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��INVENTORY OF TRANSPORT POLICIES IN TEST CITIES

The task of work package 20 was to inventory all transport policy measures in use, used or tested but rejected or planned in the nine test cities Edinburgh, Merseyside, Vienna, Eisenstadt, Helsinki, Turin, Salerno, Oslo and Tromso.

The inventory was done in two phases. In the first phase a three-part questionnaire was sent out to all test cities. Form 1 is a summary form for all the measures reported by the city. Form 2 is a form for detailed description of a measure or a combination of measures. Form 3 is a form for a more detailed description of the city, its demographics and transport system for to better understand the measures. The forms were accompanied by instructions for filling and a list of possible transport policy measures. The questionnaires are in appendix 1A.

The measures reported by all the cities were then summarised under common categories. In the first project meeting the measures that are possible to model in all test cities were collaboratively chosen for still more detailed consideration. In this phase a second questionnaire was sent out for more detailed description of the extent and costs of the measures chosen. The means for representing these measures in the specific model was also obtained. The questionnaires of the second round are in appendix 1B.



STRUCTURE OF THE REPORT

Each test city is represented in a chapter of its own giving at first a short overall description of the city and followed by summarising tables and description of the policy measures reported. Policy measures taken up for modelling are highlighted in the tables and reported in more detail than the ones that can not be modelled. Especially measures that have gained unusual publicity or have not been accepted either by public or politicians have been reported.

Chapter 4 gives a short summary of measures feasible to model reported by the test cities.

The original answers from each city can be found in Appendixes 2 and 3.

SUMMARY OF POLICIES INVENTED

Edinburgh MA

General description of the city

Edinburgh is the capital city of Scotland. The study area includes the city and its immediately surrounding commuter towns, including the southern part of Fife Region, immediately north of the Forth road and rail bridges. It is the principal centre for government, finance and legislation for Scotland, a regional shopping centre, and a base for high technology industry linked to its three universities. It is also a major centre for tourism focused on the castle and Old Town, and the Georgian New Town.

Land use

Zones:�Central���Inner suburbs���Outer suburbs��� SISÄLLYTÄKUVA T:\\VAIHTO\\OPTIMA\\WP20RAPO\\EDI97B.BMP \* YHDMUOT \d ���



Figure � JÄRJNUM Figure \* ARABIAL �1�. The zones of Edinburgh.

Central zone: Offices, commercial/shopping, administrative, cultural and tourist facilities, main transport interchanges. Includes residential land use.

Inner Suburbs: Dense residential, flats/tenements at all market levels. Leith (in this area) is a town and port in its own right.

Other Suburbs: Lower density, more modern residential at all market levels, including ‘deprived’ major council estates. Village centres, peripheral employment and shopping centres.

Table � JÄRJNUM Table \* ARABIAL �1�. The population of Edinburgh.

Zone�Population��1. Central�36 000��2. Inner suburbs�153 000��3. Outer suburbs�207 000��Total Edinburgh�394 000��

The population of Edinburgh MA including the zones shown on the map and two additional western zones is 420 000. The total for the whole study area in the transport model is 1 008 000 including the zones of East Lothian, West Lothian, Midlothian, Dunfermline and Kircaldy, which are outside the city of Edinburgh, but within the urban region.

Transportation system

Available means of transport:	�The  transport network of the study area is constrained by the Forth Estuary, to the north of the city, and ranges of hills to the south. The city’s road network includes a purpose-built outer ring road, and motorway connections to Glasgow and Fife, but most of the roads within the city are of variable standard. Most public transport is by bus, supplemented by urban rail services, predominantly to the west and across the Forth.

Table � JÄRJNUM Table \* ARABIAL �2�. Modal split in Edinburgh MA (1991).

Mode�Work

Modal split  �trips

Change 1981-1991�All

Modal split  �trips

Change 1981-1991��Car�49 %�+22 %�51 %���Public transport�34 %�-20 %��-20 %��Cycle�2 %�+15 %����Walk�15 %�-23 %����

Table � JÄRJNUM Table \* ARABIAL �3�. Journey distances in Edinburgh MA (1991).

Distance km�Under 5 km�5 - 10 km�10 - 20 km�over 20 km��% trips�52 %�22 %�16 %�10 %��

65 % of motorised trip-km are by car with most of the rest by bus.

Demography

Car ownership: 58 % of households own cars. Car ownership per inhabitant is 0.32 (1991).

Authorities involved in the decision-making process of transport policy measures

Local government is currently two-tier, with Lothian Regional Council covering a wider area and Edinburgh District Council covering the city itself. In April 1996, the two-tier system will end and Edinburgh will have its own authority. The local authority is by far the most important authority in the area in terms of decision-making and finance.

The local authority must act within the approval of central government represented by the Scottish Office. Central government only has direct influence through its trunk road plans which pass through or affect the city, but provides financial support through Transport Supplementary Grant.

Lothian and Edinburgh Enterprise Ltd is a development agency (under Scottish Enterprise). It will invest money in projects which are likely to boost the economy and improve the environment, including in deprived areas.

Some funds (and it is expected increasingly so) are provided by the private sector, through partnerships with the local authority.



Transport policy measures

In Edinburgh a combination of infrastructure, management and pricing measures is used to reduce car traffic in the city centre. The intention is to forbid long-stay trips by car but allow short-stay trips. On street parking is being reduced. There are also schemes for new highway construction and increasing capacity, but the attitude is changing towards encouraging public transport instead of building more roads. In residential areas traffic calming is being introduced.

The public transport network has recently been expanded by a new rail line and a new light rail system is being planned. Developing increasingly better public transport information systems as well as a new road network information system for drivers is under preparation. In the future public will also be informed by campaigns.

There are several ongoing measures for enhancing non-motorised-traffic and its facilities, pedestrianisation in city centre, wide pavements, cycle lanes, parking facilities for bicycles etc. Also totally car-less development areas are planned.

Table � JÄRJNUM Table \* ARABIAL �4�. Measures reported for Edinburgh  MA( 

� EMBED Excel.Sheet.5  ���





Merseyside

General description of the city

The Merseyside conurbation, centred on the city of Liverpool, lies on the west coast of England. Liverpool itself is a regional centre for shopping and business, as well as being the main west coast port and a university centre. It is bordered by the boroughs of Sefton, including the seaside resort of Southport, and Knowsley, which has several distinct town centres within an area of suburban development. St Helens lies further to the east, while the Wirral District, including Birkenhead, is separated from Liverpool by the Mersey estuary.

Land use

Zones:�Central zone���Inner zone���Outer zone���Wirral zone��� SISÄLLYTÄKUVA T:\\VAIHTO\\OPTIMA\\WP20RAPO\\MERS97B.BMP \* YHDMUOT \d ���

Figure � JÄRJNUM Figure \* ARABIAL �2�. The zones of Merseyside.



Population for Liverpool is 700 000 and for the whole conurbation 1 440 000. The area measures 650 sq. km, which makes an average population density of 22.15 inhabitants per hectare.

Transportation system

Available means of transport:	�The area has several motorways and high capacity roads including two toll tunnels linking Birkenhead and Liverpool under the Mersey. It also has an extensive suburban rail network, centred on Liverpool, with a tunnel linking Liverpool to Birkenhead and towns on the Wirral.

Trips: 78 % of motorised person-km are by car, 19 % by bus and 3 % by rail. Of total trip-km of all modes 61 % by car.

Demography

Rate of employment: In 1993, 15.5 % of the area’s workforce were unemployed, nearly 50 % above the national average, and the highest level in England.

Car ownership: Car ownership is low, 0.69 cars per household in 1991 (national average 0.88).

Economic development

Merseyside has experienced endemic economic problems dating from the end of the Second World War, since when the decline of the port of Liverpool and associated industries deprived the area of one of its main generators of economic wealth and activity. Relatively little new industry has been attracted to the area, with the result that there are large areas of derelict industrial land. Partly due to the area’s image problems, private sector demand for redevelopment of older sites has been low, compounding the problems of poor environment.

In 1993 the area’s unemployment rate was the highest in England. Household income is some 17% below the national average, and the poor employment prospects have led to a steady decline in population. In recognition of these factors, the conurbation was granted Objective One status in 1993.

Authorities involved in the decision-making process of transport policy measures

Merseyside is made up of 5 independent local authorities, which are:

Liverpool

Wirral

Sefton

Knowsley

St Helens

Though independent authorities, there is co-ordinated transport policy making, which is guided by the MERITS transport study covering the area of the five authorities. Public transport is managed for all five districts by Merseyside Passenger Transport Authority (Merseytravel). Merseytravel and the five districts jointly bid for government funds in the annual Merseyside Package Bid for Transport Supplementary Grant. Package Bid money is, however, granted to the authorities separately and, within overall policy guidelines, they have autonomy on the details of local transport schemes.

Funds for transport in Merseyside come from central government via the annual package bid and from the EU in the form of  ‘Objective One’ funding under the ‘Access to Industry’ and ‘Action for People’ programmes. These, respectively, concern improving access to key industrial and commercial developments and improving the public transport system. There may also be additional EU funding for Merseyside’s ports and airport (‘Gateways for Industry’). The Objective One funds emphasise comprehensive improvements to public transport and, though potentially substantial, are regarded as being ‘additional’ to the Core Package Bid funds. The promotion of an integrated transport policy is also seen as an aid to the lobbying for external funding sources and to provide a framework for private sector partnerships in transport schemes.



 Transport policy measures

Merseyside aims at improving accessibility and efficiency of the transport system. For public transport the rail network and park and ride system will be extended, a light rail system is under consideration and new technology will be used to promote public transport.

Also measures improving car traffic are being implemented. Parking measures are however used to favour short-stay trips to the centre and guide commuters to choose public transport. A road pricing cordon around the centre has been planned if the ongoing measures are not enough to prevent congestion. Traffic calming measures are used in residential areas and residential centres. Improving facilities of non-motorised traffic elsewhere includes pedestrianisation and new cycle routes and other facilities.

Table � JÄRJNUM Table \* ARABIAL �5�. Measures reported for Merseyside  (

� EMBED Excel.Sheet.5  ���



Vienna

General description of the city

Vienna is the capital city of Austria. It is the principal centre for government, finance and legislation of Austria, a regional shopping centre, a focus for culture and industry, and contains a concentration of universities. The traditional city centre, the many famous buildings and cultural associations have made Vienna a major centre for tourism.

Land use

Zones:�City centre���Inside districts which comprise from district no. 2 - 9���Outside districts, that are district no. 10 - 20���Wide-area districts which comprise from district no. 21 - 23��Table � JÄRJNUM Table \* ARABIAL �6�. The population, area and population density for different zones in Vienna.

Zone�Population�Area (Ha)�Density (Person/Ha)��City Centre�18 002�301�59.81 ��Inside Districts�385 933�3 711 �103.99 ��Outside Districts�828 038�19 248 �43.02 ��Wide-area Districts�307 875�17 348 �17.75 ��Total�1 539 848�40 609 �37.92 ��Source : Statistiches Jahrbuch der Stadt Wien, 1993, Tab. 1.08., 2.02, 2.03.E.			



�



Figure � JÄRJNUM Figure \* ARABIAL �3�. The zones of Vienna.



Transportation system

Available means of transport:	�The city road network includes three ring roads and a north-south and east-west motorway. Reorganisation of the road network has been in planning to restructure the network based upon its function (PT main streets, private car main streets, and PT/private car main streets). Most public transport is by metro and trams supplemented by urban rail services and buses. Vienna public transport modes are: tram, bus, underground, commuter train, regional train and bus. The city centre is mostly pedestrianised.

Trips: Around 37 % of all trips are made by car, 37 % on public transport and the rest as pedestrians and cyclists.

Table � JÄRJNUM Table \* ARABIAL �7�. Trip distribution (%) by traffic mode in different zones of  Vienna.

Households�All������Zones�By Foot�Bicycle�Car�Taxi�PT��City Centre�30.0�0.0�25.6�0.0�44.4��Inside Districts�30.3�3.2�29.8�0.5�36.1��Outside Districts�22.5�2.0�40.2�0.2�35.1��Wide-area Districts�16.5�3.1�47.5�0.2�32.8��All�22.9�2.5�39.3�0.3�35.1��source :	Projektgruppe1 : Mobilität in der Stadt,  WIZK, 1995, Band 3, pp.24		



	

Demography

Table � JÄRJNUM Table \* ARABIAL �8�. Age distribution (%) for the zones of Vienna.

�Age group�����������0-6�6-10�10-15�15-19�19-30�30-45�45-60�60-75�75-��City Centre�3.83 �2.72 �4.00 �3.15 �14.14 �22.25 �22.12 �16.80 �10.98 ��Inside Districts�5.84 �3.55 �4.45 �3.55 �17.84 �25.03 �17.92 �13.47 �8.34 ��Outside Districts�6.14 �3.69 �4.58 �3.60 �17.74 �22.98 �19.00 �14.31 �7.95 ��Wide-area Districts�6.73 �4.29 �5.19 �3.94�17.13 �22.79 �21.51 �12.93 �5.48 ��All�6.16 �3.77 �4.66 �3.65�17.60 �23.44 �19.27 �13.86 �7.59 ��source : Statistiches Jahrbuch der Stadt Wien, 1993, Tab.2.09.b.									

Table � JÄRJNUM Table \* ARABIAL �9�. Other demographical parameters for the zones of Vienna.

Zones�HH Size�Employment�     Car Ownership�����Rate�Personal�Household��City Centre�1.92�0.33�0.92�1.76��Inside Districts�1.99�0.38�0.35�0.69��Outside Districts�2.03�0.39�0.35�1.72��Wide-area Districts�2.26�0.41�0.36�0.81��All�2.06�0.39�0.36�0.74��source : Statistiches Jahrbuch der Stadt Wien, 1993, Tab. 2.01., 2.02.E., 2.05.b., 12.09.d.�Employment rate is defined by the number of employee divided by the number of person living in the same district (zone).



Car ownership: Around 80 % of households own cars.

Economic development

Table � JÄRJNUM Table \* ARABIAL �10�. Income per capita for Vienna.

Year�Monthly per capita income in ATS (current price)����Gross�Net��1988�6 681�4 910��1989�8 357�6 083��1990�8 564�6 442��1991�9 683�7 219��1992�9 684�7 143��source : Statistiches Jahrbuch der Stadt Wien, 1993, Tab. 18.05		



Table � JÄRJNUM Table \* ARABIAL �11�. City income for Vienna.

Year�City Income (monthly average)���Nominal (1000 ATS)�per Capita (ATS)��1975�7 694 877�4 883.73��1992�9 736 384�6 322.95��1993�9 813 713�6 373.17��source :	Statistiches Jahrbuch der Stadt Wien, 1993, Tab. 25.01�note :	Population is based on 1991 data	



Table � JÄRJNUM Table \* ARABIAL �12�. Gross regional product for Vienna.

Year�Yearly gross regional product, at current prices����Regional (Bill. ATS)�per Capita (ATS)��1965�76.27�46 972��1975�177.75�112 813��1985�360.45�234 730��1990�493.54�320 512��1992�567.20�368 348��source :	Statistisches Jahrbuch für die Republik Österreich, 1993, Tab. 2.02., 15.08�note :	Population data are estimated from census

Table � JÄRJNUM Table \* ARABIAL �13�. The contribution of the various sectors for the year 1992 in Vienna.

Sector�GRP, current prices�Percentage���Bill. ATS�%��Agriculture and Forestry�1.43�0.25 ��Mining�0.09�0.02 ��Industry and Production�96.31�16.98 ��Energy and Water Supply�12.06�2.13 ��Construction�36.73�6.48 ��Trading�110.24�19.44 ��Transport and Communication�31.53�5.56 ��Finance�150.05�26.45��Other market services�38.60�6.81 ��Public Service�84.00�14.81 ��Other services�6.17�1.09 ��Total�567.21�100.00��source :Statistisches Jahrbuch für die Republik Österreich, 1993, Tab. 15.08.		



Table � JÄRJNUM Table \* ARABIAL �14�. Consumer expenditure by zones for Vienna.

Zones�Consumer Expenditure per Year����Zones (Mill. ATS)�per Capita��City Centre�1 992�110 654��Inside Districts�28 448�73 712��Outside Districts�49 724�60 050��Wide-area Districts�18 751�60 905��All�98 915�64 237��source : Statistiches Jahrbuch der Stadt Wien. 1993, Tab. 10.18		



Authorities involved in the decision-making process of transport policy measures

In Austria there is the following governmental hierarchy: national, province (Länder), district (Bezirk), municipality (Gemeinde) and sub-municipality (Katastral Gemeinde). In addition a regional decision can be made e.g. when a certain measure is affecting the neighbouring provinces.

Vienna is a province as well as a city.

Local authorities :	�The province has the responsibility in transportation policy, planning, construction, financing, and management of city transport matters.

The district has the responsibility in transport policy in the district, construction and financing of small scale transport projects.

Regional authority, reflecting cross-border activities mainly for public transport operations is Public Transport Authority (Vekehrsverbund Ost-Region = VOR) and it has the duty in management and co-ordination of the regional public transport operation.

National authorities :	�Ministry of Economic Affairs has the role in transport policy, planning and management of national roads.

Ministry of Public Economy and Transport has the responsibility in transport policy of public transport.

Ministry of Finance has the responsibility in transport policy concerning taxation in the transport sector and financing large scale projects.



 Transport policy measures

Several measures for reducing car traffic in the city centre and promoting public transport, walking and cycling have been introduced already since 1970s in Vienna. Large pedestrian areas, wide and/or raised footpaths were needed and a wide cycle path network has been introduced. Also public transport has been promoted by continuous upkeep and construction, reserving separated lanes, giving priority at intersections as well as pricing policy and information. 

Also necessary car traffic has been taken care of by restructuring the car network and building parking garages and park and ride facilities but reducing on-street parking and charging for parking. 

Table � JÄRJNUM Table \* ARABIAL �15�. Measures reported for Vienna  (

� EMBED Excel.Sheet.5  ���







 Eisenstadt

 General description of the city

Eisenstadt is the capital of the province of Burgenland, one of the 9 provinces in Austria. The study area includes the whole of the city. Eisenstadt is the principal centre for the local government, the education centre, and also a regional shopping centre. Tourism has increased through publicity as the City of Haydn. The city centre is a traditional shopping area and has the largest proportional pedestrian zone (2.1 m² / person) in Austria. The city of Eisenstadt is  very exceptional in that the city makes a profit out of its transportation system.

Land use

Zones:�City centre���Central city area���Residential area���Distinct town centres���Business/industrial area��� EMBED CDraw4  ���

Figure � JÄRJNUM Figure \* ARABIAL �4�. The zones of Eisenstadt.



Eisenstadt has a relatively small developed area and thus low population density.

Table � JÄRJNUM Table \* ARABIAL �16�. The population, area, and population density for the zones of Eisenstadt.

Zone�Population�Area (Ha)�Density (Person/Ha)��City Centre�767�66 �11.63 ��Central city area�2 584�162 �15.97 ��Residential area�3 521�741 �4.75 ��Distinct town centres�3 037�2 432 �1.25 ��Business/Industrial area�440�889 �0.49 ��Total�10 349�4 290 �2.41 ��



Transportation system

Available means of transport:	�Eisenstadt has a large pedestrian zone, a city taxi system in operation 24 hours a day as public transport, supported by regional buses and rail. The network of the study area includes the nearby motorways and the main street.

Trips:���1995 Data (only 3 modes considered)���	Private car	�60 %��	Public transport� 6 %��	Pedestrian�34 %��1988 Data���	Private car�54 %��	Public  transport� 4 %��	Pedestrian�34 %��

Demography

Table � JÄRJNUM Table \* ARABIAL �17�. Age distribution (%)  for the zones of Eisenstadt.

�Age group���0-5�5-10�10-15�15-25�25-35�35-45�45-55�55-65�65-��City centre�3.8 �4.7 �4.7�11.6�15.5�12.7�11.4�11.9�23.6��Central city area�5.6 �7.0 �5.1 �10.9�18.1�13.4�11.3�9.9�18.9��Residential area�4.4 �4.4 �4.9 �12.8�14.3�12.9�12.4�13.0�20.9��Distinct town centres�6.2 �7.7 �7.2 �13.4�17.1�14.7�11.1�9.9�12.8��Business/industrial area�4.6 �7.9 �6.2 �14.3�15.2�14.8�13.7�10.6�12.7��All�5.2 �6.2 �5.7 �12.5�16.2�13.6�11.7�11.2�17.9��

Table � JÄRJNUM Table \* ARABIAL �18�. Other demographical parameters for the zones of Eisenstadt.

Zones�HH Size�Employment�Car Ownership�����Rate�Personal�Household��City Centre�2.21�0.46�na�na��Central city area�2.57�0.45�na�na��Residential Area�2.36�0.41�na�na��Distinct Town centres�2.79�0.46�na�na��Business/industrial area�2.51�0.45�na�na��All�2.52�0.44�0.66�1.66��na = not available



Economic development

Table � JÄRJNUM Table \* ARABIAL �19�. Gross regional product for Eisenstadt.

Year�Gross regional product, at current prices����Regional (Bill. ATS)�per Capita (ATS)��1965�5.06�18 626��1975�13.27�48 959��1985�27.37�101 248��1990�38.33�141 502��1992�43.43�159 246��source :	Statistisches Jahrbuch für die Republik Österreich, 1993, Tab. 2.02., 15.08�note :	Population data are estimated from the census



Table � JÄRJNUM Table \* ARABIAL �20�. The contribution of various sectors for the year 1992 in Eisenstadt.

Sector�GRP, current prices�Percentage���Bill. ATS�%��Agriculture and Forestry�2.72�6.26��Mining�0.02�0.05 ��Industry and Production�8.42�19.39 ��Energy and Water Supply�0.95�2.19 ��Construction�4.27�9.83 ��Trading�5.99�13.79 ��Transport and Communication�2.58�5.94 ��Finance�9.13�21.02 ��Other market services�1.76�4.05 ��Public Service�7.25�16.69 ��Other services�0.34�0.78 ��Total�43.43�100 ��source :Statistisches Jahrbuch für die Republik Österreich, 1995, Tab. 15.08		



Authorities involved in the decision-making process of transport policy measures

In comparison with Vienna, Eisenstadt has a lower level of authority. While Vienna is a province as well as a city, Eisenstadt is a district as well as a city. However, the structure of the decision-making process is the same.

Local authorities :	�The city has the responsibility in transportation policy, planning, construction, financing, and management of city transport matters.

The municipal district has the responsibility in transport policy in the district, construction and financing of small scale transport projects.

Regional authority, reflecting cross-border activities mainly for public transport operation is Public Transport Authority (Vekehrsverbund Ost-Region = VOR) and it has the duty in management and co-ordination of regional public transport operation.

National authorities :	�Ministry of Economic Affairs has the role in transport policy, planning and management of national roads.

Ministry of Public Economy and Transport has the responsibility in transport policy of public transport.

Ministry of Finance has the responsibility in transport policy concerning taxation in transport sector and financing large scale projects.



Transport policy measures

Car traffic in the centre of Eisenstadt has been restricted by severe parking policy and land use measures by dedicating a separate area for commerce and industry use. Public transport has been promoted by introducing a single tariff for all modes and integrating and improving PT operation. A speciality of Eisenstadt is a city taxi system which is highly subsidised.

Table � JÄRJNUM Table \* ARABIAL �21�. Measure reported for Eisenstadt  (
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Helsinki MA

General description of the city

Helsinki, the capital city of Finland, lies in Southern Finland by the Gulf of Finland in the Baltic Sea. It is surrounded by three other cities, and they together form the Helsinki Metropolitan Area, which is the study area. The old city centre of Helsinki lies on a peninsula which has its influence on the traffic system. 

Land use

Municipalities: Helsinki, Espoo, Kauniainen and Vantaa

Zones:�1�City centre���2�Inner city���3�Other Helsinki���4�7 main centres in suburban area (Espoo, Vantaa)���5�Other suburban area (Espoo, Vantaa, Kauniainen)��� SISÄLLYTÄKUVA T:\\VAIHTO\\OPTIMA\\WP20RAPO\\SEKOTUS.WMF \* PIENET \d ���

�Figure � JÄRJNUM Figure \* ARABIAL �5�. The zones of Helsinki.

Table � JÄRJNUM Table \* ARABIAL �22�. Population, area, and population density for the municipalities of Helsinki MA.

�Population��Area (land)�Population density���1995�1990�ha�inh./ha��Helsinki (1,2,3)�525 031�492 400�18 450�28.53��Espoo (4,5)�191 247�172 629�31 190�6.15��Kauniainen (4,5)�8 298�7 889�590�14.07��Vantaa (4,5)�166 480�154 933�24 080�6.94��Total�891 056�827 851�74 310�11.99��

Transportation system

Available means of transport:	�The road network creates a system of seven radial and two orbital roads. The public transport trunk network is based on both rail traffic and buses. There are three local railway lines and one metro line radial to the City Centre. Only the western corridor relies on buses only. In the inner city there are seven tram lines as well. The public transport system operates very well.

Table � JÄRJNUM Table \* ARABIAL �23�. Trips by public transport and by cars on the border of the city centre of Helsinki.

Modal split on the border of the City Centre (1995)�whole day,�both directions�rush hours,�peak direction��Public transport�61 %�69 %��Cars�39 %�31 %��

Table � JÄRJNUM Table \* ARABIAL �24�. Public transport percentage of vehicle trips between the zones of Helsinki MA.

Public transport percentage of motorised trips between the zones��zone�1 & 2�3�4 + 5��1 & 2�68����3�65�37���4 + 5�52�25�22��

Demography

Table � JÄRJNUM Table \* ARABIAL �25�. Age distribution for Helsinki MA  1995.

�Age distribution, % (31.12.1995)�������0 - 14�15 - 24�25 - 44�45 -64�64 -��Helsinki�15.6�11.9�34.3�24.4�13.9��Espoo�21.4�12.9�33.4�24.1�8.1��Kauniainen�19.8�14.1�26.8�27.6�11.7��Vantaa�21.2�12.5�34.0�25.2�7.0��

Table � JÄRJNUM Table \* ARABIAL �26�. Average household size for Helsinki MA.

�Average household size�����1995�1990�1985�1980��Helsinki�1.9�2.0�2.0�2.1��Espoo�2.4�2.4�2.5�2.6��Kauniainen�2.7�2.7�2.7�2.8��Vantaa�2.3�2.4�2.5�2.6��All areas�2.1�2.1�2.2�2.3��

Car ownership: Car ownership is one of the lowest in Finland, 320 cars/1000 inhabitants. Over 60 % of households have a car at their disposal.

Table � JÄRJNUM Table \* ARABIAL �27�. Car ownership in Helsinki MA 1995.

�Total of private cars�Cars per person��Helsinki�157 500�0.30��Espoo�68 600�0.36��Kauniainen�3 100�0.37��Vantaa�60 100�0.36��All areas�288 300�0.32��

Economic development

The economic development was very fast in the late 80s in Finland, but since then it has had a very deep recession with high unemployment. Now it is slowly recovering. 

Table � JÄRJNUM Table \* ARABIAL �28�. Average household income for Helsinki MA.

�Average household income,

1994�FIM

1990�

1985��Helsinki�169 363�178 726�122 006��Espoo�217 678�233 439�154 577��Kauniainen�319 300�320 067�215 541��Vantaa�181 745�200 696�135 375��All areas�181 710�193 858�131 135��

Table � JÄRJNUM Table \* ARABIAL �29�. Unemployment rate for Helsinki MA.

�Rate of unemployment, �1995�%�1994��1992��Helsinki�18.2�18.3�11.8��Espoo�13.6�14.7�9.5��Kauniainen�11.9�13.0�8.6��Vantaa�16.1�17.0�11.2��All areas�16.8�17.3�10.3��

Authorities involved in the decision-making process of transport policy measures

The four municipalities of the Helsinki metropolitan area (Helsinki, Espoo, Kauniainen and Vantaa) all have their local authorities and offices for city and transport planning. Transport and land use issues of the whole area are co-ordinated by Helsinki Metropolitan Area Council (YTV).

National authorities that have influence on the transport policy of the area are:

Ministry of Transport and Communications (LM)

Finnish National Road Administration (TIEL)

Finnish Railways (VR)



Transport policy measures

Helsinki MA has determinedly promoted public transport to keep it in a competitive position with private car. The means have been introducing new lines, improving frequency, speed and reliability, simple price system, subsidies and especially good information with timetable booklets delivered free of charge to each household in the area.

A very strict parking policy in the city centre is the main measure for restraining unwanted car traffic. Traffic calming using several measures has been implemented in residential areas both in the inner city and suburbs.  Cycling and walking have been promoted by ongoing construction of separate lanes for non motorised traffic all over the area. Also good and safe parking facilities especially for park and ride are under development.

Table � JÄRJNUM Table \* ARABIAL �30�. Measures reported for Helsinki MA  (
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Turin MA

General description of the city

Turin is a regional capital. It is one of the most industrialised cities of Italy.

Land use

Turin metropolitan area is composed by Turin and 22 municipalities of the conurbation.

Table � JÄRJNUM Table \* ARABIAL �31�. The population, area, and population density for Turin MA.

�Population�(at ‘95)�Area �(ha)�Density (hab/ha)��Turin�924161�13017�71.0��Belt�529667�48208�11.0��Total�1453828�61225�23.7��

� SISÄLLYTÄKUVA T:\\VAIHTO\\OPTIMA\\WP20RAPO\\TORINO3.BMP \* YHDMUOT \d ���



Figure � JÄRJNUM Figure \* ARABIAL �6�. The zones of Turin.



�Transportation system

Available means of transport:	�In the area there is operating a railway system, used principally by commuters and for long distance trips. The public transport system for urban and suburban trips is supplied by ATM, with 79 lines (11 of which tramway lines and the remainder bus).

Table � JÄRJNUM Table \* ARABIAL �32�. Trips on public transport means (1994) - all day (thousand) in Turin MA.

�Turin�Belt�Other�Total��Turin�597�56�35�688��Belt�48�50�8�106��Other�29�7�72�108��Total�674�113�115�902��

Table � JÄRJNUM Table \* ARABIAL �33�. Trips on private means - all day (thousand) in Turin MA.

�Turin�Belt�Other�Total��Turin�923�200�105�1228��Belt�185�439�88�712��Other�96�87�881�1064��Total�1204�726�1074�3004��

Table � JÄRJNUM Table \* ARABIAL �34�. Public trips percentage (%) - all day in Turin MA.

�Turin�Belt�Other�Total��Turin�39.3�21.9�25.0�35.9��Belt�20.6�10.2�8.3�13.0��Other�23.2�7.4�7.6�9.2��Total�35.9�13.5�9.7�23.1��

Table � JÄRJNUM Table \* ARABIAL �35�. Trips on public transport means - 7.30-8.30 (thousand) in Turin MA.

�Turin�Belt�Other�Total��Turin�84�3�1�88��Belt�16�11�1�28��Other�10�3�20�33��Total�110�17�22�149��

Table � JÄRJNUM Table \* ARABIAL �36�. Trips on private means - 7.30-8.30 (thousand) in Turin MA.

�Turin�Belt�Other�Total��Turin�125�29�11�165��Belt�27�61�13�101��Other�20�18�115�153��Total�173�107�138�418��

Table � JÄRJNUM Table \* ARABIAL �37�. Public trips percentage (%) -7.30-8.30 in Turin MA.

�Turin�Belt�Other�Total��Turin�40.0�10.5�6.8�34.8��Belt�37.8�14.9�8.4�21.9��Other�32.5�14.8�15.0�17.8��Total�38.9�13.7�13.9�26.3��

Demography

Table � JÄRJNUM Table \* ARABIAL �38�. Age distribution in Turin MA (at 1995), %.

Age�Turin�Belt�Total�� 0-10�7.8�9.4�8.4��11-19�8.2�10.0�8.9��20-64�65.5�67.8�66.3��65 and over�18.5�12.8�16.4��

Average household size: Average household size in Turin is 2.3 (Census 1991).

Rate of employment: Rates of employment 43 % for Turin, 48 % for Belt and 44 % as total were (data of the year 1994 integrated with the year 1991 data).

Table � JÄRJNUM Table \* ARABIAL �39�. Car ownership (at 1992 - from ACI data) in Turin MA.

�Cars�Population 31.12.92�Cars/inhab.��Turin�629881�972979�0.65��Belt�311907�530321�0.59��Total�941788�1503300�0.63��Table � JÄRJNUM Table \* ARABIAL �40�. Demographic data of Turin MA in more detailed zoning.

�������Age distribution %������Zone��Population�Area (sqkm)�Density (inh./sqkm)�Cars per household��0-10�11-19�20-49�50-64�>=65���TURIN������������1�Centro�41535�3.81�10904�1.17��8�7�48�20�18��2�S.Salvario�37555�2.39�15746�1.12��7�7�44�20�21��3�Crocetta�37931�2.87�13235�1.00��7�7�42�21�24��4�S.Paolo�32254�2.22�14503�0.95��8�7�44�20�21��5�Cenisia�41636�2.37�17561�1.10��7�7�44�19�22��6�S.Donato�48442�3.23�15021�1.05��8�8�44�19�20��7�Aurora�40941�2.75�14877�0.83��8�8�45�20�19��8�Vanchiglia�33876�3.70�9156�0.93��8�7�43�21�21��9�Nizza mill.�31025�3.56�8720�0.94��8�7�43�21�21��10�Lingotto�51977�3.62�14346�1.37��7�8�44�23�18��11�S.Rita�60369�3.57�16901�1.22��7�7�43�22�21��12�Mirafiori nord�48497�3.79�12796�1.14��7�8�42�25�17��13�Pozzo Strada�59377�4.21�14090�1.21��8�8�44�23�18��14�Parella�50002�4.90�10207�0.94��8�7�44�21�19��15�Vallette�46680�7.67�6089�1.21��8�9�45�21�17��16�Mad.Campagna�38668�8.95�4320�1.14��9�8�46�21�16��17�B.Vittoria�40919�4.25�9628�1.07��9�8�45�21�18��18�B.Milano�47256�2.79�16968�1.35��9�9�45�20�17��19�Falchera�27232�11.09�2456�1.45��7�9�44�25�16��20�Regio Parco�31498�7.11�4432�1.31��8�9�43�21�19��21�Mad.Pilone�14842�16.13�920�1.15��8�8�42�21�21��22�Cavoretto�21374�13.97�1530�1.41��8�7�40�21�24��23�Mirafiori sud�39184�11.23�3489�1.39��8�9�44�23�16���BEINASCO�18340�6.76�2713�1.27��9�10�47�22�12���NICHELINO�44251�20.64�2144�1.28��9�10�48�21�11���MONCALIERI�58565�47.63�1230�1.54��8�9�46�21�15���S.MAURO�17667�12.55�1408�1.54��9�9�47�21�14���SETTIMO�47761�32.37�1475�1.46��10�10�48�20�12���VENARIA�32987�20.29�1626�1.34��10�11�48�19�12���COLLEGNO�46885�18.12�2587�1.30��9�9�46�21�15���GRUGLIASCO�40745�13.12�3106�1.43��9�11�49�20�11���RIVOLI�52652�29.52�1784�1.52��10�10�47�20�13��



Authorities involved in the decision-making process of transport policy measures

Region of Piemonte

Province of Turin

Municipality of Turin



 Transport policy measures

In Turin many measures have already been implemented to improve the efficiency of the transportation system of the city, save time and decrease pollution and noise. There is a city-wide traffic control system with public transport priorities, streets and lanes reserved for PT and pricing measures used to encourage PT and  reduce long-stay parking in the centre. The most powerful measure was introduced in 1990, namely the Traffic Limited Zone where no private car traffic is allowed without permission from 7.30 am to 1.00 pm.

Public transport network extensions are planned for especially all rail modes, light rail, tram and metro. A park and ride system will be introduced.

The ongoing large 5T-project in Turin ( Telematic Technologies for Transport and Traffic in Turin ) is a great step forward in developing and controlling the transport system.

Table � JÄRJNUM Table \* ARABIAL �41�. Measures reported for Turin MA (
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Salerno

General description of the city

Salerno lies on the Tyrenian Sea, not far from Naples. Taking into account the city traffic and transport characteristics and the large amounts of data and applied models it can provide, Salerno represents a good city-laboratory for developing and testing new methodologies.

Land use

Salerno is a town of 60 square km on the Tyrrenian sea. The extension of the city has a narrow and long shape. It has 148930 inhabitants (1991 Census), whose 60130 are the workforce population (42860 employed, 5040 unemployed and 12230 looking for the first job). The number of available jobs are 48400.



It is a typical Italian medium-size city: it has a large concentration of activities and movements towards the central zones, a rather homogeneous daily distribution of mobility with three peaks at 8.00 a.m., at 1.00 p.m. and at 8.00 p.m., and finally a significant quota of movements to and from with the outlying areas that account for 50% of all movements.



Salerno can be subdivided into four zones: city centre, central area, suburban area and peripheral area.



� EMBED PBrush  ��� Figure � JÄRJNUM Figure \* ARABIAL �7�. The zones of Salerno.



Most of the population (53%) live in the central area, and if we consider the central and the suburban area we reach the 76% of the total inhabitants. 61% of the schools are located in the central area. The city centre concentrate the 43% of places of employment. The factories are mainly in the peripheral area (35%).



Table � JÄRJNUM Table \* ARABIAL �42�. Population by zone in Salerno (1981 Census):

ZONE�POPULATION�%��centre�26915�17��central area �82746�53��suburban area�36105�23��peripheral area�11619�7��TOTAL�157385�100������Total population density�     2623       inhab/sq km��

Table � JÄRJNUM Table \* ARABIAL �43�. Employed by zone in Salerno (1981 Census):

ZONE�service employment�%�industrial employment�%��centre�15346�52�2821�23��central area �10723�36�2374�19��suburban area�1715�6�2917�24��peripheral area�1866�6�4293�34��TOTAL�29650�100�12405�100��



Transportation system



Trips: 350 000 trips for working day���- Internally 320 000 trips per day����40 % by car���  7 % by public transport���  6 % on bicycle���47 % on foot��- 80 000 trips into the city per day����77 % by car���19 % by bus���  4 % by train��- 2.4 trips per inhabitant���

Table � JÄRJNUM Table \* ARABIAL �44�. Origin/destination matrix of trips by car (7.00-9.00 a.m.) in Salerno (1981 Census)

��INTERNAL/INTERNAL�����INTERNAL/EXTERNAL�����Origin/Destination�centre�central area �suburban area�periph. area��WEST�NORTH�EAST��TOTAL��centre�868�1466�588�600��410�182�286��4400��central area �3818�4666�2998�1754��1158�804�1268��16466��suburban area�1282�3138�1632�2152��350�416�1898��10866��peripheral area�386�1420�654�642��136�258�154��3650����������������EXTERNAL/INTERNAL�����EXTERNAL/INTERNAL�����WEST�854�1418�688�396��48�188�200��3792��NORTH�346�1570�494�188��94�26�148��2866��EAST�256�1596�938�162��96�32�32��3112��������������TOTAL�7810�15274�7992�5894��2292�1906�3986��45152��

Table � JÄRJNUM Table \* ARABIAL �45�. Percent internal trip distribution by motive and destination zone in Salerno (1981).

MOTIVE/ZONE�centre�central area �suburban area�peripheral area��TOTAL��work�35�34�9�22��100��school�27�47�20�6��100��shopping�41�47�9�3��100��other, constrained�25�48�17�10��100��other, non constrained�48�34�11�7��100��

Table � JÄRJNUM Table \* ARABIAL �46�. Percent internal trip distribution by motive and transport mode in Salerno (1981)

MODE/MOTIVE�work�school�shopping�other, constrained �other, non constrained ��motor-cycle�5�20�2�11�6��car�62�13�27�31�40��foot�26�50�66�52�47��public transport�7�17�5�6�7���������TOTAL�100�100�100�100�100��



Demography

Rate of employment: Workforce 60 130, employed 42 860, unemployed 5 040 and 12 330 looking for the first job, available jobs 48 400.

Table � JÄRJNUM Table \* ARABIAL �47�. Age distribution for Salerno, in percent (1991 Census).

< 5�5-9�10-14�15-24�25-34�35-44�45-54�55-64�65-74�75 <�TOTAL POP.��5�5�6�17�15�13�12�12�9�5�148932��

Car ownership: Car ownership is around 400 per 1000 inhabitants.

Authorities involved in the decision-making process of transport policy measures

The authority responsible for traffic and transport in Salerno is the city council. In case of high cost construction of new infrastructure the city must apply to the Italian central government for subsidy and if the infrastructure relates to railway, collaboration with the Italian railway company is necessary.



Transport policy measures

Salerno is at the moment at the planning stage of introducing transport policy measures. It envisages improving public transport by new investments, lane separation and information, promoting walking and cycling by good facilities and making car traffic smoother by increasing capacity and off-street parking places.

Table � JÄRJNUM Table \* ARABIAL �48�. Measures reported for Salerno  (
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Oslo MA

 General description of the city

Oslo is the capital city of Norway. The greenbelt areas in the north and east of Oslo combined with the Oslo Fjord result in three corridors leading to the central parts of Oslo. The study area includes the city itself and the county of Akershus, and is by far the greatest metropolitan area of Norway.



Land use

Zones:�1. Central business district���2. Inner city���3. Outer city west���4. Outer city east���5. Green belt���6. Akershus��

� EMBED CDraw4  ���

Figure � JÄRJNUM Figure \* ARABIAL �8�. The zones of Oslo MA.

1. Central business district: Including government offices and the harbour. Few residents.

2. Inner city (townships 1 -6): Predominantly blocks of flats.

3. Outer city west (townships 21 - 25): Predominantly one-family houses.

4. Outer city east (townships 7 - 20): Predominantly newer suburbs with blocks of flats.

5. Green belt: No building zone.

6. Akershus: A mixture of one-family houses and municipality centres (two municipalities in the west, 20 in the east).



Table � JÄRJNUM Table \* ARABIAL �49�. The population, area and  population density for the zones of Oslo MA.

Zone�Area (hectares)�Population�Inhabitants/hectare��1�259�2000�8��2�2306�143000�62��3�3789�97000�26��4�8940�240000�27��5�30104�1500�0.05��6�491600�434000�1��

Transportation system

Available means of transport:	�Walking, cycling and car (driver and passenger), and the following public modes: bus, tram/light rail, metro, railway, boat and taxi.

All means of transport are available in all zones, and for all travel between zones, except:

Boat is only available between zone 1 and parts of 2 and 6.

Tram/light rail is only available in zones 1 and 2, and for travel between 1 and 2.

Metro is available in all zones, except that it is only available in small parts of zone 6.

There is no railway station in zone 2.

The metro system comprises 100 km of track in an 8-armed star structure, on which 5 lines are operated. Oslo is also the hub of the Norwegian rail system, with lines to the west, north, east and south. The length of tramway lines is 128 km. The structure of the trunk road system is three orbital rings and five radials, concentrated in three corridors: west, east and south.

Trips:

The distinction inside/outside the toll ring is approximately the same as inside/outside the zone 2 of the map.



Car 62% of the trips in the area

Public transport 16.4%

Slow mode (walk / cycle) 21.6%



�Table � JÄRJNUM Table \* ARABIAL �50�. Motorised trips in Oslo and Akershus, 1000/year

From \ To�Inner city�Inside tollring�Outside tollring�Akershus West�Akershus North�Akershus South�Total��Inner city�25550�19710�21535�10950�7300�6570�91615��Inside tollring�20075�33215�15330�4015�6570�3650�82855��Outside tollring�21900�15695�31755�6205�5110�2920�83585��Akershus West�11315�4015�5840�50005�1095�2555�74825��Akershus North�7300�6935�5110�1095�63145�1460�85045��Akershus South�6570�3285�2555�1095�1095�27010�41610��Total�92710�82855�82125�73365�84315�44165�459535��

Table � JÄRJNUM Table \* ARABIAL �51�. Public transport trips in Oslo and Akershus 1000/year

From \ To�Inner city�Inside tollring�Outside tollring�Akershus West�Akershus North�Akershus South�Total��Inner city�10220�9125�10585�4745�4015�4015�42705��Inside tollring�9490�5475�3650�1095�1460�1095�22265��Outside tollring�10585�3650�4745�1095�730�730�21535��Akershus West�4745�1095�730�5475�365�365�12775��Akershus North�4015�1460�730�365�7300�365�14235��Akershus South�4015�730�365�365�0�3285�8760��Total�43070�21535�20805�13140�13870�9855�122275��

Table � JÄRJNUM Table \* ARABIAL �52�. Slow mode trips in Oslo and Akershus 1000/year

From \ To�Inner city�Inside tollring�Outside tollring�Akershus West�Akershus North�Akershus South�Total��Inner city�38337�5639�2223�273�63�19�46554��Inside tollring�5639�24108�1516�59�108�11�31441��Outside tollring�2223�1516�25507�540�448�275�30509��Akershus West�273�59�540�17521�1�14�18407��Akershus North�63�108�448�1�20604�0�21224��Akershus South�19�11�221�0�0�11927�12179��Total�46554�31441�30455�18393�21224�12247�160314��



Demography

Table � JÄRJNUM Table \* ARABIAL �53�. Age distribution in percent for the whole region and the city of Oslo (1.1.1995).

�0-6�7-15�16-19�20-29�30-49�50-64�65<��Region�9.8�9.5�4.2�16�31.4�14�15��City�9.3�8�3.4�17.3�31.7�13.1�17.2��

Average household size: Average household size is 1.93 persons in the whole region, 1.71 persons in the city of  Oslo.

Rate of employment: The number of employed in the region is 419 453 (1994) and in the city of Oslo 212 032.

Car ownership: Car ownership per person is 0.37 for the region and 0.34 for the city (1995).

Economic development

The 60s and 70s saw the rapid development of the suburbs of zone 4, along with building of  the metro to the same area.

Business and population have grown vigorously in the western part of Akershus for many decades, while the industrial base of the city of Oslo has been eroded.

The latter part of the 80s and first part of the 90s meant a triple crisis for Oslo. It consisted of a municipal financial crisis, a crash on the property market and rapidly soaring unemployment. From a level well below the national average, unemployment rose to one of the highest levels among the counties in Norway, reaching more than 10 % in some townships of zones 2 and 4. As a result, travel by private car in the Oslo region fell by 12 % between 1989 and 1990, for instance. Also, the tendency for young families with children to move from Oslo to Akershus was halted.

At present, the city has regained its financial strength, unemployment figures are going down, and property prices in the western part of the city have reached pre-crash levels. The city is however strongly divided between a well-to-do western part and an eastern part with considerable social problems. The construction industry is helped by big infrastructure projects, including the building of the new airport. The service industry, including government and public services, has however become overwhelmingly the most important industry.

Authorities involved in the decision-making process of transport policy measures

There are two counties in the region, Oslo and Akershus. Akershus consists of several municipalities, while Oslo is at the same time a county and a municipality. 

The responsibility of the highways lies with the national government, and is carried out by the National Road Authority. The main road network in the region is thus not the responsibility of the local governments, who however have some influence at an advisory level. Taxes, including tolls at the toll ring, also are a national responsibility. The national government is also responsible for rail and air, and is a very important agent in Oslo through its big infrastructure projects for rail and air as well as other construction.

As a part of the system of financing local government, subsidies for local road construction and maintenance and for public transport are given to the county level, but are not earmarked for transport. The amount of road maintenance and public transport services are then decided at the county level, health care and higher education purposes being the primary competitors to transport purposes.

The municipality level (in Oslo: township level) has no responsibility for transport. The municipalities are responsible for land use, and for some policy areas with close ties to transport, such as parking and parking fees. However, their decisions are sometimes challenged and reversed by national government. Harbour policy in Oslo is somewhat special in that financial responsibility rests with Oslo, while several other counties are on the board, and with the national government frequently intervening.

 Transport policy measures

A variety of transport policy measures are in use in Oslo MA. This includes a highway construction plan for the period 1988-2007, partly financed by a toll ring. Bus lanes on the new and old highways are an important part of this policy. A new airport is being built, and a high speed rail connection is to secure a high share of public transport to the airport. The metro system has been constantly improved, and measures such as signal prioritization and own rights of way are taken to increase journey speed of buses and tramways. On the other hand, traffic calming measures has been introduced in most residential areas. Parking policy has been restrictive in the inner city. Public transport fares policy has been changing, from rather big increases in the 80-ies to stable fares in the 90-ies. A unitary fare system for the whole region exists, and is shortly to be improved by electronic ticketing.

There are high taxes both on cars and fuel in Norway. There also exists a toll ring in Oslo the proceeds of which are used for highway construction. The major feature of the land use policy is the ban on building in the green belt area.

Table � JÄRJNUM Table \* ARABIAL �54�. Measures reported for Oslo MA.
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 Tromsø

 General description of the city

Tromsø is a regional centre with a large hospital and several educational centres. The topology of Tromsø is special, with a large part of the town area on an island with bridges to both sides, and with steep hills and distinctive ribbonlike stretches of built up areas along the coast lines.

Land use

Zones:�City centre on the Tromsø island (zone 50)���Rest of the Tromsø island (zones 11-45)���Mainland (zones 71-75 + external zones 83, 84)���Kvaløya (zones 61-63 + external zones 81, 82)��
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Figure � JÄRJNUM Figure \* ARABIAL �9�. The zones of Tromsø.

Table � JÄRJNUM Table \* ARABIAL �55�. The population and working places for the zones of Tromsø 1996.

�Population�Students�Working places��City centre�4147�0�9459��Tromsø island�24210�8713�16585��Mainland�13696�0�2079��Kvaløya�6784�0�1074���7778�0�717��Total�56615�8713�29914��

Area: 2520 km²

Transportation system

Available means of transport: Local and regional bus lines, private car and taxi.

Trips:

Total for the area (1990)���3.32 trips per person per day, persons of age 13 -74 years���Modal split���   Bus�14.1 %��   Walk/cycling�21.6 %��   Car, driver�54.0 %��   Car, passenger�10.3 %��

Demography

Car ownership: Car ownership is 382 cars per 1000 inhabitants (1990).

Economic development

Tromsø is fast growing, approx. 2 % or 1000 persons/year in the 90’s.

Authorities involved in the decision-making process of transport policy measures

- The city of Tromsø 

- The Troms County: Local public transport, level of subsidy to the local bus company

- The national road and road transport administration

- The local bus company TROMSBUSS: operational planning of bus line system, fares etc.



 Transport policy measures

Tromsø lies on an island and thus is physically separated from mainland. There are two special provisions; the first one is a local fuel tax for road construction and the second a private road tunnel crossing the island financed by toll collection. There is also another tunnel crossing the Tromsø strait implemented by national and local authorities and a third centre tunnel for reducing car traffic is under consideration.

Promoting public transport and restricting car traffic using parking policies are under preparation.

Table � JÄRJNUM Table \* ARABIAL �56�. Measures reported for Tromsø. (
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SUMMARY OF CITIES

This section summarises policy measures reported by each city. Only measures that were considered feasible to model are included, e.g. information measures have totally been left out because they could not be modelled or tested in the project. The measures are picked up from all the measures the nine cities have reported (Appendix 2). However it must be remembered that the level of reporting varies from one city to another e.g. cities with a vast variaty of measures may have omitted some most common ones. A summary table of these measures has been collected by the category of the measure (Table 57). In the table only one mark is indicated although originally there may be several different measures falling into the same category.



Infrastructure measures

In all cities road construction is seen as an important measure as well as on the other hand pedestrianisation and constructing of pedestrian areas. Developing the public transport infrastructure depends on the present public transport system and on the size of the city thus varying from city to city.



Bus and/or tram lanes are used or planned in the greater cities. Light rail systems are under planning in many cities and already in use in Turin and Oslo. In the greater cities park and ride facilities are being constructed whereas in the smaller ones off�street parking supplies are being constructed. Traffic calming infrastructure measures are used in the Austrian cities, Helsinki MA and Oslo MA. Constructing of cycle routes, lanes and/or paths has been reported for all other cities except for Turin and Tromsø.



Management measures

Traffic calming through management measures is used in all other cities except the Italian ones. Instead, in Turin they have regulatory restrictions on car use and such a measure is also being planned for Salerno. On�street parking is being reduced in the British cities and in Helsinki MA and there are plans to do likewise in the Norwegian cities.



Bus and tram priorities are used in many cities. Also promoting public transport by management measures such as the level of service or reliability has been reported for all other cities but Vienna.



Pricing measures

All cities except Salerno are using parking charge levels as a demand management measure. Road pricing is used in Oslo, planned in the British cities and rejected before or after being in use in Tromsø and Helsinki.



Using public transport fare levels as a measure has also been reported for most of the cities. Apart from the small cities, Merseyside is the only larger cities not to report it.



Land use measures

Land use measures are reported vaguely. Control of development, development within transport corridors and making the city structure more dense are the most common measures reported. Since the transport models used in the project are not in general adequate for representing land use changes, land use measures have not been considered in depth.



Table � JÄRJNUM Table \* ARABIAL �57�. Summary of measures (which are considered feasible to model) selected from the set of measures reported by the cities.
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APPENDIX 1		Questionnaire forms and instructions

APPENDIX 2		Detailed description of the measures for each city

APPENDIX 3		Description of how the measures are modelled in each city



( Measures belonging to a category that was consider as possible to model are marked with grey background

( Measures belonging to a category that was consider as possible to model are marked with grey background

( Measures belonging to a category that was consider as possible to model are marked with grey background

( Measures belonging to a category that was consider as possible to model are marked with grey background

( Measures belonging to a category that was consider as possible to model are marked with grey background

( Measures belonging to a category that was consider as possible to model are marked with grey background

( Measures belonging to a category that was consider as possible to model are marked with grey background

( Measures belonging to a category that was consider as possible to model are marked with grey background
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