TV 
Press conference   

Local support group(s) 

The local support groups are already setup by public call to the stakeholders and to 
interested citizens. The driving force of the local support groups is always the Cities Council 
for prevention, safety and education in traffic, which is already tackling the problems 
regarding safety and infrastructure problems. The first contact was already made, and they 
are already actively participating in the Local Support Group. Other members planned and 
partly already invited / integrated are experts in the field of traffic and transport on the 
municipality level (authorities) but also external ones (planners and consultants), members of 
NGOs from every sector regarding the project (environment, recreation, development), 
members from educational institutions, police…). 

They should meet six times a year and when necessary more often. They will work on the 
objectives as well as on the strategies of the Local Action Plan. Different measures will be 
suggested and prepared for discussion with the general public and with the media to reach a 
process that ends in an acceptable compromise. 

 
Cities  

·  Council for prevention, safety and  education in traffic: President Franc Slokan (male), 
Vice - Mayor of Ljutomer 

Experts in the field of traffic and transport on the municipality level: 
·  Andreja Tori�  (female), Department of spatial planning in Municipality Ljutomer 
·  Mitja Kolbl (male), Department for transport and infrastructure in Municipality Ljutomer 
·  NGO - development sector: Peter Beznec (male), Prlekija development agency 
·  NGO - environment sector: Pintari�  Bojan (male), City council member, president of 

Environment and spatial planning committee  
·  NGO - recreation sector: Mojca Makovec Halo�an (fe male), Centre for health and 

development Pomurje 
·  School representatives - diverse 
·  Police representatives - diverse 
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Norderstedt, Germany 
 
Name: Norderstedt, 

GERMANY 
Altitude: 36  m 
Area: 58,1 km² 
Number of inhabitants: 75.000 inhabitants  

 
 

Norderstedt is a young city, founded in 1970 by resolution of the Schleswig-Holstein state 
government as the merger of four communities: Friedrichsgabe, Garstedt, Glashütte and 
Harksheide. Today, roundabout 75.000 people live in the fifth largest city of the Federal State 
(“Bundesland”) Schleswig-Holstein. (www.norderstedt.de). Norderstedt is a city of 58,1 km² in 
a green environment and part of the booming area of the metropolitan region of Hamburg. 
With 35.000 jobs to offer it is economically strong with the result, that there are actually more 
incommuters than outcommuters. 

Due to the geographical situation there is a lot of traffic on the roads despite a regional train 
connection to the north and an underground line to Hamburg in the south. In addition to the 
inner-city-traffic there is transit traffic passing East to West reaching the motorway A 7 and 
North to South to the City of Hamburg. The modal split of Norderstedt therefore is as follows: 
cars 57 %, bikes 17%, walking 16 %, public transport 10%. The average number of trips per 
day is 3.9.  About 50 % of all trips are done within 6 km distance.  With actually 664 
motorized vehicles per 1000 inhabitants (some years ago the rate was 722) this figure shows 
the high grade of motorisation in Norderstedt. 

Increasing traffic: Both, the growth of the city and the large number of cars, causes a lot of 
traffic problems. The streets often show the image and capacity of the streets being built for 
the former small communities and their traffic needs. Motorised private traffic takes 57% of 
the modal split, public transport another 10% (in the year 2004). Due to the expected growth 
of Norderstedt traffic in general will rise for about another 25% until 2020. Experts do expect 
that the modal split will not be modified without new strategies especially to enforce the non-
motorized traffic. 

Noise problems: As one of the results of this situation the noise problems of Norderstedt are 
mainly caused by road traffic. More than 7% of Norderstedt’s population is health 
endangered by road traffic noise, more than 67% have to live without good sleeping 
conditions. 
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What has been their experience of tackling the prob lem so far?  

Existing policies, projects implemented or strategi c plans: 

The City of Norderstedt developed a Noise Action Plan (NAP) referring to the environmental 
noise directive (2002/49/EC). Norderstedt accepted it as one of the first cities in the 
European Union  in 2008 for a (part of a) metropolitan region. This plan qualifies the 
transport development plan of Norderstedt. In addition it is connected with an integrated 
urban development concept and a strategy to promote the bike traffic.  

City of short distances : One of the aims of Norderstedt’s urban development plan is to 
follow the idea of a city of short distances. This will help to reach the ambitious targets to 
change the modal split within a short time. 

Change of modal split: There are important potentials to strengthen the use of bicycles. Many 
of these potentials are wasted until now. Norderstedt as a mid-size city without hills offers 
good conditions for bicycle-traffic. The noise action plan “Norderstedt - Worth living” claims to 
lower the use of cars to 51% until 2013, while the use of bikes shall rise from 17% to 22% 
within the next years. To reach this aim, numerous measures of the noise action plan must 
be realized especially to develop the infrastructure for cycling and to motivate people to use 
the bicycle more as a means of transport for everyday trips. 

One of the most important objectives in the last decades has been to develop a so called 
“Green Guidance System”. This means a linkage-system of parks, open spaces and green 
corridors which is spread all over the city and allows recreation and leisure in a green and 
quite environment as well as a non-motorized mobility - independent and in addition to the 
cycling routes alongside of streets. The NAP claims to strengthen highly frequented parts of 
the “Green Guidance System” as “quiet connections”. 

In the last years the quality of existing bicycle routes and the number of new ones have been 
improved. First approaches for better signage and marketing of bicycle routes are realised. 
However, to develop an attractive infrastructure and to change behaviour in favour of bike 
traffic is a process which will take a lot of time. 

Norderstedt takes part in the European car free day on September 22nd every year from the 
very beginning in the year 2000. This event, initiated by the European Commission, has 
expanded in the last years in Norderstedt. The conception of this event is to offer some ideas 
for the people living and working in Norderstedt how attractive a non-motorized mobility and 
car-free streets can be; the good experiences should influence the further evolution of traffic 
and urban development and there are first hopeful indications that these hopes come true. 

In the last years the city focused much on the development of public transport, especially the 
extension of the underground line to Hamburg with 2 additional tube-stations. In combination 
with this the bus service in the city could have been improved with the result of an increase 
of nearly 40 % of users (within the period of 1999 to 2007).  Because of this success further 
progress in this field of transport planning will be hard to reach in the next future. While there 
was no well developed push and pull strategy in the past to deal explicitly with the motorised 
individual transport politics meanwhile has changed their agenda. Since then major road 
proposals have been cancelled: the political majority no longer wants a link to the motorway 
in combination with a 7 km long ring road crossing the landscape and green belt in the west 
of the city. Therefore all alternative mobility concepts are now under pressure to solve the 
problem of rising traffic within the existing road system. This background - together with the 
limited potentials of the public transport - shows the urgency and necessity of pushing cycling 
and walking to change the modal split significantly. The NAP can and will only be the first 
step on this way. 
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Good practice examples as contribution to the proje ct 

Norderstedt’s Noise Action Plan is the first one in Europe regarding to the EC directive 
2002/49/EC. It is a model project well worth to be disseminated. This is the reason why there 
has been a lot of interest in the process, especially in the participation of the public in the 
planning process, and the results – not only in Germany but also in other countries like 
Denmark, Great Britain, The Netherlands, Poland and Hungary. In the context of a twinning 
project with Turkey Norderstedt could teach the Turkish administration in participation of the 
public. 

This process is still ongoing. The administration has to implement the numerous measures of 
the noise action plan until 2013. Realised up to now are for instance 

�  preliminary talks to establish a car sharing system in Norderstedt, 

�  the upgrading of several bus shelters, which is a continuous business to keep the public 
transport in an attractive state, 

�  the establishment of a new bus line and of longer operation times at night of the subway 
to Norderstedt 

�  the signage of recreational routes for bike traffic within the city area, 

�  the construction of two new bicycle routes, 

�  a deficit analysis of parking areas for bikes 

�  preliminary talks and first planning steps to build up a first bicycle station in the centre of 
Norderstedt, 

�  the publication of a new brochure „Unterwegs mit dem Rad“ (i.e. “on the way with the 
bike”), which shows 46 km of bicycle routes within Norderstedt and which achieved such 
a big success, that a 2nd edition must be printed within months. 

The public who was involved in the planning process has been organised in the ILN (Initiative 
Lärmminderung Norderstedt) and accompanies the further steps of implementation of the 
Noise Action Plan. 

For the period 2013-2018 Norderstedt has to elaborate a new Noise Action Plan and will 
continue to invite the public to participate in the next planning process as well as to reduce 
the noise problem mainly caused by road traffic. 

Besides this Norderstedt could provide opportunities / ideas to strengthen and develop the 
net of attractive routes for pedestrians and cyclists. 
 

Needs of the cities in relation to the project topi c? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 

Norderstedt claims to be “one idea ahead” (as the city slogan says). To make this motto 
become true it is important to find out, what is new, what do others do (and how do they do 
it), and where are new opportunities which can be successful for the own intention. 

Hence Norderstedt is interested in getting part of a network to learn from others and their 
experiences as well as to offer our own practise and experience (as we already did and do 
by various presentations, publications and contests). 

The intended European wide ACTIVE TRAVEL NETWORK will cause a strong promotion to 
support the implementation of a non-motorized transport in the future. One of the reasons for 
Norderstedt’s ambitious and continuous outcome in various fields of sustainable 
development is the external interest and many awards for our work. Being part of an 
international network benefits in this way. 

It is well known that attitude change is the most important and most diff icult task  in this 
field of transport planning. To be successful in the long run we have to give new incentives 
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all the time. In this context reporting about good practise in other partner cities can help just 
as all measures not being considered yet, which can lead to a change of behaviour and to 
reduce all the barriers to keep people from cycling (e.g. campaigns, events, bike-
infrastructure, etc.). 

Focus of the partner city’s Local Action Plan and p lanned test implementation during 
the project 

Norderstedt has a good starting position for the ACTIVE TRAVEL NETWORK in general and 
the Local Action Plan in particular. The Noise Action Plan with a strong focus on pedestrian, 
bicycle and public transport passed the council in 2008. First measures are realised in the 
meantime as shown above. In addition, Norderstedt has a long tradition in climate protection, 
what is provided by more than 30 awards for our activities. 

Based on these first steps Norderstedt will use as many opportunities as possible to 
strengthen non-motorized transport and to initiate a turnaround in traffic policy in the direction 
of an environmentally acceptable handling of traffic. Due to the specific conditions in 
Norderstedt it has been the secret of many successful projects to follow an opportunity 
orientated strategy. Therefore Norderstedt will be active in the following sectors and will try to 
realise as many projects of these as possible: 

�  a conception for a pedestrian friendly traffic infrastructure, taking into account the specific 
needs of handicapped persons 

�  the development and promotion of a programme for a bicycle friendly city of Norderstedt 

�  a signposting conception for bicycle routes in the city 

�  a concept for “mobility stations” – that means: infrastructure for connecting pedestrian, 
bicycle and public transport, if possible also car sharing – at some strategically important 
location within the municipal area 

�  a communication campaign to introduce the “mobility stations” in Norderstedt 

�  the planning of a bike route apart of streets as a prolongation of a highly frequented and 
very popular so called “quiet route” 

�  concept and marketing for a new thematic loop route for pedestrians and cyclists (as a 
follow-up / supplement of the “loop route of sounds”) 

�  marketing for non-motorized traffic in Norderstedt 

�  concept and marketing for another car free day in Norderstedt to promote the benefits of 
non-motorized traffic 

�  the participation of the public in the planning for the follow-up of the Noise Action Plan 
concerning the period 2013 - 2018 

All of these elements have to be planned in the first place. In a second step depending on 
the concrete results of the planning related measures shall be realised promptly. 

 

Local support group(s) 

The Local Support Group must be able to realize all the measures of the noise action plan 
(NAP), which will be a challenging job with a lot of further planning processes, public support 
and awareness rising campaigns. The targets of the NAP have to be implemented in time, 
what is at this time of the young process anything but self-evident. 

Therefore the Local Support Group should include all responsible actors in the city-
administration as well as in the ILN (Initiative Lärmminderung Norderstedt), a NGO as part of 
the general public being involved in working out the noise action plan. Furthermore there are 
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new chances in the cooperation with neighbouring communes which should be utilised. This 
leads to a constitution of the Local Support Group like this for the beginning: 

�  Mr. Herbert Brüning (head of environmental department, responsible for NAP strategy) 
�  Mrs. Anne Ganter (responsible for NAP work out, coordination and realisation) 
�  Mr. Andreas Freude (responsible for NAP realisation) 
�  Mrs. Werner (responsible for NAP realisation) 
�  Mr. Olaf Nischik (responsible for bike infrastructure) 
�  Mrs. Katja Becziczka (responsible for landscape routes) 
�  Mr. Karlheinz Deventer (responsible for urban development planning, transport 

development planning and public transport strategy) 
�  Mrs. Claudia Takla-Zehrfeld (responsible for the integrated urban development concept) 
�  Mrs. Zacher (responsible for landscape planning) 
�  Mr. Hädicke-Schories (international police association / traffic police)  
�  Mr. Hans Jeenicke (member of ILN as part of the public being envolved in the NAP) 
�  Mr. Rainer Feldmann (ILN) 
�  Mr. Erich Schroeder (ILN) 
�  N.N. (project group walking routes Alsterland) 

The LSG will meet once a month, according to requirements even more frequently. This will 
be an efficient procedure as our experiences during the public participation in preparation of 
the noise action plan had shown. 

Depending on other planning and realisation ideas the LSG will be completed by other 
persons / institutions and separated into several smaller working groups for specific jobs. 
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Skanderborg, Denmark 
 
Name: Skanderborg, 

Denmark 
Altitude: 170  m 
Area: 143,2 km² 
Number of inhabitants: 58.000 inhabitants  

 
 
The municipality has about 58.000 inhabitants and consists of several urban areas and areas 
with farm land, woods etc. 
The centre of the city of Skanderborg is situated 25 km from the centre of Aarhus, which is 
the second largest city in Denmark. Furthermore there are two medium sized cities within a 
range of less than 35 km. This gives a lot of commuting and need for travel, which results in 
problems with many cars on the roads in the rush hours. 
 
Especially in the urban areas the infrastructure for pedestrians and cyclists are quite good. 
There are some bike paths within the urban areas. 
Many people are using their cars when they go to work in the municipality, when they bring 
their children to the kindergarten, school etc. or when they go shopping. 
The traffic of Skanderborg contributes with 50% of the CO2 emissions from the municipality. 
 
Many Danes suffers from overweight and health problems because of a combination of bad 
diet / nutrition and too little physical activity. The inhabitants of Skanderborg are no 
exception. 
Norwegian and Danish reports indicate that it is possible to increase the life span and the life 
quality (QALY) and a dramatic decrease in health expenditure if you can make a physical 
inactive person being just medium active (compare with WHO recommendations and HEPA 
guidelines – Health Enhancing Physical Activities).  

Denmark is a “bicycle country”, but the share of bikers has decreased over the last 20 years. 
The number of cars per 1000 inhabitants has increased with more than 25% in the same 
period. Only in the cities, which have been focused on this issue, there has been an increase 
in the number of cyclists. 

 

What has been their experience of tackling the problem so far?  

Existing policies, projects implemented or strategic plans: 
 
General Transport policy – what is available, what has been done: 
• Effective infrastructure and a well functioning public traffic. 
• Good lanes and paths for cyclists and pedestrians between residential areas and 

open landscapes. 
• Exciting adventure paths in the nature for citizens and tourists for leisure time 

activities.  
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• The municipality of Skanderborg has put a lot of effort in to reducing the heavy traffic 
load in and around the municipality, and Skanderborg wants to continue reducing the 
volume of minimizing traffic in and around the city.  

 
Bicycle Traffic in the municipality of Skanderborg 
Traffic congestion on the roads has increased dramatically in Skanderborg municipality. This 
is also a problem when it comes to traffic safety, health and climate; hence the municipal 
development and strategy plan 2007-2030 has as an objective to minimize traffic.  
Transportation stands for approx. 50% of the municipalities CO2 emissions. So when it 
comes to CO2 reductions there is great potential in promoting the bicycle as means of 
transportation which will then reduce the proportion of cars. 
 
Existing plans and strategies which supports the project: 
The municipality of Skanderborg’s existing plans provide the strategic and planning 
framework for the development of Skanderborg Bicycle Municipality. 
 
In the strategy for Skanderborg municipality for the period 2007-2030 the municipality has  
established the objective to continue the ongoing expansion and improvement of local bike 
tracks with a focus on road safety to and from school and in leisure time. Simultaneously, 
Skanderborg municipality has in connection with the planning of bike paths followed up an 
initiatives to create the best conditions for a healthy everyday life. They have done this by 
ensuring good paths between residential areas and the open landscapes and exciting trails 
for citizens and tourists in recreation areas. It is also an objective that Skanderborg 
municipality in both, urban and rural areas will work specifically with the accessibility of the 
municipality's weakest, the children, the elderly and the disabled. 
 
Action plan for climate and sustainability  
The strategic plans for the municipality of Skanderborg are followed by an action plan for 
environment and sustainability. This plan was adopted by City Council in April 2008. In the 
Action Plan for Climate and sustainability sustainable transport is a priority.  
 
Municipal  
In the Municipal Plan 2009 Skanderborg municipality has declared to be a long-term target 
that traffic safety must be enhanced in particular school roads and for cyclists and 
pedestrians in the cities centre, but also paths which ensure easy access from homes to 
schools, recreational facilities, nature, public transport and business. 
 
The guidelines for road safety the infrastructure includes all roads to be constructed, so 
everyone can move safely and confidently. 
 
Road Safety Plan  
The goal of Road Safety Plan for Skanderborg Municipality:  

·  To reduce the number of fatalities and injuries by 40% by year 2012 based on the 
average of the recorded incidents happened in the years 2004, 2005 and 2006.  

·  All road users must be able to move safely and confidently in traffic  
·  Speed limits are to be met.  
·  Improvements in traffic safety must be developed in collaboration with citizens  

The Road Safety Plan primarily has two areas which are relevant to the bike plan:  
- Focus on cyclists and moped riders  
- Campaigns and education (information), including campaigns targeting children  
 

Plan of action 
• Building more bicycle paths  
• Establish recessed stop line for motorists crossing  
• Campaigns for "good bike / moped" behaviours  
• Offering all 5th classes cyclist training courses 
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A project which is taking place at of the schools has the objective to try and reduce the 
numbers of parents which are delivering their children at the school by car by 90 % 
 
Many private companies and public institutions are part of the annual campaign: “Bike to 
work”, which last for a month. Last year in May 552 participants biked almost 40.000 km. 
 
Skanderborg has a lot of fine nature, which many – also tourists - takes pleasure in visiting. 
Skanderborg participates in a project of creating an electronic “experience map” for cyclists 
and pesestrians. This is going on in collaboration with local stakeholders and the Forests and 
Nature Agency under the Danish Ministry of the Environment. 
 
 

Good practice examples as contribution to the proje ct 

Skanderborg has large experience with citizens participation process that could be brought 
into the network, e.g. 

A Local “vision group”, brainstorming resulting in 700 ideas, meeting with 300 participants, 
youth conference with 1000 youngsters, 4 town discussion groups and 25 village discussion 
groups. Regarding the traffic safety plan the citizens were able to mark their routes into the 
GIS and comment on dangerous spots. These data have been used for the traffic safety plan 
(2008). 
 

Skanderborg partners have a good knowledge of health related issues and could bring in: 

• Physical activities influence on health: 

• Dramatic decrease in health expenditure (400.000 Euro) if you can move a person from 
being physical inactive to being medium active.  

• More quality-adjusted life years (QALY) 

• Know how on campaigns of getting more people bicycling: 

 
·  Skanderborg participates in the annual campaign for getting more children to bike to the 

school instead of being driven by car by their parents (“All children are biking”). 
·  Annual campaign: “Bike to work”, which last for a month. 

 

Needs of the cities in relation to the project topi c? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 
Skanderborg has an Agenda 21 strategy and a plan for actions to be taken to improve 
climate and sustainability. A part of this plan is to achieve that more people walk and bicycle 
instead of using cars with the following purposes: 
·  Slow down or even stop the increase of car traffic for the benefit of both those who use 

cars and those who choose to walk or cycle, maybe in combination with public 
transportation. 

·  More safe traffic. 
·  Better environment: less pollution, including less CO2 emission. 
·  Make it easier and safer for the citizens and tourists to get good experiences of our fine 

nature. 
 
Because such a project has many facets, we believe, that we will get the best outcome in the 
participation in the ATN in a cooperation between the  
·  The municipal planning department (which also works with energy and CO2 issues). 
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·  The road planning department 
·  The health department 
All three departments have agreed on this. 

 

Focus of the partner city’s Local Action Plan and p lanned test implementation during 
the project 

Skanderborg would like to focus on the following: 
• Coherent system of lanes and paths for cyclists and pedestrians 
• Good condition of this system 
• Bike & Ride solutions: Good facilities for cyclists by train stations, bus stops and 

bigger firms 
• Get more people use the facilities.  

 

Local support group(s) 

Three different groups have been bene established: 

1.  A working group whose job it is to plan, organize and carry out what has been decided 

Members are representatives from  
·  Department of Strategic planning and development: Susanne Skaarup 
·  Roads administration: Lone Larson 
·  Department of Health: Hans Jorgen Bitsch 

Meetings: 

Every 2 month, more often in the beginning of the project 

 

2.  A monitoring group whose job it is to brainstorm on new ideas and to give feed back. Also 
the purpose of this group is to secure the commitment from the different stakeholders and at 
the same time to have the talk about the project. 

Members: 

The 3 members of the above mentioned working group and  

Representatives from 
·  The tourist office, Marianne Purup  
·  Police, Jens Pedersen  
·  Schools, Anne Grete Nydam  
·  Danish Cyclist Association, DCF, Walther Knudsen  
·  Bicycle salesmen, Lars Andersson  
·  Regional bus company (Midttrafik), Lis Pedersen  
·  National train company, DSB, Mogens Christensen  
·  Regional train company, Arriva, Jens Thousgaard  
·  Other stakeholders depending on the topics 

The need for subgroups will be discussed by the monitoring group  

Meetings are to be held: 

2 meetings with half a year interval  

 

3. A steering committee whose job it is to make decisions of superior significance: 

Members: 
·  2 politicians with special interest in the topic, Claus Leick, Frank W. Damgaard 
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·  The head of the Department of Strategic planning and development, Bente Hornbæk  
·  The head of Roads administration, Niels Christian Mikkelsen  
·  The head of Department of Health, Dorte Mørkbak  
 

The members of working group will be participating in the meeting 

Meetings are to be held: 2 meetings with half a year interval. These meetings are held one 
month after the meetings in the monitoring group. 
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Novara, Italy 
 
Name: Novara, ITALY 
Altitude: 162  m 
Area: 103  km² 
Number of inhabitants: 100.000 inhabitants  

 
 
Novara is a medium-size town of about 100,000 inhabitants, located in Piedmont – in 
Northern Italy, half-way between Milan and Turin. The municipality area is about 103 sqkm. 
The city is situated in the western area of the Po Valley, in a plain between Sesia and Ticino 
rivers. It is a roman foundation town with an important role in the Middle Ages and 
Renaissance.  
Novara is nowadays the second town of Piedmont, an important agricultural, trade and 
industrial centre. Its main industries are food processing and chemical industries.  
In the last 15 years Novara has been going through economic and productive dynamics.  
Such changes have made it necessary to plan an urban renewal and overcome the 
traditional idea of the town and the surrounding area . 
As a matter of fact, important and fast evolving infrastructural changes have taken place both 
in the surroundings and in the town centre: Novara is in fact located at the very crossing of 
the TEN Corridor V and Corridor XXIV, at about 30 Km from Malpensa Airport, the main hub 
of Northern Italy. 
The presence of a stretch of the TEN high-speed railway Barcelona-Kiev, the enhancement 
of the Genoa–Rotterdam railway, the proximity to Malpensa International Airport, and to Rho-
Pero 2015 Expo Area, led to transformations on the territory and on the regional scenario. 
Thanks to its strategic location within the infrastructural organization of the whole North-West 
of Italy, Novara is considered the primary junction within the network of connections in 
Piedmont. 
 
The new infrastructural system has shown the weakness of the old developing process which 
generated criticality and low quality of public areas in town and in the suburbs. 
 
Threats to the territory, linked with the new and fast development, may lead to upsetting 
physical and functional features of the territory, in particular:  

- overgrowth of infrastructural works; 
- soil consumption; 
- sprawl; 
- depletion of natural and rural resources; 
- loss of identity of rural areas. 

 
In addition the problems caused by the old railway line cutting Novara into several parts 
made it clear that innovative solutions were needed. 
The town was therefore suffering from air and noise pollution due to the extensive car use. 
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The situation of mobility in town caused poor life quality that is to say: 
- noise and pollution due to traffic;  
- traffic congestion in the city centre resulting in building decay 
- overcrowded parking areas near and in the city centre and low quality of 

life for residents. 
 
During last 15 years, the Municipality of Novara has managed several experiences regarding 
“complex programs” and cooperation activities in urban planning. 
In particular, the following major projects have been managed by Novara referring to regional 
and to Ministerial programs (Ministry of Infrastructure) in partnership and cooperation with 
private and public stakeholders: 

-  PRiU, Program for Urban Regeneration (1996-1999) 
-  PRUSST, Program for Urban Sustainable Redevelopment (1999-2002) 
-  Contratti di Quartiere II e III (District Contracts II and III) referred to Social Housing 

and urban regeneration (2004-06; 2009) 
-  PTI,  Integrated Territorial Program (2008 - 2013)  

 
Within Community initiatives, the Municipality of Novara has experimented: 

-  LIFE III Environment – The Green Ray of Novara - (2002-2005) 
-  INTERREG III C – PROGRESDEC – Urban Regeneration Network (2004-06). 
-  INTERREG IIIB MEDOCC – EXTRAMET – The rural space on the context of new 

metropolisation. 
-  INTERREG IIIB MEDOCC – TERRES D’EAU – In partnership with Chamber of 

Commerce of Novara . 

-  Urban challenge in Europe – First Exhibition of European Town Planning. 
 
 

What has been their experience of tackling the prob lem so far?  

Existing policies, projects implemented or strategi c plans: 
Because of the mentioned drawbacks the local government looked for solutions to reduce 
the use of cars within town area. In the past years a campaign was promoted to make the 
citizens aware of the necessary steps to be  taken.  
Specific measures were carried out to increase the appeal of transport alternatives by 
creating a ‘active mobility’ system. This would involve provision of low-pollution transport, 
safe and protected routes for cyclists and pedestrians, new bus timetables and the revision 
of urban traffic  planning tools. 
While the main projects included significant actions to enhance parks and gardens, the Town  
Plan included also a project for a greenbelt  putting to advantage the surrounding 
countryside. 
 
A very crucial moment in the process of renewing and improving the town was the 
participation in the European Demonstration Project LIFE Environment III.  
The Program LIFE financed projects of demonstration which include innovative and 
integrated methods for environment improvement. These projects could be considered “best 
practices” to be reproduced in other European towns  
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The Town Council of Novara submitted in October 2001 a project focused on active mobility 
to improve environmental conditions and urban lifestyle. The project was selected in August 
2002 and financed by the European Community for realization, starting in December 2002 
and finishing in December 2005. 
The project Green Ray - Raggio Verde (acronym RA-VE), was carried out thanks to the 
useful cooperation between public and private sectors. 
 
The ”Green Ray” identified  a selected testing area in the southern area of the town where 
the slow traffic system would  be carried out. This system was expected to cope with traffic 
jams in the urban area and in the suburbs and to change life habits 
Part of the financial support came from national resources devoted to  change the 
infrastructural system of the town, part from local resources and part from LIFE resources. 

Moreover, the plan encouraged a great involvement of the citizens about the environmental 
issue. Hence the idea of assuring the widest and clearest information about all the initiatives 
promoted in the plan, to make it well known  and, above all, to make the philosophy behind it 
really popular. 
 
The RAVE project aimed at cooperation between private and public organisations to create a 
complete and integrated local active mobility system in town. This was to be enhanced by a 
strategy to reduce car use and pollution in the selected area. 
The main aim of the project was the local experimentation of strategies and models to be 
reproduced in other areas of the same town or somewhere else, provided the urban features 
are similar. 
First an area was chosen (the southern radial axis of the town), then an integrated system of 
active mobility was planned and realised  to reduce traffic congestion in town starting from 
the suburbs.  
 
The project has been carried out through: 

- the adoption of a coordinated program to reduce the use of vehicles (for 
example parking lots near bus stops and new bus timetables); 

- the creation of a complete and integrated local system of active mobility 
(for example protected paths for school children, cycle paths, low pollution 
buses);  

- the improvement of collection and sorting of household waste (through the 
door to door system at the users’ and the creation of “eco-points” in the 
territory.)  

- research, analysis, and evaluation verifying the reductions of noise and air 
pollution and the responses of the citizens to the experimentation and to 
the new appeal of RA VE area 

 
Citizens were taught about a new environment friendly quality of life through territorial 
marketing.  
The strength of the plan was to be found in the coherence between planning  strategies and 
citizens involving strategies suggested by the Urban European programmes.  
Each action was advertised and people were informed about what was going on so as to 
give suggestions. Citizens were informed about protected tracks near schools, facilities for 
residents, districts and shopkeepers. 
The aim was to enhance  the use of public green spaces and public transport and to reduce 
the town’s ecological impact. 
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In the RAVE area the actions of the project have brought to:  

- the construction of 5 km of protected paths, 25 km of new cycle paths and 
of two new parking lots;  

- the purchase of six methane buses, with an increase of the stops along 
the “ray” and the extension of the electric shuttle buses to the train station  

- waiting time displays at bus stops;  
- six new traffic lights giving priority to public transport;  
- fulfilment of the Regional Plan regulations for waste management  

 
Three steps were taken to improve and enhance active mobility in town: 

- new design for  the southern radial axis of the town (the Green Ray via 
Monte San Gabriele from town centre to the suburban district) 

- an inner cycle track ring around the town centre with road markings and 
road posts 

- an outer greenway through rural areas around the town 

 
The RAVE system succeeded in increasing the efficiency of the public transport system and 
reducing pollution. 
Furthermore, the initiatives have increased safety and security of pedestrians and cyclists 
and have generally improved the quality of life of residents. 
 
A  technical result of the project has been the innovative evaluation method of urban tools 
created by the partner university (Università del Piemonte Orientale).  
This method was based on an environmental evaluation, which could estimate the 
sustainable development of any new initiative or plan.  
 
The analysis has considered the town as a system where many subjects - citizens, 
institutions, businesses, – interact. A series of indicators has been defined to measure the 
sustainability level of town-planning initiatives.  
Key indicators include: cohesion of social networks; local integration of the system; 
enhancement of resources; and the protection of bio-diversity. 
The method therefore provided a multidimensional analysis to base town planning on, 
considering urban development from the environmental, economic, social and cultural points 
of view.  
The project also succeeded in achieving a coherent and integrated urban intervention 
with a high level of citizen involvement . This, together with a high level of coordination 
between the different actions, produced results that improved the environment and 
responded to citizens’ needs. 
 
Other actions that Novara has implemented in the last years in Urban Mobility 
and Public Transport: 
 

- implementation of limited traffic zone and 30km/h Zone 
- implementation of road network safety;  
- new cycle lanes and protected home-to-school paths;  
- network implementation linking existing tracks; 
- dedicated lanes for public transport; 
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- purchase of methane and electrical buses; 
- purchase of electrical bicycles for civil servant offices; 
- call service implementation for public transport; 
- bike sharing service; 
- implementation of “intelligent” traffic-lights; 

 
 

Good practice examples as contribution to the proje ct 
The RAVE LIFE III project has generated a Good Practices guide: in general terms an 
experience is transformed in Good Practices when it faces efficiently a specific issue within 
policies and general guidelines in order to improve a system for people involved. 
 

Needs of the cities in relation to the project topi c? Reason for participation in ACTIVE 
TRAVEL NETWORK? Expected outputs. 
The City of Novara is willing to work out a Local Action Plan with strategies and measures for 
a sustainable non-motorised transport carrying on with already experimented strategies. 

To comply with ongoing and past experiences and mainly with RAVE LIFE III Project, the 
municipality of Novara means to support actions strengthening active mobility policies in 
specific areas of urban transformation and renewal. This policy aims to join urban traffic tools 
to urban planning and design focused on active mobility.  
 
Taking part in the ATN for Novara means:   

- to open up to other partners' experiences in order to acquire and share 
ideas, contents and actions, 

- to share expertise both in planning and administrative actions 
- to test and evaluate choices and actions already performed in past project 
- to disseminate solutions and good practice 
- to create a network of steady transnational partnerships for future 

cooperation  

The specific potential contribution within ATN may be the definition of urban design models 
and layouts of active travel mobility to be reproduced and transferred in future planning of 
urban areas 

 

Focus of the partner city’s Local Action Plan and p lanned test implementation during 
the project 

Since the town is facing great urban renewal actions, the introduction of active mobility 
policies within planning design represents a strategic action to improve the environmental 
quality of the town. In this way we mean to capitalize past experiences and to strengthen 
ongoing actions of urban traffic tools   

The Local Action Plan of the Municipality of Novara will be focused on urban programming 
and planning actions and campaigns concerning active mobility. Urban renewal and 
development are being carried out to enhance and confirm the new role of the town in North 
West Italy. In this stage it is therefore crucial to introduce active mobility policies and actions 
such as new pedestrian and cycle paths joining the town centre and the renewed suburban 
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areas, new satellite parking lots near the town centre, green areas and systems within the 
new residential areas. 

Novara Local Action Plan is therefore to introduce in the new urban plans actions of active 
mobility meant as experimental issues and good practices for other areas in town: in 
particular ATN Action Plan will be applied to the urban plan called Contratti di Quartiere III to 
be developed in the next 2 years in the North East area of the town partially funded by 
Regione Piemonte. Therefore a campaign for use of walking / cycling as test implementation 
will be carried which includes one of the new structured areas.  

 

Local support group(s) 

 

We set up a local support group with: 

 
- the Municipality of Novara as approving authority for urban design: in particular the 

department “Servizio Pianificazione Programmazione Urbanistica e Territoriale, 
Riqualificazione Urbana, Marketing Territoriale” represented by arch. Paola Vallaro, 
(Town Planning manager) and “Servizio Mobilità” dott. Paolo Cortese, Traffic Police 
manager 

- Institutions and private subjects involved in the programme such as A.T.C. “Agenzia 
Territoriale Per la Casa” (Social Housing Dept.) represented by arch. Umberto Maria 
Luoni, Project manager 

- representatives of citizens living in the involved areas such as “Circoscrizione Nord-Est 
S.Andrea - S.Rocco” Ferrara Giuseppe, District Council  President 

- NGO and associations interested in slow mobility and social issues such as “Amici della 
Bici –Novara” Salvatore Lanzarotta, President; ACI “Automobile Club Italia – Novara” 
Dr.ssa Eleonora Vairano, Department Director 

 
The Local Support Group will have meeting every three months; a restricted and more 
operating Group (ATN, Municipality, ATC and Neighborhood Council ) will meet every month 
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University of Graz 
The University of Graz isn’t a partner like the City partners but has two other main tasks 
within the project: 

·  Transfer of know how and project findings to the academic world and to future 
transport and land use professionals 

·  Development of training contents, methodologies and training and education 
materials.  

Therefore the University is not described in the form like all other partners above with 
problem description etc.  

The Institute of Geography and Regional Science pursues in research and teaching further 
education a continuous integrative approach. It responds flexibly to new requirements and is 
innovative itself in developing new fields of research. In particular the institute addresses to 
Human Geography such as demography and mobility, Spatial-, Regional- and Environmental 
research, Physical Geography and Geographic Technologies. The institute concentrates on 
connecting local and regional competences both according to international relevant interests 
of research and interdisciplinary co-operation on national and international level. 
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Synthesis  

 
 
What was an idea at the very beginning of the project has shown clearly during the phase 1. 
Transport is the main communal problems within the partner cities. All partner cities 
analysed their situation  based upon a methodology presented and agreed at the kick off 
meeting. The site visits of the Lead Expert  brought valuable insight and detailed 
information of the situation of each visited city. Furthermore it gave the opportunity to meet 
members of the Local Support Groups  to discuss the problems and possible and planned 
approaches of ACTIVE TRAVEL NETWORK so that everybody clearly understands what we 
plan to do and that a coherent project  could have been designed.  
 
The topic of enhancing walking and cycling (the so called active transport modes) as strategy 
to tackle transport problems in all partner cities has been defined as appropriate by all 
partners.  
All cities  

- lack of an appropriate integrated cycle / walking policies 
- have a high potential of short car trips which could easily be shifted towards walking 

and cycling 
- don’t had a working group / support group dealing with this topic before the start of 

phase 1 of ACTIVE TRAVEL NETWORK 
-  

Since there is already a lot of know how and knowledge regarding infrastructure and 
infrastructure planning available (within the cities but also as materials such as handbooks 
etc.) but each city lacks of know how and knowledge regarding  

- appropriate push & pull strategies (to enhance desired behaviour while at the same 
time avoid un-desired behaviour) 

- raising awareness  
- marketing,  
- changing the people’s thinking (especially stakeholders) and behaviour (citizens),  
- organisation of non-motorised transport,  
- combining walking and cycling with public transport and of course  
- education and training   

the approach for the ACTIVE TRAVEL NETWORK project which has been chosen is 
MOBILITY MANAGEMENT and TRAVEL AWARENESS.  
 
Both, Mobility Management & Travel Awareness as such and cycling and walking as means 
of transport play a crucial role in the European policies and st rategies  for tackling 
problems of urban transport. The State-of-the Art report in this baseline study shows clearly 
the strategically ideas behind it. Also the several good and best practise examples all over 
Europe proof that these policies do not only exist on paper but have already been 
successfully implemented . The EC has already funded projects  in the field of AVTIVE 
TRAVEL NETWORK that will be taken as basis for a further development and for setting up 
the Local Action Plans in the partner cities.  
Among these projects the following ones should be mentioned: 

·  BYPAD: This SAVE project developed a Bicycle Policy Audit scheme that is 
implemented already in more than 100 cities all over Europe. This scheme will be 
improved within ACTIVE TRAVEL NETWORK by adding the pedestrian part.  

·  MAX-SUCCESS: The biggest mobility management and travel awareness research 
project ever funded by the EC under FP 6 (completed in 2009). It provides a series of 
tools (e.g regarding design, monitoring and evaluation of campaigns).   
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·  The RAVE – the Green Ray of Novara - project (funded within LIFE) aimed at 
cooperation between private and public organisations to create a complete and 
integrated local active mobility system in town.  

·  The INTERREG Alpine Space Project VIANOVA – Healthy Mobility and Intelligent 
Intermodality In Alpine Areas proofed that Mobility Management approaches to 
enhance cycling and walking are appropriate for smaller and medium sized cities.  

Furthermore the two EU-(co)funded information platforms / websites ELTIS and EPOMM 
provide hundreds of good practise examples that are a valuable contribution to AVTIVE 
TRAVEL NETWORK 

·  ELTIS: European Local Transport Information Service: www.eltis.org 
·  EPOMM: European Platform on Mobility Management www.epomm.eu 

 

 
 
Picture: The BYPAD Approach which will be enriched with walking within the ACTIVE 
TRAVEL NETWORK project to get an Active Travel Audit.  
 
 
To guarantee European Added Value  ATN has been set up in such a way that local action 
plans and it’s test implementations require a constant exchange process amongst partners. 
This exchange of best practice but also of barriers and how to overcome them will result in 
extended capacity building, supported by the joint training sessions during the lifetime of the 
project. Partners’ readiness to learn from each other will make their applications more 
effective. This experience will result in numerous case study examples that can be utilised all 
over Europe. Such information sharing cannot be achieved in isolated local , regional or 
national projects. Furthermore the cultural differences across Europe (which is often why a 
pure transfer of good practise examples from one country to another isn’t successful) will be 
highlighted. Based upon the findings from the MAX project (FP6 finalised 2009) these 
cultural dimensions will be tackled – which is only possible in an European project . 
Visibility of EU funded actions is of inherent value to the proposed activities, enabling it to 
reach a much broader target group. This will be achieved through collaboration with other 
complementary initiatives  in the same thematic network and by closely linking the project 
to the network and know how transfer activities of EU-funded initiatives like ELTIS 
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Motivation and baseline – objectives and approaches  
 
Why designing a project like ACTIVE TRAVEL NETWORK? 
·  Transport is the most frequent mentioned problem in municipalities and cities in Europe 
·  There are thousands of small and medium sized cities and municipalities in Europe that 

have to solve their transport problems. Based upon the distances walking and cycling are 
appropriate and acceptable solutions (see EU Urban Action Plan, published in 2009 and 
other Policy Papers) 

·  The project combines different topics such as transport, environmental protection (CO2, 
noise, energy consumption etc.), health and social exclusion 

·  Walking and cycling are the most cost-efficient means of transport. No big infrastructure 
costs occur (compared with building of roads, public transport or parking spaces).  

·  Walking and cycling can be done by almost everybody, by all citizen groups, even by 
social deprived groups. No special skills or vehicles are needed (besides a bicycle).  

·  Mobility management and travel awareness is an approach that cheap and easy to be  
implemented  and could lead to big impacts  

 
Very promising for the project is the different initial situation, so to say the various 
motivations and reasons of partners to tackle the same problems ( = the overwhelming car 
traffic in their cities) and to participate in the project. The objectives and the approaches meet 
the requirements of very different cities and are therefore a good added value for other 
European cities and municipalities who face similar problems:  
 
The baseline situation of the German City of Norderstedt  e.g. is the Noise Action Plan (the 
first one in Europe meeting the environmental noise directive (2002/49/EC) that includes 
cycling and walking as strategy to reduce the negative impacts of car traffic.  
In the Danish City of Skanderborg  the Health department is the driving force as the Danish 
realised that lack of physical exercise will lead to severe health problems in the near future / 
of the next generation which will have much bigger impacts on the financing of public health 
in the future. For them the strengthening of walking and cycling as a contribution to transfer 
physical activity into every day’s routine of the citizens is a convincing cross-topic-approach. 
The positive impact of this approach on the transport system of the city, on the environment 
and on the quality of life is a welcomed side effect.  
The Greek City of Serres  has its motivation based upon the fight against problems with 
limited space (e.g. parking or congestion). Since a lot of functions are concentrated in the city 
centre and at the same time the development of the city shows a diminution of public space 
and recreational areas such as parks and green areas due to land use planning policies in 
the last decades and also due to The Greek mentality to use the car even for shortest trips 
and to park wherever a small place is available (no matter if dedicated for parking or not) is 
even tightening the problem.  
The Romanian City of Sebes  and the Polish city of Radzionkow  are both quite small cities 
which face a very similar situation. In these cities, similar to hundreds of other ones in the 
New Member States, the car is playing a very dominant role regarding the social status. To 
have a car and to use a car increases the status of a person. While on the other side the use 
of bicycles and walking is seen as behind the times. This effects on a behaviour that even 
shortest trips are being done by car even when the parking search activity takes longer than 
the trip itself (and very often also longer than the trip done by bike). Accompanied is this 
“unhealthy” development by a lack of awareness regarding the negative impacts of extensive 
car use and a lack of push factors that usually regulate car use such as e.g. parking space 
management (time limited paid parking and enforcement).  
The Italian City of Riccione  bases its activities on the problem to be solved during the 
touristic season due to a multiplication of (car) traffic on streets that were never planned for a 
car use of a population (and guests) that increases by about 5 times in summer. Since the 
economy of Riccione is fundamentally based on tourismand there is a hard national and 
international competition, Riccione must be more attractive via increasing its liveability and 
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sustainability. This is the starting point to deal with cycling and walking as means of 
transport. 
For the Austrian City of Weiz  environmental problems are one of the driving forces. For 
years the city already failed to meet the targets of the EU legislation regarding emissions, 
e.g. the PM10 limits. Since the car traffic is one of the main sources of PM10 emissions and 
since the failure of the limits will end up in a legal dispute with the EC the city needs to define 
policies and set up an action plan to reduce the car use. The frame conditions are quite good 
when taking into account the short distances that people driver their cars there and since the 
available infrastructure could be assessed as good for starting with motivation campaigns to 
change transport behaviour.  
In the Slovenian City of Ljutomer  walking and cycling isn’t considered as equal modes of 
transport. Policies are completely lacking and when planning only infrastructure for car traffic 
is implemented. Financial support is mainly given to the building of roads. This ends up in a 
excessive car use which results in an immense safety problem for sustainable modes of 
transport, especially the most vulnerable groups like pedestrians and cyclists. The vicious 
cycle of more and more car use started. An accessory symptom of this vicious cycle is the 
lack of space in the city centre combined with bad access which leads to a transfer of 
shopping facilities from the centre to the outskirts of the city which are only accessible by car. 
The city administration has identified this problematic development and wants to start now a 
change of policy with the help of ACTIVE TRAVEL NETWORK. 
Lugo in Spain  is an old Roman settlement with a strong and attractive city wall. The city is a 
UNESCO world cultural heritage and touristic attraction. Although the historical centre within 
the city walls is mainly car free and pedestrianised parts of the local economy (shop keepers, 
restaurants etc.) are still unhappy as they think that an access by car would increase their 
business (which is common for the whole of Europe). Since the car use is very comfortable in 
Lugo and the use of alternatives isn’t advertised (neither regarding advantages for the public 
space nor personal benefits) a lot of awareness raising is necessary to change this situation.  
Novara in Italy  looks back to very successful previous projects like the LIFE III project RAVE 
which already prepared the ground for walking and cycling as means of transport. Now in a 
further step and having as objective the urban renewal in this stage it is crucial to introduce 
active mobility policies and actions such as new pedestrian and cycle paths joining the town 
centre and the renewed suburban areas, new satellite parking lots near the town centre, 
green areas and systems within the new residential areas and motivate people to change 
their behaviour. 
 
In times of economic crises  all partner cities will face the problem of limited budget  for 
transport solutions as well as all citizens will feel the raising costs for energy . The sooner 
cities and citizens are prepared for this new situation the better they will deal with it. The 
same is valid for the trend of an aging population  in all European countries which will end in 
complete different needs. To keep the transport system in operation the frame conditions 
must be prepared already now so that access for everybody (not only car drivers)  is 
guaranteed. Regarding infrastructure cycling and walking are low cost modes of 
transport  compared with car traffic or public transport while their potential is enormous . 
Even when decreasing regarding the share the non motorised modes of transport (cycling 
and walking) still have a share of 30-50% in all partners cities (and in all similar cities in 
Europe) which never is reflective when having a look at the importance in transport / city 
planning or in the budget spent for these active travel modes.  
 



 101 

 
 
Picture: Different initial situations and approaches leading to one goal – enhancing cycling 
and walking as a means of transport in cities.  
 
 

Methodology and basic ideas 
 
Some strategically ideas that have been considered when designing the methodologies for 
the project should be mentioned here: 
1.) To “pick the low hanging fruits first” is a clever approach that provides the best “value for 

money” results. If limited budget is a major frame condition than the cost-benefit ratio has 
to be taken more into account than anything else.  

2.) Lead Expert, thematic experts and consultants (external expertise) won’t attend to 
provide only technical knowledge but will provide know how to motivate the LSG to 
develop own capacities. The main aim here is Help for Self-Help to guarantee a long 
lasting / permanent duration of the process far beyond the lifetime of the ACTIVE 
TRAVEL NETWORK project. 

3.) Partnership and Dialogue reduces the thread of non- acceptance of suggested / planned 
measures. This is very important especially for a transport project as ACTIVE TRAVEL 
NETWORK where the change of behaviour of end users but also stakeholders / decision 
makers is the main aim.  

4.) To provide appropriate infrastructure and / or safe travel situation is a basic when 
enhancing cycling and walking. But it is not a guarantee that people will do what one 
wants them to do only just because of the existence of e.g. cycle paths. It is also 
necessary to provide the necessary information, to raise awareness (on the problem itself 
but also on the fact that own behaviour is part of the problem). Only when these pre-
conditions are given the third component could and will be successful – the incentives 
and / or the possibilities to test new behaviour. These test options must be taylor-made 
for each target group to be successful.  

5.) Discuss the chicken-egg question: is it necessary to have a perfect infrastructure for 
cycling available before one can start to emphasis cycling as means of transport (with the 
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risk that this would take a long time, financial resources are limited and politicians might 
loose their enthusiasm for the topic once nobody uses the available network if it exists 
only in separate short paths) or wouldn’t it be better to start with motivating of the 
(potential) users to cycle to give point on the request of the requirements of cyclists, so 
that the infrastructure will be a result of real (and not anticipated) demand of users. 

6.) There is almost no chance to convince die-hard car drivers to shift towards cycling or 
walking. So why spend all the efforts for this target group while others are much easier to 
be “changed”. 

7.) To concentrate on easy to shift but regular trips (e.g. shift from car to cycling the home to 
shopping with a length of up to 2 km) is much better than trying to change commuter’s 
behaviour when there is no attractive alternative to the car.  

 
 

The „easy to go approach“ (homeopathic) 
• Motivation and Help for Self-Help 
• Partnership and Dialoge 
• Test offers for new behaviour – individual and tailor-made 
• Possible trips (for short changes of behaviour) 

 

 
Picture: Three types of campaigns that overlap each others in some parts and that will be 
focussed in the project.  

Testing  
New Behaviour 

Awareness 

Information 
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Structure of the project 
ACTIVE TRAVEL NETWORK is structured into 7 work packages. The largest WP is WP 4 
Development of an Action Plan, in which partners will set up a plan including strategies and 
activities in their various cities. The other WPs are organised around WP4 to guarantee well structured 
and efficient work, to maximise capacity building, and to ensure quality and effective dissemination as 
well as precise documentation and evaluation. 

 

WP 1: Management 
The management WP is vital to the project as it will deal with internal project steering and 
coordination, plus communication with the EU / URBACT secretary and other related projects, 
networks and associations.   
 
Leader of WP Weiz 
Involved partners All partners 
Main output Project documentations / reports 

Financial forms 
 

WP 2: Quality Assurance & Evaluation 
Quality assurance will ensure that project activities are carried out according to the project plan, and 
on time. It will also check the quality of deliverables. Monitoring and evaluation guidelines will be 
produced in order to measure the effectiveness of the project against objectives and the process.   
 
Leader of WP Weiz 
Involved partners All partners 
Main output Monitoring and evaluation guidelines 
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WP 3: Active Travel Audit 
This WP is subdivided into three subtasks. WP3 task 1: Development of the audit based on 
existing methods, WP3 task 2: Carry out the audit and WP3 task 3: Assessment of the results of 
the audit at the projects end.  
It is crucial at an early stage in the project to ensure that partners have the most favourable conditions 
as possible to develop their action plan. WP3 will address this. At the beginning a active travel audit 
will be developed. The existing BYPAD method (for cycling) will be used and strategically extended 
towards the walking topic. In a second stage all partners will carry out an active travel audit within 
their cities to fine-tune their needs and demands for the action plan. At the end of the project a critical 
assessment of the audit carried out in the first year will be done to check if the project’s objectives are 
still valid and if the implemented test application is on track.  
 
Leader of WP Sebes 
Involved partners All partners 
Main output Active Travel Audit Scheme 
 

WP 4: Development of a Local Action Plan 
This work package is the core of ACTIVE TRAVEL NETWORK, as it includes the development of 
the local action plan LAP including strategies and application activities that the partners will 
implement to achieve the own objectives.  The LAP will focus on mobility management measures 
and travel awareness campaigns for the topic of active travel (walking and cycling) and will also 
include infrastructure. to the LAP will be a chapter on accompanying measures that support walking 
and cycling but belong to other means of transport (mainly the car and mainly push & pull strategies).  
 
Leader of WP Norderstedt 
Involved partners All partners 
Main output 10 Local Action Plans 
 

WP 5: Test application 
 
The common themes of strengthening walking and cycling will be tested in a limited way within this 
WP. Focused on economy or health or energy reduction, raising safety or environmental 
protection, it will be tested if a change of transport behaviour could be achieved. Short car trips 
should be shifted towards walking and / or cycling. They start from the view that many people now 
have very car-based mental maps of their own areas, which lead them to ignore local opportunities in 
favour of activities (e.g. out of town shopping centres) that are easy to get to by car; ACTIVE 
TRAVEL NETWORK will aim to change this.   
 
Leader of WP Ljutomer 
Involved partners All partners 
Main output At least 10 Test-Implementations which are well documented.  
 

WP 6: Training and capacity building  
By means of a variety of training opportunities and awareness raising events for both stakeholders and 
technical staff, staff capacity will be strengthened, acceptability and awareness of measures will be 
increased, and followers will have the opportunity to benefit actively from the project’s findings. 
Interactive sharing of best practice and capacity building will empower partners to develop local 
action plans for their activities within WP4. This innovative work package has been introduced in 
order to allow partners to actively learn from one another.  A special focus will be put on the transfer 
of project findings and results to future transport professionals by developing training materials for 
universities.  
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Leader of WP University of Graz 
Involved partners All partners 
Main output Internal training sessions for project partners and ULSG 

External training session for followers 
Training materials for 5 internal training sessions 
Training material for one external training and for Universities (best 
bites and results of the project) 
Capitalisation material (e.g. articles) 

 

WP 7: Communicaion and Dissemination 
This work package outlines the dissemination and networking strategies and activities for ACTIVE 
TRAVEL NETWORK. A whole set of electronic and printed products will support dissemination. 
Dissemination and networking will be carried out at the local, regional, national & international levels 
through media conferences, articles, workshops, presentation at conferences and submission of  
project results and news to established networks (e.g. URBACT media (website, AGORA, URBACT 
Tribune but also to EPOMM; ELTIS; CIVITAS, etc). 
 
Leader of WP Weiz 
Involved partners All partners 
Main output Final brochure 

News about the project in several well established newsletters 
Presentation of project at international conferences 
Feeding well established good practise databases  
Local media work (press releases / conferences) 
Local dissemination products (fliers, booklets etc.) 

 

Outputs and Impacts: 
 
Local Action Plans: Each partner will set up a local action plan for active travel modes (walking and 
cycling). This plan will include in detail the policies, the strategies and the measures (in priorities) 
how the city wants to enhance walking and cycling. It also will include suggestions for accompanying 
measures that stimulate the use of bicycles and walking such as speed limits, parking space 
management systems etc. This is a clear and innovative approach for most of the cities in this 
project where active travel modes aren’t seen as means of transport. The European approach with 
exchange of experience sessions and trainings is an implicitly and necessarily condition as in most of 
the cities the prophet is without honour in its own land.  
In total:  

·  10 Local Action Plans on Cycling and Walking will be developed.  
·  At least 10 measures and / or campaigns from the Local Action Plan  will have been 

implemented as a test application by the end of the project 
 
Active Travel Audits: The project will develop an Active Travel Audit Scheme which will be used by 
each partner to clarify the strategies and priorities of measures and campaigns. For followers this 
scheme will be made available.  
In total:  

·  1 active travel audit scheme will be developed 
·  10 Active Travel Audits will be carried out with clear plan for priorities of action. The 

results will be the basis of the Local Action Plans. .  
 
The Dissemination material will consist of: information for websites, e-news for several 
newsletters, folders, postcards, case study fact sheets, training materials, ppt presentations, 
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posters and roll-ups. The applications will be well documented on the website. Together with 
the final brochure it will summarise the experience of the ACTIVE TRAVEL NETWORK 
project and provide a set of methods for followers. 
In total  

·  one final project brochure,  
·  one roll up poster,  
·  one ppt and  
·  one teaser postcard will be produced to disseminate the overall project.  
·  Several other brochures, fliers, booklets, ppt etc. will be designed to disseminate 

the local projects.  
 
The capacity building and interactive training, as well as lobbying and stakeholder 
involvement through close co-operations within the Local Support Groups and the 
involvement of the Managing Authorities, that are all at the heart of the project will ensure 
that the activities funded by URBACT are only the start of a much longer lived process that 
raises the profile of cycling and walking in EU member states. This greater political 
acceptability of walking and cycling as a mode of transport will gain it more funds in future 
(which the main objective of the whole process around the Local Action Plan and its 
implementation in the following years), and so that people have local environments in 
which they can and want to walk and cycle.   
 
In total  

·  6 training materials will be collected / designed.  
·  The awareness of more than 140 local stakeholders will be raised 
·  About 18.000 transport, health and energy professionals will have been informed 

about the URBACT programme and the ACTIVE TRAVEL NETWORK 
PROJECT via newsletter, direct mailings and conferences / workshop 
attendances, articles 

·  ACTIVE TRAVEL NETWORK will be presented at at least 3 international 
conferences 
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Time Schedule 
 

Project phase 2 / Duration of the project (in 
months) 

1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 

Work package 1: Management                   
Work package 2: Quality assurance & Evaluation                   
Work package 3 Active Travel Audit WP3a Develop. AT Audit  WP3b Carry out Audit            
Work package 4 Local Action Plan                   
Work package 5: Test Implementation                   
Work package 6: Communication & Dissemination                    
Planned Project meetings + / - 2 months    x    x    x     x  
                   

                   

 
Project phase / Duration of the project (in months) 

19 20 21 22 23 24 25 26 27 28 29 30         
Work package 1: Management                     
Work package 2: Quality assurance & Evaluation                     
Work package 3 Active Travel Audit        WP3c Assessment           
Work package 4 Local Action Plan                     
Work package 5: Test Implementation                     
Work package 6: Communication & Dissemination                      
Project meetings a      x      x         
                    

                     

 
Month 1 is starting with 25th of June 2010.  
Month 30: End of project is 24th of Dec. 2012 
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Partnership 

Well balanced consortium 
ACTIVE TRAVEL NETWORK consists of 11 partners coming from nine European countries. 
The consortium itself reaches a wide geographical area.  
N Europe will be reached by partner Skanderborg  from Denmark with good city contacts to 
Norway, Sweden and Finland. Their Health department which is the driving force in ATN has 
excellent contacts to the health actors. So a dissemination and networking cross-topic wide 
(not only in the field of transport) is guaranteed.  
Central & Eastern Europe is well represented by several partners from Germany (City of 
Norderstedt) , the municipality of Ljutomer  from Slovenia and the city of Weiz in Austria (co-
ordinator). Furthermore the Polish City of Radzionkow  as well as the Romainan City of 
Sebes are located in the two biggest countries from the New Member States.   
The Iberian & Italian partners Lugo  from Spain, Novara  and Riccione  from Italy have very 
good contacts to the Latin dominated part of Europe and can easily network and disseminate 
the results of the project to their geographical area.  
The Greek partner city Serres  is an experienced player in European projects and has 
already proofed in previous projects its abilities in networking.  
Unfortunately the city of Dundee, UK who was partner in the first phase didn’t participate 
further in the project due to too high budget expectations. Dundee wanted to have a budget 
of at least 200.000,- Euro to also implement several measures and campaigns. Due to the 
limited overall budget a further participation of Dundee wasn’t possible. 
European networks are reached by the Lead Expert  Robert Pressl of Austrian Mobility 
Research FGM-AMOR via EPOMM (the European Platform on Mobility Management), 
CIVITAS and ELTIS (European Local Transport Information Service). Furthermore the 
following networks are close co-operating with the above mentioned ones and therefore will 
be acting as further dissemination and network partners: Network Cities for Mobility (more 
than 570 member cities / institutions in 73 countries worldwide) and Network Walk 21 and the 
institution POLIS runs its own network representing ca. 70 cities in 18 European countries.  
To reach the future transport professionals the University of Graz  as partner will develop 
training materials for the use in Universities and higher educational institutions and will 
disseminate the project results to the academic world.  
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There is a wide range of experience available in the consortium although it must be 
mentioned that there are more experienced partners (e.g. Norderstedt, DE, Skanderborg, DK 
or Novara, IT) and partners that are mainly “learning” partners in the consortium (e.g. 
Ljutomer, SI). 
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Partners statements of commitment  

 

Municipality of Weiz, Austria  

 

 
Helmut Kienreich, Mayor of Weiz 

Weiz is a small town located in east Styria. It has very active 
industry plants and many dynamic service companies. The 
disadvantage of this is a high amount of traffic. To solve this 
problem many concepts have been worked out in the past to 
reduce the amount of motorized traffic to a bearable degree. 
Unfortunately, all these concepts have not improved the 
condition for the people living in Weiz up to now very much. 
So we think that a new integral Local Action Plan which is to 
be produced in the form of an innovative master plan for 
transport should help to achieve the above mentioned aim. 
Additionally, we do hope that we can learn and benefit from 
the experiences of our network partners./* 
 

  

 

 
Oswin Donnerer, Town Councillor, City of Weiz 
The most serious problem in Weiz is the high amount of traffic. This 
means air-pollution, noise pollution and traffic jams at peak times. 
So far a couple of projects have been initiated by the municipality of 
Weiz to tackle this problem. These efforts have only been partly 
successful. By working out a local action plan we do hope that we 
can tackle the problem of motorised traffic in a more successful way. 
We are of the opinion that a systematic approach to this problem 
might lead to better results that it is to say a reduction of motorised 
traffic in the future. 
 
 

  

 

 
Barbara Kulmer , Lead Partner, City of Weiz 
Austria  has a lot to do to minimize the CO2 pollution and to reach 
the climate aims. The contribution of traffic to this aim is very high. 
Therefore we have a lot to do to change the mind of the population 
and to implement more walking and cycling into every day’s life. As 
the lead partner of our project I will try to do as much as possible to 
help that this project will have good results in changing traffic habits 
to more non motorised traffic.  
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Lead Expert  

 

Robert Pressl, Lead Expert 

“As a mobility researcher at FGM-AMOR I can see a big potential for 
non-motorised transport (walking and cycling) to tackle transport 
problems caused by excessive car use for short trips in midsized 
European cities. The potential is much higher than e.g. the one for 
public transport. Mobility management measures like campaigns, 
information, organisation and training as mentioned in the Active 
Travel Network project will bring cost efficient added value to the 
efforts cities already started.” 

  

City of Novara, Italy  

 

Daniele Finazzi, Municipality Technical Official 

“ As a mobility manager in Novara I have participated to all projects, 
actions and works  related to mobility, developing an interest in 
sustainable mobility and road safety.  I contributed to the new 
planning of bike tracks and pedestrian paths and to the city centre 
street redesign and planning. I have been working with European 
projects like Urbact,  Interreg and Life for the last  five years. 

 

 

Antonio Mazzeri, External Expert 

“I am an architect and I have been working for the Municipality of 
Novara in urban planning and development programmes and EU 
projects since 1999 . I have also been involved in mobility issues 
such as Life III Project “RAVE the Green Ray of Novara “ and the 
District Contracts II and III, disseminating good practices and results  
in national and international events and venues. Taking into account 
the features of the future development of Novara, I think that the 
town may improve its sustainable mobility through Active Travel 
Policies”.  

  

City of Sebes, Romania  

 

 
Carmen Toma, Councillor 
Let’s play for cycling! We have to demonstrate that bike is one of the 
most intelligent means of transport. Let’s aknowledge that 2 wheels 
mobility is healthy while on 4 wheels disorder risks are highly 
increasing! 
 
 
 
 

 

 
Simona Ekart, authority 
According to eco trend supporters, bikes should not only serve for 
fun, but as locomotion means as well, replacing car use or even 
public transport. Considering the high level of population of the 
Romanian cities, I do believe cycling is a wonderful idea deserving 
to be largely encouraged and promoted.  
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Irina Rotaru, external expert 
I am cycling since I was a child, both for fun and for easily getting 
from one place to another. When I do not have my bike, I am usually 
walking. Thus, I am feeling happier, more independent and free and 
I have the impression I can better understand places along with their 
deeper undertones.  
I am not contesting the role and importance of technological 
evolution and cars development, nor pleading for a primitive world, 
but for a rational intermodal transport. I will always fight for a people 
friendly world. 

City of Radzionkow, Poland  

 

Krzystof Kula 

"I am a Vice Mayor of the city Radzionków. Important aim for me is 
encouraging inhabitants spending active the free time. A priority task 
is raising the standard of living of inhabitants. My participation in 
Active Travel Network is expanding my awareness concerning the 
possibility of taking advantage of active bringing up of different kind 
oneself of all residents of the commune. " 

 

 

 

 

 

Marcin Szczygiez 

 I am a Chief of Department of the Municipal Economy and 
Investment. My priorities are: the improvement of the quality of the 
state of roads and safeties. Active Travel Network is for me a new 
challenge, chance of the skill-sharing with other cities, and base of 
ideas how to encourage inhabitants for the exchange of cars for 
travelling by bicycle, whether on foot. In Poland is it very  hard to 
change habits of people, but we undertook this challenge " 

 

 

 

 

Anna Wojcik 

“The problem of the environment is very important to me, therefore  I 
am very pleased  to take participations in ATN. Skill-sharing and 
ideas-sharing is very important in the further development. I willingly 
exchange car to the bicycle and I am collecting ideas how to 
encourage acquaintances to do the same.” 
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City of Norderstedt, Germany  

 

 
Herbert Brüning 
“Norderstedt has been the first city of an agglomeration in Europe 
that works out a Noise Action Plan regarding to the EC directive 
2002/49/EC. The "Active Travel Network" will be an important 
support to substantiate some measures of the Noise Action Plan – 
especially plannings and conceptions - and to create new strategies 
to  achieve the same aim, namely to strengthen the non motorised 
traffic in Norderstedt as an environmentally acceptable, quiet, and 
healthy way of mobility.” 

 

 
Karlheinz Deventer 
"I am very pleased to be part of the "Active Travel Network". This 
offers us to share the experiences with all the other partner cities as 
an important cornerstone to the benefit of all citizens in the EU - 
partner countries. We will be able to learn from others and to share 
our own positive experiences in supporting and strengthening 
pedestrians and cyclists." 
 

  

City of Skanderborg, Denmark  

 

 
Hans Jorgen Bitsch, head of health department 
I am working at the Heath Department of Skanderborg 
Municipality and are very much aware of the fact that moving 
a person from being physical inactive to being medium active 
will result in a better health, more quality-adjusted life years 
(QALY)and a dramatic decrease in health expenditure. 
At the same time it will result in reduced car traffic, a better 
environment and less need for investments in more roads. 
 
 

 

 
Susanne Skårup, Climate coordinator in Department o f Strategic 
Planning and Development. 
As climate coordinator I am very interested in lowering the 
CO2-emission in the Municipality of Skanderborg, which is 
about 6 tonnes of CO2 per year. Traffic stands for more than 
50 % of that emission. Moving people from cars to bicycles 
will lower the CO2-emission, increase health and lower the 
need for more roads. 

 

 

 
Lone Larsson, The Road department  

I work with road safety and to improve conditions for people 
that are walking or cycling. The measure is to get more people 
walking or cycling both for work and leisure. 
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City of Lugo, Spain  

 

 
José López Orozco, Major of Lugo. 
"As Mayor of the city of Lugo, it is my responsibility to make mobility 
more sustainable and more efficient for citizens as a fundamental 
instrument to achieve a higher quality of life. Network Active Travel 
Project will be a tool in our strategy to promote non-motorized 
transport in our city.” 
 
 

 

 
José Rábade Arias, Mobility and Transport Councillo r 
“The city of Lugo combines the best features for the development of 
a network of non-motorized transport, either on foot or by bicycle. It 
is our duty to provide citizens the best infrastructures in order to get 
around the city in a sustainable manner, accompanied by 
communication and marketing measures.” 
 
 
 
 

 

 
Miguel Ángel Negral Fernández, Director of the Sust ainable Mobility 
Plan of Lugo 
“As director of Sustainable Mobility Plan Lugo, it is my responsibility 
to plan a new mobility for our city, with criteria of efficiency and 
sustainability. Mobility by non-motorised transport (walking and 
cycling) is essential to achieve the objectives that we considered. 
The Active Travel Network project will help us to implement and 
show citizens the measures adopted in the Plan.” 
 
 

City of Ljutomer, Slowenia  

 

 
Peter Beznec, Town coucillor 
“Working in the field of regional development, I am very interested in 
increasing active travel and mobility in the city of Ljutomer. Our city 
has a big potential in non-motorised transport, which can be a 
solution of traffic and traffic-safety problems our city is experiencing 
in last decade.” 
 
 
 
 

 

 
Branko Novak, authority 
“As a co-worker in the Municipality of Ljutomer, I am daily 
experiencing problems with traffic, traffic safety and spatial problems 
in the city. As a city we are interested to tackle the problems with 
expert knowledge from partners and experts in this project. 
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City of Serres, Greece  

 

 
Vlachos Ioannis  

As mayor of Municipality of Serres, I am aware that the most 
important problem that our citizens face, is the traffic problem. 
On the other hand, our citizens recognize that they use their 
car excessively, even for short distances and this habit is very 
difficult to change.  During the previous years we have made 
strong efforts to develop all the necessary infrastructures in 
order to provide safe, pleasant and sufficient space to 
pedestrians and cyclers and adequate mobility services.  Our 
goal now is to change our mentality and improve our citizens’ 
traffic behavior.  The ACTIVE TRAVEL NETWORK project 
will give us the chance to obtain knowledge of effective 
methods and practices to promote alternative ways of transfer 
in the city, especially walking and cycling.  
 

 

 
Nikos Papadikis, Head Officer of Traffic Control De partment 
Even though people in Serres use their car everywhere, recent local 
research has shown an increasing tendency towards cycling, 
especially among pupils and students (80%). This tendency has to 
be elevated since the morphological characteristics of the city, 
ecological pressure due to climate change and the recent 
economical circumstances contribute to this mode of transport. Our 
participation in this project will give us the qualifications to promote 
cycling and walking among all citizens, of every age. 
 

 

 
Athina Kokkinidou, Employee of EU Programmes and De velopment 
Department  
After many years of developing traffic studies, public consultations 
and participation in relevant European projects, our city is henceforth 
ready and “mature” to apply measures of sustainable mobility. 
Cycling and walking is of high priority and, therefore ACTIVE 
TRAVEL NETWORK will be a useful instrument to our hands. 

  

City of Riccione, Italy  

 

Ivo Castellani 

Our city is very much depended on tourism. Tourists like to stay in a 
city that has a high level of quality of life. Overwhelming car traffic is 
a danger for this quality. Therefore it is our duty to prepare the frame 
conditions in that way that cycling and walking is comfortable and 
safe. ACTIVE TRAVEL network is exactly the project that will give us 
the know how.  
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Giovanni Morri 

There aren’t  many Italian cities that see the opportunities cycling 
and walking is providing for a municipality. Besides e.g. Bolzano and 
Ferrara we are pretty unique in this field. We would like to take the 
leading role for these active modes of transport and believe that with 
the help of ACTIVE TRAVEL NETWORK we will not only solve our 
own transport problems but will be also a shining example for other 
cities in our country and even in Europe. 

 

 

 

David Aguzzi 

The participation in the project gives us the unique chance to learn 
from others and to share our experience with the one of other 
Eureopean cities. What is very important for me is the fact that not 
only I and my colleagues can learn but that the whole stakeholders 
(in the new founded Local Support Group) has the opportunity to 
learn and to exchange experience in a peer-group style way with 
other stakeholders of the other partners LSG. So, its not only me 
that has to convince them – they will listen also to persons of their 
own level.  

  

University of Graz, Austria  

 

Wolfgang Fischer, University of Graz, Institute for  Geography 

As a researcher and at the same time as lecturer at a higher 
educational institution it is a main aim for me to transfer EU-project 
results into education to provide either state-of-the-art knowledge for 
my students and also to be as practical orientated as possible. To 
prepare the students for their future career Universities have to get 
away from teaching only theories but should present teaching and 
training materials that contain a high level of real working 
methodologies, good practise case studies and process relevant 
know how. This is what I would like to get out of this project to be 
disseminated to other Universities to be used for education royalty 
free.  

 
 


