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ABSTRACT

This report provides the final implementation and evaluation assessment for the
TRAVEL PLAN PLUS project. It reports the findings of D4.6 from WP4 and D5.3 from
WP5, which were combined for practical reasons, both documents being s closely
related.
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Executive Summary

Introduction

TRAVEL PLAN PLUS stands for Travel Reduction Attainment Via Energy-efficient
Localities PLANnNing. The project aimed to establish travel plan networks at sites in the
UK, Sweden, Hungary and Spain to deliver energy savings and to initiate the
development of such networks across Europe. It was based on the following premise:

Problem : A travel plan is a package of measures tailored to the needs of individual
organisations and aimed at promoting greener, cleaner travel choices and reducing
reliance on the car. Unlike the traditional approach to addressing transport problems of
providing more capacity, travel plans can be quick, cheap, effective and popular. Yet
they remain uncommon. This is because they rely on organisations to help solve a
problem that is not usually a core concern.

The solution : To establish a local group or Local Travel Plan Network (LTPN) of
organisations to share resources and ideas for developing and implementing a travel
plan in their area.

Consequently, the aim of this report is to report the findings from designing,
implementing and operating local travel plan networks, and to provide recommendations
for practitioners and policy makers.

Literature Findings

For the project, a comprehensive literature review was undertaken (D2.1a). Within this,
five types of LTPN were identified:

1. Neighbourhood Transport Forums

2. Area Travel Plans

3. Business Improvement Districts

4. Transportation Management Associations
5. Local Transportation Districts

These range from informal, loosely defined networks drawing on minimal resources to
more formal and legally defined organisations with access to a series of possible
promotional, regulatory and fiscal tools. They can be either transport-focused or more
generally aligned.

The literature review also found that LTPN design is heavily influenced by a number of
contextual factors. These include: the primary actors, the motivations for group
formation, the perceived scope and scale of the problem and the organisational
environments, along with geographic, political, and institutional factors.

In terms of performance, there appears to be a direct correlation between the type of
LTPN (and the corresponding level of resources available) and the contribution the
network can make to reducing transport externalities. There is also an underlying story
that LTPNs have not yet realised their full potential neither at the individual local
network level nor at the wider community transport system level. Even if this were not
the case however, it would be difficult to say for sure due to the lack of robust data
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available on the performance of LTPNs thus far. In particular, while there are examples
of LTPNs in Europe (particularly in the Netherlands and in the UK), and while previous
European projects have touched on LTPNs, there remains a dearth of literature on the
effectiveness of LTPNs from the world outside the United States.

Implementation

TRAVEL PLAN PLUS was a practical implementation project that sought to monitor and
evaluate the process for selecting, designing, implementing and operating Local Travel
Plan Networks in a diverse range of circumstances. In geographical terms, the
implementation locations were from the four ‘corners’ of the EU, namely: the UK,
Sweden, Hungary and Spain.

This spread enabled effective distribution of LTPN’s and clusters of supporters and
champions able to engage with wider communities across the EU. The locations
chosen also ensured a representative cross-section of Europe’s legal, political,
economic and cultural environments are considered (see table below), ensuring
applicability of results to as wide a section of Europe as possible. Together, these
factors were intended to facilitate the subsequent widespread adoption of LTPN’s
across the EU.

Table 0-1  Contextual / operational characteristics of chosen locations

Characteristics Location ‘
Cambridgeshire Stockholm Gyor Bages

Legal / cultural Anglo Saxon Scandinavian Eastern Latin
European
Transport Heavily congested; | Airport located Low car Important
conditions high car between two ownership industrial sector on
ownership; cities; new ‘cargo | (rapidly growing); | edge of small town
separation of hub’ needs heavy traffic on (75,000
residential and ground transport national road in inhabitants); new
employment solutions; freight city centre; close | MM arrangements
centres and personnel; to central needed to serve
necessitating car workforce functions them
use. Constrained growing rapidly (schools, city
street configuration | (700 to 1500) hall, stations,
shops)
Sector Business Park Airport Education Industrial Park
(university and
schools)
Site City-edge Rural (airport is Mainly inner city Edge-of-city-
‘city’ itself) centre/suburban

Of the types of LTPN identified in the literature all four sites opted to focus on an Area
Travel Plan initially. They have each achieved a network with a structure which
considered the contextual situation. LTPNs were launched between one and 18 months
prior to monitoring.

TRAVEL PLAN PLUS Confidential




TRAVEL PLAN _ Rev. 1.8
PLUS "’ D4.6 Implementation Report Issue Date.: 06/05/2011
IEE —07-592 D5.3 Evaluation Report Page 7 of 97
Evaluation

The evaluation methodology used in the TRAVEL PLAN PLUS project consists of the
following elements: operational impacts, financial impacts, political impacts energy
impacts and socio-economic impacts.

This final report examines the direct outcomes of the TRAVEL PLAN PLUS projects
through looking at the changes in energy use and vehicle kilometres travelled as a
result of LTPN implementation. It then presents the mechanisms which resulted in
these outcomes by presenting the process impacts focussing on LTPN operation at
each of the LTPN sites. This is followed by an explanation of the site contexts based on
the financial, political and socio-economic and demographics which have influenced the
process and therefore direct outcomes, leading to the following conclusions.

Main conclusions of the demonstrations

The four LTPNs have not met the ambitious energy reduction targets within the
timescale of the project. However, LTPNs have been launched, a co-ordinator is in post
and a written plan developed for each of the four sites. Whilst implementation in earnest
has only started at two of the four sites in 2010, measures to meet the needs of the
LTPN areas have been identified across all sites. Implementation started in the
Stockholm site in January 2011. Where implementation of measures has already
occurred, this has exceeded the projects objective to implement five measures and
there is evidence of modal shift.

TRAVEL PLAN PLUS has highlighted that engaging key stakeholders in the LTPN can
take time and persistence. This is particularly true when working with private
organisations in countries where there is not a culture developing travel plans and
LTPNs (whole of Europe except UK and The Netherlands). Once in place changing
travel behaviour can take time. However each implementation partner reports growing
awareness and acceptance of the LTPN initially at organisational level, which has
transferred to the employee / student level in Cambridgeshire and Gyor following the
implementation of a range of successful measures.

The monitoring framework ensured that the influence of external factors was taken into
account. The impact of the economic downturn has created a particular challenge in
engaging companies and other stakeholders in mobility management. This is most
evident in Bages where the workforce has reduced by 25%, thus influencing congestion
and reducing any localised parking problems. Additionally, the experience in Cambridge
highlights that it is not just modal share, but also workplace catchment, which influences
emissions and energy use attributable to the commute to the LTPN area. The
municipality of Gyor has in fact identified funding to investigate the influence of mode
choice on travel behaviour for the journey to school in order to adapt policy to influence
organisational recruitment is more challenging.

Each partner expects the TRAVEL PLAN PLUS LTPNs to continue, and in the case of
Gyor expand, beyond the timescale of the project. Where funding is not available from
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public sources there is emphasis on getting further input from the LTPN organisations in
the area and this should be achievable if there is a compelling benefit to doing this.
There is also evidence of the concept transferring to other areas in the municipality of
Stockholm and to Denmark and Poland through the wider networks at the project
partner levels. The process of LTPN development and experience from the project will
be used to create policy and practical recommendations (Deliverable 6.1 and
Deliverable 6.2) and thus assist with the dissemination of LTPNs.

LTPNs and the objective to create a new culture for urban mobility

We finally quote the Commission’s Action Plan on Urban Mobility, which states that
education, information and awareness-raising campaigns play an important role in the
creation of a new culture for urban mobility. Effective integration, interoperability and
interconnection between different transport networks are considered key features of an
efficient transport system. This can facilitate modal shift towards more environmentally
friendly modes of transport and efficient freight logistics.

Affordable and accessible public transport solutions are mentioned as key measures to
encourage people to become less car-dependent, use public transport, walk and cycle
more, and explore new forms of mobility, for example in the form of car-sharing,
carpooling and bike-sharing. 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.

To summarise it all, we are convinced of the potential of Local Travel Plan Networks.
Not only do they help to promote energy efficiency through influencing consumer
behaviour towards sustainable modes of transport, but they also to bring other benefits
to the European society (reducing congestions, improving road safety, reducing
emissions from traffic).

TRAVEL PLAN PLUS Confidential
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1. Introduction

This section provides details of how the results of the final LTPN design, implementation
and operation activities (part of WP4) and the final monitoring and evaluation activities
(part of WP5) contribute to the TRAVEL PLAN PLUS project. It is important to realise
that this report focuses on the results at the individual site level; it does not evaluate the
project itself or the impact of LTPNs outside the scope of the project.

1.1  Overall description of the TRAVEL PLAN PLUS Pro ject

TRAVEL PLAN PLUS stands for Travel Reduction Attainment Via Energy-efficient
Localities PLANnNing. The project aims to establish travel plan networks at sites in the
UK, Sweden, Hungary and Spain to deliver energy savings.

Problem : A travel plan is a package of measures tailored to the needs of individual
organisations and aimed at promoting greener, cleaner travel choices and reducing
reliance on the car. Unlike the traditional approach to addressing transport problems of
providing more capacity, travel plans can be quick, cheap, effective and popular. Yet
they remain uncommon. This is because they rely on organisations to help solve a
problem that is not usually a core concern.

The solution : To establish a local group or Local Travel Plan Network (LTPN) of
organisations to share resources and ideas for developing and implementing a travel
plan in their area.

1.2  Objectives of this project

The TRAVEL PLAN PLUS project aims to deliver transport-sector energy savings by
creating a new approach to site-based mobility management across Europe. It
introduces the concept of 'Local Travel Plan Networks' (LTPNs) — which can offer
economies of scale in terms of resource availability and political influence over
traditional organisation-focused travel plans — to the municipal areas of Cambridgeshire
(UK), Stockholm (Sweden), Gyor (Hungary) and Bages (Spain).

Implementation considers a range of existing conditions and transport issues, including
problems associated with transport for/around industrial estates, educational premises,
airports and development corridors.

The overall objective of TRAVEL PLAN PLUS is to promote energy efficiency through
the use of LTPNs across the EU, and it:

Develops a framework in order to aid and promote the implementation and
dissemination of LTPNs in a systematic way;

Implements four LTPNSs in representative locations across the EU;

Monitors and evaluate these LTPNSs;

TRAVEL PLAN PLUS Confidential
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Provides recommendations for developing an effective policy framework;
Encourages and support the widespread adoption of LTPNs across the EU.

The work undertaken also provides important guidelines on the implementation process,
which will be of use to policy makers and implementers.

1.3 TRAVEL PLAN PLUS Project Overview and Structure

The TRAVEL PLAN PLUS project is organised into eight work packages. These are:
Work package 1 — Project Management

Work package 2 — State of the Art Review

Work package 3 — Planning for LTPN Implementation

Work package 4 — LTPN Implementation

Work package 5 — LTPN Monitoring and Evaluation

Work package 6 — Policy Framework and Implementation Guidelines

Work package 7 — Communication and Dissemination

Work package 8 — Common Dissemination Activities.

Work package 4 forms the core of the project and involves the actual implementation of
the LTPN in the sites selected. It includes launching an LTPN, appointing a TP+
coordinator at each site, overseeing and leading the development of the LTPN and
implementing and the implementation of at least 5 travel plan measures per site by the
end of the project.

The function of work package 5 is to activate the systematic collection of the data
needed, not only to derive the transport and energy impacts of the LTPNs, but also to
provide information on the implementation process that will be of use to policy makers
and other implementers. WP5 thus provides direct input for WP6.

1.4 Contents of this deliverable

This deliverable provides the combined results of Deliverable 4.6 “LTPN Final
Implementation Report” and Deliverable 5.3 “Final Evaluation Report”. For practical
reasons the TRAVEL PLAN PLUS partners decided to combine both documents into
one. The main reason for this is that both documents are so closely related. Moreover,
since background information needs to be provided in order to give the reader insight in
the demonstrations, it prevents unnecessary repetition of information in separate
documents.

This report consists of the following sections:

Section two contains background information on the four LTPN implementation
sites.

TRAVEL PLAN PLUS Confidential
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Section three summarises the design and design of the different LTPNs.

Section four describes the outcomes of the monitoring and evaluating process for
each individual LTPN, as part of the WP5 activities.

Based on the implementation and evaluation activities the conclusions are
detailed in section five.

TRAVEL PLAN PLUS Confidential
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2. Context of the TRAVEL PLAN PLUS demonstration si  tes

2.1 Site selection

The implementation of four LTPNs located in very different contextual circumstances
across the EU is the core element of the TRAVEL PLAN PLUS project. The
implementation partners were chosen not only for their diversity (see Table 2.1), but
also because they are united in their desire to address energy efficiency and transport
and view the development of LTPNs as a major way of achieving these objectives.
Consequently, Local Travel Plan Networks were implemented in Cambridgeshire (UK),
Stockholm (SWE), Gyér (HU) and Bages (SP).

The specific details of the sites are illustrated in the table below and the following
sections. For further information on each site, we refer to detailed information included
in the Implementation Portfolios, which can be accessed via the website
www.travelplanplus.eu.

Table 2-1 Summary of the chosen implementation sites
Cambridgeshire  Stockholm Gyor Bages
Legal / cultural | Anglo Saxon Scandinavian Eastern Latin
European
Transport Heavily Airport located Low car Important
conditions congested; high between two ownership industrial sector
car ownership; cities; new 'cargo | (rapidly growing); | on edge of small
separation of hub' needs heavy traffic on town (75,000
residential and ground transport | national road in inhabitants); new
employment solutions; freight | city centre; close | mobility
centres and personnel; to central management
necessitating car | workforce functions arrangements
use; constrained | growing rapidly (schools, city needed to serve
street (700 to 1500) hall, stations, them
configuration shops)
Sector Business Park Airport Education Industrial Park
(schools)
Site Type City-edge Rural (airport is Mainly inner city | Edge-of-city-
‘city" itself) centre / suburban
LTPN Type Area Travel Plan | Area Travel Plan | Educational Area Travel Plan
but with elements Institute Network
of based around an
Neighbourhood Area Travel Plan
Transport Forum

TRAVEL PLAN PLUS
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2.2 Overview of the four sites

2.2.1 Cambridgeshire

The CCC/TfW LTPN site is the North Milton Road Employment Area in Cambridge and
specifically comprises the Cambridge Science Park, the Cambridge Business Park and
the St John's Innovation Centre. The LTPN site is located on the northern fringe of the
City of Cambridge; it is bisected by the 'Milton Road (A1309), and its northern limit the
defined by the A14 trunk road (national route).

This area has been chosen because there are several large neighbouring employment
sites consisting of many companies. These are purpose built parks of serviced offices.
The land is owned by landlords. In two cases the landlord are colleges of the University
of Cambridge (Trinity and St John's), whilst the Cambridge Business Park is owned by
the UK Government (Crown Estate). All the parks are managed by property agents,
although their roles are not consistent; some have an on-site presence others are
managed from off-site offices.

There is very good
road access to the
site. The Al4 links the
LTPN area to the
towns of St Ives,
Huntingdon and the
city of Peterborough to
the North; and to
Newmarket and the
Morth Milton Road county of SUﬂ:O“( to
T LTPN the East. It is the
major road that
transfers a  huge

amount of freight from

the East coast ports at

Harwich and
Felixstowe to the
'Midlands' and

onwards to the north,
Wales and the ports to
Eire. Therefore, in
Cambridgeshire there
is competition for road
space between this 'through traffic' and local traffic, including significant commuting
traffic causing a 'pinch point'. The road has only two lanes in each direction and has to
absorb South-North traffic at the end of the M11 motorway, which links the LTPN site to
towns south of Cambridge City, to Stansted Airport and to London. The A10 trunk road
directly links the site to the town of Ely and further north to the Norfolk county coast.
None of the main employer sites currently report extreme car park pressures.
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The LTPN area is very well placed at the northern end of the Cambridge cycle route
network. Currently, the area can be accessed by four bus services but there are
ongoing delays to the opening of Europe's longest guided busway system, which will
serve the LTPN area. Once launched, this will see a new and attractive, energy efficient
public transport option, with high quality buses running up to every ten minutes.
However, the delays are receiving negative publicity, which provides a further challenge
in promoting the bus as a travel option. Cambridge City railway station is approximately
three miles from the LTPN area. The station has direct links to many of the region's
larger towns. However, there is no direct bus link to the LTPN area. The current bus
journey requires a change at the city centre bus station, or an 8-10 minute walk from the
station to a bus stop, making this a less attractive option to the more energy intensive
option of driving to the LTPN area.

Challenges for the Cambridgeshire site are:

The LTPN area is 'fed' by the major Al4 trunk road, which is notoriously
congested and often suffers from significant delays due to road crashes. The
LTPN should do much to alter the perception that employer action cannot affect
congestion.

Speeding is a problem on the Science Park estate and this poses a threat to
other road users and pedestrians

The LTPN area is located on the edge of two Air Quality Management Areas
(AQMASs). However, traffic to and from the area impacts upon both AQMAs.
Therefore positive modal shift should have a positive effect on air quality in these
AQMASs.

CCCI/TfW is keen to highlight the added benefits of encouraging more active
travel. Businesses in the area are predominantly 'young' companies. There is a
gym and fitness centre available to employees in the area.

There has been the long delay in the opening of the Cambridgeshire Guided
Busway, which will serve the LTPN site. This was due to open in November
2009. This has created much adverse publicity and is making promotion of any
form of bus travel to the site difficult.

Cambridge City railway station is approximately 3 miles (4.8km) from the LTPN
area. The station has direct linkages to many of the region's larger towns.
However, there is no direct bus link to the LTPN area. The current bus journey
follows an indirect route via city centre bus station, making this a less attractive
option to driving.

TRAVEL PLAN PLUS Confidential
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2.2.2 Stockholm

Stockholm-Arlanda Airport is located approximately 45km north of Stockholm in the
Municipality of Sigtuna and in the County of Stockholm. The airport is situated directly to
the east of the E4 motorway, the main route travelling to the north and south of Sweden.
The airport is state owned and managed by the Swedish Airports and Air Navigation
Services (Swedavia) who are based at the airport and employ a total of 15,000 staff
across 250 companies.

Cargo City is located within the airport boundaries, consisting of a 9,000m? freight
terminal. At the start of the project, there were 19 companies with 653 employees all
handling the freight and goods to and from Stockholm-Arlanda, though Spirit Cargo has
recently moved to the site and now around 920 people are employed at the site. Almost
60% of the Cargo City companies employ ten people or less, seven businesses have
less than four employees. By contrast, Royal Mail (Posten - the largest employer at the
start of the project) has 220 people and its own marketing team. In the beginning of
2011Spirit Cargo with 270 employees moved into the area. By 2012 two additional
freight terminals will be in place at Cargo City which will then have a total area of
150,000m? and thousands of staff.

Cargo City is a manual labour intensive work place specialising in freight management.
Most employees work shifts (a normal day is divided into three shifts including a night
shift) and rarely use computers in their daily work activities. Business travel is also
uncommon. Shift work provides a challenge to reach staff and help them change their
travel behaviour through e.g. marketing and promotion campaigns.

This site was chosen as the LTPN area by the stakeholders involved due to the airport's
'CO; emission limit' of 345,500 tonnes per year. This has a direct implication on the
energy requirements of airport and related activities. The limit has so far been a
guideline for the accepted level of pollution generated by Arlanda but from 2011 the
airport is committed by law to keeping within this specific limit and thereby improving its
energy efficiency. The limit was exceeded by 3,000 tonnes in 2007 so behavioural
change is therefore needed, especially road based transport, as this accounts for 50%
of the airport's total emissions.

It is easy to access the airport by private car but also by rail and bus. Long-distance,
high-speed and commuter trains are all an option for travelling to the airport. The 273
and 263 buses connect Arlanda airport and Cargo City, with the nearby towns of Marsta
and Sigtuna; the 77 and E18 link the LTPN area to Norrtdlje; and the E4 provides
access to Uppsala and Stockholm. However, Cargo City is located almost 2km south
west (approximately a 20 minute walk) away from the main buildings of the airport
where the train and bus stations with frequent services are situated.

The most frequent service to Cargo City is the 583 between Marsta and Arlanda
providing three services an hour. The bus stop is located outside the Cargo City security
gate. Stockholm Public Transport (SL) recently increased the number of services on the
583 route (including night services as many of the Cargo City employees work late night
shifts). The cycle and pedestrian routes were recently upgraded (partly segregated from
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traffic and partly shared with vehicles on the local roads) between Cargo City and
Marsta/Sigtuna.

The challenges for the Stockholm site are:

To reduce CO; in line with the cap to in turn allow a greater number of flights to
operate from Arlanda airport.

To reduce the number solo car journeys to and from work especially given the
limited public transport access to the site from both Arlanda airports and the local
workforce.

Shift Work and Small Companies create challenges in communicating to the
workers on the project.

Infrastructural Changes are currently planned for Cargo City. This includes
introducing more parking, which makes promoting public transport more difficult.
Plans may provide greater opportunities to park near to work while making bus
stop access more challenging.

The cold weather and long hours of darkness during winter poses a seasonal
challenge to promoting cycling and use of public transport.

2.2.3 Gyor

The Municipality of Gyor is located at the midpoint between Budapest, Vienna and
Bratislava. Four Educational Institutions within the central and suburban educational
area of Gyor have been identified as the LTPN area. The LTPN site comprises the
Koélcsey Ferenc Primary School, the Mdricz Zsigmond Primary School, the Gardonyi
Géza Primary School and the Hild J6zsef primary school; these are supported by the
Educational and Strategy department of the municipality. All schools are interested in
environmental friendly education and energy efficient operation.

. These Educational Institutions have been chosen,

.4 because they experience many traffic related problems.
Each school is located next to a busy main road, with
@ high levels of pollution. Because of the high traffic levels,
many accidents have occurred close to these schools
and some of these have involved students. On the other
hand, the schools have the advantage that they are
often en route to their parent's workplaces.

All the schools are easily accessed by car. There have
been recent expansions to the road network but investment in pedestrian and cycling
infrastructure has been limited. All schools are also easy to access by bus and in June
2009 new bus lines were introduced. The railway station is approximately 500 metres
from one of the Network schools.

The LTPN area can be accessed via the Gyodr cycle &
network. There are several on-road, shared -
pedestrian/cycle routes and quiet local roads linking Gyor ¢
city centre with the suburbs and vice versa, so linking the
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schools with their catchments. The city's new bicycle strategy provides a good
opportunity to encourage modal shift to bicycle, thereby reducing the energy
requirements for the journey to school.

The main challenges for the Gyor site are:
Gydr and the major roads feeding it suffer from significant congestion.

Parking is a problem around the schools. On-road parking is currently permitted
in parts of the LTPN area. The initial phases of the implementation process will
review the parking situation.

The air quality (pollution) is around the ‘acceptable’ limit in the City Centre, which
implies that the concentration of polluting particles is rather high. A change in
modal shift should achieve a positive effect on air quality.

Sport activities and facilities (Health and fitness) are available for students in the
schools. However children have to learn to live healthy outside school hours as
well. This means encouraging more active travel like walking or cycling to school
on daily basis.

Children are not restricted to the nearest school so parental school choice can
lead to longer journeys.

2.2.4 Bages

The selected site consists of a number of industrial estates situated within the
municipalities of Santpedor and Sant Fruités del Bages. The two municipalities are in
the central part of the County of Bages, which is in the core of Catalonia, in the
northeast corner of Spain. This site is 10km north of Manresa, the capital of Bages and
60km from Barcelona.

The LTPN area includes the industrial estates of Riu d'Or, Santa Anna |, Santa Anna Il
and Santa Anna lll in the municipality of Santpedor and Placa de Santa Anna, La
Serreta, Carretera de Berga and Sant Isidre in the municipality Sant Fruités del Bages.
In 2009, this group of industrial estates, hereinafter referred to as Santa Anna industrial
area, had around 300 companies, employing approximately 6,000 people.
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Figure 2-2-1 Maps of the Bages LTPN
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While the municipalities of Santpedor and Sant Fruités are rather small (6,600 and
7,400 inhabitants respectively), the Santa Anna industrial area is situated within a short
distance from a number of other municipalities, amongst them Manresa, which together
form an integrated labour and commuting region. In total the County of Bages in total
has 180,000 inhabitants.

Within the area there are ten companies employing more than 100 people. Amongst the
most important of these are Denso (automotive; 715 employees) and Caixa Manresa
(banking services; 500 employees). The manufacturing industry is the most important
economic activity in the LTPN area, representing 66% of employees; the second is
finance, representing 13% of the employees. Manufacturing focuses on textile, food,
metallic products, machinery and components for the transport industry (mainly for the
car manufacturing industry).

This site is close to the intersection of the C25
and the C16, which is one of the most important
intersections in Central Catalonia. The C25
highway goes from East to West and the C16
highway goes from North to South, from the
French boarder to Barcelona. Each connects a
number of Catalan counties as they travel
through the region. These connections offer
quick and effective access to the LTPN for car or
van drivers and passengers.

In the LTPN area there are many bus services in operation. But, in general, these
services don't offer a good geographical coverage of the area. Most of the bus stops are
located far from the companies. Plus services do not cater for demand as connections
with Manresa and Santpedor, where most employees live are not available. The bus
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stops located near the LTPN area have shelters and the pedestrian bridge provides
good access to parts of the industrial estate. However, bus timetables are not adjusted
to the shifts of workers employed at the site.

Furthermore access for pedestrians and cyclists is unsatisfactory. There is a lack of
safe, well defined paths linking the residential areas to the industrial sites. As a
consequence 98% of commuter trips are made by car. Access to the site makes almost
impossible for a person without car access to get a job with one of the companies of
within the LTPN area.

s At the start of the project the dependency on private
~ cars caused small congestion problems at peak
hours, especially at the access points to the
industrial estates, but also on the nearby main road
network. This was further accentuated by the design
of the access routes and the high proportion of
heavy vehicles accessing and crossing the area. It
also contributes to parking management problems
at part of the estate where parking is unregulated.

A survey in 2008 demonstrated that 98% of respondents employed within the Santa
Anna Industrial estate access their workplace by motorised vehicle, 73% as a car driver,
21% as a car passenger and 3% by motorcycle. A further 1% travels by company bus
and 0.5% each on foot and using public transport. The important share of employees
that travel as private vehicle passengers indicate the existence a number of informal
(self-organised) lift sharing (car-pooling) initiatives and thus the need and possibility to
develop these further.

The main challenges of the Bages site are:

The low accessibility of the area to all modes of transport except private vehicles
which has led to parking related issues, especially in unregulated areas.

A lack of planned investment to improve local public transport infrastructure in
the short term.

A discriminatory transport system which limits access to the site for non-car
drivers.

And as a result, problems with traffic safety.
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3. LTPN design and structure

3.1

Overview of LTPN types

The State of the Art Review of WP2 highlighted five types of LTPN. The next figure
provides an overview of the different types of LTPN (as detailed in D2.1a) and their
relation to the demonstration sites.

Figure 3-1 The TRAVEL PLAN PLUS sites and types of LTPNs

. Neighbourhood Transport Forum

. Area Travel Plan

. Business Improvement District

. Transportation Management Association

. Local Transportation District

This

Cambridge Stockholm

Neighbourhood Transport Forums  are the simplest form of LTPN, consisting of informal gatherings of
organisations and usually acting primarily as a venue for information exchange, which can sometimes lead
to measures such as car sharing schemes being adopted.

Area Travel Plans (ATPs) are local networks that typically form in Development Zone-type environments.
ATPs tend to operate as travel plans do at large single organisation sites such as large hospitals,
universities and large company campuses — the main difference being that several organisations are
involved instead of only one.

Business Improvement Districts  (BIDs) are self-assessment districts formed by property or business
owners. BIDs enjoy significant participation from their members and are formed for many reasons of which
transport is sometimes one.

Transportation Management Associations  (TMASs) are generally private, not for profit corporations formed
so that employers, developers and/or retailers can collectively address transport-related problems.

Local Transportation Districts ~ (LTDs) are probably the most complex type of LTPN to set up and the most
resource intensive. This is because they are effectively a Government body, unlike the other network types
described above. However, they can also potentially be the most effective in delivering transport goals due
to the greater range of instruments available.

next section summarises the site-specific design and structure of the

implementations sites.
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3.2 LTPN design

The LTPN in Cambridgeshire is operating as an Area Travel Plan , but with elements of
a Neighbourhood Transport Forum . There is a travel plan for the whole area, plus
organisations can develop site specific travel plans. For more information on these
types of LTPNs we refer to TRAVEL PLAN PLUS Deliverable 2.1. The elements that
are relevant for the Cambridgeshire site are:

There is no formalised financial input from onsite businesses. Instead, there has
been considerable 'in kind' provision of meeting rooms and refreshments for by
Steering Group members.

Funding from the EU was matched funding from the Highways Agency, the East
of England Development Agency and Cambridgeshire Horizons. The local team
has also secured additional financial resources from Section 106 (planning
related) funds.

The onsite Coordinator and Administrator are employed by the County Council
but managed by the Travel for Work Partnership.

The intention had been to move the LTPN towards a Transport Management
Association model to ensure succession of the LTPN beyond the life of TRAVEL PLAN
PLUS by developing a robust funding stream (member dues). The team will continue to
explore this with steering group members after the end of the project. However there
has been significant engagement with local developers of new sites that are being
encouraged by the Highways Agency to see the LTPN as a possible element to their trip
reduction plans meaning that future funding is so far more strongly linked to developer
contributions. Cambridgeshire’s LTPN was launched in November 2009.

The LTPN at Stockholm currently functions as an Area Travel Plan. There is one single
Travel Plan for the whole site which encourages cooperation and provides support for
the small companies. The companies at Cargo City form a transport group and work
together with a steering group consisting of Swedavia, Sigtuna Municipality, STA, SL
and UL in order to come up with measures to promote sustainable transportation among
staff.

The current coordinators, at WSP as commissioned by STA, together with the
stakeholders (especially Swedavia), will inform, guide and help the company
representatives as to how best introduce LTPN measures within their own businesses
and encourage behaviour change. The coordinator’s role is also to manage measures,
activities and actions as well as to liaise with all involved parties. The main elements
that are relevant for the Cargo City site are:

A shift from solo car journeys by acknowledging, and possibly introducing viable
and reliable modes to reduce the total energy consumption and emission level
from staff travel.

Communication channels in place mainly through the LFV intranet at Arlanda
airport.

Stockholm’s LTPN was launched in September 2010 .
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The LTPN in Gyor is slightly different as it is characterised by the sector rather than the
locale, though all schools are within the same municipality. Plus, this sector is not
business orientated so financial arrangements can limit the ‘type’ of LTPN which can be
applied, especially when schools are state owned and /or funded. However, the LTPN in
Gyor is most similar to an Area Travel Plan . At present:

All funding initially comes from the EU.

The coordinator and project manager are employed by the municipality of Gyor,
where budgets are allocated at the start of each year.

The format used in Gyor, where the TP+ LTPN is being used as a demonstration
schools to attract further schools, will sustain the future of the LTPN in Hungary. So far
three further schools are involved in the implementation of measures but not the TP+
monitoring and evaluation, thus demonstrating the multiplier effect. Gyér's LTPN was
launched in March 2009 .

The travel plan network proposed in Bages is also an Area Travel Plan, where the
problems experienced by companies in the area form the point of agreement. An
advantage of creating such an area-based group is that it is informal, which gives
valuable flexibility for the co-ordinator to decide on participation and activities in the
group. The LTPN in Bages was launched in November 2010 .

3.3  LTPN structure per site

TP+ CCC/TIW
PROJECT BOARD

The LTPN in Cambridgeshire is influenced at a " Sernor County Counil
strategic level by the local project board, | TP Coordnator

Matched and Additional

consisting of match and additional funders and " Funding Organisatons
Cambridgeshire  County  Council  (CCC)
representatives. Activity at the site is influenced

TP+ LTPN STEERING

by the LTPN Steering Group and the Travel for , RO
Work (TfW) Manager in line with the T"”Ma"agi LLLlpl'Epéy'igt
requirement of the project board. It is the LTPN
employers and their employees which then ! !

benefit from this structure. 1 TP+ Co-ordinator )

TP+ Administrator

A

LTPN Employers across:

- Cambridge Science Park

- Cambridge Business Park

- St John's Innovation Park
- Cambridge Regional College

- Taylor Vinters Solicitors

200+ Organisations , 7,500+ commuters

Figure 3-2 LTPN structure Cambridgeshire
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The LTPN in Stockholm involves three main groups: a steering group; a work group at
Cargo City and working groups are planned as the LTPN develops e.g. a Bicycle User
Group. The steering group consists of representatives from the public authorities with
interest in the site. The work group involves the steering group plus representatives
from the biggest companies at the site.

There are vertical and horizontal
ways of communicating within the
LTPN structure. The framework
for the project is set by the
steering group. Proposed
measures and activities are
discussed with companies in the
Work Group at Cargo City. The
company representatives then
cascade the information to

TP COORDINATOR
Wsp

CARGOC CITY—
Steering group +

emp|0yees. Company Representatives
CARGO CITY WORKING GROUPS
EMPLOYEES I | e.q Bicycle User Group

Figure 3-3 LTPN structure Stockholm

In  Gyor the

LTPN is

informed by the

transport

operating

companies, the
Education and
Strategy
Department  of
the municipality
including the
TP+ coordinator
and the school
coordinators
(teachers
employed at the
schools).

Figure 3-4 LTPN structure Gyor

1% level of the LTPN: Planners, public authorities, public transport suppliers, civil
organisations who are actively involved TP process and mobility management across
the city.

2" level of LTPN: Decision makers, politicians, city leaders, who are responsible for
accepting the TP and mobility management measures on behalf of the public
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3 level of the LTPN: End users of the project are the schools (project partner schools,
other local schools, schools from the micro region). The main route of communication is
via the school coordinators, which cascades information to other teachers, pupils and
parents. TRAVEL PLAN PLUS builds the capacity of school coordinators and they
assist in project evaluation and awareness raising.

4" level of LTPN: Other project partners outside the LTPN who are available to share
good practice and resources. Trendy Travel project partners, Comenius project
partners, the University.

There is vertical and horizontal communication between the LTPN members.

All LTPN members on the 1%, 2" and 3" level are communicating with each
other. These members are working in partnership to implement the LTPN.

There is communication between the 1% and 2™ level vertically. E.g.: All city
development projects are introduced to politicians and decision makers and
projects are presented to chair of the general assembly for agreement.

There is vertical communication between some members of the 1% and 3" level.
City planners are working with the schools to share results of the project with a
broader audience. Civil organisations also communicate through the awareness
raising campaigns with the schools.

There is vertical communication between some actors of the 1% and 4™ level. City
development partners are communicating with other project partners to share
experience of the project and best practice.

The communication between the members 1% level is growing, as schools
require support from more than one organisation or department to implement an
LTPN. This in turn transfers to the second level as LTPNs also cross
departmental boundaries for decision makers, politicians and city leaders.

Through LTPN development communication within the level 4 partners has
grown to effectively target resources at pupils and their families to maximise
results.

Communication between schools on this subject matter has also grown,
especially recently as a result of activities.

The LTPN in Bages is managed by the TP+ project Board brought together by Officers
at Bages County Council. The implementation of LTPN is coordinated by the Steering
Group made up of members of the Central Catalonian Mobility Consortium (MCCC),
where most relevant agents on the economic, social and political fields are represented.
This acts as a platform to improve the mobility across the Bages County. This Steering
Group focussed its activities in improving access to industrial sites and, specifically, will
support and monitor the Santa Anna Local Travel Plan Network implementation.
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An officer of MCCC acts as
LTPN coordinator for daily
activities and relationships with
other local stakeholders,
including: city council
representatives, company
representatives, public transport
operators, taxi associations and
trade unions.

Figure 3-5 LTPN structure Bages
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4. Results of LTPN final evaluations

4.1 The TRAVEL PLAN PLUS evaluation methodology

411 The Context

This section includes a synthesis of the evaluation across the four LTPN sites,
comparing the results of all sites and assessing whether the expectations have changed
during the project.

When reading this section it should be noted that all LTPNs were launched between
one and 18 months prior to the final data collection and the work done so far has had
limited impact, so it is difficult to foresee the full potential and longer term impacts at this
stage. Hence, emphasis is on the experience of the implementation partners and LTPN
stakeholders and expectations are based on this. These results have been validated
during an expert meeting held in Cambridge in November 2010.

It should also be mentioned that initial delays occurred in LTPN implementation at two
of the sites. There are further details on this in section 4.3, but essentially it was difficult
to engage key stakeholders in the implementation of LTPNs in Bages because of the
economic downturn and in Stockholm because a key contact did not buy into the LTPN
concept. However, partners took action to overcome these barriers and this progress
made and other lessons learnt, since the interim report (D4.5 and D5.2) is clear in the
final results reported here.

The evaluation distinguishes between external developments, operational, financial,
political, energy and socio-economic impacts. The overall conclusions and initial
recommendations will be described in section five.

412 The Process

The evaluation methodology used in the TRAVEL PLAN PLUS project is described in
detail in Deliverable 5.1 and consists of the following elements: operational impacts,
financial impacts, political impacts energy impacts and socio-economic impacts.

The first two elements are measured for all stakeholders involved. They give insight into
the effects of the LTPN measures for the different stakeholders involved, as well as the
implementation process. The political assessment focuses on the management reasons
to participate. This activity therefore is descriptive in nature.

The energy assessment focuses on the question as to whether a reduction of 10% in
transport energy use -at each site- has been achieved by the end of the project and if a
modal shift of 15% from single occupancy car use for each site has been achieved by
the end of the project.

The socio-economic assessment includes the overall effects of a LTPN on, for example,
CO; emissions, fossil fuel dependency, congestion and safety. It thus addresses the
benefits for the European society as a whole.
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The outcome of the final individual site evaluations are compared across
implementation sites. This enables the effectiveness of the LTPNs to be realistically
evaluated and demonstrated. The lessons learnt are captured and included in the
Implementation Guide (D6.2), thus making it easier for future implementers to set-up
and evaluate their own LTPNSs.

41.3 Evaluation indicators

The following table provides an overview of the general TRAVEL PLAN PLUS
indicators, which are used by the site-leaders to assess the impacts of the travel plan
services. Site-specific elements are added as required to support the monitoring and
evaluation of local objectives and targets. It is important to realise that the focus is not
only on quantifying the behavioural changes, such as the number of motorised
kilometres, energy-use or CO, emission levels. It is also important to study why
changes have taken place. This means the data collection also includes motivations for
participating in the LTPN / the changes in behaviour.

Table 4-1-1 TRAVEL PLAN PLUS evaluation indicators
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4.1.4

Data collection methods

The data needed for the evaluation activities is collected in a variety of ways. Each data
collection method uses uniform formats, so that results are comparable. Wherever
possible quantified data is used; in the cased where quantified data is not available, the
evaluation is based on qualitative information.

The table below provides an overview of the data collection methods per site. For more
detailed information we refer to the portfolio’s available on the TRAVEL PLAN PLUS

website.

Table 4-1-2 Overview of the data collection methods per site

Indicator Surves [ EIIENS Workshos Other

Cambridgeshire On line travel The TP+ Whilst no The site also
surveys in both coordinator workshops were commissioned
2009 and 2010 conducted 1tol conducted comprehensive

interviews with 2 especially for traffic counts both

In 2010 we also employers monitoring, the in 2009 and 2010
conducted further local TP+ team
on-line attitudinal sought feedback
surveys of both from participants
commuters and at all its events
employers and this data has

been fed into the

monitoring of the

project

Stockholm Online travel No interviews has
survey in both been made
2008 and 2010, exclusively for
approx. 170 monitoring
respondents reasons but
On site travel Public transport
survey and e-mail | companies has
survey in 2009 been receiving
approx. 220 feedback on their
respondents. services during
Online survey work group
before and after meetings.
public transport
campaign, 23
participants.

Gyor Travel Plan for Questionnaires - Development of | Conferences:
primary schools in | In 3 schools at the | the Bicycle 1.

Gyor beginning and at | Strategy of the Sustainable
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in the framework the end of the City of Gy r transport
of the TRAVEL project: development of
PLAN PLUS 1 000 (students the Educational
project and parents) Institutions -
TravelPlans for
Educational
Institutions
2.
Wheel-Pair in
the City policy”-
Cooperation
between
Municipalities and
Civil
Organizations for
cycling friendly
cities
Bages Travel behaviour Interviews with 18 | Launching Industrial
survey in Bages largest companies | workshop Database of
industrial estates (23/11/10) Bages (Service of
(2008) Interviews with County Council)
trade unions Industrial
Mobility audits Association
campaign (data Interviews with PT | workshop
collection: may-jul | operators (13/12/10)
2010)
Interviews with Mobility
taxi operators Consortium
Workshop
Interviews with (9/3/11)
Transport
Authorities
Interviews with
City councillors
- WP2 interviews Cambridge WP2 literature
with key experts meeting (** study
people)
4.1.5 Cambridge TP+ Site

Basic On line Travel Survey

The TP+ site used the long established ‘Travel for Work’ survey as its main data
collection method. This asks how people travel to work over a five day period in early

October.

There are approximately 7,500+ employers working in the TP+ area working at 200+

employers.

- 2009 survey — 52 employers participated out of 200+ employers on site
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- 2010 survey — 52 employers participated
- 2009 survey — 1,603 commuters participated (21% of employees in area)
- 2010 survey - 1,269 commuters participated (17% of employees in area)

The local team used this method as it was well known to the team and has been proved
to be successful over many years. The form is very quick to complete. The reporting
and analysis of the survey is somewhat cumbersome and the Travel for Work
Partnership is considering ways to improve this. However the data provided does
provide valuable information and allows year on year comparison.

However, an issue with the survey is that it is ‘voluntary’ both for the employers on site
and for their commuting staff. The TP+ team encouraged all employers to participate
and then assisted participating employers to encourage as many commuters as
possible to take part.

Secondary on-line survey

In 2010 to help the UK TP+ site report against the TP+ project indicators the local TP+
coordinator developed two online questionnaires to gather additional data using a
commercially available package called Survey Monkey (www.surveymonkey.com).

Again the reason for using this method is that it is very easy to set up and for the
participant to complete. Additionally the Survey Monkey package does much of the
analysis automatically.

Commuter Survey
Target Population — all employees in the TP+ area (7,500+)
Actual participation — 861 (11% of employees in area)

Employer Survey
Target Population — 200+ employers in the TP+ area
Actual participation — 51 employers (25% of potential survey population)

1 to 1 interviews

To help assist with a proposed Economic Appraisal of the UK site the TP+ coordinator
conducted 2 interviews with TP+ employers who are involved on the TP+ Steering
Group.

It was hoped that these interviews would allow a more in depth focus on one or two
companies. However they did not produce much valuable data to support the Economic
appraisal but did provide some useful anecdotal input which has been used in the final
report. The UK team feel that interviews at the end of 2011 are more likely to achieve
better information.
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Workshops

No workshops aimed solely at collecting monitoring data have been held. However the
TP+ team has taken advantage of all its events to seek feedback from commuters and
employers.

Over the implementation phase of the project feedback forms have been analysed and
have informed the final report.

The local team now uses Survey Monkey as its feedback tool.

Traffic Counts

The local project commissioned traffic counts at the site in October 2001 and 2010. This
has produced much data that has required considerable effort to analyse. This has
raised many questions for the local team and it needs expert input into this element.
Unfortunately this has not been possible to arrange within the timescale for reporting.
The TP+ team will review the benefit of such a comprehensive and expensive count in
2011 - and will ensure partner support for analysis. The cost in both years was
@£7,000 ( 8,000).

The data is proving useful to local developers who are able to purchase it to assist there
traffic modelling for new developments in and around the TP+ area.

The local team used traffic counts because it was aware of previous counts of the
Science Park area undertaken by the Highways Agency. It was hoped that the TP+
count would add to that data and expand it to the wider TP+ area. Traffic counts can be
seen as giving a comprehensive picture of the traffic mode coming into a site. However,
the UK TP+ site is difficult in that it has numerous access points, both road and
cycle/pedestrian access —and in some cases it is used as a through route allowing entry
and exit counts to be taken. Secondly it is not possible to know how many pedestrians
arrived by bus. Thirdly it is very expensive to undertake counts on several days.
Therefore there is a real risk that if the day your count takes place suffers because of
local traffic crashes or from extreme weather conditions you will not get a ‘normal day’
count that can be used for monitoring .

4.1.6 Stockholm TP+ Site
Stockholm surveys

Swedavia conducted two Arlanda wide travel surveys during 2008 and 2010. The data
for Cargo City companies has been broken out of this survey. The surveys are almost
identical so reliability of the data is strong. There is a weakness regarding the validity,
the survey in 2008 was made in August while the one in 2010 was made in 2010. The
seasonal difference will likely affect data for cycling; this has been taken into account.
Another difference between the survey conducted in 2008 and the one conducted in
2010 is that lift sharing was included in the one from 2010, but not in the one from 2008.
The survey from 2010 showed a rather large potential for lift sharing but since this was
not included in the survey from 2008 it is impossible to make conclusions whether the
interest has increased or decreased.
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As there initially were problems with the communication in the project, the project
members were not aware of the survey made in 2008 and therefore conducted another
travel survey in 2009. The results from this survey founded the basis for the Zero State
Analysis. The decision to use the Arlanda wide survey for evaluation instead of making
a follow up was taken for two main reasons; first financially, it hard to motive another
survey when there are up to date data available, the second reason was that employers
would be very reluctant to distribute yet another travel survey just month after one was
conducted.

In order to evaluate the results from the public transport campaign UL conducted an
online survey that participants completed before and after the campaign. There will also
be a follow up survey in May 2011.

At the time of the surveys there were approximately 670 employees working in the area.
2008 Survey - 183 respondents (Arlanda wide)
2010 Survey — 178 respondents (Arlanda wide)
2009 Survey — 254 respondents (Cargo City specific)
2011 Survey — 23 respondents (Only participants in UL PT campaign)

4.1.7 Bages TP+ site

Baseline Data: Travel survey of industrial estates of Bages

To establish the baseline travel behavior of site workers, we started from the mobility
survey carried out under the "Sustainable Mobility Programme Bages industrial parks.”
The survey was distributed in mid-2008 in the 94 industrial estates of Bages with a total
of 22,500 employees.

As a significant part of employees who answered the survey worked at the site and the
CCB wanted to avoid bothering companies with a new survey, it was decided to perform
a specific treatment of the 2008 data regarding the industrial estates of Santpedor and
Sant Fruitos:

Date of the survey: mid 2008
Total employees at the site: 6700
Total employers at the site 496
Employees participating in the survey 346
Employers participating in the survey 9

Evaluation Data: Data collection through mobility a udits
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The secondary data for evaluation was collected during the interviews to the employers
developed during the mobility audits campaign. The method consisted in a personnel
interview with the human resources responsible of the larger companies in the site and
a delivery of additional forms on specific data requirement when necessary (company
bus timetables and routes, company vehicle fleet, etc.).

Date of the survey: mid 2010
Total employees at the site: 5100
Total employers at the site 403
Employees data 2200
Employers participating in the survey 12

Other sources of information

During the TP+ project it was used data of traffic counts related to the site performed by
the Catalan Regional Government.

Other sources of data and information were interviews with local authorities, transport
operators, employers’ associations, trade unions, etc.

4.1.8 Gyor TP+ site

Questionnaires

Questionnaires have been made to ask students how they travel to school over a five
day period.

There are approximately 1,000+ students have been ask about their travel behaviour.

- 2009 survey — 1,000 students participated in the research
- 2010 survey — 1,000 students in the research

The employees of the municipality evaluated the questionnaires. The result of the
questionnaire have been used in the survey called “Travel Plan for primary schools in
Gyor in the framework of the TRAVEL PLAN PLUS project”.

The form of the questionnaires was very quick to complete. However the data provided
valuable information, it should have been repeated in every year to allow year on year
comparison.

Conferences
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Two conferences [,Wheel-Pair in the City policy’-Cooperation between Municipalities
and Civil Organizations for cycling friendly cities; Sustainable transport development of
the Educational Institutions -TravelPlans for Educational Institutions] and one workshop
[Comenius project workshop] have been held. The aim of the conferences and the
workshops were to promote sustainable mobility and introduce TPs for the public and
enlarge LTPNs. These events helped us to produce monitoring data for the evaluation

report as well.

Campaign

We have organised couple of awareness campaigns for students to promote

sustainable transport and change their mobility behaviour.

Cycle to School Campaign-Spring 2010.

Bicycle demonstration- 22 April 2010.

Cycle to School Campaign-Autumn2010.

Bicycle Training for students- Summer 2010.

Students that participated on these programs led internet base diaries, which calculated
daily the cycled km-s and the amount of the saved petrol and CO2 emission.

TRAVEL PLAN PLUS

Confidential



TRAVEL PLAN 8 _ Rev. 1.8
PLUS 5 D4.6 Implementation Report Issue Date.: 06/05/2011
IEE—07—592 D5.3 Evaluation Report Page 35 of 97

4.2 Direct Impacts

4.2.1 Cambridge

The following table summarises the situation before and after the LTPN. The figures
derived from the annual travel survey held in the LTPN area.

Table 4-2-1 Overview of the impacts for the LTPN CCC/TfW
Indicator Before After situation Target set (%)  Difference
situation @ measured (%)
(o measurement)
measurement)  Oct 2010
Oct 2009
Reduction in vehicle 20.8m 21.8m No target set | +4.8%
(car) km per year (+1m)
Reduction in energy 1.6m 1.7m No target set | +4.8%
use (litres of (+0.1m)
petrol/diesel)
Reduction in CO, 3.3 3.5 -15% +4.8%
emissions (tonnes per (+0.2)
year)

Reasons for increases:

The average distance car commuters travel to work has increased over the
period 2009 to 2010. So despite a calculated reduction in drive alone
commuting of 5% for the 14 companies responding to the 2009 and 2010
surveys, the increased mileage has had an adverse effect on the energy
expended, kilometres travelled and emissions expelled.

One reason for the increased distance commuters travel is the high cost of
housing and living in Cambridge in relation to the surrounding rural areas. This
forces commuters to live further away from Cambridge and travel further to
work. Data for the whole of Cambridge demonstrates that this is a growing
trend, as the following table shows:

Table 4-2-2 Average distance home to work: Annual Travel to Work survey CCC/TfW
Year Average Distance Travelled

2010 16.4 km

2009 13.1 km

2008 15.8 km

2007 16.5 km

2006 14.7 km

2005 13.9 km

2004 12.7 km

The outcomes are described in more detail in the following sections.
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Impacts on individual travel behaviour

Table 4-4 below highlights the positive affect the project has had on modal split; with a
measured 5-6% reduction in drive alone commuting and associated increases in
Cycling (4%) and Walking (2%). However the increase in average distance travelled to
work has resulted in an increase in vehicle kilometres travelled.

Table 4-5 shows the effect the increase in commuter journey length has had on energy
consumption. Tables 4-6 to 4-8 confirm the effect this has had on the increase of
greenhouse gas emissions.

The change in commuter journey length is a demographic change that is influences by
the cost of housing and living in Cambridge, this is obviously outside the LTPN's ability
to influence. However, given the LTPN'’s ability to deliver modal shift, growth in vehicle
kilometres would have exceeded this figure had the LTPN not been in place.
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Table 4-2-3 Overview of the impacts for the LTPN CCC/TfW Modal Split and car kilometres

\ October 2009 October 2010
No of employees on site: 7,500 7,500
i | Modal split car from 2009 & 58% 10% 52% 8%
2010 travel to work surveys
Drive alone | Lift sharing
car
i | No of car trips per year (i x ii X 870,000 150,000 780,000 120,000

200) (assume 200 working
days per year)

iv | Average distance per trip (km) 20.8 18.2 24.8 20.2
(from 2009 & 2010 travel to
work survey)

v | Total number of car kilometres 18.1m 2.7m 19.4m 2.4m
(km) per year (iii x iv) - car and
car sharing

vi | Total number of car kilometres 20.8m 21.8m
(km) per year - car and car
sharing

Impacts on energy-use

Energy use between 2009 and 2010 has increased as demonstrated in Table 4-5

Table 4-2-4 Energy consumption

- 2009 2010
Km on Km on Other Km on Highway Km on Other

Highway Roads Roads
Km over year 7.1m 13.7m 7.4m 14.4m
Fuel consumption 0.067 0.083 0.067 0.083
(litres per km)
Total Fuel 0.5 million 1.1 million litres | 0.5 million litres | 1.2 million litres
Consumption by litres
highway type
Total Fuel 1.6 million litres per year 1.7 million litres per year
Consumption
KWh Kilowatt 16 million kwh 17 million kwh
Hours (Fuel
Consumption  x
10)
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Impacts on other field of interest

The emissions have increased over the periods 2009 and 2010 as details in table 4-2-7.

Table 4-2-5 Emission Factors

CO, 0.16 0.16 DWM, 2008
NOx 0.00027 0.00023 TNO, 2007
PM10 0.000048 0.000035 TNO, 2007
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Table 4-2-6

Total car kilometres per year by road type:

I Total number of car 20.8m 21.8m
kilometres (km) per year

i. % of cars arriving via 34% 34%
Highway

ii. | % of cars arriving by Other 66% 66%
Road

iv. | Km on highway (i x ii) 7.1m 7.4m

V. Km on other roads (i x iii) 13.7m 14.4m

Note: Data from the UK Highways Agency indicates that one third of all journeys are taken on
the UK Trunk Network (see: http://www.highways.gov.uk/knowledge/338.aspx.) Therefore we

have assumed Highways (34%) and Other Road (66%) for both years.

Table 4-2-7

2009

Total Emissions (kgs per year) (i)

2010

Factor Km on Calculated Factor Km on Calculated
(i x ii)
CO, 1.1m 2.2m 3.3m 1.2m 2.3m 3.4
NOx 1,900 3,100 5,100 2,000 3,300 5,300
PM10 300 500 800 300 500 900

As indicated earlier the tables above show that despite a reduction in the percentage of
drive alone commuting, the actual mileage and therefore energy and greenhouse gas
emissions have gone up. In such a scenario the best interpretation that can be made is
that the situation would be even worse without TRAVEL PLAN PLUS.

4.2.2 Stockholm

The following table summarises the situation before and after the LTPN.
Table 4-2-8 Overview of the impacts for the Stockholm LTPN

Difference
measured (%)

After situation
@
measurement)

Before
situation

Indicator Target set (%)

(O
measurement)

Single occupancy 52% 51% -15% -1%
car trips

Travel CO, 902 1250 -10% 39%
related

emissions | NOx 15 2,1

(tonnes)*
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PM10 0.27 0.38
Public transport 41 % 44% +10% 3%
commuter travel
Car sharing for 2% 1% 2,5% -1%
commuter travel
Cycling for 4% 0% 2,5% -49%°
commuter travel

The outcomes are described in more detail in the following sub-sections.

Impacts on individual travel behaviour

The travel survey from October 2010 showed a small overall decrease in car commuting
to Arlanda.. There is evidence of informal car sharing within companies; however this
rarely expands between companies as employees have different shift patterns, co-
ordinated with flight arrivals and departure. The feasibility for car sharing has been
investigated within the project but co-ordination between companies would be very
complicated to co-ordinate car sharing and the effects of such efforts would be very
small. The campaign with public transport passes for employees living in the UL area of
operation had not started when the travel survey was conducted. The preliminary
results show that 9 people (approx. 1 % of the total number of employees) have
changed their travel behaviour their behaviour as a result of the campaign. The cycling
campaign will not start until spring 2011 so the potential effects from this campaign are
not visible in the survey.

An increase in total vehicles km/year (and thus energy-use / emissions) is caused by
Spirit Cargo moving their operations to Cargo City. When Spirit Cargo moved into the
Cargo City, the area expanded with 270 employees. Hence the increase in total vehicle
kilometres.

Impacts on energy-use

The increase in travel related emissions is linear with the increase in energy-use and is
a consequence of the increased number of employees at the site
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Table 4-2-9 Overview of the impacts for the LTPN in Stockholm

Emissions/ Per working day (0° | Per year (0 Per working | Per year (1

consumption measurement measurement) | day (1" | measurement)
measurement)

Vehicle kilometres | 22 500 5,6m 31300 7,8m

CO2, tonnes 3,6 902 5 1250

NOXx, tonnes 0.006 15 0.008 2,1

PM10, tonnes 0.001 0.27 0.0015 0.38

Energy

consumption, Kwh 1 4e5 3696000 20660 5148000

Impacts on other field of interest

There is a lot of road capacity of around the LTPN area and since the employees work
shifts there are no real peaks in traffic, congestions problems are therefore unlikely. The
parking lot still has a lot of capacity and can be expanded so there are no immediate
parking problems on the site.

4.2.3 Gyor
The following table summarises the situation before and after the LTPN.

Table 4-11 Overview of the impacts for the LTPN in Gyor

Indicator Before After situation Target set (%) Difference
situation @ measured (%)
() measurement)
measurement)

Proportion of 35% 32% 3% reduction 3% reduction

pupils who are

car passenger

Energy Use 5.0m 4.6m 6% reduction 9% reduction

Emissions of 9,700 8,900 10% reduction 10% reduction

CO2 (tonnes)

Students and | O 1 000 students 25% being 25%

parents with and parents affected

travel plan

initiatives

affecting travel

to school

Activities which | O 17 and a further 20 17
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LTPN area funding secured

The outcomes are described in more detail in the following sub-sections.

Impacts on individual travel behaviour

The results of travel surveys with the three primary schools: Méricz Zs., Gardonyi, and
Kdlcsey, demonstrated that the TRAVEL PLAN LTPN resulted in 3% increase in
students using sustainable travel modes. Previously 13% cycled, 12% travelled by bus
and 27% walked, now 16% cycle, 12% travel by bus and 27% walk. It is assumed that
this has resulted in a 3% reduction in vehicle kilometres travelled.

Impacts on energy-use

The impact on energy use of encouraging cycling to work is clear from the autumn
cycling campaign, which was open to the LTPN schools and schools joining the LTPN.

An  online registration  platform was been provided for  students
www.bringazzmunkaba.hu where the children register to access their online cycle line

diary. The website calculated the number of participants, and reductions in energy use
and emissions as a result of the distance cycled.

Four schools patrticipated in the two LTPN schools, and two further schools who are
joining the LTPN. Here are the results saved km as a result of the action:

Table 4-12 Vehicle kilometres reduced
Name of the schools Number Number Diary

classes students registration
Dedk Ferenc Kézgazdasagi Es |1 1 3 70
Informatikai Szakkozépiskola Gy r
Fekete Istvan Gy r 2 27 102 1046
Ménf csanaki Pet fi Sandor AMK 1 1 12 2088
Moricz Zsigmond Alltalanos Iskola 5 10 76 1000

The overall impact that this has had on the TRAVEL PLAN PLUS LTPN is reducing,
vehicle kilometres by 4204.

Impacts on other field of interest

In Gydr there has been a focus on promoting the LTPN, so far 17 events have taken
place, this includes 3 conferences, one to introduce TRAVEL PLAN PLUS the
Comenius project, a national conference to encourage cooperation for cycling in cities
and a further event for local primary schools to expand the LTPNs. These have each
been well received as detailed in the process impacts
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4.2.4 Bages

The following table summarises the situation before and after the LTPN.

Table 4-2-120verview of the impacts for the LTPN in Bages

Indicator

Before
situation

(o
measuremen

I ) B ) B

After
situation
@
measuremen

Target set

(%)

Difference
measured
(%)

Reduction in single occupancy 74% 73% 70% -3%
car commuting

New users of vanpool service 12 12 40 -28
CO; emissions associated 3.600 3.100 -5% +10.6%
with commuting to the area

(tonnes)

Percentage of stakeholders 0% 80% 90% -10%
involved in the LTPN

The reduction of CO, emissions is mainly a result of decrease of number of employees
in the site as consequence of the economic downturn. The outcomes are described in
more detail in the following sections.

Impacts on individual travel behaviour

Since the beginning of the project the total number of employees working at the site has
been reduced by a 24% as a result of the economic crisis. The current modal split also
reflects the effect of the current economic situation; with a reduction of individual car
drivers and an increased number of users of company buses. The following table shows
the mode share before and after TRAVEL PLAN PLUS:

Table 4-2-130verview of transport characteristics in Bages

Number of persons working in the LTPN area on 6,700 5,100
an average day
Sample
Employers 9 11
Employees 346 2,200
Current modal split,%
Car (driver) 74% 73%
Car (passenger) 21% 20%
Motorcycle 3% 3%
Public Transport (Company bus) 1% 3%
Cycling 0.5% 0.7%
Walking 0.5% 0.3%
Average distance to work-home, km 10.1 10.2
Car kilometres—per year, km (absolute figures) 20.1m 15.0m
Car kilometres—per year, km (result with same 20.1m 19.8m
number of persons)
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*Data from a survey in Sept-Oct 2008 (Sustainable mobility programme in industrial estates of
Bages)

**Data from mobility audits campaign (May-June 2010)

The data below shows a reduction of 25% in the total vehicle kilometres per year, which
is mainly attributable to the reduced number of employees working in the LTPN area.
Assuming the area had the same workforce calculations result in a 1.4% reduction in
vehicle kilometres; this is a consequence of the increased use of company buses.

Impacts on energy-use

The calculation of the energy consumption, taking into account the reduction in the
overall workforce at the site shows a reduction of 25.0%. However, calculation based on
the same number of employees equates to a 1.4% reduction in energy use.

Table 4-2-14LTPN impact on energy consumption in Bages (based on actual figures)
Energy consumption (Kwh) ‘Without LTPN  with LTPN  Reduction (Kwh) ‘ Reduction (%) ‘

Energy consumption actual 1,400,0000 | 1,400,0000 400,0000 25.0%
figures (Kwh)
Energy consumption 1,400,0000 | 1,380,0000 200.000 1.4%

assuming the same number of
employees (Kwh)

Impacts on other field of interest

The percentage reduction in emissions is 15.6% but only 1.4% when calculations
assume that the workforce is the same.

Table 4-2-15LTPN impact on emissions in Bages

Total emissions (kg) without LTPN with LTPN Reductlon Reduction

Result with Workforce

reduction
CO, 3.2m 2.4m 800,000 25.0%
NOx 5,3000 3,900 1,300 25.0%
PM10 912 683 228 25.0%

Result with same
number of persons

CO, 3.2m 3.2m 40,000 1.4%
NOXx 5,200 5,200 71 1.4%
PM10 912 899 12 1.4%

4.2.5 Summary and Conclusions

Before the start of the TRAVEL PLAN PLUS project the partners set themself the
(ambitious) target to achieve a 10% reduction in energy use. The achievability of this
target was hard to predict. The literature review (undertaken in Work Package 2)
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showed that whilst there are examples of LTPNs in Europe (particularly in the
Netherlands and in the UK), and that previous European projects have touched on
LTPNSs, there remains a dearth of literature on the effectiveness of LTPNs from outside
the United States.

In the early 1990s a national test project of ‘area-oriented approaches’ (ATPs) was
conducted in the Netherlands. The De Maas office complex in Rotterdam was one of
seven office complexes included this project. Measures introduced included the
promotion of carpooling and staff buses; the implementation of strict parking control for
individual car commuters; the use of personalised journey planning techniques; and the
establishment of a full time transport office. In 1992, the project resulted in car travel to
and from the office building falling from 49% to 39% (including carpooling) — amounting
to a reduction of 1.3 million car kilometres annually, or a daily reduction of 80-90 cars on
the road. Similar impacts were thus foreseen for the four LTPN sites.

Unfortunately the TRAVEL PLAN PLUS demonstrations have not led to these impacts.
It is however worth mentioning that none of the sites had the possibility to enforce strict
parking control which partly could explain why the targets set have not been achieved.
The targets are detailed in the following table.

Table 4-2-16LTPN summary of direct impacts

Cambridgeshire  Stockholm  Gybr Bages |

Change in | +4.8% +44% (+2.0m) -6% -1.35%
vehicle km per | (+1.0m) (-300,000)
year

Changes in | +6,25% +3,9 -6% -1.4%
energy use | (+100,0000) (+145,2000) (-190,000)
(Kwh)

The reason for this is threefold:

1. Due to operational barriers two of the LTPNs were only launched late 2010. So, a
complete set of “push and pull” measures has yet to be implemented (see the
following sections for more details);

2. In general ‘tempting’ people to change their travel behaviour requires a longer
period of time — habits are not changed overnight, especially if it implies losing
the ‘comfort and convenience’ of the private car;

3. Energy-use is dependent upon multiple factors — for example in Cambridge a
reduction in private car use has been compensated by an increased commuter
travel distance.

Nevertheless, there are positive signs at the TRAVEL PLAN PLUS implementation
sites:

In Cambridge a 6% reduction in drive alone commuting was reported for
the period 2009-2010 (from 58 to 52%) and associated increases in
cycling (4%) and walking (2%)
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In Stockholm the travel survey has demonstrated behavioural change in
companies at Arlanda (Swedavia) that had introduced subsided public
transport for employees and the feasibility of an on-site car sharing project
is investigated. The public transport campaign showed a measurable
effect.

In Gyor there has been a 3% increase in use of sustainable modes (52%
to 55%), as the school catchments remain the same this has delivered a
6% reduction in energy use and emissions, accounting for the journey to
and from school.

in Bages the economic crisis has resulted in a spectacular decrease in
energy-use: 25%, this however was mainly the result of the economic
crisis leading to a reduction in the number of employees — calculating the
results without the effects of the crisis results in a reduction of energy-use
of 1.4%.

In the following sections a further explanation of the results above is given. This
includes operational, financial, communicative and external aspects influencing the
figures above.

4.3  Process Impacts

4.3.1 Cambridge

Operational assessment

Locally there has been considerable activity to promote the LTPN, which was launched
in October 2009. After the set up phase, the implementation of initiatives on-site began
in March 2010. Up until March 2011 the local TP+ team has organised 47 employers
and commuter focussed meetings and events; the information in Cambridge's TP+
Portfolio (available on the TP+ website) illustrates these. The TP+ team has had great
success at these meetings making direct contact with over 900 commuters at the
commuter showcase and Bicycle User Group (BUG) events. The team reports that as
the TP+ brand becomes better known, encouraging employers to have such events is
becoming easier, and employers are now requesting such events themselves; several
employers have had two or more such events in the period.

The monthly newsletter was originally issued to around 220 addressees - mostly
employer representatives. However, over time the newsletter has evolved and is now
addressed to both commuters and their employers. There are currently well over 600
people receiving the newsletter - and the team know that many more are receiving this
because employers are passing it on to their staff via internal email systems.

The local team has achieved a considerable success in gaining publicity for the project
with 28 items appearing in the local press and three radio and two TV interviews.

Over 3,000 leaflets and posters have been distributed during the implementation phase.
These have been focussed on events or new initiatives. A site-specific bus map has
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also been developed and issued. The team uses the electric pool bikes to distribute
these around the site.
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Article in Cambridge Evening News

Awareness of the LTPN (employers and commuters)

The Travel for Work Partnership issues a travel survey in early October each year. This
has been used to collect data in the Cambridge LTPN. In October 2010 commuters
within the LTPN were given the opportunity to complete a supplementary on-line survey.
This survey asked questions on awareness of the local TP+ project, participation in
initiatives/activities, views on the TP+ newsletter and web site, etc. One of the questions
asked was on the awareness of the TP+ meetings.

As can be seen from the table below the survey shows that of 822 commuter survey
respondents 36% were aware of the TP+ meetings and 32% were aware of TP+
services. This is a considerable success, given that the first measures were introduced
in March 2010, just seven months before the data collection and at such a large and
diverse site. The survey itself has proved an excellent promotion tool; it can now be said
that the 800+ respondents are all aware of TP+ project. Over 300 respondents asked to
be added to the newsletter e-list as a result of responding to the survey.

Table 4-3-1 Awareness of the LTPN meetings in Cambridge

Commuter stion Numb No
resp S

Are you aware of TP+ meetings 822 36% 64%

(298) (524)
Are you aware of the services 810 32% 68%
offered by TP+ to commuters (258) (552)
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The company-based Travel Plan Coordinators at all employers across the TP+ area
were also sent a separate online survey in November 2010 with questions asking about
company awareness of the TP+ project. The table below shows that from 51 responses
94% of employers are aware of the LTPN. For the commuters 40% who took part are
aware of the LTPN. For only seven months implementation on site these are significant
results. The momentum of the project leads the local team to be confident of improving
on these figures in 2011.

Table 4-3-2 Overview of the LTPN awareness in Cambridge

Question Number of responses Aware of TP+
Employer Coordinators 51 94% 6%

Survey (25% of 200 employers) (48) (3)
Commuter 861 40% 60%

Survey (11% of 7,500 commuters) (340) (521)

Acceptance of the LTPN

More disappointing is the percentage of commuters that have tried the local TP+
services (only 6%). This does not necessarily show the full influence of the project (e.g.
someone may decide to try cycling as a result of reading a piece in the TP+ newsletter).
However, they will not have tried a TP+ 'service' to do this. There is, however, much
scope for improvement here. More positively, when advised of the services on offer and
asked if they were satisfied with the range of services on offer 90% said 'yes'. Most
importantly of 791 respondents 30 told the survey that they had changed travel
behaviour over 12-18 months previously.

Table 4-3-3 The usage of the LTPN services in Cambridge

. Numberofresponses Yes

Have you tried or used any of the 810 6% 94%
services offered by TP+? (48) (762)
Are you [commuter] satisfied with the 216 90% 10%
range of services offered by TP+? (195) (21)
Have you changed commuting 791 30% 70%
behaviour over the last 12-18 months? (235) (556)

These results are very encouraging and have given the local team the confidence that
they are providing services appropriate to the area and to the local commuters. There is
however work to be done to get the TP+ message out even deeper into the LTPN
companies.

The local team is confident that the project is on a positive trajectory. In setting up the
LTPN, the team had to overcome some scepticism locally. On the Science Park in
particular a previous area travel plan project had failed to reach its full potential because
it had not been possible to reach agreement on the funding and management of an on-
site travel plan coordinator. The current local TP+ team, has however, been pleased to
see an improvement in employer attitude towards the project over time.

TRAVEL PLAN PLUS Confidential



TRAVEL pLAN B _ Rev. 1.8
PLUS "m) D4.6 Implementation Report Issue Date.: 06/05/2011

IEE—O7—52;2 D5.3 Evaluation Report Page 49 of 97

Additionally the team had to cope with the negative effect of the cancelled opening of
the guided busway service — which occurred just as the project was being launched on
site.

Up to the end of the reporting period (March 201) the team has had positive responses
from commuters attending all the employer located Commuter Showcases and the
Bicycle User Group events. And increasing numbers of new employers are coming to
the team each month to request such events and a number of repeat visits have also
been made. A managing director of Taylor Vinters Solicitors spoke in December to the
TP+ EU partners about the company’'s engagement with the local project. He spoke
with enthusiasm of the real benefits that the organisation is achieving from the services
being offered by the TP+ team. Results of the employer online survey provides further
evidence of the benefit of the LTPN to organisations in the area - see Table 4-3-2.

Table 4-3-4 The added-value of the LTPN services in Cambridge for employers

Number of responses \C
Do you consider the TP+ project beneficial in 40 97% 3%
promoting environmentally friendly and (39) (1)
greener travel?
Are you (employer) satisfied with the range of 32 97% 3%
services offered by TP+? (31) (1)

The Steering Group are increasingly positive towards the project. Members are pleased
that the TP+ team has dealt promptly and quickly with a number issues of concern and
this has gained the project credibility locally.

Actions and measures taken

1. Getting Going
Mapping of 3,600 home locations of commuting staff
2009 Travel Survey: 1,200 commuters responded
2009 Traffic Count - one full day at most entry points to site

All of these actions helped to establish the local baseline situation (0’ measurement).
Mapping in particular has been useful in understanding the potential for changing travel
behaviour. For example although our survey results show that up to 22% of commuters
cycle to work (an excellent figure for the UK) the mapping shows that nearly 38% of
commuters live within cycling distance of the LTPN area. And so the local team knows
there is still potential to improve on the current cycling figure.

Commuter Centre established

An onsite accessible office has proved invaluable for the local team to understand the
opportunities and barriers presented by the location of the LTPN. The team can also
operate the electric pool bikes and hold meetings in the locality. Commuters and
employers 'drop in' to find out information from the team.

2. Monitoring and Evaluation

2010 Travel Survey 1,067 commuters
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2010 Traffic Count - two full days at most entry points to site
2010 Secondary online surveys of both commuters and employers

The surveys have not only given invaluable data for the project monitoring, they have
also proved to be significant tools in awareness raising - over 300 survey participants
asked to be added to the TP+ newsletter distribution list.

3.  Management
10 TP+ Steering Group meetings
14 TP+ Project Board meetings

Both groups have proved invaluable in giving support and guidance to the TP+ project
team. They are also very useful in dissemination of the project results. In this project the
Project Board was set up at the County Council to ensure that the Council's EU
contractual obligations were met. It other projects (especially in more formal
arrangements like Transport Management Associations) it may suffice to have the
onsite Steering Group perform both functions

4. Communications

15 Travel Plan Plus Newsletters distributed to approximately 600 e-addresses,
with demand growing by 300+ e-addresses due to recent activity

TP+ local website designed and launched (www.travelplanplus.org.uk)

Both the newsletter and websites are proving invaluable in communicating across the
LTPN area. Initially the team was using email to contact people. This however was not
popular with some recipients who felt that they were receiving too many messages. The
monthly newsletter (10 months annually) is the main vehicle of communication and the
team will only use email in cases of urgency.

Figure 4-3-1 Overview of the local TP+ website and newsletter
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The website is developing. It has two arms - one directed at employers and one directed
at commuters to the area. It is hoped to link to Social Media platforms in 2011.

5. Mode initiatives
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38 Commuter Showcases to March 2011 (1000+ commuters engaged)

1 Centralised Commuter Showcase event

Figure 4-3-2 TP+ commuter showcase

The showcases have been very useful for passing on sustainable transport information
and advice direct to the commuters. These events are also a powerful way to
encourage employers to engage with TP+. Word of mouth and the TP+ newsletter is
now seeing employers approaching the team to arrange a Showcase. By the end of
November 2010 the TP+ team had directly engaged with over 900 local commuters.

2 Travel Plan Safari (Employer focussed event)

These events are for businesses involved in travel planning within their own
organisation. The purpose of the event was to learn more about TP+ and the local
services on offer, and to learn from experts in cycling, trains, buses, car sharing etc. 29
employers were assisted across the two events.

Figure 4-3-3 TP+ Travel Plan Safari - Jan 2010

Try It Challenge - launched & promoted

There has been a disappointing reaction to the Try It challenge, the local team’s offer of
free one-to-one travel advice; only two commuters have received this service to date.
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The team has negotiated 100 free bus tickets however to date only three tickets have
been distributed. The team is keeping the project live, however, to keep it available for
when they begin to promote buses.

Cycling
4 Bicycle User Group (BUG) meetings (132 attendees)

Electric Pool Bike Scheme (2 electric bikes used being used on most days in
Spring, summer and Autumn)

2 Bicycle Maintenance Class sessions

The TP+ travel survey shows a significant increase in cycling of 4% over the first seven
months of implementation which is impressive. All the bicycle focussed events are well
attended and have received favourable feedback from users. One major BUG event
during Bike Week - when a company brought many different types of bike for
commuters to try — was unfortunately on a very wet day. Yet even this event had over
65 attendees.

Figure 4-3-4 A bicycle user group event in Cambridge

Buses
TP+ bespoke bus map produced and distributed

At 2% bus use remains very low. However the poor publicity generated by the cancelled
opening dates of the new guided busway system makes promotion of buses to the
LTPN is very difficult. The bus map is of good quality and includes the as yet unopened
guided busway. It was hoped that the map would therefore be usable for some time into
the future. However other bus service reductions in April 2011 mean that the map will
require updating. The local team will consider the merits of further bus promotion once
the busway is running.

Trains
Guidance on how to travel from the station to the LTPN site.
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With the Cambridge Rail Station at over 8km from the LTPN area access by train is
difficult. This is especially so as there is no direct bus service. The local team has
produced a document that shows commuters where to catch the Park and Ride buses;
this is just ten minutes’ walk from the station. The document highlights the calories that
will be burnt each day by undertaking that 10 minute walk! However, the new guided
bus should provide a more attractive solution for travel to and from the Rail Station.

Liftsharing

Prize draw to promote CamShare (liftshare database) in CamShare Week (Oct
2010)

Lift sharing articles written for TP+ newsletter
Library of real lift sharing being collected and promoted in the TP+ newsletter
Lift sharing fuel cost saving calculator

There is a cultural issue in the UK regarding liftsharing; drivers are seemingly more
reluctant to share their car space than their European counterparts. The UK LTPN site
does not have significant car park pressure, meaning that there is no strong localised
incentive to share. The LTPN team to date has had little success in promoting lift
sharing - indeed the 2010 travel survey shows a small reduction on 2009. A prize draw
created some interest - but only two additional people registered on the online match
service, www.camshare.co.uk. Lift sharing, however remains the most obvious solution
for many longer distance commute trips, where there is little travel choice. The TP+
team will continue to work with the Travel for Work team and other colleagues at the
County council to promote liftsharing.

Figure 4-3-5 The CamShare Week Banner at the Cambridge Science Park

Time spent on the LTPN

The time invested in the LTPN by the local team is estimated in the figure below. This
can be split between activities to introduce the LTPN and activities to continue and
expand the LTPN. Initially internal activities involved setting up a project board in the
county council, establishing a steering group on site and involving stakeholders to
support the implementation phase of the project. After project set up many of the other
time allocations happen in tandem. It should be noted that from year two onwards more
time can be spent on developing and delivering initiatives after the initial set up is
complete in year one. Also as TP+ is an EU project there has been a great deal of
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detailed monitoring. Whilst monitoring is vita, other schemes may decide not to monitor
to the same extent as TP+; in which case the monitoring percentage would also come
down.

Figure 4-3-6 Time spent on the LTPN in Cambridge

W Setup

B Developmaterial
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B Ongoing communicztion
Maonitoring

Management

In summary the main activities included:

1. Set-up - the first three months were spent setting up and establishing the commuter
centre, including purchase of office facilities, development of office procedures, IT
infrastructure and recruitment.

2. Develop Materials - materials developed includes: area travel plan, bus map, web
site (www.travelplanplus.org.uk), flyers, commuter stand pull-up banners, newsletter
template, display items for employers and commuter stands.

3. Develop Initiatives - examples include Electric Pool Bike Scheme, Personal Travel
Planning service, employer post code breakfasts, car sharing cost saving calculator,

4. Employer Events - this included the ‘Get Cycling’ event, three Bicycle User group
meetings, ‘Travel Plan Safari’, Commuter Show Case and 28 employer commuter stand
events.

5. Employer Liaison - meetings with employers, meetings with external organisations
(e.g. Stagecoach, Streetcar, etc).

6. On-going communication - including the production and distribution of the monthly
newsletter, regular update of TP+ web site, messages to the employer network, etc.

7. Monitoring - annual travel to work survey, Survey Monkey attitudinal survey,
physical traffic count, analysis of data from various surveys, production of employer
reports.

8. Management - TP+ Steering Group meetings, TP+ Project Board meetings, day to
day activities.
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4.3.2 Stockholm

Operational assessment

Establishing the LTPN in Stockholm took a lot longer than initially expected. The first
year was mainly focused on creating support for the project within the steering group.
During the project there have been numerous meetings aimed at establishing the
structure of the LTPN. However, the project only finally gained momentum in spring
2010 when a workshop about airport travel plans was held at Arlanda for the companies
at Cargo City. Since then a work group has been established and meeting have been
held every other month. During the project the steering group has expanded to include
UL the public transport company that serves Arlanda from the north and the work group
has been expanded to include the local cycling club.

Invitations to the work group have been sent to ten companies, six of which have
participated in meetings. 70 employees who live to the north of Arlanda airport have
been offered a free month’s pass from UL the transport operator in Uppsala. There have
been five workgroup meetings, one workshop and nine steering group meetings. SL has
already improved the bus stop facilities and UL has investigated changing the bus
routes to better serve demand from Cargo City employees. SL are also negotiating a
new direct bus route between an industrial estate in Marsta and Cargo City with DHL.

Awareness of the LTPN

To date communication in the project has been aimed at HR managers at the
companies at Cargo City. The employees have only been informed about the project
more recently as measures started to become available to them. Therefore the
proportion of employees that are aware of the LTPN at this stage is low, whilst the
proportion of employers that are aware of the LTPN is high. Further employee-focussed
promotion of the LTPN is planned for 2011 to coincide with the introduction of measures
to support cycling, open to all employees on site.

Table 4-3-5 Awareness of the LTPN in Stockholm

Indicator Figure
number of LTPN information meetings 5

number of posters at workplace, leaflets, | O

articles, publications
number of people at site (employees, | Approx. 1000
students. Visitors)
percentage of people that are aware of the | Representatives from all companies at the

LTPN meetings site
percentage of people attending the LTPN | Only work group meetings, attended by
meetings representatives for 80% of staff

percentage of people aware of the services | 70 eligible to receive free bus pass
offered
percentage of companies that are aware of the | 100%
LTPN
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Acceptance of the LTPN

All companies at Cargo City have been contacted and enough companies to represent
80% of the workforce on the site are now accepting of the LTPN and are represented on
the work group. The campaign with public transport passes for employees living in the
UL area of operation had not started when the travel survey was done and the cycling
campaign will not start until spring 2011. So it is not possible to assess use of and levels
of satisfaction with these measures as yet.

Table 4-3-6 Acceptance of the LTPN in Stockholm

Indicators Figures
Number of contacted companies 100%

Number of companies (%) that are positive | 80%
towards a LTPN®

Number of companies (%) that have joined the | 80%
LTPN*

Actions and measures taken

A questionnaire was sent out to employees at Cargo City and received 254
responses.

A workshop about airport surface access was organised on the 24" March and
all companies at Cargo City were invited.

The bus stop outside Cargo City has been improved and is now provide
adequate protection from the weather.

All companies with more than 50 employees have submitted details of car
commuters living within the UL area of operation to UL. These employees have
received the offer to try public transport for free for a month. 23 employees
signed up for the offer and switched from car to public transport for a month.

SL has informed the companies about a new real time trip planning software
that can downloaded from their website and displayed on the company’s
existing LCD displays.

Companies have informed the project about their shift hours and the number of
employees on each shift to investigate the feasibility for lift sharing.

A cycling campaign have been organised and will be launched in April 2011

Time spent on the LTPN

The time spent in the project by the STA is detailed in the figure below. The majority of
the time invested in project has been spent on engaging with network members. The
first year of the project was consumed by the process of creating support for the project

& " $ "
) #
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internally. There were several meetings with the steering group before the company
representatives were introduced to the project. It was not until spring 2010 that the work
group started meeting regularly. The time in the work group has focused on setting up
measures. This work has mainly been conducted during autumn 2010, and continues
during spring 2011.

The internal activities consist of projects meetings and progress meetings. The time
spent on monitoring is mainly attributable to the initial travel survey. Promotion of the
LTPN included the organisation of the workshop and emails to company
representatives. Generating investment has focused on getting the members of the
Steering group to invest in the project. There have also been investigations on possible
external sources of financing; UL was included in the project as result of this.

Figure 4-3-7 Time spent on the LTPN in Stockholm
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4.3.3 Gyor

Operational assessment

There have been a number of meetings to organise, plan and progress the LTPN in
Gyor. Here there is information about the key meetings and events. During 2009 there
were four informational meetings involving 6-10 people. During 2010 there were two
conferences which together attracted 120 people, a workshop for ten people and a
seminar involving 15 people.

The project has distributed 250 posters, 2,000 items of other promotional material,
including high visibility vests while 300 cyclists received a cycle breakfast. The LTPN
includes 1100 people over four organisations and 75% of the original LTPN
organisations (three out of four) are aware of and are represented at meetings — while a
further three schools are now joining in with LTPN activities.
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Awareness of the LTPN

Awareness of the LTPN goes beyond the original network members. The high profile
events, such as the bicycle breakfast, conferences and workshops have ensured this,
as has the practice of ensuring results of surveys, studies and events and presentation
to the general assembly. Working with other projects who also share similar aims and
objectives also provides benefits.

Focussing just on the schools 44 schools were informed of the LTPN at the recent
conference. Also the recent growth in the steering group demonstrates increased
awareness and acceptance at the strategic level. Considering the pupils of the 1,100
pupils across each of the school 1508 are in schools which are actively involved in the
LTPN, resulting in 75% of pupils being aware of the LTPN and as they have received
assemblies and lessons on sustainable mobility.

Acceptance of the LTPN

With the exception of the secondary school all students are learning in a school
environment where sustainable travel is promoted through learning and practice. 1,000
students were invited to take part in the cycle to school campaign and competition -
10% of the invited students participated. Conferences have attracted 120 people. Each
person responded positively in feedback forms, indicating that they were satisfied with
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the information shared. Of the four schools initially engaged in the LTPN, 75%
responded positively, and of the 56 schools in the municipality, 44 attended a
conference designed to engage further schools in the LTPN process (79%). These
were also satisfied with the event. A further three schools are already actively engaged
in the LTPN.

Actions and measures taken

As summarised above the LTPN in Gydr has been action focussed; actions and the
number of participants are detailed below:

There was a questionnaire in the LTPN schools - Participants of the “modal-
split” survey: four schools — 1000 questionnaires.

Number of schools and students participating in awareness campaigns
e.g.:"Cycle to school campaign” — four schools and 39 students.

Number of students participated in awareness campaigns e.g. the cycle
training course provided as a summer school and during Mobility Week. 2010 —
30 students.

Number of students participated in the opening of the Cycle to School
campaign (spring / autumn) and received reflective vests and armbands — 200
students.

Number of students participating in the “Santa-Claus train event and receiving
a “Santa-Claus pack” — 200 students.

2 conferences, one project meeting and one seminar was organised because
of TP+. — 136 participants.

1 Educational TP Survey was completed and presented to the Gyor
Educational Commission.

The number of planned bus services serving schools will be detailed in the
survey.

The number of planned cycle trains serving schools will be detailed in the
survey.

A promotional film created for TP+ and educational LTPNs.

Time spent on the LTPN

The time invested in the LTPN at the municipal level is detailed in the figure below. This
can be split between activities to introduce the LTPN and activities to continue and
expand the LTPN. Initially internal activities involved setting up a network of
stakeholders to support the schools, this is particularly important in Gyor where travel
plans are a new concept. (35 days) Then time was spent engaging the schools and
training up the school coordinators (56 days involving preparations of resources and
initial discussions). Once the schools were engaged time was invested in planning and
promoting events and measures (60 and 90 days respectively), there was much focus
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on promoting activities for two reasons: first, this is a new concept and second, this was
necessary to engage pupils and alter their travel behaviour. The segment ‘networking’
includes maintaining the network of people to support the school and also dissemination
through conferences, workshops and seminars (60 days). It is worth noting at this stage
the time spent by teachers and pupils in schools in identifying and actioning site specific
and network wide improvements has not been accounted for here.

Evaluation of measures, events and the project led onto the next phase, with a focus of
building upon the network through measure identification and engaging with further
schools to involve them in the LTPN. As a result time has been invested in identifying
future measures and finding support for them through application to relevant funding
bodies. Time has also been spent in improving existing events and measures through,
for example, updating the cycle campaign in response to feedback. Enlarging the
network includes the school and municipality focussed events and other
communications as required.

Figure 4-1 Time spent on the LTPN in Gyor
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B Promoting the LTPN
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M Setting up measures
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4.3.4 Bages

Operational assessment

As with Stockholm and Gyoér there has been no culture of travel planning in Catalonia
or in Spain more widely until TRAVEL PLAN PLUS. This has obviously made ‘selling’
the concept of an Area Travel Plan network difficult. There has been resistance from
local companies which delayed the launch of the LTPN. In response, the Bages team
adopted a more ‘hands-on’ approach undertaking ‘mobility audits’ that helped in
developing measures and to increase organisational awareness of TP+,

Awareness of the LTPN
Number of LTPN information meetings

- Two information workshops have been held: the LTPN launching workshop
(November 23™ 2010 in Manresa) and presentation at the Industrial Association
workshop (December 13", 2010 in Santpedor).

- Two information presentations with Central Catalonia Mobility Consortium (April
8" 2010 and March 9" 2011) in Manresa, plus 3 individual interviews with
individual members of CCMC.

- 29 individual meetings with site companies.

- Six individual meetings with municipal representatives (Santpedor, S. Fruitos,
Manresa).

- Two meetings with trade unions mobility representatives.
- Five meetings with public transport operators.
- Three meetings with taxi operators.

- One meeting with the person responsible for school bus transport in the Bages
County.

- Four meetings with Mobility Consortium of Bages.

- Three meetings with regional government representatives (in order to get
information on current subsidies for mobility measures and in order to define a
scheme for financing a vanpooling pilot project).

Number of posters at workplace, leaflets, articles, publications
- Nine articles in local newspapers.
- 1000 leaflets on general mobility measures distributed.
- 2000 + 4000 leaflets on how to calculate your transport costs
- 100 guides on LTPN recommendationsfor practitioners
- 100 glossies on policy recommendations

- A video recording edited in Catalan and English.
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Number of people at site (employees, students, visitors)
- Meetings with companies representing a total of 2,200 employees.
Percentage of people aware of the LTPN meetings

- Meetings with eleven companies representing around 35% of the total number of
employees of the site.

Figure 4-3-10 LTPN Launching workshop in Manresa (Bages)

Acceptance of the LTPN

A total of 496 companies are based in the area with a workforce of 6,717 in 2009 (which
has since reduced to 5,104) employees. The largest 20 companies in the area (with 50+
employees) were contacted, representing around 2,950 workers (a 45% of the total).

From the 20 companies contacted, eleven provided detailed information to complete a
mobility audit. These companies accounts for 2,200 employees (34% of the total). Five
companies, two transport operators and five organisations signed the LTPN agreement.

Eight companies participating in the mobility audits campaign said that were satisfied
with the services delivered.
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Figure 4-3-11 Meeting with one of audited company

Actions and measures taken

Initially the LTPN action planned to implement the following measures:
- Mobility audits campaign.
- Flexible transport agency.
- Dissemination workshop.
- Promotion of public transport.
- Promotion of Travel Plans.
- Promotion of a sustainable transport area.

The mobility audits campaign  was successfully performed: eleven companies
provided all information needed to prepare mobility audits. These eleven audits reports
were individually presented to each company and it has been an effective way to raise
awareness of employers on mobility issues.

Regarding the flexible transport agency , a feasibility study was developed by ICAEN
(Energy Agency of Catalonia) in order to define an operative and financial scheme for a
pilot vanpooling project in the site. This scheme would be based on a fleet of vans and
shred taxis. But contacts with local companies and data gathered show that vanpooling
and shared taxis have a lower demand than expected: just two companies were
interested in implementing a vanpooling service. One of them would like to replace a
company bus with low occupancy (less than eight users) with a vanpool system, but the
current users of the company bus did not accept the proposal.

Another company will investigate the implementation of a new vanpooling service using
a company van. If there is sufficient user demand the service will be available during the
first semester of 2011.

In addition, the shared taxi system is challenging to implement as taxi operators are
reluctant to reserve part of the fleet for a regular service and there is competition
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between taxi operators of the different municipalities across the area (territorial disputes
over the area of taxi service delivery).

A dissemination workshop ~ was held on November 23 2011 in Manresa. It was
attended by 19 people, including all stakeholders plus five companies of the site. Since
this workshop eight stakeholders signed the agreement to participate in the LTPN.

Of all the proposed measures the promotion of public transport , was particularly well
received by companies in the LTPN area. The LTPN members will concentrate their
efforts on this, in order to implement changes before the end of the project. These
activities will focus on the implementation of two proposals for improving existing bus
services:

- Extension of the existing Manresa-Santpedor route in order to provide access to
the industrial estate, proposals include 6 new bus stops. Adjusting the current
bus timetables in order meet demand of shift workers at the main companies.

Figure 4-3-12 Extension of the existing route and proposed changes on the current bus timetable (Line:
Manresa-Santpedor)

ROUTE Manresa (center) Manresa (bus station) Santpedor
Manresa-Santpedor (new service) 5:30 5:35 5:50
Manresa-Santpedor(new service) 21:30 21:35 21:50

- With these changes on the current schedule a total of 720 employees of the site
living in Manresa and Santpedor working in productive shifts (6 a.m., 2 p.m, 10
p.m.) could benefit of the new service.

- The installation of new bus stops means an investment of 15,000 (which could
be covered by the Municipality of Santpedor) and the extension of the service (2
new daily services) have a cost of 35,000 /year. The proposal for financing this
cost is a contribution of 20% by user’s tariffs, 45% by local companies’
contribution and 35% by Transport Authority.
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- Adjusting timetables of the Manresa-Pla de Santa Anna route in order to meet
demand of shift workers employed at the site.

Figure 4-3-13 Existing route and proposed changes on the current bus timetable (Line: Manresa-
P.l.Sta.Anna)

). 2))

$ ), 2 )1 $

), 2.)) ) !
1% ), 2 $

These changes on the current schedule will allow 105 employees of the site living
in Manresa and S. Fruitos to take the bus to work. This modification implies to
implement an extra bus journey with a cost of 20,000 /year, which could be
financed 20% from user fares, 45% by local companies and 35% by Transport
Authority.

A number of meetings have been held with transport operators (ALSA as operator of
Manresa - Santpedor line and TRANSBAGES as operator of Manresa - P.l. Santa Anna
line) to analyse the feasibility of these measures and agree the final proposals. Besides
this, a preliminary agreement has been reached with largest companies of the site in
order to guarantee a minimum of 45% of financial contribution to cover the operational
deficit of the new bus services at least during the first 12 months. The implementation of
the new services would be implemented on a pilot basis during a year and according
the results of this initial period in terms of average occupancy of the buses and real
deficit of the service, the initial agreement will be revised.
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A meeting with the Regional Transport Authority was planned at the beginning of 2011
in order to discuss and approve the changes and financial scheme of these two bus
lines. A new director of Public Transport Coordination was supposed to be appointed
after the regional elections in Catalonia (end 2010). But this new responsible has not
been yet nominated and the meeting was postponed. It has to be mentioned that as a
result of the mobility audit performed by the LTPN one of the largest companies of the
site is lobbying various institutions in order to promote the proposed changes on the bus
line Manresa — P.I. Santa Anna.

Concerning travel plan promotion , some companies were interested in public
subsidies for developing travel plans, but the call for tender period was too short (3
weeks) for any company to submit proposals on time. The mobility audits, with a
complete data collection, diagnoses and detailed development of proposals should be
considered as individual travel plans.

Finally, the promotion of a sustainable transport area will consist of the
dissemination of individual low cost measures, such as green parking areas (reserved
for car-poolers) and lobbying municipalities to create better pedestrian and cycle routes.

The LTPN has been successful in implementing new cycle routes. In the case of Sant
Fruités municipality a new cycle and pedestrian route has been constructed during the
TP+ project implementation. It is a route of 500 m linking the urban centre of Sant
Fruitos to the industrial state of Casanovas.

Besides this, in Santpedor TP+ project directly influenced the municipality in
constructing the first phase of a cycling path connecting the town to the industrial state
Santa Annal ll.

The new cycling route starts at the city centre linking it with a high school and with the
edge of the industrial state. It is a cycling path well signalised and separated from the
main road by specific rubber pads. This action required a change of several streets from
two-ways to a one way in order to make safer use of the path by the cyclists.

The total length of this cycling path is 400 meters and represents the first phase of a
project aiming to connect all industrial states with the city centre of Santpedor by a safe
and continuous cycling network.
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Figure 4-3-14 New walking and cycling path in Sant Fruitds (red line on the map)

Figure 4-3-15 Cycling network in Santpedor (red line on the map shows the current operational section)

As a promotional activity it has to be mention the “Information campaign on transport
costs”, aiming to raise awareness of employees of the site on the current transport cost
when using the car for work travels and proposing other more sustainable travel
options. The campaign includes a leaflet on how to calculate the transport costs
(2000+4000 units), posters to be distributed to the main companies (100 units) and a

location of several meeting points (10) for encourage carpooling among employees of
different companies.
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Time spent on the LTPN
Figure 4-3-16 Time spent on the LTPN in Bages
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Internal activities starting LTPN (internal decision making): including detailed
implementation planning: 70 days.

Convincing companies to join (external decision making): 78 days.
Promotion of the LTPN (articles, posters, information meetings): 35 days.
Networking: 15 days.

Setting-up measures (e.g. time spent encouraging cycle use, time spent
developing bus initiatives, etc.): 67 days.

Evaluation: 20 days.

4.3.5 Summary and Conclusion

The following tables summarises the awareness and acceptance of the LTPN across
the four sites. The difference in progress is particularly clear in the acceptance section
as the measures in Stockholm and Bages are planned for the near future, whilst in Gyor
and Cambridgeshire these are well established.
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Table 4-3-7 Awareness of services across the TRAVEL PLAN PLUS sites
Indicator Cambridge Stockholm Gyor Bages
Number of TP |47 6 7 31
information
meetings (with
LTPN on site)
Number of posters | 3,022 0 2,256 510
at workplace,
leaflets, articles,
publications
Number of people | 7,500 (200 1,000 (20 1,100 (4 6,717(496
(employees, organisations) organisations) organisations) organisations)
students.)
Number of people | 298 (36% of 6 (30%) 3 (75%) 210 (mailing list
(%) that are aware | respondents) for LTPN
of the TP meetings events)
Number of people | 13 members 6 representing 3 representing 11 companies,
(%) attending the | representing 80% of 75% of representing
TP meetings 100% of employees organisations 34% employees
organisations

Number of people | 258 (32% of 70 eligible to 200% (3 new 210
(%) aware of the | respondents) receive free bus | schools joined
services pass LTPN)
(alternatives)
offered
Number of | 48 100% 79% of all 20
companies (%) that (94% of schools (44 out
are aware of the | respondents) of 56)
LTPN
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Table 4-3-8 Acceptance of services across the TRAVEL PLAN PLUS sites

Cambridge Stockholm Gyor
Proportion of 6% 25 % 100% N/A
people (%) tried | (48respondents) (23
the services respondents)
offered
Proportion of 95% 80 % of 100% N/A
people (%) that (195 respondents
are satisfied respondents)
with the services
offered
Proportion of 30% 40% 10% N/A
people (%) that (235 (9 respondents)
have changed respondents)
their travel
behaviour
Proportion of 100% 100% 100% of schools 2.2%
contacted in municipality (representing
companies 34% of

employees)
Proportion of 97% 80% 79% schools in 45% of
companies (%) | (39 respondents) municipality contacted
that are positive companies
towards a LTPN
Proportion of 100% 80% 75% 45%
companies (%) represented
that have joined
the LTPN
Proportion  of 97% 100%° 75% 45%
companies (%) | (31 respondents)

that are satisfied
with the services

Looking at the four demonstration sites the first thing that becomes clear is that much
effort has been spent on setting up and extending the local network. Across all four sites
multiple management meetings and information events have been organised and
leaflets and other promotional material distributed to create awareness and acceptance
of the LTPN concept.

There is a clear division between two TP+ sites where the LTPN has been operational
for some months and two sites where the LTPN has yet to really take effect.

Gyor and Cambridge, where the municipality managed and coordinated the
project, each launched a LTPN in March 2009 and October 2009 respectively.
They are planning and implementing measures and initiatives to encourage
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modal shift. This has been assisted by a history of travel plans in Cambridge and
by municipal influence upon the schools in Gydr. The result is an increased
awareness and acceptance. As shown in Cambridge, this however does not
guarantee that employees actually use the services offered, which partly explains
the low impact of the project on energy-use, as detailed in section 4.2.

Meanwhile Bages and Stockholm have both had challenges in setting-up their
LTPN. Establishing a network took a lot longer than initially expected. Since there
was no culture of travel planning, creating support from the key stakeholders was
the main priority in forming a network. The actions taking were similar to the
other two sites, but due to the slow start little or no emphasis has been put on
actual measures to date.

4.4  Explanation of Results

This section provides further explanation of the results presented in section 4.2. It
includes information on: external developments that influenced the evaluation results;
financial aspects; and motivational and political aspects. Just like in the sections above,
the data is provided site-by-site.

4.4.1 Cambridge

External developments influencing the evaluation

Since the start of the project there has been no change in the availability of pedestrian
and cycles routes_within the Travel Plan Plus area. However there have been some
minor local improvements all facilitated and arranged by the local TP+ team - and see
Busway below.

The Cambridge Guided Busway is now built but is still not open. It is currently
anticipated that the service will be open in the first half of 2011 but as the contractor has
not yet handed over the busway to the council it is not possible to be more precise.
However, the cycle track beside the busway route is being used by cyclists and
pedestrians to access the TP+ Area.

As indicated in the TP+ Implementation Plan, there had been long established plans to
widen and increase capacity of the Al14 trunk road between Cambridge and
Huntingdon. However, in October 2010 Philip Hammond the new UK coalition
government's Secretary of State for Transport, confirmed that this project was no longer
affordable and had been cancelled

The local team collected gender and age data from the annual travel to work survey.
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Table 4-4-1 Age Profile of LTPN Cambridge workforce
October 2009 Survey October 2010 Survey

Male Female Male Female

<25 7%(51) 7%(54) 6% (37) 6% (38)

251034 | 32%(247) | 36%(295) | 37% (244) | 36% (213)

35t0 44 | 33%(252) | 33%(272) | 30% (198) | 28% (169)

451054 | 18%(141) | 18%(148) | 19% (131) | 19% (113)

55 to 64 9%(68) 59%(44) 8% (50) 9% (55)
65+ 1%(3) 19%(2) 0.3% (2) 0.2% (1)
Total 48%(762) | 52%(815) | 53% (669) | 47% (595)

These figures show that there has been little change in the age profile of workers in the
LTPN area. There could be a small trend towards the younger age ranges; however it
will be necessary to collect data for a few more years to confirm this. More interestingly
there seems to have been a significant shift in the proportions of men and women. The
survey would suggest that in 2009 53% of the workforce was female, but in 2010 this
has decreased to 47%; with commensurate changes in the male percentages. Again the
team will need to collect data over the coming years to ascertain if this is a significant
change over time, or an anomaly due to the self-selecting nature of the survey process.
If a trend is shown this may be of interest to the local team in how it decides to promote
sustainable transport in the future.

The local team collected distance travelled to work data from the annual travel to work
survey. The table below shows that the distance travelled cycling, walking or public bus
has decreased but all other modes have seen an increase in the average distance
travelled by commuters. These increases and decreases have adversely effected CO,
emissions from transport. The local team's interpretation of the decreased distances for
cycling and walking is that the project has encouraged new walkers and cyclists to
change mode - and it is more likely that people who live closer to work will be
persuaded to try a new active mode of travel. It will be interesting to see if this is
maintained in future years.

Table 4-4-2 Average distance between home and work (km) Cambridge
Average distance travelled between home and work (k ~ m)

October 2009 October 2010

Car (drive alone) 20.8 23.8
Car (car sharing) 18.2 20.2
Motorcycle 13.7 14.1
Bus 8.7 7.6
Staff bus* 17.2 27.2
Train 44.2 48.2
Cycling 4.1 3.4
Walking 2.5 1.6
Average (across all modes) 16.2 24.4

* A few staff at the Cambridge Regional College take the student buses to work

From 2009, the United Kingdom has gone through an economic recession, which
caused an increase in unemployment and cuts in local authority spending. With the
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recession and cuts in spending, the East of England region has been severely affected.
The East of England Development Agency (EEDA), a member of the Cambridge TP+
Project Board will soon cease to exist. The budgets for transport, infrastructure and
cycling initiatives have either been drastically cut or abolished. For example, due to the
elimination of the Government project 'Cycle England’, (an initiative to promote cycling
across the UK); the local project 'Cycle Cambridge' will be unable to continue after April
2011. Cycle Cambridge has worked with the TP+ team providing financial support and
expert personnel for TP+ events. Linked to this the County Council will no longer be
providing Adult Cycle Training.

These changes will make the promotion of sustainable travel an increasing challenge in
the face of decreasing resources. The local team will increasingly be looking at ways in
which they can encourage local employers to contribute to the resources available to
the team.

According to The Office of National Statistics, the unemployment rate for the East of

England Region has increased slightly in the last year: from 6.4% to 6.6%.

Financial assessment

The table below provides an overview of the costs and benefits for the different
stakeholders involved in the Cambridge LTPN.

Table 4-4-3 Overview of the costs and benefits per stakeholder CCC/TfW

Indicator Costs Benefits

Local authorities | 1. Provision of 192,000 from Development of area travel plan
planning funds to support project network tackling congestion and CO»
during first year & second year emissions in major employment area
2. Road Safety team of County of City of Cambridge.

Council provided 2,714 for electric

pool bikes Early success in changing travel

3. 3,725 from the Cycle Cambridge | behaviour

Project to support cycling

promotions in the LTPN area A most useful conduit for various

4. In-kind support from County county council messages direct to

Council (not charged to project): over 7,500 commuting residents.
TP+ Project Board
IT advice and support Additional funding secured from
Human Resource advice and planning contributions allowed
support employment of additional staff and
Financial advice and support will fund a second year of the project

(see below)

Companies 1. Commuter Showcases: 1. The local TP+ team provides
Companies who have hosted these | employers with a free 'off-the-shelf’
events have provided and established sustainable travel
accommodation and refreshments promotion. This means that the
from their own resources. company does not need to put effort
2. Mapping: eight employers have into organising their own event.
requested mapping of their There are considerable economies of
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employee home locations. Costing scale -and also control by the TP+
them 200 each team on the quality of the information
provided.

2. Maps give employers developing
travel plans considerable information
on which to base their actions. They
are also very useful in promoting
travel options to employees.

Employees None
PT operators Stagecoach Bus Company: Promotion of buses by the TP+ team.
410 Printing of area specific bus Disappointingly, however, in first
map seven months, we have not seen any
210 approximate cost of 100 Free | increase in bus patronage. The delay
bus tickets provided to project in the launch of the Guided Busway
has hindered promotional activity.
Society as a None Reducing congestion
whole Reducing CO, emissions

Increasing health & fitness (reducing
expenditure by health service)
Increasing commercial power of
organisations in the area because of
decreasing number of commuter
cars on the road, making deliveries
and business travel easier.

The original project funds would have secured some 'senior expert' hours and 75% of
hours for an 'expert’. The UK TP+ project has been successful in using EU funding to
secure additional resources from local developer planning contributions. Additionally the
local team secured matched funding above the 25% required. This has allowed the
team to increase both the scale and scope of the project. Importantly these funds have
also secured a second year of the project allowing time to develop new funding
structures beyond April 2012.

The additional funding has allowed the employment of a full-time ‘expert’ (TP+
coordinator) from August 2009 and additionally a full-time TP+ Senior Administrator
from Jan 2010).

As a result the Cambridge team have been able to develop and implement an
impressive number of promotions, initiatives and events. The team is convinced that the
maintained intensity of approach provided by two full-time members of staff has directly
led to the significant engagement with the local employers. This in turn has led to the
significant results that the survey results show.

If this additional funding had not been available to the project then only the 'expert' role
(TP+ Coordinator) would have been employed on the project and the list of
achievements would have been considerably reduced. For example:

TRAVEL PLAN PLUS Confidential




IEE-07-592

Rev. 1.8

D4.6 Implementation Report Issue Date.: 06/05/2011]
D5.3 Evaluation Report Page 75 of 97

The implementation work would have virtually ceased during the data
collection, analysis and monitoring periods of the project as this took up the
majority of the coordinator's time - however with the administrator in position
the energy in the project did not cease and work has continued seamlessly
It would not have been possible for the project to assist as many employers
directly with their travel issues or engage as many employers in the TP+
initiatives
It would not have been possible to establish and staff the onsite commuter
centre, where commuters can seek information and advice
The number of TP+ steering group meetings would have been reduced (10
meetings have been held during the period Oct 2009 to Feb 2011). This would
possibly have led to reduced engagement of steering group members
It would have not been possible to produce monthly newsletters (perhaps
reducing to quarterly)
The number of employer-based commuter stand would have been dramatically
reduced - 27 commuter stand events have been held over the period Feb 2010
to Feb 2011, this may have reduced by 75%
On-going maintenance and updating of the website would have been limited
and the blog would not have been kept as up to date
Some initiatives would not have taken place at all. For example neither the

0 The successful electric pool bike scheme or

o Personal Travel Planning service could not have been resourced
The development and implementation of a number of promotions and initiatives
would have taken longer to finalise and launch (e.g. new TP+ area bus map,
CamShare (lift share) Prize draws)

The following table list the investments in physical measure up to December 2010

Table 4-4-4 LTPN investment in physical measures Cambridge

C Euro Equivalent

Feb 2010 Move position of access gate on 2,124
Milton Road

Feb 2010 Purchase of 2 x Electric Bikes 2,714
(Pedelecs)

This initiative to move the access gate took place as the local team were getting the
TP+ project started. A concern was raised by the local Steering Group; a cycle access
gate had been replaced incorrectly following road works. The TP+ team arranged
funding for the work (from Cycle Cambridge) and managed the project on-site. This
initiative was very useful in giving the local project early credibility with its clientele.

The County Council's Road Safety Team provided the idea and funding for the pedelecs
initiative. The bikes are now being used very frequently, for both business trips and for
commuter to try a cycle route to work. The initiative is very successful and several
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people who borrowed the bikes to try a cycle commute have now bought their own
ordinary bike and have begun to cycle commute to work.

The following table lists the cost of promotions up to December 2010

Table 4-4-5 Costs of promotion (Euro and personal effort) LTPN Cambridge

Physical items Cost Total
Nov 2009 Printing posters for Commuter Showcase 236
Apr 2010 Development of Website 4,720
Apr 2010 Development of image for TP+ (e.qg. 909
newsletter template)
Jun 2010 Development and printing of Bus Map 502
Sept 2010 TP+ Banner 452
Sept 2010 CamShare Banner 496
Nov 2010 T-Shirts for fun run 76
Totals 7,389 7,389
| Personal Effort Cost Total |
Coordinator - one day per week for 52 10,677
weeks @ £23.31 per hr (E174 per 7.5hr day)
Administrator - two days per week for 45 24,851
weeks @ £15.54 per hr (E117 per 7.5 hr
day)
35,527 35,527
Total 42,917

Motivation and political impacts

The motivations for the companies to engage with the LTPN are varied. They include
the following:

Desire to reduce the environmental impact of the company.

Need to develop a travel plan because of a requirement of the planning process
for a new building or extension to an existing building.

Increased pressure on car parks.

Over the implementation phase other companies have seen the benefits the LTPN from
talking to neighbours and reading of the initiatives in the monthly TP+ newsletter. The
project's longevity seems to be encouraging more and more employers to actively
participate in the project, and are asking, at the least, for the team to provide Commuter
Showcase events.

The structure of the LTPN is detailed in Section 3.3. The local team has benefited from
the steerage of the Project Board - which includes managers from the County Council
and from the matched funding organisations. This has maintained local political
motivation for the project. The stakeholders involved in the project board have assisted
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the project in practical terms; for example the East of England Development Agency has
assisted with the work that has begun on the economic appraisal of the project.

The local councillors are kept informed of the project via the TP+ and Travel for Work
newsletters. The local project manager has also presented the early successes from the
project to a county councillor briefing session

4.4.2 Stockholm

External developments influencing the evaluation

There have been no changes in the physical infrastructure for cycling and walking
during the project. What is worth mentioning though is that the winters of 2009 and 2010
have been extraordinary with a lot of snow and temperature down to -20°C which has
made winter cycling even more challenging than usual. There has been a change in the
provision of public transport as there is now a night service available

The economic recession has not hit Sweden as hard as several other European
countries, and the effects of the recession should already have been evident in autumn
2009. The Icelandic ash cloud had a negative impacts on Cargo City since they did not
received any goods during this period, but is unlikely to have resulted in any
redundancies during 2010. The economic situation is similar to autumn 2009.

Spirit Cargo has moved into Cargo City adding 270 employees to the area. The
unemployment rate in Sigtuna municipality where Arlanda is the biggest employer
peaked during 2008 and has decreased since.

Sweden had elections at all levels of government in September 2010. The elections did
not result in any changes for the TP+ area; a conservative coalition maintained control
at national and regional level, while a social democrat coalition maintained control at the
municipality level.

Financial assessment

The members of the steering group have covered the cost of setting up the LTPN and
introducing events and measures. The organisations have allocated time for staff to
participate in the project. Cargo Centre, a company at Cargo City has provided meeting
rooms for the work group and Swedavia has provided meeting rooms for the steering
group. SL has invested 39,000 in physical improvements to the bus stop outside Cargo
City and UL has provided the project with trial passes on their buses and trains at a
value of 2,500. Sigtuna and Swedavia have allocated 3,000 to a cycling campaign in
spring 2011.

Table 4-4-6 Overview of the costs and benefits per stakeholder in Stockholm

Costs Benefits

Local authorities Covered the cost of time for | Sigtuna benefits from the possibility to
representative’s participation in | increase the access to the area as it is
the steering group and has | by far the biggest employment area in
allocated resources for a cycling | the municipality,

campaign.
STA Cost in time for participating in | The STA benefits from the knowledge
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the project. Covered the cost of
the travel survey for the zero
state analysis.

generated in the project that can be
transferred to other sites in the region
and contribute to their overall goal of a
sustainable transport system

PT operators

SL has invested in
improvements in of the bus stop
outside Cargo City.

UL and SL benefit through the
possibility to generate more
passengers on their services. They

have a forum for feedback on their

services.

Swedavia Swedavia has invested time | Swedavia benefits from the possibility
spent in the steering group and | to decrease the emissions from
work group. Allocated resources | commuting and keep the emissions of
for a cycling campaign. CO3 below the limit of the cap.

Employers at | Time invested for participation in | Employers benefits from healthier

Cargo City the work group. employees and goodwiill.

Motivation and political impacts

The main motivation for the establishment of a LTPN at Cargo City was the CO, cap
imposed by the environmental court. Due to the ash cloud and strikes at European
airports during 2010 the CO, cap was not reached this year and there is still an
uncertainty regarding the consequences of breaching the CO, cap. During the project
there has been an increased interest in travel plans as a means of solving transport
problems and LTPNs are being developed at a couple of sites in Stockholm at the
moment. The political motivation for developing travel plans is not as focused on
reducing the environmental impact of commuting; rather it is seen as a mean to promote
growth in areas where parking space is scarce.

4.4.3 Gyor

External developments influencing the evaluation

There has been extensive investment in cycleway in the municipality as a whole, around
ten kilometres in total which includes cycle bridge investments and is supported by
appropriate signage. Whilst this is not in the vicinity of the schools there is potential for
the pupils to use this en route.

In the city centre, close to two of the primary schools (and the secondary school) there
are three new bicycle parking facilities and there is also one new parking garage, where
car drivers can park free of charge.

As the secondary school is not actively involved in the LTPN at present the ages of
pupils involved in the LTPN is now younger, this has not influenced the gender split.

It is worth noting that there have been changes in the economy and employment
conditions during the recession but this is less likely to affect the journey to school than
to work.
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Financial assessment

The municipality of Gyor has covered the costs of setting-up the LTPN and introducing
events and measures. This includes using its own potential and staff to deliver each
stage of the questionnaires for schools, design, printing data input and data analysis.

The project has also been successful in securing ‘in kind’ contributions and benefited
from funding of other, associated projects. This includes investment in future measures
to continue improving the sustainable travel options for the LTPN schools. These
include:

Investments in physical measures  ( ):

3,600 Reconstruction of the Bicycle rental (funding received from Groupama
Insurance Company).

2m Cost of improvement of public transport services (National funding,
Municipal budget.

Budget of the Public transport company (National funding, Municipal budget).
36,000 improving bicycle parking facilities (Municipal budget).
179,800 Improving bicycle network (Municipal budget).

Planned investments in services and infrastructure to support sustainable
travel options to the LTPNs

33m Transportation Operational Program (KOZOP) Support for sustainable
transport infrastructure developments. From this funding New bicycle road
reconstruction, higher level of bus services, and development of other public
transport services (e.g.: train, tram, Park+Ride, Bike+Ride).

30,000 Environmental Operational Program (KEOP 6.1.0) Promoting healthy
lifestyle via dissemination activities and awareness campaigns. From this
funding a school bus, bicycle train, cycle to school campaign, and permanent
bicycle rental for children will be organized.

Personal Effort:

Organising programme for students for free of charge (5 days long -3 people)
for three events.
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Table 4-32 Overview of the costs and benefits per stakeholder in Gyor
Local authorities Covered the full cost of Less need to be spent on road
implementation including reconstruction, noise protection and
organisation and promotion other transport and traffic related costs
of campaigns and The LTPN has indicated the demand for
conferences infrastructure to support sustainable
transport to schools which has supported
the successful grant applications
Schools Invested time and effort in An interesting and current programme of
providing a communication teaching
channel to a the wider school | Reduced school gate congestion and
community pollution
Teachers time spent on Now in a position to share best practice
delivering lessons in with other schools

sustainable travel and also
attending / hosting meetings
for the LTPN

Companies Groupama insurance Reduced impact of the journey to school
company funded the bicycle upon employees and clients
rental station facilities Potential for parents and families to be
influenced and therefore a healthier
workforce
Pupils Investment in changing Healthier active pupils to take the
habits and also learning message into the future
about sustainable travel Enjoying the journey to school

Increased awareness of the impact of
their choices

PT operators Investment in new services Attracting and maintaining a customer
and time spent contributing to | based
the LTPN Responding to identified demand
Society as a whole Reduced traffic in and around the LTPN

area provide benefits through reduced
congestion, noise, environmental impact
Fewer roads will mean the city will have
more free public spaces, less traffic jams
and better air quality

Watching children walk and cycle to
school with their family increases the
feeling of community and belonging and
makes a neighbourhood safer

Motivation and political impacts

As described in previous sections Gyor opted to work with the schools as they are
significant traffic generators. The motivation for the schools to join the LTPN is because
they are interested in sustainable livelihoods and want to educate pupils and their
families to make sustainable travel choice. Other schools can see the benefits the LTPN
schools receive and would also like to be in a position to take part in events and receive
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cycle training. Primary schools have been easier to engage than secondary schools
because younger children are easier to engage and influence, though older children
have appreciated measures which allows them independence, relating particularly to
public transport options.

The structure of the LTPN is detailed in Section 3.4 alongside details of communication
between stakeholders. Communication through events, conferences and workshops
has been strong and the LTPN actions and measures received the following media
coverage, which highlights destination sustainability:

Radio 1 — interview regarding the Cycle to School event.
Radio 1 — interview regarding the Bicycle rental open.
Revita TV — interview regarding the Cycle to School event.

Kozélet weekly newspaper — Press release regarding the Cycle to School
event and Bicycle rental program.

Kisalfold — Press release regarding the Cycle to School event and Bicycle
rental program.

m1l TV — Press release regarding the “Have breakfast before Cycle to
School” event.

From an uncertain starting point politicians have been increasingly easy to engage in
the TRAVEL PLAN PLUS LTPN, assisted by the process of reporting on results. This is
particularly true when politicians view results as being of direct relevance to their role.
However, the desire to see investments in physical infrastructure continues to be a
barrier to future investment in softer measures.

4.4.4 Bages

External developments influencing the evaluation

1. Changes in the availability of pedestrian and cycle routes

Two new projects have been completed to facilitate access to industrial estates in Sant
Fruitos on non-motorised modes:

- Construction of a pedestrian bridge, equipped with a lift, connecting a residential
area (La Rosaleda) and the industrial estate of Casanovas over the road N-141.
This new bridge also allows the access to the site for bus users of services
connecting Manresa and Sant Fruitos. This bridge was inaugurated in June 2009
and represents a suitable pedestrian and cycling new route of 800m.

- Signage and road marking to designate a pedestrian route between Sant Fruitos
town centre and Casanovas industrial estate. This route is in operation since April
2010 and has a total length of 400m.

Despite these improvements to access for the Casanovas Industrial Estate, pedestrian
access to the site in Sant Fruitos which has the greatest number of employees remains
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problematic; pedestrians and cyclists must cross the busy road C16c¢ without pedestrian
crossing facilities.

Figure 4-4-1 New pedestrian bridge in Sant Fruitos

In Santpedor pedestrian and cycle routes are recently available as the city council put in
place a route connecting the town centre with the closest industrial estate in the LTPN
area (Santa Anna Il). This route is 400 m long and represents a first phase of a cycling
network covering all industrials states of Santpedor. This is, in fact, the most
complicated stage, as the route is placed inside the urban area with narrow streets. The
rest of the cycling network is planned in wider streets and will require lower investments.

2. Changes in public transport availability

Taking into account the current situation for bus services, where there is a lack of public
resources to subsidise routes, no major improvements were foreseen during the project
duration. Yet, although the LTPN area remains poorly served by public transport there
have been improvements:

- Public transport tariffs have been integrated across the Bages County and with
those of Metropolitan Region of Barcelona since March 2009.

- Bus frequencies of the existing bus line between Manresa-Santpedor doubled
from March 2010 and the route has been extended to provide service to all the
residential areas in Santpedor and five new bus stops have been installed. This
represents an increase of 237km daily travelled per bus. However, the nearest
bus stop is situated still about 900m from the industrial site and bus timetables
remain unsuitable for the working shifts of most companies.

- An existing bus route connecting several residential areas in Sant Fruitos has
been modified and the route now provides a direct service from Manresa bus
station to the Pla de Santa Anna industrial estate. This means an increase of
32km travelled per day. This service is scheduled at 7:00 from Manresa and at
15:00 from Pla de Santa Anna; the transport operator confirms it has a very low
occupancy rate.
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According to data gathered through the mobility audit campaign changes have been
proposed by the LTPN coordinator to transport operators:

- Two new services per day, from Manresa at 6:00 and 22:00, have been proposed
on the Manresa-Santpedor route n order to provide public transports to shift
workers on this shift pattern (6:00-14:00; 14:00-22:00; 22:00-6:00). In addition it
has been proposed to extend the route at 6:00; 14:00 and 22:00 in order to
provide bus stops closer to the companies. The potential demand is estimated at
350 users living in Manresa. This will represent an increase of 42 km travelled per
day.

- Changes to the Sant Fruitos service scheduled for 7:00 from Manresa to the
earlier time of 6:00 and changes to the scheduled 15:00 from Placa de Santa
Anna to the earlier time of 14:00 to better suit shift patterns. The estimated
demand is around 100 trips per day. This change does not mean any increase in
km/day driven per bus.

These changes are being analysed by the bus operators of the site, Alzina Graells
(ALSA), for Manresa-Santpedor bus line, and Transbages, operator of Manresa-Pla de
Santa Anna route, in order to check the feasibility and costs of these improvements.
Nevertheless, all changes require authorisation by the Catalan Government and they
will be approved if the transport operator demonstrates that these changes will not
increase significantly the subsidy required, or identifies an organisation or organisations
willing to cover any deficit.

Figure 4-4-2 Highway in Sant Fruitos

In November a regional election took place in Catalonia and a new party was elected.
This means that from early January there is a new government in place. A meeting with
the Transport Authority in the Catalan Government is planned in order to discuss the
project, once a new responsible were appointed.

If these changes are implemented there will be an information campaign for employees
of companies located nearby the new bus stops in order to promote the modal shift to
public transport as part of the LTPN implementation.
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In the long term a re-conversion of an existing mining railway, now used for freight
transport, is planned for passenger transport. Whilst this will serve parts of the LTPN
area, this project, included in the Plan of Transport Infrastructures of the Catalan
Government, will not be in operation before 2015. This project will, however, be
included in the information campaign of the LTPN project so that companies located
near the new train station will be aware of the future railway service.

3. Changes in regional economy

The current economic crisis has been affecting most companies in the Bages LTPN
area as most are related to car manufacturing and this has changed employment
conditions. The Gross Added Value in Bages decreased almost by 8% during the period
2008-2009 (this is double the GAV reduction in Catalonia as a whole):

Figure 4-4-3 Influence of the economic crisis on the Bages region

4.  Changes in employment conditions

From December 2007 to February 2010 the unemployment rate in Bages increased by
134%. Companies in the County affected by workforce restructuring increased from
twelve in 2007 to 178 in 2009, affecting 5,634 employees (around 10% of the total
active population in Bages). Since 2008 there has been a 25% reduction of the
workforce at the LTPN area which has had a significant affect.

Financial assessment

The costs of mobility services are to be paid by the Catalan Government — with a
financial contribution of companies to be defined.

An amount of 120,000 was allocated by ICAEN for co-financing a vanpooling pilot
project in the site, but there is insufficient demand to progress this measure.

Table 4-4-8 Overview of the costs and benefits per stakeholder in Bages

Indicator Costs Benefits
Local authorities New pedestrian and cycle Provide sustainable access to
routes planned to the site the site of residents in
from Santpedor Santpedor
Companies Possible contribution to the Availability of PT for
new bus services employees and visitors
HR time to take part in the Received feedback on the
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mobility audits and mobility audits and support
dissemination workshop developing measures
Employees Sustainable access to the site
Health
Reduced costs
PT operators Increased of bus users
Regional authorities Possible contribution to the Provide sustainable access to
new bus services (to be the employees of the site
defined)

Motivation and political impacts

In the preliminary stage the three main companies at the industrial site were each
visited in order to evaluate interest and involvement in the project and to prepare a
launch workshop. Despite high levels of initial interest it was challenging to get
information on, for example shift patterns and information on routes and occupancy
rates of the company bus even after several requests.

As a result the CCB (County Council of Bages) TP+ team changed its strategy for
approaching potential LTPN members. More work in the field was needed in order to
activate/motivate the network through direct on-the-ground work. It is clear that travel
plans and LTPNs are relatively new concepts in Spain, and despite the challenges in
getting to and from the sites and travelling around the site, until recently employee
mobility problems have not been a real concern for the employers, with just a few
companies providing a company bus service for employees. Currently the economic
crisis is affecting most of the companies and you can see a large number of empty
warehouses in the area. The fall in demand for premises also means that some new
warehouses remain unfinished. So, now employers are placing even less emphasis on
mobility issues and encouraging them to prioritise these is a challenge.

Therefore, in order to approach the companies in an effective way, and raise their
interest in participating in a LTPN, Bages County Council developed a strategy based
on campaign to provide free mobility audits. Mobility audits consisted of personal
interviews with the human resources or general managers at larger companies. These
raised awareness of the mobility problems, and collected basic information about the
company and its employees, including how employees travel to work. This information
was diagnosed to develop mobility proposals at company level and LTPN area level. In
total, eleven of largest companies participated in the campaign, these companies
account for more than 2,200 employees.

As a result of these audits, several proposals have been developed. For example,
improvements to public bus services (proposals of bus route and schedule changes),
construction of new pedestrian and cycle paths, promotion of green parking (parking
spaces reserved for car-poolers), etc. These audits strategy also proved to be useful to
encourage the companies to join the LTPN and to jointly submit mobility proposals to
the local and regional authorities for LTPN implementation in the short term.

After the discussions in LTPN launch workshop in November 2010 it is clear that only a
few stakeholders (private and public) believe in the concept and the potential impact of
LTPN as a tool to improve the mobility of the employees. Indeed, most of the employers
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continue to view how employees access the workplace is not their responsibility.
Besides this, there is no culture of partnership among companies in the site: there are
just an association in one of the eight industrial estates in the site (in Santa Anna I,
which is one of the smallest industrial estate) dealing with common issues of the
companies, including public lighting, sewage and waste collection, ICT network
updates. The current economic situation does not help with progress, as business and
public authorities have to deal with more urgent problems than mobility, which mainly
relate to financial matters.

However, at least five companies, two transport operators, three local authorities, two
employer’s associations and three other organisations are interested in the LTPN
concept and could become members of the LTPN Steering Committee.

4.4.5 Summary and Conclusions

The start of the TRAVEL PLAN PLUS project coincided with the start of a global
economic crisis and it is impossible to deny the effects of this on any project. Especially
those which expect authorities and private companies to invest in something which does
not generate direct income or costs savings. This worldwide crisis affected both the
automotive and the air industry: car sales and air travel decreased drastically. The GDP
of the Bages region decreased by nearly 8% during 2009-2010 and the unemployment
rate more than doubled. Additionally, Arlanda airport not only felt the effect of the
economic crisis, it was also hit by the ash cloud. Since companies at both sites had
other priorities, one can understand the delays in setting-up the travel plan network.

The authorities in both Cambridgeshire and Gyoér both covered (part of) the costs of
setting-up the LTPN, introducing events and measures. This is a clear benefit over the
two other sites as demonstrated in the Table. As a consequence, the economic crisis
has had little or no impact on these LTPNs.

Table 4-4-9 Summary of financial assessment at LTPN sites ( )

| Indicator ___ Cambridge | Stockholm  Gyér __Bages |
Investments  in | 4,800 (Influenced | 39,000 2m (municipal | 8 000
physical directly by TP+ (investment in | budget influencing (investment on
measures ( ) new bus stand) | access to LTPN | pew cycling
schools) paths
influenced
directly by TP+)
Costs of mobility | 6,300 2,500 (value of 28,000
services ( ) monthly trial (feasibility
passes  from study for a
UL) 3,000 (to vanppoling
be in invested project)
in cycling
measures from
Sigtuna and
Swedavia)
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Costs of | 43,500 (including | 26 days in | 15 days personnel | 35  days of
promotion ( & | wages for | personal effort | effort personnel effort
personal efforts) | personnel effort)

The motivations for the involvement of local and regional authorities lie in the social
benefits that LTPNs bring, as a ‘tool’ to reduce costs or solve parking problems or as a
requirement for a planning permission, LTPN are seen as a solution for local problems
with congestion, emissions and road safety (see also section 5.2).

4.5  Expectations for the Future

45.1 Cambridge

The local project is resourced by planning funds until April 2012. During this time the
team will be working with local stakeholders on a funding mechanism to ensure TP+ is
retained beyond this time.

There is increasing interest in the TP+ model. UK Highways Agency, a match funder of
the local project, is requesting that local developers contact the TP+ team to ascertain if
the project can assist with reduction of the traffic impact of new developments. As a
result the team has been in discussion with a new hotel development that will be built on
the site that currently houses the TP+ Commuter Centre. The hotel has offered the TP+
project office space at a negligible rent. This will give the project space into the future —
as indicated above it will still be necessary to find the funding mechanism to support
staff time.

There has been a shift in political emphasis, especially with regard to climate change
initiatives. The local team is convinced that the project is key to allowing growth and
reducing congestion and will be working on how the project will fit into the political
landscape over the coming years.

45.2 Stockholm

There are on-going discussions at STA to prolong the project in order to benefit from the
work already done on the site. There is an existing public transport group operating at
Arlanda. For the longevity of TP+ it would be beneficial to integrate the existing TP+
group to the existing public transport group, with a wider to focus to include cycling and
walking. The present ground access at Arlanda has attended a steering group meeting
and plans to use the experiences from the project for the wider Arlanda work. The
companies that participate in the work group are positive about continuing to improve
employee access to work. The public transport companies are positive to work in
forums with companies as it provides a platform to promote their services and an
opportunity to receive feedback on their services.

There is an increasing interest to work with travel plans as a measure to ease
congestion and handle lack of parking space in the Stockholm region. Future LTPNs are
likely to be implemented in more central locations then Arlanda, where parking and
congestion are perceived to be more significant problems.
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4.5.3 Gyor

The TRAVEL PLAN PLUS LTPN is already evolving, with more schools joining the
network, participating in events and receiving resources. The conferences aimed at
national and international municipalities and civil organisations will assist with the
dissemination of LTPNs, in particular for the schools in Poznan involved in the
COMENIUS project. The term ‘travel plan’ continues to cause some confusion and may
act as a barrier to uptake in some instances, so the terminology may need to adapt to
the audience.

Through the LTPN the need to examine the school admissions policy was identified. An
outcome of doing this was that funds were secured from the Environmental Operational
Program to invest in a school bus network, reducing the concentration of school gate
traffic and providing other advantages to parents and pupils.

Partnerships developed through the LTPN have also resulted in planned cycle trains
operating from the neighbourhoods surrounding the city centre and the suburbs, which
will be operated by the Hungarian Cycle Federation. Furthermore national funds will be
invested in cycle infrastructure, which will benefit city centre schools in the coming
years. As a result of these planned measures and investments it is anticipated that
overtime the outcomes of the TRAVEL PLAN PLUS project will have a significant
impact upon mode choice and therefore reducing transport impacts.

45.4 Bages

As travel plans and LTPNs are relatively new concepts in Spain, it seems that the
operational and financial sustainability of the Bages LTPN beyond the project duration
depends on possible quick wins (mainly improvements to bus services and on
pedestrian-cycling new routes) which should be generated over the coming months.
Practical and short-term results will be the most convincing argument for the current
members to decide to continue with LTPN activities and also for attracting new
stakeholders.

Once key stakeholders are convinced of the validity of the LTPN concept, practical
aspects such as financing or organization should not be as problematic, since there are
various sources of public funding available to cover personnel and operating costs of a
LTPN.

455 Conclusions

The four TRAVEL PLAN PLUS demonstrations will not end with the project. Thus:

The LTPN in Cambridge is financed until April 2012 — the team is working on the
funding mechanism to support staff time afterwards.

In Stockholm there are on-going discussions to prolong the project in order to
benefit from the work done so far.
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The LTPN in Gyor is already evolving, more schools are joining the network,
participating in events and receiving resources.

In Bages the operational and financial feasibility of the LTPN depends on quick-
wins to convince the partners involved of the added-value.

Although there are uncertainties about the future, the implementation partners are under
the impression that there is a future for each LTPN in their sites. We consider this to be
one of the main successes of the TRAVEL PLAN PLUS project.

During the expert-meeting held in Cambridge in November 2010 a wider range of
stakeholders showed interest in the concept. Based on this we expect LTPNs to be
introduced in for instance Denmark and Sweden as a measure to ease congestion and
handle a lack of parking spaces.
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5. Main conclusions

5.1  Main conclusions of the TP+ project

In this section the conclusions relating to the direct impacts, process impacts and an
explanation of results are reviewed. This is followed by the main conclusion of the
TRAVEL PLAN PLUS site evaluation.

Next, the socioeconomic impacts of LTPNs are examined focussing on congestion,
greenhouse gas emissions and improving road safety, highlighting the capability of this
mobility measure to meet the policy objectives of the European Union.

5.1.1 Direct Impacts

Before the start of the TRAVEL PLAN PLUS project the partners set themself the
(ambitious) target to achieve a 10% reduction in energy use. The literature review in
Work Package 2 showed that whilst there are examples of LTPNs in Europe
(particularly in the Netherlands and in the UK), and that previous European projects
have touched on LTPNs, there remains a dearth of literature on the effectiveness of
LTPNs from outside the United States.

In the early 1990s a national test project of ‘area-oriented approaches’ (ATPs) was
conducted in the Netherlands. The De Maas office complex in Rotterdam was one of
seven office complexes included in this project. Measures introduced included the
promotion of carpooling and staff buses; the implementation of strict parking control for
individual car commuters; the use of personalised journey planning techniques; and the
establishment of a full time transport office. In 1992, the project resulted in car travel to
and from the office building falling from 49% to 39% (including carpooling) — amounting
to a reduction of 1.3 million car kilometres annually, or a daily reduction of 80-90 cars on
the road. Similar impacts were thus foreseen for the four LTPN sites.

Unfortunately the TRAVEL PLAN PLUS demonstrations have not led to these impacts,
but as previously mentioned, the partners in this project did not have the possibility to
introduce strict parking control The targets set have not been achieved. The reason for
this is threefold:

1. Due to operational barriers two of the LTPNs were only launched late 2010 So, a
complete set of “push and pull” measures has yet to be implemented (see the
following sections for more details);

2. In general ‘tempting’ people to change their travel behaviour requires a longer
period of time — habits are not changed overnight, especially if it implies losing
the ‘comfort and convenience’ of the private car;

3. Energy-use is dependent upon multiple factors — in Cambridge a reduction in
private car use has been compensated by an increased commuter travel
distance.
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Nevertheless, there are positive signs at the TRAVEL PLAN PLUS implementation
sites:

In Cambridge a 6% reduction in drive alone commuting was reported for
the period 2009-2010 (from 58 to 52%) and increases in Cycling (4%) and
walking (2%).

In Stockholm the travel survey has demonstrated behavioural change in
companies at Arlanda (Swedavia) that had introduced subsided public
transport for employees and the feasibility of an on-site car sharing project
is investigated.

In Gyor there has been a 3% increase in use of sustainable modes (52%
to 55%).

in Bages the economic crisis has resulted in a spectacular decrease in
energy-use: 25%, this however was mainly the result of the economic
crisis leading to a reduction in the number of employees — calculating the
results without the effects of the crisis results in a reduction of energy-use
of 1.4%.

In the following sections a further explanation of the results above is given. This
includes operational, financial, communicative and external aspects influencing the
figures above.

5.1.2 Process Impacts

Looking at the four demonstration sites the first thing that becomes clear is that much
effort has been spent on setting up and extending the local network. Across all four sites
multiple management meetings and information events have been organised and
leaflets and other promotional material distributed to create awareness and acceptance
of the LTPN concept.

Between the sites there is a clear division between two sites where the LTPN has been
operational for some months and two sites where the LTPN has yet to really take effect.

Gyor and Cambridge, where the municipality managed and coordinated the
project, each launched a LTPN in March 2009 and October 2009 respectively.
They are planning and implementing measures and initiatives to encourage
modal shift. This has been assisted by a history of travel plans in Cambridge and
by municipal influence upon the schools in Gyoér. The result is an increased
awareness and acceptance. As shown in Cambridge, this however does not
guarantee that employees actually use the services offered, which partly explains
the low impact of the project on energy-use, as detailed in section 4.2.

Meanwhile Bages and Stockholm have both had challenges in setting-up their
LTPN. Establishing a network took a lot longer than initially expected. Since there
was no culture of travel planning, creating support from the key stakeholders was
the main priority in forming a network. The actions taking were similar to the
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other two sites, but due to the slow start little or no emphasis has been put on
actual measures to date.

5.1.3 Explanation of Results

The start of the TRAVEL PLAN PLUS project coincided with the start of a global
economic crisis and it is impossible to deny the effects of this on any project. Especially
those which expect authorities and private companies to invest in something which does
not generate direct income or costs savings. This worldwide crisis affected both the
automotive and the air industry: car sales and air travel decreased drastically. The GDP
of the Bages region decreased by nearly 8% during 2009-2010 and the unemployment
rate more than doubled. Additionally, Arlanda airport not only felt the effect of the
economic crisis, it was also hit by the Icelandic ash cloud. Since companies at both
sites had other priorities, one can understand the delays in setting-up the travel plan
network.

The local authorities in both Cambridgeshire and Gyor both covered (part of) the costs
of setting-up the LTPN, introducing events and measures. This is a clear benefit over
the two other sites. As a consequence, the economic crisis has had little or no impact to
these LTPNSs.

The motivation for the involvement of local and regional authorities lies in the social
benefits that LTPNs bring, as a ‘tool’ to reduce costs, solve parking problems or as a
requirement for a planning permission, LTPN are seen as a solution for local problems
with congestion, emissions and road safety (see also section 5.2).

5.1.4 Expectations for the Future
The four TRAVEL PLAN PLUS demonstrations will not end with the project. Thus:

The LTPN in Cambridge is financed until April 2012 — having secured a location
the team is working on the funding mechanism to support staff time afterwards.

In Stockholm there are on-going discussions to prolong the project in order to
benefit from the work done so far.

The LTPN in Gyor is already evolving, more schools are joining the network,
participating in events and receiving resources.

In Bages the operational and financial feasibility of the LTPN depends on quick-
wins to convince the partners involved of the added-value.

Although there are uncertainties about the future, the implementation partners are under
the impression that there is a future for each LTPN in their sites. We consider this to be
one of the main successes of the TRAVEL PLAN PLUS project.

During the expert-meeting held in Cambridge in November 2010 a wider range of
stakeholders showed interest in the concept. Based on this we expect LTPNs to be
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introduced in for instance Denmark and Sweden as a measure to ease congestion and
handle a lack of parking spaces

5.1.5 Overall Conclusion

The four LTPNs have not met the ambitious energy reduction targets within the
timescale of the project. However, LTPNs have been launched, a co-ordinator is in post
and a written plan developed for each of the four sites. At two sites the implementation
of measures has been running for a while but merely started the two others. Measures
to meet the needs of the LTPN areas have been identified across all sites. Where
implementation of measures has already occurred, this has exceeded the projects
objective to implement five measures and there is evidence of modal shift.

TRAVEL PLAN PLUS has highlighted that engaging key stakeholders in the LTPN
takes time and persistence. This is particularly true when working with private
organisations in countries where there is no culture of developing travel plans and
LTPNSs; this is the case across the whole of Europe except possibly the UK and The
Netherlands. Once in place changing travel behaviour still takes a lot of time. However
each implementation partner reports growing awareness and acceptance of the LTPN
initially at organisational level, which has transferred to the employee / student level in
Cambridge and Gydr following the implementation of a range of successful measures.

The monitoring framework ensured that the influence of external factors was taken into
account. The impact of the economic downturn has created a particular challenge in
engaging companies and other stakeholders in mobility management. This is most
evident in Bages where the workforce has reduced by 25%, thus influencing congestion
and reducing any localised parking problems. Additionally, the experience in Cambridge
highlights that it is not just modal share, but also workplace catchment, which influences
emissions and energy use attributable to the commute to the LTPN area. The
municipality of Gyor has in fact identified funding to investigate the influence of mode
choice on travel behaviour for the journey to school in order to adapt policy to influence
organisational recruitment is more challenging.

Each partner expects the TRAVEL PLAN PLUS LTPNSs to continue, and in the case of
Gyor and Cambridge expand, beyond the timescale of the project. Where funding is not
available from public sources there is emphasis on getting further input from the LTPN
organisations in the area; this should be achievable if these organisations can see a
compelling benefit in doing so. There is also evidence of the concept transferring to
other areas in the municipality of Stockholm and to Denmark and Poland through the
wider networks at the project partner levels. The process of LTPN development and
experience from the project will be used to create policy and practical recommendations
and thus assist with the dissemination of LTPNs.
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5.2 Socio economic relevance of LTPNs

5.2.1 The EU transport policy

The main objective of the current European transport policy is to ensure that the
transport systems meet society’s economic, social and environmental needs. With
growing freight and passenger transport, pollution and congestion across the EU, the
Commission is working towards a form of mobility that is sustainable, energy-efficient
and respectful of the environment. The main objective is to disconnect mobility from

its adverse effects .° Technical innovation and a shift towards the least polluting and
most energy efficient modes of transport -especially in the case of long distance and
urban travel- contribute to a more sustainable mobility.

The Commission’s Communication on a Sustainable Future for Transport has identified
urbanisation and its impacts on transport as one of the main challenges in making the
transport system more sustainable.” It calls for effective and coordinated action to
address the challenge of urban mobility and suggests a framework at EU level to make
it easier for local authorities to take measures.

The responsibility for urban mobility policies lies primarily with local authorities.
Nevertheless, decisions adopted at local level are not taken in isolation but within the
framework provided by regional, national and EU policy and legislation. Therefore the
Commission believes that much is to be gained from working together in order to
support action at different levels  and to provide for a partnership approach while fully
respecting the different competences and responsibilities of all actors involved.® This is
in line with the objectives, actions and indeed to core approach of the TRAVEL PLAN
PLUS project.

5.2.2 Socio economic relevance of travel plansto E U policy

The overall objective of TRAVEL PLAN PLUS is to promote energy efficiency through
influencing consumer behaviour towards using sustainable modes of transport. Studies
have shown that travel plans can achieve a 15 to 30% reduction in single occupancy
vehicle trips to UK sites, while a 20% average reduction has been observed at sites in
the Netherlands and the USA. Some exceptional travel plans in the USA have reduced
the number of car trips by 50% or more.® This reduction not only has a positive
influence on energy-use, it also contributes to other aspects of relevance for the
Commission. These impacts are described below.

1. Reducing congestion.
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Through Europe, traffic in and between urban areas has resulted in chronic congestion,
with the many adverse consequences that this entails in terms of delays and
congestion. It is estimated 10% of the road network is affected by congestion and that
the yearly costs of congestion amount to 0.9-1.5% of the EU GDP, in comparison to
the 0.5% mentioned in the White Paper of 2001.

Despite the introduction of different measures across the EU, car use is generally
expected to further increase during the next few years. Consequently, congestion will
most likely remain a problem in many places. By reducing single car occupancy, and
thus the number of kilometres driven, LTPNs have a direct influence on congestion.

2. Reducing greenhouse gas emissions

Transport (all modes, excluding international shipping and international aviation) is
responsible for more than one fifth of greenhouse gas emissions in the EU, as well as
for a large share of air pollution and noise nuisance.

The EU ratified the Kyoto Protocol in 2002 and committed itself to an 8% reduction in
greenhouse gas emissions by 2012 compared to 1990. In 2007, the EU committed itself
to achieving a 20% reduction in greenhouse gas emissions by 2020 and a 30%
reduction if this is part of an international agreement.

As mentioned before, TRAVEL PLAN PLUS focused on promoting the use of more
environmentally sustainable modes of transport. Through its objective to change
individual travel behaviour and to lead to decreased road traffic volumes, LTPNs
contribute in reducing greenhouse gas and other emissions, including noise.

3. Improving road safety.

In 2001 59,900 people were killed on roads in countries, which today make up the
European Union.' In its White Paper, the Commission proposed the ambitious goal of
reducing the number of road fatalities with 50% by 2010. This target was subsequently
repeated in the European Road Safety Action Programme adopted in 2003. At that time
the direct and indirect costs of road accidents were estimated at 160 billion euros, i.e.
2% of the EU GNP.'? Approximately two times the cost of congestion!

The mid-term review of the White Paper (2006) mentioned that safety had improved
considerably. Road fatalities had declined by more than 17% since 2001, but not in all
Member States. Although faster progress was being made than in the past, further
improvements were needed. Constructive action has therefore been taken in all relevant
areas: infrastructure, behaviour, vehicles.

According recent data the number of road fatalities in the EU has declined significantly
from almost 76,000 in 1990, to 53,909 in 2001 and 42,500 in 2007. However, road
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fatalities need to be further reduced, because at the present rate they are likely to stand
at 32,500 in 2010.13 This would mean that the target for 2010 (max. 27,000 fatalities)
will not be achieved. Again, through the expected reduction in kilometres driven the
chance of an accident decreases.

5.2.3 LTPNs and the objective to create a new cultu re for urban mobility

We finally quote the Commission’s Action Plan on Urban Mobility**, which states that
education, information and awareness-raising campaigns play an important role in the
creation of a new culture for urban mobility. Effective integration, interoperability and
interconnection between different transport networks are considered key features of an
efficient transport system. Such actions can facilitate modal shift towards more
environmentally friendly modes of transport and efficient freight logistics.

Affordable and accessible public transport solutions are mentioned as key measures to
encourage people to become less car-dependent, use public transport, walk and cycle
more, and explore new forms of mobility, for example in the form of car-sharing,
carpooling and bike-sharing. 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.

To summarise, Local Travel Plan Networks not only help to promote energy efficiency
through influencing consumer behaviour towards sustainable modes of transport, it also
brings a range of benefits to European society.
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