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INTRODUCTION

Planning for sustainable urban mobility in Europe

In a rapidly changing world, | am happy to seeincreasing
engagement of local authorities and stakeholder® make
urban mobility cleaner and more sustainable. Reducing
traffic-related air and noise pollution, congestion and
accidents while increasing the quality of life in our cities
is now the priority of many Mayors. Today, more than
ever, we all need better walking and cycling conditions,
effective public and shared transport, multimodal nodes,
and more — all supported by smart digital solutions. And
the best way to make it happen is tocombine great ideas
and innovative measures with political support and the
involvement of peoplehrough comprehensive mobility
planning.

| am therefore very proud that the European Commission
has been actively supporting sustainable urban mobility
planning (SUMP)over the last decade. Since the
introduction of its SUMP concept in 2009 and the
publication of the SUMP guidelines in 2013, the
Commission has helped hundreds of cities across
Europe to ensure the balanced and integrated
development of sustainable transport modes. This is
illustrated by an impressive and prolific take-up of
Sustainable Urban Mobility Plans in Europe. Importantly,
this follows a participatory approachwith people’s needs

at the centre of the process. Comprehensive sustainable
urban mobility planning has proven to be aneffective way
to tackle the climate, energy and environmental challenges
that cities face in relation to transport.

I know that many people and stakeholders value greatly
the European SUMP concept and guidance, and | want it
to be used and useful to the fullest possible extent
Therefore, the Commission initiated in 2018 the process
of updating the SUMP guidelinet better reflect the most
recent trends in mobility, technology, and society, all
affecting the changing mobility landscape. Many
dedicated people in the SUMP community worked hard
in a co-creation mode over the last 1.5 year to make it
happen. The revised edition of the guidelines is atruly
impressive result of this procesghat | fully endorse!

| strongly encourage all local authorities to fully exploit
this worthwhile planning tool and use the rich guidance

as much as possible. Every town and city, irrespective of
its size, can — and should — develop a high-quality
Sustainable Urban Mobility Plan to help combat the
principal urban mobility challenges, and to improve

quality of life of its citizens.

Henrik Hololei
Director-General of DG MOVE (European Commission)
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INTRODUCTION

Guide to the reader

The publication of this second edition of the European
Guidelines for Developing and Implementing a
Sustainable Urban Mobility Plan (SUMP) marks an

important milestone in the take-up of a new planning

culture in Europe. This comprehensive revision of the
widely-used first edition of 2013 aims to integrate the
dynamic developments in many areas of urban mobility
and some of the rich experience of implementing the
concept of Sustainable Urban Mobility Planning since
then.

Section 1 introduces the SUMP concept to readers who
are not necessarily professional planners, but want to
understand the principles and basic elements (see
Chapter 1.1 - What is a Sustainable Urban Mobility
Plan?). Decision makers in particular may be interested
to read evidence about why Sustainable Urban Mobility
Planning is beneficial for cities and their residents and
what its long-term impacts have been in various
European cities (see Chapter 1.2 - What are the benefits
of Sustainable Urban Mobility Planning?).

In developing these Guidelines, every effort was made to
produce guidance that is tailored to the practical needs

of planners and policymakers all over Europe (see
Chapter 1.3 - What are the main elements of Sustainable
Urban Mobility Planning?). Nonetheless, it is an idealised
concept for a policy field in which many demands and
interests meet. Flexibility in adapting these guidelines to

concrete urban realities is therefore essential to achieve

progress towards more sustainable cities and urban

areas. This is further discussed in Chapter 1.4 - How
does Sustainable Urban Mobility Planning work in

practice?

Cities are the level of government that is closest to the
people, therefore the task to plan and provide mobility for
its residents lies with them in most European countries.
However, national and regional governments play an
important role in creating frameworks that give cities
legal competences, facilitate cooperation and provide
financial support. Chapter 1.5 summarises how national
and regional government levels can support the
development of SUMPs.

Section 2 is a comprehensive step-by-step description
of the SUMP process. Although its readers may primatiily
be planning practitioners and active participants of the
planning process, it is written in a style that is also

understandable for others. This section follows the
structure of the new cycle of Sustainable Urban Mobility
Planning: four phases, each with three steps and a total
of 32 activities. Every phase and step is introduced with
a brief overview. For all activities, readers are presented
with a rationale, aims, detailed task descriptions,
information about timing and coordination with other
tasks, a checklist, as well as good practice examples and
useful tools to get the work done. While it can also be
read from cover to cover, most readers will use Section
2 as guidance throughout the planning process, whose
respective chapters they can consult for inspiration
whenever they enter a new planning step.

Several Annexes complete the Guidelines. Annex A
offers a glossary of important terms to facilitate a

common understanding across different languages and
planning cultures. Annex B describes a planning
checklist for the SUMP process. Annex C includes more
detailed descriptions of all good practice examples.
Annex D links to the compendium of complementary
guides and briefings that are also based on the SUMP
concept, but elaborate certain planning aspects in more
detail, provide guidance for specific contexts, or focus on
important policy fields. Last but not least, Annex E
presents the list of experts consulted for the development
of this second edition of the SUMP Guidelines.

! Throughout this document the term “Sustainable Urban Mobility Planning”
refers to the process of planning, while “Sustainable Urban Mobility Plan” (or
SUMP) is the essential (but not the only) outcome of the planning process. The
abbreviation “SUMP” is used for the plan itself, terms like “SUMP concept” or
“SUMP process” are used for differentiation. Both pronunciations are in use:
“sump” (/s '‘mp/) as well as “S.U.M.P.”
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Introduction

When the first version of these Guidelines for Sustainable
Urban Mobility Planning was published in late 20132
1168 planning practitioners and other experts from all

over Europe had contributed to a comprehensive
consultation for the definition of this new planning

concept.® In parallel, the European Commission had
systematically developed its urban mobility policy and
published its Urban Mobility Package’ that included a
definition of the concept of “Sustainable Urban Mobility
Plans” (see Chapter 1.1 below).

What has been achieved since the first edition of the
SUMP Guidelines?

Many cities in Europe and around the world have
developed SUMPs, while numerous European Union-
funded projects and programmes have contributed
valuable knowledge that helped cities to develop this new
generation of mobility plans.

An entire community of practice has formed around
Sustainable Urban Mobility Planning. A wealth of good
practices is being shared by practitioners; numerous
(mostly) free tools and know-how are available on the
Eltis platform (www.eltis.eu); a coordination platform of
major stakeholders and projects has been set-up; and
highly successful SUMP Conferences have been held

INTRODUCTION

image © funky-data on istock.com

annually since 2014. Finally, having a state-of-the-art
Sustainable Urban Mobility Plan is increasingly seen as
a must-have for forward-looking cities and as a
requirement to attract funding for urban transport
investments (e.g. in the EU’s Structural and Investment
Funds).

The concept of Sustainable Urban Mobility Plans is
clearly a European success story to which many
stakeholders have contributed and from which many

cities (and citizens) have benefited. Its success is based
on strong European policy coordination and support,

practical guidelines that are based on systematic

consultation with practitioners, and an active community

of practice.

2 Rupprecht Consult, Guidelines. Developing and Implementing a Sustainable
Urban Mobility Plan (2013);www.eltis.org/mobility-plans.

3 The origins of SUMP go back to Thematic Strategy on the Urban Environment
(see COM(2005) 718) which proposed the preparation of guidelines for
Sustainable Urban Transport Plans; see also the first guidance document by
the PILOT project (2007)www.rupprecht-consult.eu/uploads/tx_rupprecht/
Pilot_EN_WEB.pdf.

4 COM(2013) 91.
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Why was an update of the SUMP Guidelines necessary?

Over the last few years, we have seen major new
developments in many areas of urban mobility. Due to
new technologies, driverless electric vehicles may soon
be on our roads, new business models provide “Mobility
as a Service”, and at the same time changing attitudes
among travellers result in an increase in shared mobility
and cycling. These few examples indicate that important
changes are occurring on different levels of the mobility
system that made it necessary to rethink and update the
original SUMP Guidelines. In addition, a wealth of SUMP
implementation experience has been collected that
needed to be made available as inspiration for
practitioners across Europe. Finally, several projects and
initiatives were about to develop additional guidance on
specific planning topics; this had to be integrated to
begin forming a structured knowledge base.

Therefore, the process to update SUMP guidance was
started in 2018. It included the preparation of this second

edition of the SUMP Guidelines, as well as the
development of a range of complementary guides and
briefings on specific aspects of the SUMP concept. These
documents elaborate certain planning aspects in more

detail (e.g. institutional cooperation), apply Sustainable
Urban Mobility Planning to specific contexts (e.g.

metropolitan regions), or provide guidance for concrete

policy fields (like road automation or safety).

How was this update organised?

This second edition of the SUMP Guidelines is the result
of an intense one-year stakeholder engagement process.
It has been developed and validated in close cooperation
with the SUMP community. Starting with a large survey
and dedicated session at the SUMP Conference 2018, a
number of workshops with practitioners and other
experts from all over Europe have been organised. By
involving several major city networks closely in the
update, special care was taken to include feedback from
all types of cities and regions.® In total, more than 300
transport and urban planners, other practitioners, policy
makers, and researchers have contributed to the update.
Annex E includes a list of consulted experts.

In addition, the update has been inspired by a thorough
review of existing literature, including national planning
guidance from several countries with a strong tradition
of strategic mobility planning.® Together with the first
edition of the Guidelines as a solid basis, the literature
review, detailed peer reviews of an advanced draft, and
two dedicated review sessions and a feedback survey at
the SUMP Conference 2019 have ensured that the
document presents proven high-quality planning
guidance.

5 Workshops have been organised by Rupprecht Consult, as well as the other city
network partners of SUMPs-Up (ICLEI, EUROCITIES, Polis, Union of Baltic
Cities), the International Association of Public Transport (UITP), and partners
in SUMP-related projects (PROSPERITY, SUITS, LOW-CARB).

8 Guidance for UK Local Transport Plans, French Plans de Déplacements Urbains,
German Verkehrsentwicklungsplane, Swedish TRAST, and Italian Piano Urbano
della Mobilita.

" Formal peer reviews were provided by Prof Peter Jones, Professor of Transport
and Sustainable Development, University College London (UK); Prof Anthony D
May OBE FREnNg, Emeritus Professor of Transport Engineering, Institute for
Transport Studies, University of Leeds (UK); Frank Wefering, Drector of
Sustainability (Greenman-Pedersen, Inc.), New York (USA). In addition,
representatives of the European organisations have provided valuable
comments throughout the preparation process: European Commission
(Directorates-General Mobility and Transport; Regional and Urban Policy),
European Investment Bank/ Jaspers Programme. and from organisations and
individuals involved in the SUMP Coordination Platform. Special thanks are also
due to Thomas Durlin, Cerema; Caroline Mattsson, Trivector; Ivo Cré, Polis; Tom
Rye, Edinburgh Napier University, who have provided extensive comments to
draft versions of this document.
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SECTION 1 THE CONCEPT OF SUSTAINABLE URBAN MOBILITY PLANS

SECTION 1The Concept of Sustainable

Urban Mobility Plans

This section is an introduction to Sustainable Urban Mobility Plans. It is intended for all readers with an interest in urban
mobility, including decision makers and other mobility stakeholders who are not planning experts.

1.1 What is a Sustainable
Urban Mobility Plan?

Policy context

Sustainable Urban Mobility Planning is Europe’s de facto
urban transport planning concept. The policy that
facilitated its establishment has been systematically
developed by European policy makers since 2005.Its
most important milestone was the publication of the
Urban Mobility Package at the end of 2013, where the
European Commission defined in an Annex the concept
of Sustainable Urban Mobility Plans. At the same time,
the first version of the Guidelines was released!® The
Urban Mobility Package advocates “a step-change in the
approach to urban mobility...to ensure that Europe’s
urban areas develop along a more sustainable path
and that EU goals for a competitive and resource-
efficient European transport system are met.”*! It
sketches out the guiding principles of the planning
process and the topics to be addressed in a Sustainable
Urban Mobility Plan. The concrete steps to be followed,
practical guidance and good practices are containedin
the Guidelines. Since the publication of the Urban
Mobility Package, the concept of Sustainable Urban
Mobility Plans has been widely taken up across Europe
and internationally. However, while the concept has
proven to be sound and continues to be valid, the
Guidelines were increasingly in need of updating.
Therefore, this new version of the SUMP Guidelines is
still based on the original concept (described in the next
chapter), but the recommendations for preparing a
SUMP have been updated considerably.

Definition

The following definition of a Sustainable Urban Mobility
Plan has been widely accepted in Europe and
internationally:

“A Sustainable Urban Mobility Plan is a strategic plan
designed to satisfy the mobility needs of people and
businesses in cities and their surroundings for a better
quality of life. It builds on existing planning practices and
takes due consideration of integration, participation, and
evaluation principles.”

A Sustainable Urban Mobility Plan is based on the
following principles, which are described in more detalil
below:

Plan for sustainable mobility in the
“functional urban area”

Cooperate across institutional boundaries
Involve citizens and stakeholders
Assess current and future performance

Define a long-term vision and a clear
implementation plan

Develop all transport modes in an
integrated manner

Arrange for monitoring and evaluation

Assure quality

8 Building on the Thematic Strategy on the Urban Environment (2005), and the
Green Paper on Urban Mobility (2007), the Action Plan on Urban Mobility
(2009) proposed ‘twenty measures to encourage and klp local, regional and
national authorities in achieving their goals for sustainable urban mobility’; the
first action was ‘Accelerating the take-up of sustainable urban mobility plans’.
The Transport White Paper formulated concrete targets for urban transport to
contribute to strategic global and European policy goals.

s COM(2013) 913.

10 Rupprecht Consult, Guidelines. Developing and Impémenting a Sustainable
Urban Mobility Plan (2013);www.eltis.org/mobility-plans.

11 COM(2013) 913, p. 2.
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SECTION 1 THE CONCEPT OF SUSTAINABLE URBAN MOBILITY PLANS

Sustainable Urban Mobility Planning is a strategic
and integrated approach for dealing effectively with
the complexities of urban transport. Its core goal is to
improve accessibility and quality of life by achieving a
shift towards sustainable mobility. SUMP advocates
fact-based decision making guided by a long-term
vision for sustainable mobility. As key components,
this requires a thorough assessment of the current
situation and future trends, a widely supported common
vision with strategic objectives, and an integrated set
of regulatory, promotional, financial, technical and
infrastructure measures to deliver the objectives —
whose implementation should be accompanied by
systematic monitoring and evaluation.

In contrast to traditional planning approaches, SUMP
places particular emphasis on the involvement of
citizens and stakeholders, the coordination of policies

between sectors (especially transport, land use,

environment, economic development, social policy,
health, safety, and energy), and broad cooperation
across different layers of government and with private

actors. The concept also emphasises the need to cover
all aspects of mobility (both people and goods), modes
and services in an integrated manner, and to plan for the

entire “functional urban area”, as opposed to a single

municipality within its administrative boundaries.

What is the difference between traditional transport
planning and Sustainable Urban Mobility Planning?

In recent years, the approach to transport planning
has changed considerably in academia and in planning
practice. The main differences between traditional
approaches and Sustainable Urban Mobility Planning
are summarised in this overview:

Figure 1: Differences between traditional transport planning and Sustainable Urban Mobility Planning

Traditional Transport Planning

Sustainable Urban Mobility Planning

Focus on traffic

Focus onpeople

Primary objectives:
Traffic flow capacity and speed

Primary objectives:
Accessibility and quality of life , including social equity,
health and environmental quality, and economic viability

Mode-focussed

Integrated development of all transport modes and shift
towards sustainable mobility

Infrastructure as the main topic

Combination of infrastructure, market, regulation,
information and promotion

Sectoral planning document

Planning document consistent with related policy areas

Short and medium-term delivery plan

Short and medium-term delivery plan embedded in a
long-term vision and strategy

Covering an administrative area

Covering afunctional urban area based on travel-to-work
flows

Domain of traffic engineers

Interdisciplinary planning teams

Planning by experts

Planning with the involvement of stakeholders and citizens
using a transparent and participatory approach

Limited impact assessment

Systematic evaluation of impacts to facilitate learning and
improvement
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Eight principles

The concept of Sustainable Urban Mobility Planning, as
defined in the Urban Mobility Package, is based on eight
commonly accepted guiding principles.?

Plan for sustainable
mobility in the “functional
urban area”

Cities are connected with their surroundings by daily
flows of people and goods, meaning the geographical
scope of a SUMP needs to be based on this “functional
urban area”. Depending on the local context, this might
be a city and its surrounding peri-urban area, an entire
polycentric region, or another constellation of
municipalities. Planning on the basis of actual flows of
people and goods is an important criterion to make a
plan relevant and comprehensive, even if municipal
boundaries may follow a different logic and make this
difficult to achieve.

The definition of a functional urban area has been agreed
upon by the OECD, the European Commission’s statistics
office (Eurostat) and its Directorate General for Regional
and Urban Policy. It is based on “population density to
identify urban cores, and on travel-to-work flows to
identify the hinterlands whose labour market is highly
integrated with the cores.”®

A SUMP needs to pursue the general aim of improving
accessibility and providing high-quality, sustainable
mobility for the entire functional urban area. A
sustainable transport system:

SECTION 1 THE CONCEPT OF SUSTAINABLE URBAN MOBILITY PLANS

R ODNHV HIIHFWLYH XVH RI XUEDQ V!
transport infrastructure and services;

R (QKDQFHV WKH DWWUDFWLYHQHVYV
ment, quality of life, and public health;

R ,PSURYHV URDG VDIHW\ DQG VHFXUL

R S5HGXFHYVY DLU DQG QRLVH SROOXMW
emissions and energy consumption; and,

R &RQWULEXWHV WR EHWWHU RYHU
trans-European transport network and Europe’s
transport system as a whole.

These basic criteria of SUMPs are further broken down
and prioritised during the planning process.

Cooperate across
institutional boundaries

The development and implementation of a Sustainable
Urban Mobility Plan needs to be based on a high level of
cooperation, coordination and consultation across
different levels of government and between institutions
(and their departments) in the planning area.

Sustainable Urban Mobility Planning should be based on:

R &RRSHUDWLRQ WR HQVXUH Wt
complementarity of the SUMP with policies and plans
in sectors related to transport (e.g. land use and
spatial planning, social services, health, energy,
education, enforcement and policing).

&ORVH H JH ZLWK UHOHYDQMW

R ,V DFFHVVLEOH DQG PHHWYV WKH Eqé(,ago?&gé MM, Rinicipatity,

all users;

agglomeration, region and state).

R %DODQFHV DQG UHVSRQGV WR WKH gk ¥HEYHoHHRRRANWIREXEOLF DQG

mobility and transport services of residents,
businesses and industry;

of transport services.

R *XLGHV D EDODQFHG GHYHORSPHQW DQG EHWWHU LQWHJUDWLRQ

of different transport modes;

R OHHWV WKH UHTXLUHPHQWY RI VXVWDLQDELOLW\ EDODQFLQJ

the need for economic viability, social equity, health
and environmental quality;

2 This section draws strongly on Annex 1 of the Urban Mobility Package

R 2SWLPLVHV HIILFLHQF\ DQG FRVW KOMEEBWS.YHQHVYV

3 OECD, Definition of Functional Urban Areas (FUA) for the OECD metropolitan
database, 2013, p. 2www.oecd.org/cfe/regional-policy/Definition-of-Functional-
Urban-Areas-for-the-OECD-metropolitan-database.pdf.
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Involve citizens and
stakeholders

A Sustainable Urban Mobility Plan focuses on meeting
the mobility needs of people in the functional urban area,
both residents and visitors, as well as institutions and
companies based there. It follows a transparent and
participatory approach, actively involving citizens and
other stakeholders throughout the plan’s development
and implementation. Participatory planning is a
prerequisite for people to take ownership of the
Sustainable Urban Mobility Plan and the policies it
promotes. Early and active involvement makes public
acceptance and support more likely, thereby minimising
political risks and facilitating implementation.

Assess current and future
performance

A Sustainable Urban Mobility Plan builds on a thorough
assessment of the current and future performance of the
transport system in the functional urban area. It provides
a comprehensive review of the existing situation and
establishes a baseline against which progress can be
measured. To do this, the Sustainable Urban Mobility
Planning process identifies objectives and ambitious but
realistic targets which are consistent with the established
vision, and then defines performance indicators for each
of these. They are then used to assess current and future
conditions. This status analysis also includes a review of
current capacities and resources and of the institutional
set-up for planning and implementation.

Define a long-term vision and a
clear implementation plan

A Sustainable Urban Mobility Plan is based on a long-
term vision for transport and mobility development for

the entire functional urban area and covers all modes
and forms of transport: public and private; passenger
and freight; motorised and non-motorised; and moving

and stationary. It also includes infrastructure and

services. A SUMP contains a plan for the short-term
implementation of objectives and targets through

measure packages. It includes an implementation
timetable and budget as well as a clear allocation of
responsibilities and outline of the resources required.

Develop all transport
modes in an integrated
manner

A Sustainable Urban Mobility Plan fosters balanced and
integrated development of all relevant transport modes
while prioritising sustainable mobility solutions. The
SUMP puts forward an integrated set of measures to
improve quality, security, safety, accessibility, and cos
effectiveness of the overall mobility system. A SUMP
includes infrastructure, technical, regulatory,
promotional and financial measures. A Sustainable
Urban Mobility Plan addresses all forms of collective
mobility (traditional public transport as well as new
services based on sharing, including new business
models); active mobility (walking and cycling);
intermodality and door-to-door mobility; road safety;
moving and stationary vehicles; freight and service
delivery; logistics; mobility management; and Intelligent
Transport Systems (ITS).

12 GUIDELINESFOR DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY RRANEdition)

image © funky-data on istock.com



Arrange for monitoring and
evaluation

The implementation of a Sustainable Urban Mobility Plan
must be monitored closely. Progress towards the
objectives of the plan and meeting the targets are
assessed regularly based on the chosen performance
indicators. Appropriate action is required to ensure

timely access to the relevant data and statistics. Ongoing
monitoring and evaluation of the implementation of
measures can suggest revisions of targets and, where
necessary, corrective action in implementation. A
monitoring report that is shared and communicated with

citizens and stakeholders informs about the progress in
development and implementation of the Sustainable
Urban Mobility Plan.

SECTION 1 THE CONCEPT OF SUSTAINABLE URBAN MOBILITY PLANS

Assure quality

A Sustainable Urban Mobility Plan is a key document for
the development of an urban area. Having mechanisms
in place to ensure a SUMP’s general professional quality
and to validate its compliance with the requirements of
the Sustainable Urban Mobility Plan concept (i.e. this
document) is an effort worth taking. Assurance of data
quality and risk management during implementation
require specific attention. These tasks can be delegated
to external quality reviewers or another government
institution (e.g. on the regional or national level), while it
can be facilitated by the use of tools like the SUMP Self-
Assessment Tool.

1.2 What are the benefits of Sustainable Urban Mobility

Planning?

What makes Sustainable Urban Mobility Planning useful for a city? What success stories have emerged from cities that
have turned their Sustainable Urban Mobility Plans into actual policies? Read on for a short selection of some of the
possible benefits of developing and implementing a Sustainable Urban Mobility Plan.

Working together for better health

Air pollution contributes to more than 400,000 premature

deaths per year in the EU making the social and

economic advantages of improving air quality obvious. In
addition, the need to reduce emissions to tackle the
climate crisis is universally acknowledged, and road

transport is the second biggest source of CQ emissions

in the EU .1 Despite all of this, many European cities
exceed European air quality standards.

The Spanish capital Madrid saw a 15% reduction in
nitrogen dioxide pollution in just three months after
establishing low emission zones in its SUMP in
November 2018%¢ With Toulouse’s latest SUMP (PDU in
French), the city aims to reduce the number of people
exposed to an increased concentration of NOx emissions
from 8,000-18,000 (2013) to less than 300 in 2030.
TThese reductions are achieved most effectively with the
buy-in of many different government departments and
different levels of government — something that planning
together makes possible.

14 European Environment Agency, 2018. Air quality in Europe - 2018 reportyww.
eea.europa.eu/publications/air-quality-in-europe-2018.

15 European Environment Agency, 2019. Emissions of the main air pollutants in
Europe. Fig. 2: Emissions of the main air pollutants by sector group in the EEA-
33, www.eea.europa.eu/data-and-maps/indicators/main-anthropogenic-air-
pollutant-emissions/assessment-4.

16 Sergio Fernandez Balaguer, Municipal Transport Company of Madrid, interview
by the authors, March 04, 2019.

7 Le projet Mobilités 2020/2025/2023 - Valant révision du Plan de Déplacements
Urbains de la grande agglomération toulousaine, 2018.
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Reaping the benefits in health and safety

Public health and road safety also benefit from
encouraging active modes of transport. A British study
found that the risk of cancer was 45% lower among
people who regularly cycled to work. Through
investments in public infrastructure, Tartu, Estonia’s

second largest city, managed to double the modal share
of cycling from 4% to 8% in just five years!® Sustainable
Urban Mobility Planning aims for consistency of policies,
while also aiming to link transport and health. Even if
there are many reasons for cities to have good public
health policies, the most successful municipalities, it is

probably not coincidental that eight out the EU’s ten
healthiest cities have a Sustainable Urban MobilityPlan.®

9,600 people were killed in 2017 on urban roads in the
EU, accounting for 38% of the 25,047 total road deaths.
70% of those killed on urban roads were vulnerable road
users - 39% pedestrians, 12% cyclists and 19% powered-
two-wheeler riders. 2° Sustainable mobility measures can
effectively contribute to tackling a city’s road safety
problems and help to reach the EU target of 50% fewer
road deaths and serious injuries by 2030?* In attempting
to secure change in urban mobility patterns, road safety
should be regarded as a critical challenge. Real and
perceived safety has a profound effect on mode choice,
especially for the most sustainable modes of travel:
walking, cycling and access to public transport. It is
important to recognise that sustainable roads are also
safer roads. Integrated policies, for example improved
cycling infrastructure, wider pavements and enforced
speed limits, improve a city’s road safety. Since Warsaw
began developing its SUMP in the mid-2000s, road
accidents have decreased by 21% and road deaths by
60% 22

Getting there more easily, with fewer cars

When infrastructure for travel and transport is well

thought through— and especially when mobility and
urban planning departments coordinate well — there is

less competition between different forms of transport f or

public space. SUMPs help to create a complementarity
that suits people’s individual mobility needs. Measures
in Milan’s SUMP of 2016 have contributed to bringing the
number of residents using cars already down to 50%,
well below the Italian average. The city is on track to
achieve its goals?2® SUMPs help to reverse negative
mobility trends. Thanks to the promotion of SUMPs in
France in the 1990s, nearly every major French city has
seen a reversal in the trend of increasing car use.

Increases of as much as 22% in the two preceding
decades were halted and replaced by decreases of up to
8%24 In Szeged, Hungary'’s third largest city, the SUMP
helped to freeze a rapid decline in public transport use.?

Winning public support

These results have been and can only be achieved
through the active involvement of local residents, which
is essential to Sustainable Urban Mobility Planning.
Through its SUMP - which took into account input from
755 citizen - Milan has introduced a low emission zone
restricting car use in approximately 70% of the city.
Intensive public debate involving stakeholders and
citizens has helped to minimise opposition.2

Budapest gathered more than 1,000 public comments in
a similar process, the majority of which said that people
wanted more environmentally friendly measures; this
public buy-in also helped to create political buy-in.?’
Besides helping to convince people, Budapest found that
this cooperation in planning a SUMP, both internallyand
with the public, can provide significant insights and fresh
ideas.?®

18 Tartu Linnavalitsus, 2018. Tartu heade métete linn, Tartu linna ja Iahiumbruse
likuvusuuring, www.tartu.ee/sites/default/files/research_import/2018-12/Tartu_
LU_aruanne.pdf.

19 Spotathome, 2019. The world’s healthiest cities. Which cities are the best for
healthy living?, www.spotahome.com/healthiest-cities-world.

20 ETSC PIN Report (2019) Safer roads, safer cities: how to improve urban road
safety in the EU.

21 European Commission (2019) EU Road Safety Policy Framework021-2030
Next Steps Towards "Vision Zero”.

22 Kalenkiewicz, E., Bisak, A., 2017. Zarzad Drég Miejskich w Warszawie, Raport
o stanie bezpieczenstwa 2017https://zdm.waw.pl/wp-content/uploads/2018/05/
raport-zdm-web-1_1528982930.pdf.

2 Dr. Paolo Campus, Area Pianificazione Mobilita Milano, interview by the
authors, 08 March, 2019.

24 CERTU, 2013. 30 years of sustainable urban mobility plans (PD) in France,
www.cerema.fr/system/files/documents/2017/11/1304_Fiche30ansPDU_EN_
cle6c8317.pdf.

25 Sandor Nagy, vice mayor of Szeged, interview by the authors, 11 March, 2019.

26 Dr. Paolo Campus, Area Pianificazione Mobilita Milano, interview by the
authors, 08 March, 2019.

27 Budapest Mobility Plan 2014-2030, Vol. 1 Objectives and Measures, pp 12-15.

28 Maté Lénart, BKK Centre for Budapest Transport, interview by the authors, 05
April, 2019.
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Citizens are ready for their local leaders to make
changes. In Nantes, France, 50% of people surveyed
while travelling on the bus had chosen public transport
even though they had a car at home?® By consulting and
working with the public on its sustainable urban mobility
measures, Stockholm increased public support for
congestion charges from 33% to 67% over five years? If
nothing else, citizen and stakeholder involvement is a
tool for policy makers to convince citizens and other
stakeholders of ambitious measures, to understand what
might be acceptable, and to reduce the political risks
associated with non-acceptance.

Liveability, a double win for people and business

Sustainable modes of transport can often also be more
convenient than private car travel. The shared mobility
network set up as part of Milan’s Sustainable Urban
Mobility Plan includes electric cars, scooters and
bicycles, and has demonstrated its appeal by attracting
almost half a million subscribers. 3!

Making the streets safe for everyone, irrespective of their
mode of travel, increases urban accessibility and
contributes to a higher quality of life. Even if many factors
come into play, it is not a coincidence that seven out of
the top ten liveable cities in the EU are cities with
Sustainable Urban Mobility Plans 32 Decreasing levels of
car use make streets more attractive, changing them

from thoroughfares to places of urban life and social

cohesion.

Bolstering a sense of place through diverse modes of
mobility improves the image of a city, helps local shops,
and encourages tourism, local regeneration and
international investment. In Copenhagen, pedestrian-
isation of one street led to a 30% increase in sales in a
single year.>*Similarly, after the temporary closure of the
main thoroughfare in Madrid to cars during the 2018
Christmas period, there was a 9.5% boost in retail
spending compared to 2017** While such measures can
temporarily decrease turnover and excite opposition in
the short term, a year or so is usually all it takes for the
gains to become evident.

When employees have more mobility options, businesses
also benefit through an increased pool of candidates and
less time wasted in traffic. Highly qualified people are
more likely to seek employment in attractive cities, and
vulnerable groups - including the mobility-impaired or
economically disadvantaged - are more likely to find
work when travel barriers are removed. This means that

SECTION 1 THE CONCEPT OF SUSTAINABLE URBAN MOBILITY PLANS

improved mobility leads to greater social equity by
pushing up standards for everyone, rather than benefiting
one group at the cost of another. The cost-benefit
analysis that Arad, Romania, carried out when deciding
on the measures for its SUMP showed that €2.2 million
will be gained for every €1 million invested.® Stockholm

calculated its annual socio-economic surplus as a result

of mobility measures at €60 million. 3¢

image © olaser on istock.com

2CERTU, 2013. 30 years of sustainable urban mobility plans (PDU) in France,
www.cerema.fr/system/files/documents/2017/11/1304_Fiche30ansPDU_EN_
cle6c8317.pdf.

30Centre for Transport Studies, 2017. The Swedish Congestion Charges: Ten Years
On, p 21lwww.transportportal.se/swopec/CTS2017-2.pdf.

31Dr. Paolo Campus, Area Pianificazione Mobilita Milano, interview by the authors,
08 March, 2019.

%2The Economist Intelligence Unit, 2018. The Global Liveability Index 201@&ww.
eiu.com/public/thankyou_download.aspx?activity=download&campaignid=liveab
ility2018.

3% Mattias Karrholm, 2012. Retailising Space: Architecture, Retail and the
Territorialisation of Public Space, Ashgate: Farnham and Burlington, VT, p 44.

34 Ayuntamiento de Madrid, 2019. 20 millones de transacciones comerciales
confirman el aumento del gasto en Navidad tras la implantaciéon de Madrid
Central, https://diario.madrid.es/blog/notas-de-prensa/20-millones-de-transacciones-
comerciales-confirman-el-aumento-del-gasto-en-navidad-tras-la-implantacion-
de-madrid-central/.

35 Municipal Arad, 2017.Planul de Mobilitate Urban Durabil al Municipiului
Arad, pp 288-289.

3 Eliasson, J., 2014. The Stockholm congestion charges: an overview. Centre for
Transport Studies Stockholm, p. 34,www.transportportal.se/swopec/cts2014-7.pdf.
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Strength in unity

The more diverse and integrated sustainable mobility
options are, the greater the efficiency and resilience of
the transport system as a whole. Since implementing its
most recent Sustainable Urban Mobility Plan in 2017, the
city of Ghent, Belgium, has seen a 25% increase in
cycling within the city centre and a 35% increase outside
the centre.?” Since implementing its SUMP, which was
updated in 2015, Antwerp saw a 25% decrease in car
trips (approximately 14,000 less) coming into the city on
an average weekday®

The long-term and integrated nature of a Sustainable

Urban Mobility Plan is the most effective way of realising
many potential benefits. Because it involves a long-term

commitment and widely agreed-upon goals, a Sustainable
Urban Mobility Plan helps to manage uncertainty and to
define clear metrics of working step by step towards

targets. As a SUMP requires cooperation between
departments and governance levels, it helps to create a
shared vision and serves as a way to bring together
institutions that are not (yet) used to cooperating. This
creates an enormous boost in the effectiveness of policy
making.

Budapest cited the development of its Sustainable Urban
Mobility Plan as a key to more harmonised thinking
among different stakeholders, from municipal
departments and state actors to transport companies.*
Such coordination ensures the mutual support and
follow-through that these measures require. Traffic
regulations are useless if the police do not enforce them.
Pedestrianisation is only successful when it is embedded
in a wider urban mobility strategy. Antwerp is going so
far as to develop a joint Sustainable Regional Mobility
Plan with 33 surrounding municipalities and the Flemish
administration. 4°

Ready, steady, SUMP!

By making explicit the necessary connections betwee
political priorities, for example mobility and employment,
a Sustainable Urban Mobility Plan ensures that the
contribution of mobility to high-level political goals is
more widely perceived. The consultation and involvement
of stakeholders within and outside government, including
civil society and private industry, increases support for
mobility actions. This improves the likelihood of success
and political buy-in. Sustainable Urban Mobility Planning
is atool to effectively manage change and to inspire new
ways of thinking.

37 Transport & Mobility Leuven, 2018. Evaluatie Circulatieplan Genthttps://stad.
gent/sites/default/files/page/documents/Evaluatierapport%20Circulatieplan%20
Gent_0.pdf.

3 Marjolein Salens, City of Antwerp, interview with the authors, 13 March 2019

3% Méaté Lénart, BKK Centre for Budapest Transport, interview by the authors, 05
April, 2019

40 Marjolein Salens, City of Antwerp, interview with the authors, 13 March 2019
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1.3 What are the main elements of Sustainable Urban

Mobility Planning?

This chapter provides an overview of the elements and process of Sustainable Urban Mobility Planning. It introduces
the twelve steps of the “SUMP cycle” with a focus on the role of decision makers, whereas details for planners can be

found in Section 2.

Overview

Since the publication of the SUMP concept in 2013, the
process of developing and implementing a Sustainable
Urban Mobility Plan has been applied in many urban
areas across Europe (and worldwide). The “SUMP cycle”
represents it by using the visual metaphor of a clock face
(see Figure 2). This is, of course, an idealised and
simplified representation of a complex planning process.
In some cases, steps may be executed almost in parallel
(or even revisited), the order of tasks may be adapted
occasionally to specific needs, or an activity may be
partially omitted because its results are available from
another planning exercise.

This need for flexibility is fully understood and planners

are encouraged to make reasonable adaptations if
required by their specific situation - as long as the overall

principles of Sustainable Urban Mobility Planning are

followed. Chapter 1.4 discusses these points more
broadly. Figure 2 presents the four phases of Sustainable
Urban Mobility Planning, each of which begins and ends
with a milestone and each of which is subdivided into
three steps (for a total of twelve steps in the planning
cycle). This Figure presents an overview for decision
makers, whereas Figure 9 provides a more detailed
description for planners.

Figure 2: The 12 Steps of Sustainable Urban Mobility Planning (2nd Edition) — A decision maker’s overview

What have we learned?

How are we doing?

How can we manage well?

Q.

Are we ready to go? §4

What will it take and
who will do what?

What concretely, will we do?

9 This symbol indicates points of political involvement during the SUMP process

o

f

g What are our resources?
9 What is our planning context?

What are our main problems
and opportunities?

fo What are our options for the future?
g What kind of city do we want?

How will we determine success?

© Rupprecht Consult 2019
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Phase 1.
Preparation and analysis

The first milestone, and the starting point for the SUMP
process, is an explicit decision by policy makers to
prepare a Sustainable Urban Mobility Plan. In the first
phase, the groundwork for the planning process is done
by answering the following questions:

What are our resources?

Analyse all available (human, institutional, financial)
resources for planning and set up appropriate working
and participation structures to get started. At this stage,
decision makers need to ensure that the key institutions
and policy makers support the SUMP’s development and
contribute to setting up a core planning team.

What is our planning context?

Identify factors that will have an impact on the planning
process, such as existing plans or legal requirements.
Analyse traffic flows to determine the geographic scope
of the plan — and ensure that neighbouring authorities
and stakeholders are ‘on board’. Agree on the planning
timeline and recruit external support as needed.
Activities in this and the previous step are closely linked
and often run in parallel. A key task for decision makers
at this point is to ensure that the ‘functional urban area’
serves as the planning area for the SUMP. This is often
an institutionally and politically complex decision.

What are our main problems and opportunities?

Analyse the mobility situation from the perspective of all
transport modes and relevant sustainability aspects by
using an appropriate set of current data sources. The
concluding milestone of the first phase is a completed
analysis of the major problems and opportunities related
to mobility in the entire functional urban area.

Phase 2:
Strategy development

The goal of the second phase is to define the straggic
direction of the Sustainable Urban Mobility Plan in
cooperation with citizens and stakeholders. The key
guestions in this phase are:

What are our options for the future?

Analyse the likely changes in external factors important
for urban mobility (e.g. demography, information

technology, climate) and develop scenarios that explore
alternative strategic directions. Scenarios try to capture

the scope of uncertainty that comes with “looking into

the future” in order to have a better factual basis for

strategic decisions.

What kind of city do we want?

Use visioning exercises with stakeholders and citizens to
develop a shared understanding of desirable futures,
based on the results of the mobility analysis and scenario
impacts. A common vision and objectives are
cornerstones of every SUMP. A vision is a qualitative
description of the desired mobility future for the city,
which is then specified by concrete objectives that
indicate the type of change aimed for. Make sure that
your objectives address the important problems and that
they cover all modes of transport in the functional urban
area. Decision makers need to get actively involved at this
stage, as this is the point at which the strategic direction
for the next years is decided.

How will we determine success?

Define a set of strategic indicators and targets that
allows you to monitor progress in all objectives without
requiring unrealistic amounts of new data collection.
Decision makers should ensure that the targets are
ambitious, feasible, mutually consistent, widely
supported by stakeholders, and aligned with other policy
areas.

At the end of the second phase, you have reached the
milestone of a widely supported vision, objectives and
targets. If possible, decision makers should adopt these
strategic priorities to ensure a stable guiding framework
for the measure phase.
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Phase 3:
Measure planning

With the third phase, the planning process moves from

the strategic to the operational level. This phase focuses
on measures to achieve the agreed objectives and
targets. Here the Sustainable Urban Mobility Plan is

finalised and its implementation prepared by answering

the following key questions:

What will we do concretely?

Create a longlist of measures and assess their
effectiveness and feasibility to select those that best
contribute to meeting your objectives and targets. Bundle
measures into integrated packages, discuss them with
citizens and stakeholders, and assess them in detail to
validate your selection. Plan monitoring and evaluation
for each measure.

What will it take and who will do what?

Break measure packages down into actionable tasks (or
‘actions’) and describe them in detail, including their
estimated costs, interdependencies and risks. ldentify
internal and external financing instruments and funding
sources for all actions. On that basis, agree clear
responsibilities, implementation priorities and timelines
for each action. At this stage it is essential to communicate
the actions to political stakeholders and the public. For
example, concrete building projects can be controversial
even if their related objectives and measures are
supported by a majority. Decision makers are required at
this point to recruit political and public support for the
measures and actions of the SUMP, ideally achieving a
formal agreement on responsibilities and timeline
among decision makers and key stakeholders.

Are we ready to go?

Many authors may have contributed to the various parts
of the Sustainable Urban Mobility Plan. Now it is time to
finalise the document and check its quality. Based on
your organisation’s conventions, a detailed financial
scheme can be included in the plan itself or is part of a
separate process. In either case, you should agree on a
budget for each prioritised action and long-term
arrangements for the distribution of costs and revenues
among all involved organisations before SUMP adoption.

The most important milestone of the planning process
concludes the measure planning phase: The Sustainable
Urban Mobility Plan is adopted by the decision makers of
the competent political body.

SECTION 1 THE CONCEPT OF SUSTAINABLE URBAN MOBILITY PLANS

Phase 4.
Implementation and monitoring

The fourth phase focuses on implementing the measures

and related actions defined in the SUMP, accompanied
by systematic monitoring, evaluation and communication.

Here the actions are put into practice by answering the

following key questions:

How can we manage well?

The responsible departments and organisations should
plan the technical details of their actions, undertake

implementation and procure goods and services if
needed. As this often involves a large amount of parties,
the overall coordination of the implementation process

requires particular attention.

How are we doing?

Systematic monitoring will make clear whether things
are going according to plan, allowing corrective action to
be taken if needed. Innovative mobility schemes can be
a great disruption (as well as a great benefit) for daily
travellers. Understanding public opinion, based on an
active two-way dialogue, is crucial for a successful
implementation process.

What have we learned?

The last step of the SUMP cycle is about reviewing
successes and failures, and communicating these
results with stakeholders and the public. This review

process also looks towards the future and considers new
challenges and solutions. Ideally, decision makers will

take an active interest in understanding what has worked

(and what has not), so that these lessons are considered
in the next SUMP update.

The milestone ‘Measure implementation evaluated’
concludes the SUMP cycle.
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Summary

R $ SROLWLFDO GHFLVLRQ LQLWLDWHYV WKH 6803 SURFHVV DQG SURYLGHYV
R $ VRXQG DQDO\VLYV LQIRUPV VFHQDULR EXLOGLQJ DQG VXSSRUWV GHFLV
R $ VKDUHG YLVLRQ REMHFWLYHV DQG WDUJHWV VHW WKH VWUDWHILF GL
R ,QWHJUDWHG PHDVXUH SDFNDJHV DUH GHILQHG WKDW FDQ GHOLYHU WKF
R OHDVXUH SDFNDJHV DUH GLYLGHG LQWR DFWLRQV DFWLRQDEOH WDVNV

of responsibilities and financing;

R %DVHG RQ DOO SUHYLRXV GHFLVLRQV D 6803 LV DGRSWHG WKDW FRPEL(

plan;

R 2YHUDOO PHDVXUH FRRUGLQDWLRQ DQG UHJXODU PRQLWRULQJ HQVXUH
R 6\VWHPDWLF HYDOXDWLRQ RI WKH LPSOHPHQWDWLRQ SURYLGHV WKH ED

A more technical description of the planning cycle and the 32 specific activities to be carried out within the 12 Steps is

provided in Figure 9 and described in detail in Section 2.

1.4 How does Sustainable Urban Mobility Planning work

In practice?

Sustainable Urban Mobility Planning is not a theoretical
concept. It was developed using a bottom-up approach
based on the experience of many planning practitioners
and other experts. The principles, as well as the steps
and activities recommended in this second edition of the
SUMP Guidelines are based on the experience of a wide
range of cities in Europe and beyond. It is, therefore,
intended to go beyond being just inspirational maerial.
But it is equally clear that specific national planning and
funding frameworks, varying urban contexts,
constellations of political power, and stakeholder

influence will require a range of creative compromises

that are bound to lead to adaptation of the concept to
local requirements. Political decision making also

requires pragmatism and the ability to work with what

one has. Nevertheless, wise political decision makers
think beyond one electoral cycle and the political majority
of the day.

Sustainable Urban Mobility Planning also helps to create
a better basis for managing future demands. From a
strategic political perspective, a SUMP is a tool for
sustainable and innovative change management. This
means that the SUMP planning cycle (as presented in
Chapter 1.3) should rather be seen as a spiral: when one
planning cycle is completed, another cycle should soon
start, creating an ongoing improvement process.

This chapter looks at how Sustainable Urban Mobility
Planning fits into the operational realities of planning;
how it relates to the wider context of urban policy making;
how to integrate it with other planning activities in a city;
how to adapt the SUMP concept to the specific context of
an urban area; and how to meet the challenge of planning
in times of uncertainty and change.
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The operational side of planning

The cycle of twelve Steps may seem to suggest that the
steps should be executed one after another, and the clear
structure of tasks and checklists may appear to
recommend following the Guidelines word by word, but
this is not the case. Sustainable Urban Mobility Planning
is not a recipe book but a method. Everyone knows how
different cities are and how complex decision making can
be in an urban area. The challenge of implementing a
SUMP is to adapt the SUMP to a given local context while
remaining ambitious and avoiding inappropriate
compromises.

The SUMP cycle (introduced in Chapter 1.1 and described
in more detail in Section 2) is intended as a commu-
nication tool to describe in an easily understandable
form what urban mobility planning entails. In the reality
of planning practice, it can be difficult to determine
which steps and activities come first, because some
activities must run in parallel. For example, setti ng up
working structures (see Step 1) and determining the
planning framework (see Step 2) overlap considerably in
terms of timing and the people involved. Sometimes a

SECTION 1 THE CONCEPT OF SUSTAINABLE URBAN MOBILITY PLANS

task which seemed complete needs to be revisited
because some results are not entirely satisfactory. A
visual representation of the SUMP cycle showing the
relative time spent on steps and potential feedback loops
and return arrows can be found in Figure 17.

Planning requirements

Planning is an important aspect in many policy fields and
at all levels of government. Local planners must be
aware of requirements that influence the SUMP (e.g.,
land use planning, education, employment) and to
understand where responsibilities are located so that
these institutions can be included in the SUMP. At the
European level, most planning recommendations are
voluntary. These include the Sustainable Energy and
Climate Action Plan (SECAP), which is aligned with the
Covenant of Mayors climate and energy targets* At the
national level, infrastructure investment planning is
common, while comprehensive environmental and land-
use planning are often a regional responsibility.

Figure 3: Structure of relationships between SUMP and other plans (adapted from Ahrens et al., FGSV 2015, Recommendations for Mobility

Master Planning, p.8)

Noise
action plan

Different traffic Public transport
plans plan

Regional plans, municipal strategies, urban development plans

Sustainable Urban Mobility Plan

Clean air

Operational land use / zoning and implementation plans

Alignment of aims

Strategic coordination of mobility aspects

Other
sectoral plans
of the municipality

Energy action plan
plan (SECAP)

41 See guidebook on ‘How to develop a Sustainable Engy and Climate Action
Plan’ by Joint Research Centre;www.empowering-project.eu/en/new-guidebook-
on-how-to-develop-a-sustainable-energy-and-climate-action-plan-secap/
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SUMP as an integration process

Whatever the specific planning portfolio of a local
authority may include, planning processes often use the
same data and tools, require participation from the same

stakeholders, and are sometimes even carried out by the
same people drawing from the same financial resources.

However, these processes tend to have different timing,
planning and reporting requirements and a different

geographical scope, or responsible authority.
Nonetheless, planning is always a process of making
choices between different options about the future.
Fundamental questions like “What type of city do | want
my children to live in?” are often at the heart of urban

planning, irrespective of the specific domain.

SUMP can be seen as one wheel in a larger planning
machine (see Figure 4).

Figure 4: SUMP as an integration process

Urban area
Policies

Urban area
planning

It is often difficult to determine which wheel drives and

which is driven by the others, as this depends mostly on
the time horizon taken. An overall urban development
strategy may set the general goals for mobility, which is
an important input into a SUMP, that in turn drive the
development of a detailed sectoral strategy. In practice,
the timing may be completely different, but policy
coordination is needed to ensure consistency and
coordinate the timing, spatial scope and implementation

of related planning processes and policies. Beyond
saving resources through synergies and avoiding
inefficiencies - or even conflicts - between policies, such
coordination also reduces the disturbance created by
infrastructure construction and the uncoordinated

introduction of new systems. Importantly, it also reduces
stakeholder fatigue.

A\

Systems & services %.

2
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Adapting the SUMP guidance to the local context

The SUMP method must be adapted to the context and While the SUMP Guidelines provide room for flexibility

specific requirements of each urban area in which it is and adaptation to the local context, minimum

applied, while still keeping ambitions high. The eight requirements must be met:

SUMP principles distinguish a Sustainable Urban

Mobility Plan from a more conventional transport plan. R .HA\ PLOHVWRQHV PXVW EH SURGXFH

However, “adapting” does not mean skipping any of the participatory manner. These milestones are: a

principles; rather the intensity may be adapted, for concise analysis of the problems and opportunities

example, to the capacities of a small city developng its of the functional urban area; a vision, objectives,

first SUMP, while keeping long-term ambitions high. and targets agreed upon with stakeholders; and a
description of actions including their evaluation and

Adaptation to local needs can take different forms. The financing.

need for adaptation could, for example, arise if an urban
area has a very specific function, e.g., as a national port R 7KH LPSOHPHQWDWLRQ SURFHVV PX

terminal that creates enormous through-traffic. Or a city monitored and implementation adapted as needed,
may be on an island with seasonal transport patterns. In with citizens and stakeholders actively informed of
such specific situations, it is obviously important to focus progress.

the SUMP on producing a set of objectives and targets
that aim to address the specific mobility issues, while

still following the SUMP methodology to avoid producing
a conventional traffic plan (see also Figure 5).

Figure 5: Identification of adaptation needs of the planning process (examples)

Adapt planning, while respecting SUMP principles:

R DLP IRU VXVWDLQDEOH PRELOLW)\

adapt i . ,
. unctional urban area’
UR s RBTWY 8°FEH b
R DVVHVV SHUIRUPDQFH
R ORQJ WHUP YLVLRQ LPSOHPHQW
Policy focus
R GRPLQDQW SUREOHP WR WDFNOH focus R DOO WUDQVSRUW PRGHV LQWHJU
R YHU\ VSHFLILF PRELOLW\ VLWXDW L mR&bility objectives
R VWURQJ LPSOHPHQWDWLRQ SUHVVXUH R FRRSHUDWH DFURVV LQVWLWXWL

R LQYROYH FLWL]JHQV VWDNHKROG

Local conditions

R WRSRJUDSKLF FOLPDWLF VLWXDWLCmﬁie 'if;'“ RFROESIRWLGY B DE0 L )
R VRFLR HFRQRPLF VLWXDWLR :
Q Q design R TXDOLW\ DVVXUDQFH

R VWURQJ XVHU SUHIHUHQFHV
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Planning in times of rapid change

We are living in times of rapid change in which we are
confronted by immense global challenges like climate,
economy, and security, to name only a few and their
effects. Furthermore, people’s habits, values, and
expectations are evolving constantly and new options are
continually appearing as technology advances. But there
is great uncertainty about whether citizens will use these
new technologies as expected, about how mobility
cultures will develop, and about how municipal finances
will develop in light of macroeconomic and demographic
challenges.

A CIVITAS expert group identified a list of such factors
which, over time, will exert the greatest impact on urban
mobility and should, therefore, be considered “game
changers” of urban mobility. “2 While their impact may
vary across areas, they may fundamentally “change the
game of urban mobility”. It is clear that a strategic
document like a Sustainable Urban Mobility Plan must
consider such (and other) long-term changes:

R Electrification: electrification of all modes, innovative
use of electrical infrastructure, and its link to e nergy-
related issues (e.g. local regenerative production).

R Automation and connected, intelligent transport
systems (C-ITS): application of technology in new
mobility services and its impacts on urban form and
function.

R The data economy: data as the driver of new
businesses and policies, integration platforms
providing new products from existing and new
mobility offers, and more fundamental aspects such
as algorithms increasingly determining rules and
regulations.

R New business concepts for freight and passenger
transport: integration platforms providing new
mobility products based on existing and new mobility
services (e.g. Mobility as a Service and platforms for
freight exchange).

R Shared mobility: all (non-technical) aspects of shared
mobility, e.g. ride hailing, car sharing (especially free-
floating schemes), and bike sharing.

R Active mobility: both the growth of walking and cycling
as well as new micro-mobility concepts.

R Changing mindsets and behaviour patterns: new
mobility patterns among young people, increasing
expectations for same day delivery service, demand
for easy-to-use mobility services (simplification), and
decentralised production (e.g. 3D printing).

R Integrated space management: new and integrated
approaches to using and managing urban space, e.g.
placemaking, urban vehicle access regulation,
kerbside management, and urban air mobility (e.qg.
drones).

The SUMP concept proposes scenario analysis and vision
building, based on a detailed analysis of the mobility

situation, as essential steps in SUMP development (see
Steps 3, 4, and 5).

42 See forthcoming CIVITAS SATELLITE document on “game changers”.
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1.5 How can the national and regional level support
Sustainable Urban Mobility Planning?

Urban mobility is closely connected with other policies such as those on the environment, road safetyhealth, spatial
planning and energy. Such policies are often elaborated at the local, regional and national levels. Many European cities
therefore need enabling support from higher levels of government, particularly in the areas of governance, legislation,
funding, monitoring and evaluation, guidance and methodology,education and knowledge exchange. In most EU Member
States, the national government provides such support, while in some countries regions have more competencies and

the national level plays a more limited role.

Benefits for the national and
regional level

While urban mobility planning is mostly a local
competence, cities cannot achieve the ambitious goals
of sustainable urban mobility alone. At the same time,
national and regional levels of government also have
much to gain from effective Sustainable Urban Mobility
Planning, as the local level improvements also contribute
to the achievement of regional and national goals. Below
are several incentives for national and regional actors to
support SUMP development.

Improved coherence between different sectoral
policies and governance levels:

Urban mobility is closely bound by sectoral policies at
other governance levels, but such policies are often
developed by a wide range of political and institutonal
actors both at the local as well as the regional, national
or even the European level. Unless coordinated, such
policies are compiled in diverse planning documents,
reflecting differences in governance and legal
frameworks, elaboration processes and specific
objectives. The inherent risk of inconsistency and
redundancy among planning approaches and outcomes
needs to be addressed. The most prominent examples
relate to land-use regulation and land taxation, the ability
of disadvantaged people to access basic services, and
infrastructure development.

Removal of barriers to SUMP elaboration and
implementation:

Some obstacles are purely local in nature and must be
overcome by local authorities, whereas others often

result from ineffective national frameworks that lead to
the following barriers: 4

R /DFN RI FRRSHUDWLRQ EHWZHHC
national levels;

R /LPLWHG FRRUGLQDWLRQ DW WKH
ministries, leading to inconsistency between the
policies of national government departments;

R /RZ OHYHO RI DZDUHQHVV SR@WLFCLC
from decision makers;

R /DFN RI VXVWDLQHG DQG FRRUGLC(
national, regional and local levels;

R 3RRU FXOWXUH RI PRQLWRULQJ DQG
or no quality control; and

R ,QVXIILFLHQW SURIHVVLRQDO
guidelines), training, and professionals who are able
to convey the required competencies.

Optimisation and coordination of European, national
and local funding flows:

Financial leverage is an essential component in
translating political visions into concrete operations.
Various European and national institutions provide
funding for urban mobility. The creation of a coordinated
national or regional funding framework, based on a
shared understanding of legal and technical aspects,
could support sustainable urban mobility. Most
importantly, any framework for funding infrastructure

schemes would need to promote transport avoidance
and support sustainable modes.

4 See ‘SUMPs-Up status report (2018)’ for a more detailed description of barriers
and needs.
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Promotion of innovation and new markets:

The creation of a national or regional strategy for mobility can encompass the establishment of clearly-defined priorities
for mobility solutions, including innovative technologies. For instance, the Clean Vehicles Directivé* requires public
bodies to procure a certain minimum share of clean vehicles, thereby facilitating the roll-out of low- and zero-emission

vehicles. These clearly-stated priorities provide the private sector and local authorities with a clear and stable signal

that may facilitate long-term investments.

Developing a national or regional framework: a win-win situation!

Cities have the potential to be major catalysts of change in the
implementation of recent international agreements such as
the Paris Agreement and the New Urban Agenda. Indeed, the
UNFCCC Conference of the Parties in Paris in 2015 (COP 21)
recognised the critical role cities have to play in effective
climate action. For example, a crucial strategy to push people
away from private car use is taxation: national government
departments can put in place purchase and circulation taxes,
while local action can facilitate car-independent lifestyles.

However, cities’ resources and competences are too limited for
them to achieve the shift towards sustainable mobility alone.
National or regional support for SUMP can trigger a decrease
in transport-related greenhouse gas emissions by creating a
political, financial and technical framework that increases
awareness among stakeholders - from the local to the national
level and within the public and private sectors. In this way, a
national or regional policy that supports SUMPs represents a
direct contribution to nationally determined contributions
(NDCs).

This also holds true for European air quality requirements.
European legislation sets emission limits and air quality
standards for the protection of human health. In 2016, six
Member States exceeded the limits of at least one of their
emission ceilings. Overall, only four EU countries complied
with all air quality standards, while ten states exceeded the
limits of all air quality standards. Urban mobility is one
essential field of action in order to reduce emissions and
improve air quality. A national or regional SUMP-supportive
framework would allow local plans to be more focused and
operational, contributing to cities’ ability to comply with air
quality requirements.

In a nutshell, national and regional governments will not
achieve their climate-related goals, meet European air quality
requirements or keep their international commitments without
the contribution of cities. And cities need regional and national
governments to support them in achieving more sustainable
mobility. A win-win situation!

image: UNclimatechange on flickr.com

4 https:/lec.europa.eu/transport/themes/urban/vehicles/directive_en.
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Measures and instruments to
foster the uptake of SUMPs

National actors can support the development of SUMPs
with a wide range of actions at that level. Figure 6 shows
the core national measures relating to governance,

legislation and regulations, funding, monitoring and

evaluation, guidelines and methodology, education and
knowledge exchange.

There is a high level of interaction among the actions. For
example, developing a national grant to support quality
SUMP elaboration [Funding] implies defining what a
SUMP is and possibly how to elaborate one [Legislation
and regulations, Guidelines and methodology].

SECTION 1 THE CONCEPT OF SUSTAINABLE URBAN MOBILITY PLANS

The funding process must be coordinated with other
national stakeholders [Governance] and monitored
throughout its duration [Monitoring and evaluation]. Its
benefits must be communicated at key moments (e.g.
launch of the grant) and feedback should be gathered
from stakeholders throughout the process [Governance,
Information, knowledge exchange]. Thus, national
decision makers are strongly encouraged to develop a
comprehensive national programme. This improves
coherence, creates synergies and increases visibility for
all stakeholders, especially local authorities that are
elaborating SUMPs.

Figure 6: National level measures to foster the uptake of SUMP and their main relations

Governance
Set an institutional consistent framework for urban mobility
defining responsibilities between authorities from all levels and
with private sector for mobility and other related policies

National
Define a national vision and
an action plan consistent
with other policies

Regional
Plan at the scale of the
functional area and integrate
all local stakeholders

Legislation and
regulations
Develop programs and
legislation giving cities all
legal abilities to develop
their urban mobility
planning, possibly including
mechanisms for compulsory

Funding
Provide a clear and stable

funding framework to “— framework for SUMP
support and stimulate cities elaboration and
to elaborate and implement implementation adapted to
their SUMP the national context
| J

Monitoring and
evaluation
Set and support a good
quality assessment scheme
to ensure quality plans and
efficient use of resources

Information, education,
knowledge exchange
Guarantee a good awareness
of policitians and public
and increase capacities of
technicians in authorities and
in private sector

N\ %

' N\

%

Guidelines and methodology
Develop the technical
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Governments can foster the take-up of the SUMP concept
through four levels of intervention, all of which build
upon one another:

1. Information: The national government provides
detailed information about the SUMP concept (and its
benefits) in the national context. A national platform can
facilitate exchange among cities on the SUMP concept,
provide good practice examples, and inform about
(national) funding opportunities.

2. Incentives: Having a SUMP is a prerequisite for cities
to receive national funding for urban mobility projects.

This approach is followed in some Operational
Programmes of the European Structural and Investment
Funds.

3. Enabling cities and regions: The national government
grants cities the legal power to introduce levies and
charging systems or it introduces experimentation
clauses in relevant legislation to allow cities to test new
approaches to sustainable mobility.

4. Regulation: A SUMP is mandatory by law for all cities

or for some cities based on given criteria, e.g. population
or the category of local authority.

Figure 7: Four levels of intervention

1. Information 2. Incentives
R 3URYLGH D FOHDU| Provide a clear and stable 3. Enabling
of SUMP funding framework to Allow cities to introduce
R &RPPXQLFDWH |EH( support and stimulate cities mobility related fees
R (VWDEOLVK D QDW to elaborate and implement and charges

SUMP platform their SUMP

4. Regulation

Make SUMP mandatory
by law for cities beyond a
certain size

National SUMP Supporting Programmes are programmes run at the national or

regional government level to encourage, support, require and/or provide incentives for
the implementation of SUMPs. Detailed guidance can be dund in the Topic Guide on
National support frameworks for Sustainable Urban Mobility Planning.
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As highlighted by a recent analysis of national frameworks for Sustainable Urban Mobility Planning in Europe, there is
a real need for effective and coherent national and/or regional SUMP programmes to support local SUMP development
and implementation. More detailed needs have been identified for different country profiles.*

Figure 8: Needs of effective and coherent national or regional SUMP programmes for local SUMP development and implementation

Countries and regions without a national SUMP programme Countries and regions with an existing national SUMP
or starting to develop one programme

Needs Main areas Needs Main areas

Achievement of commitment and willingness

: | i | | . h Governance
on a national (ministry) level concerning the . .

( Y) 9 Constant improvement of National SUMP -
central management of SUMPs and to Governance roarammes and their elements Legislation &
establish a common vision for mobility prog regulation
planning

Governance

T o ) . o Securing or restructuring continuous national
Institutional, legislative and financial support Legislation & funding for SUMP development and Fundin
for SUMP and SUMP measures regulation . 9 i P 9

implementation
Funding
Guidelines &
methodology
. . - ideli Expansion of the scope of SUMP to functional
Adoption of National SUMP guidelines Guidelines & P L _p. . Governance
methodology areas with inter-municipal or regional SUMP
Legislation &
regulation
Introduction of monitoring & evaluation o Improvement of monitoring & evaluation o
activities and stimulation of regular mobilit Monitoring & activities and stronger decision makers’ and Monitoring &
. g y evaluation - g . i evaluation
data collection political support for its implementation
Capacity building (trainings, workshops for
municipal staff and professionals) to support Information, ) ) N ) Information,
i . education, Cooperation with universities to integrate education,
elaboration of SUMP, consultancy expertise, . .

. o ; knowledge SUMP into relevant curricula knowledge
quality control and training of national exchange exchange
supervisors
Awareness raising on positive effects of Information. Continuous communication and promotional Information.
SUMP and urban mobility in general at education, campaigns presenting the positive impacts of education,
national level, for local politicians, knowledge SUMP implementation with special focus on knowledge
stakeholders and public exchange decision makers and general public exchange

4 Durlin, A., Plevnik, A., Balant, M., Mladenovi , L., 2018. The Status of SUMPs in
EU member states, http://sumps-up.eu/publications-and-reports/.
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SECTION 2Developing and Implementing a
Sustainable Urban Mobility Plan

These guidelines are aimed at practitioners in urban
transport and mobility, as well as other stakeholders who
are involved in the development and implementation of
a Sustainable Urban Mobility Plan. The guidelines
describe the process of preparing and implementing a
SUMP. This process consists of 4 Phases with 12 main
Steps that are further broken down into 32 Activities. All
four phases of the cycle start and end with a milestone.
The milestones are linked to a decision or an outcome
needed for the next phase, and each marks the
completion of the previous phase. Each step, along with
the associated activities, is presented in detail in this
guidance document, including information about:

the process of developing and implementing a
Sustainable Urban Mobility Plan. The aim is to provide a
portfolio of examples from different European regions to
show that good planning approaches are possible in
different contexts. Many of the examples also illustrate
forward-thinking planning activities.

Additional examples can be found atwww.eltis.org

The SUMP cycle

The SUMP cycle consists of four phases with twelve main
steps that are further broken down into 32 activities. All

R 7KH UDWLRQDOH EHKLQG WKH D F Wouryph&géas df W&/ cydte\stalt Rndseidd with a milestone.

addressed, and questions to which responses are
needed,;

R 6SHFLILF DLPV RI WKH DFWLYLW\

The milestones are linked to a decision or an outcome
needed for the next phase and mark the completion of

T?prée\{_l'mg 'H?’EFE{ bellgﬁ_t]egs and activities should be

aken as part of a regular planning cycle in the sense of

R ODLQ WDVNV WR EH FRPSOHWHG Za verkihuQuaNnkpkbvenkeW! prgdess.\

R $FWLYLWLHV EH\RQG WKH HVVHQWLDO UHTXLUHPHQWYV IRU

cities and regions that have the ambition (and
resources) to go beyond the basic tasks;

R S5HTXLUHPHQWY IRU WLPLQJ DQG FRRUGLQDWLRQ ZLWK

other activities; as well as

R $ FKHFENOLVW RI WKH VWHSY WR EH WDNHQ

It needs to be stressed that the order of the activities is
logical rather than sequential. “® In practice, activities
may run partially in parallel or include feedback loops.
The section on timing and coordination for each activity
highlights crucial aspects in this regard. The foll owing
page provides a graphic overview of the planning cycle,
which is then followed by a detailed description of all
steps and activities for developing and implementing a
SUMP. The guidelines include good practice examples,
glossary definitions, tools and references to support
users in the development and implementation of a
Sustainable Urban Mobility Plan.

Good practice examples are taken from SUMPSs across
Europe. Some may not necessarily fulfil all requirements,
but they are useful to illustrate activities that are part of

4 This aspect is described in detail in Chapter 1.4 Sustainable Urban Mobility
Planning in practice.
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SECTION 2 DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY PLAN

Figure 9: The 12 Steps of Sustainable Urban Mobility Planning (2nd Edition) — A planner’s overview




PHASE 1 PREPARATION AND ANALYSIS

PHASE 1:Preparation and analysis

Milestone:
Decision to prepare
a SUMP

Starting point: Decision to
prepare a SUMP

The starting point for developing a Sustainable Urban
Mobility Plan should be a decision to improve the current
mobility situation and a strong conviction that change
towards greater sustainability is needed. It should be
clear from the outset that urban transport or mobility is
not an end in itself but should contribute to higher goals,
such as enhanced quality of life and well-being. A
decision to prepare a SUMP always means a commitment
to its general aims of:

A SUMP can offer an integrated approach for a large
project, with complementing measures, long-term
targets and a participative approach. Especially for big
and innovative projects with high impact, a SUMP offers
comprehensive participation strategies that are needed
to gain public support for the measures. A large
infrastructure project may provide the initiative to launch
a comprehensive mobility planning for a functional urban
area, supported by a broader planning strategy.

A useful approach is to show the challenges and
problems the city will face if nothing is changed, stress
the benefits generated by a Sustainable Urban Mobility
Plan, and highlight the fact that voters will reward good
results. In order to communicate urgency, it can be
effective to simulate the negative consequences of
business-as-usual development (e.g. in terms of future
congestion and resulting economic losses, or in terms of
indicators such as road fatalities or years of life lost due
to air pollution) and to present these to politicians with
the help of maps and figures. Current rapid changes

R LPSURYLQJ DFFHVVLELOLW\ IRU D @rvenbHdidial t&chhbloyieRHighlig it Bhé Hrgency of

and social status;

developing a coherent strategic approach for future

R HQKDQFLQJ TXDOLW\ RI OLIH DQG Wéﬂa%wgm%\é’m??mww”%ﬂre benefits,

the urban environment;

it 1s often hel to connect to“current high-priority
issues in your city - such as air quality, traffic, road safety,

R LPSURYLQJ URDG VDIHW\ DQG S XEd&ifofedaKiHtlp 6fWdlsing or economic growth - by

R UHGXFLQJ DLU DQG QRLVH SRoox@zﬁ'g%gG%vﬁﬁ

emissions and energy consumption;

&Rz to Sqlye them. It can also

incing to point to other cities that have
successfully carried out Sustainable Urban Mobility

R HFRQRPLF YLDELOLW\ VRFLDO HT RIanhingPs@eCCHdieYL2JRQPHQWDO

quality.

Depending on the national and local context, a legal
obligation from the national level, an official decision by

a local political body (such as the local council), or a
commitment by the local administration can be the

driving force for developing a SUMP. In any case, real
commitment is needed to make it a truly sustainable and

effective plan. If there is no political champion at the

local level, it may be hard work to convince other
politicians to become supporters. This requires

persuasive arguments presented by someone who is
respected by the decision makers. A project or measure
can itself also be the trigger to start the SUMP process.

With the decision for a big infrastructure project (e.g. a

new tram line) or a big urban innovation (e.g. a low
emission zone), this measure needs to be embedded in
a wider planning framework.

Political commitment can be particularly challenging to
achieve as the full benefits of a SUMP only become
visible after a time span longer than the electoral cycle.
It may be helpful to highlight the option of including
smaller-scale measures with high visibility in the SUMP,
which can generate public support in the short-term and
trigger a first decision for developing a SUMP. For
example, the temporary transformation of public spaces
with “light and cheap” solutions can help people visualise
the desired positive changes (e.g. a street closure during
the summer, a temporary bike path separated with
flower planters, parklets instead of parking spaces; see
also placemaking box in Activity 7.2).

32 GUIDELINESFOR DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY RRANEdition)
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Milestone:
Decision to prepare
a SUMP
1.1 Evaluate capacities and resources
1 1.2 Create inter-departmental core team
1.3 Ensure political and institutional ownership
14 Plan stakeholder and citizen involvement
N\ o Assess planning requirements and define
Setup " geographic scope (‘functional urban area’)
working 2.2 Link with other planni
structures Determine . ink with other planning processes
planning 2.3 Agree timeline and work plan
framework

03

Analyse mobility
situation

© Rupprecht Consult 2019

24 Consider getting external support

| o Identify information sources and

cooperate with data owners

Analyse problems and

e opportunities (all modes)

Milestone:
Analysis of problems and
opportunities concluded

The first milestone and starting point for the initial phase is an explicit decision by policy makers to prepare a Sustainable
Urban Mobility Plan. The groundwork for the planning process is laid by answering the following questions:

What are our resources?

Analyse all available (human, institutional, financial)
resources for planning and set up appropriate working
and participation structures to get started. Ensure that
the key institutions and stakeholders support SUMP
development.

What is our planning context?

Identify factors that will have an impact on the planning
process, such as existing plans or legal requirements.
Analyse traffic flows to determine the geographic scope
of the plan — and ensure that neighbouring authorities
and stakeholders are ‘on board’. Agree on the planning
timeline and recruit external support as needed.

Activities in this and the previous step are closely linked
and often run in parallel. For example, the geographic
scope needs to be defined early on so that it is taken into
account when setting up the working structures.

What are our main problems and opportunities?

Analyse the mobility situation from the perspective of all
transport modes and relevant sustainability aspects by
using an appropriate set of current data sources.

The concluding milestone of the first phase is a
completed analysis of the major problems and
opportunities related to mobility in the entire functional

urban area.

GUIDELINESFOR DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY RRAM Edition) 33



PHASE 1 PREPARATION AND ANALYSIS

STEP 1.
Set up working structures

1.1 Evaluate capacities and resources
1.2 Create inter-departmental core team
1.3 Ensure political and institutional ownership

1.4 Plan stakeholder and citizen involvement

At the beginning of the Sustainable Urban Mobility Planning process, it is necessary to analyse the available capacities
and resources in order to set up effective working structures. To achieve a truly integrated planning process, the core
team responsible for SUMP development should be well connected to all relevant areas of the administration. Dedicated
activities should be conducted from the start to ensure political ownership and stakeholder and citizen engagement
should be planned early on. The aim of the first step is to achieve both effective working structures and wide support
for the process.

The activities of this and the next step are closely linked and sometimes run in parallel. For example, the geographic

scope needs to be defined early on so that it is taken into account when setting up the working and participation
structures.

ACTIVITY 1.1:Evaluate capacities and resources

Rationale Aims

A self-assessment of planning practices, capacities and R *HW DQ KRQHVW DQG FOHDU SLFW
resources at the beginning is needed to tailor the process weaknesses and opportunities of current planning

to your local context. This helps you to identify strengths practices with regard to developing a SUMP in your

and weaknesses as well as barriers and drivers that local context (e.g. political, institutional and legal

might influence the development of a successful framework).

Sustainable Urban Mobility Plan. An assessment of your

current planning practices will determine how closely R (QVXUH WKDW WKH QHFHVVDU\ ZLC
they align with the principles set out in this guidance managing and driving the Sustainable Urban Mobility
document. Closely linked to this is the question of Planning process is available in your local authority
available capacity and resources for developing and and among stakeholders.

implementing the plan. This includes human resources

(i.e. available staff and skills) as well as financial R $VVHVV WKH FRQILUPHG DQG S
resources. Without sufficient resources it will be difficult resources for running the planning process and for

to carry out a successful plan. implementing measures.
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Tasks

Planning practices

R $QDO\WH \RXU FXUUHQW WUDQVSRR War§0m @hbrigst delF&¥deysmaht &5\4 stamting
is recommended to use the online SUMP Self- point for improving planning processes and policies.
Assessment (see tools section) to check to what The outcome does not necessarily have to be made

degree your processes already incorporates the public.

principles of Sustainable Urban Mobility Plans (are

the processes considered fully, to a limited degree, or Capacities

not at all?). This way you can identify gaps that should

be addressed in the new SUMP development process. R $VVHVV VNLOOV DYDLODEOH

organisation(s) and among stakeholders. Ensure that

R ,GHQWLI\ DQG DQDO\WVH GULYHUV D @Izote Bkilldfdr Hust&inakl®Ukhak Molslity Bl@nning
development process in your urban agglomeration, are considered (see list in tools section).
such as:

R 'HYHORS D VWUDWHJ\ WR FRYHU VI
training, cooperation, recruitment or subcontracting).
This should be done by someone who is familiar with
the Sustainable Urban Mobility Planning process (if
applicable, in cooperation with your human resources
manager).

Drivers that can support the development and
implementation of a SUMP (for example political
champions, voiced need for better coordination of
municipal activities, synergy with another planning
process that is just starting).

Institutional, acceptability, legal, regulatory and
financial barriers that affect the whole planning
process. (For example, is the bus company private R
or controlled by another level of government? Can
mobility incomes be used to finance mobility
measures? Are you able to influence third party

Resources

'"HILQH WKH UHTXLUHG EXGJHW IRU W
process and ensure political approval.

R $VVHVV WKH OLNHO\ EXGJHWDU\ 1UI

providers (such as ride-hailing companies)? Is
there political will and public support at least in
principle?)

Process barriers that may arise in the course of
planning (for example management or
communication between different departments, or
elections).

implementation. Consider local, regional, national,
EU and external funding opportunities. This will
probably still be a rough estimate at this stage, but it

will help you to stay realistic.
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PHASE 1 PREPARATION AND ANALYSIS

Activities beyond essential requirements Checklist
R $SSO\ D SHHU UHYLHZ PHWKRG ZLW Ktidrdthkl, weakn®sdd$ Sridl baniersWiith regard to
assess planning practices. developing a SUMP identified.
R &RRSHUDWH ZLWK RWKHU GHSDUW P HglAagsdstmend résudsYsid michpvisddJad Btarting
partners (e.g. consultants, universities) to fill skill point to optimise local planning processes.
gaps (for more details see Activity 2.4).
Required skills and financial resources for planning
Timing and coordination process analysed.
R 7KLV DFWLYLW\ LV QHHGHG DW W K HSiEakegdy tQ@vesEill gapsdedeldpedl. X O W V

R

R

to be taken into account for setting up effective
working structures, in particular the core team (see Budget for SUMP process politically approved.
Activities 1.2, 1.3 and 1.4).
Likely financial framework for measure implement-

(VVHQWLDO LQSXW WR GHVLJQ D ORF&ion@ss#sf2dORUHG 6 XVWDLQDEOH
Urban Mobility Planning process and to decide
whether or not external support is needed (see
Activities 2.1, 2.2, 2.3 and 2.4).

%DUULHUVY WR EH WDNHQ LQWR DFFRXQW LQ WKH WKLUG SKDVH
on measure planning.

Methods for assessment of planning practices

Internal meeting and review with SUMP Self-Assessment

A self-assessment can be as simple as a group of people who are involved
in the planning process sitting down together to discuss the strengths and
weaknesses of current processes and how to improve them. To guide the
discussion, it is recommended to use the online SUMP Self-Assessment
available on Eltis. Following the completion of the SUMP Self-Assessment,
a results page will show how well your planning activities already fulfill the
principles of a SUMP and will provide tailored advice for further
improvement. By having all meeting participants complete the questions
on their own, and then discuss the similarities and differences in responses
as a group, highly relevant insights can be gained.

Link to SUMP Self-Assessment: www.eltis.org/mobility-plans

Peer review

Another way of assessing the planning environment for a SUMP is by means of a peer review. This means that one or more experienced
planners, or other experts in the field, are invited to review the situation in your city. The peer reviewer can consider the quality of the
current planning process and organisational se-tup, also benchmarking them against the ‘best in class’. They can contribute a useful

external perspective and feedback on how to best organise the development of a Sustainable Urban Mobility Plan.

Source: Lasse Brand, Rupprecht Consult; Tom Rye, Edinburgh Napier University
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Figure 10: Skill requirements for Sustainable Urban Mobility Planning

Management skills for project coordination

R 3URMHFW PDQDJHPHQW WHDP EXLOGLQJ SURFHVV GHYHORSPHQW PRGHUDWLRQ
R )LQDQFLDO PDQDJHPHQW EXGJHW SODQQLQJ
R 6WDIl PDQDJHPHQW LQFO PDQDJLQJ PXOWLGLVFLSOLQDU\ WHDPV PDGH|[XS RI LQ\

Technical skills of the team members

SUEDQ SODQQLQJ DQG WUDQVSRUW SODQQLQJ LQFOXGLQJ UHJXODWRU\|[IUDPHZRI
([SHUWLVH LQ LPSRUWDQW VHFWRUDO SROLFLHVY HFRQRPLF VRFLDO HQYLURQPF
ORGHUDWLRQ PHGLDWLRQ
'DWD FROOHFWLRQ PHWKRGY DQG HPSLULFDO DQDO\VLYV VXUYH\V LQWHUYLHZV D
.QRZOHGJH RI PRELOLW\ PHDVXUHV DQG LPSDFW DVVHVVPHQW
"ULWLQJ DQG GHVLJQ VNLOOV IRU SXEOLF UHODWLRQYV
(FRQRPLF DQDO\VLV IXQGLQJ DQG LQYHVWPHQW H[SHUWLVH
/HIJDO SURFXUHPHQW H[SHUWLVH

A X0VDOVDAOXIVXIOIOD

Budget requirements for SUMP development

The costs of developing a Sustainable Urban Mobility Plan differ widely depending on the scope, availability of existing
plans and studies, and external assistance required. The costliest elements are data gathering and transport
modelling, so it is important to be clear about how much data and what level of complexity of modelling is required
in your case before seeking approval for a budget. Smaller cities often decide not to use a transport model due to the high costs and
limited complexity of decisions in their context, and to focus on measures that have proven successful in similar contexts instead
(see Activity 4.1 for guidance on when to use a model). Other aspects that tend to be expensive, but very useful, are a comprehensive
participation process as well as professional design and communication.

GOOD PRACTICE EXAMPLE

Koprivnica, Croatia: Early external support for the SUMP team

In 2014, the city of Koprivnica decided to develop a SUMP. As
part of the first stage of the SUMP development process, the
city researched which steps it would need to take and resources
required to produce such a document. Based on this research,
the Koprivnica SUMP team ascertained that there weren't
enough resources and that therefore there was a need to
involve external mobility experts. The SUMP team searched
within Croatia for mobility experts with enough experience to
guide the team through the development process. With the
help of these experts, the city conducted a status analysis and
a baseline traffic survey.

Author: Nebojsa Kalanj, collected by ICLEI
Image City of Koprivnica
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ACTIVITY 1.2:.Create inter-departmental core team

Rationale

Developing and implementing a Sustainable Urban
Mobility Plan is a complex process that requires working

across boundaries and sectors and coordinating between
related policies and organisations (e.g. coordination with
land-use planning, environmental protection, social

inclusion, gender equity, economic development, safety,
health, education, information technologies). To
coordinate and manage this process, a clear project
owner with sufficient capacities and resources as well as
authority within the organisations is needed to drive the
process forward.

Aims

R 6HW XS D FRUH WHDP DV SURMHFW [
involved throughout the entire development of the
SUMP.

R (QVXUH WKDW WKH WHDP PHPEHU
management skills required to lead the planning
process. This includes skills for project, political,
technical, financial and staff management (see also
tool section of Activity 1.1).

Usually the project coordinator covers most of
these management skills, but depending on your
local situation other team members may take over
certain management tasks.

R (VWDEOLVK HIILFLHQW ZRUNLQJ VW U XlFaigoaWihthéRalitical Spb@exi@dughdut the

process that makes best use of available resources.

entire planning process is important. It can
therefore be beneficial to have team members

R $FKLHYH DQ LQWHJUDWHG 6803 WK D W witiRg0od lirRsHoinay @4, @HerMedding politicians

between different transport modes, rather than
addressing them in isolation, and acknowledges the
interactions between urban structures (land use,
density, functions, socio-economic patterns,
ecosystems) and mobility.

and key actors in your planning authority. (For
more details on how to ensure political and
institutional ownership see Activity 1.3.)

R (QVXUH WKDW WKH WHDP XQLWHYV L
policy backgrounds required to take sound planning

R (VWDEOLVK WKH SODQQLQJ RI PREL Qdcian® QreughiduDiie\pBBed3NTianspbrt and

shared policy domain and not as an end in itself.

urban planning are the most important skills, but
knowledge of related planning areas, such as

R (QVXUH WKDW EDVLF VXVWDLQD E L O é&cahbn8dJsocaFand énvirdhnietdd palidies| Br€also

into account throughout the entire planning process.

Tasks

crucial to achieve a truly integrated planning process

whose outcomes are mainstreamed into other

sectors. For example, if the SUMP is developed
mainly by one department, the team should include

members from several other departments or units.

R $SSRLQW D SURMHFW FRRUGLQDWRU ZLWK UHVSRQVLELOLW\

mandate and resources to facilitate and drive the

planning process forward. In some cities it has proven
successful to appoint two coordinators that can

exchange ideas and alternate their absences (such as
holidays) to keep the process running at any time.

R &RQVLGHU RSHUDWLRQDO VNLOOV
planning steps when selecting team members, but
keep the team at a workable size. Not all such skills
have to be available within the core team, as other
colleagues from your organisation can be brought in
for the respective planning steps. For most public

R $OVR DSSRLQW D PRUH VHQLRU SURMhbFtAs,GHeseHspatifcLskills day \WXéded the

head of your department, that provides the necessary
high-level support to ensure cooperation - and that
speaks up for the SUMP process on a steering level if
needed.

capacities of their staff, in which case external
expertise should be brought in for particular technical
tasks (see also Activity 2.4).
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R 'LVFXVV WKH UHVXOWY RI \RXURVERQVILGHHVIIPIHQW SRIRSOH ZLWK D
planning practices, or optimally conduct it together background for specific tasks (e.g. marketing). This
as a team, to develop a common understanding of helps bring in the fresh perspective that is a key part
what sustainable urban mobility means (see Activity of Sustainable Urban Mobility Planning. Also consider
1.1). Emphasise linkages between different transport combining the resources of different stakeholders to
modes as well as between urban structures (density, finance staff.
functions, socio-economic patterns, ecosystems) and
mobility. Broaden the view beyond transport and
mobility to the different needs of society — economic,
social, environmental — that it needs to serve.

Timing and coordination

R6WDUW IURP WKH RXWVHW DQG FRQ
structures to changing needs and circumstances
Activities beyond essential requirements during the entire process.
R (QFRXUDJH GHSDUWPHQWY WR VRHQIGNNH@WR DFWWFRKXIQWWKH SODQQ
members of your core team to show their commitment geographic scope of your SUMP (Activity 2.1).
and emphasise the importance of the SUMP. Often
there might be two (or more) core team members
from each department, with the senior staff only
attending meetings of strategic importance to keep

Checklist

the workload manageable for them. Alternatively,
consider setting up a separate control group
consisting of high-level decision makers from your
and other departments, such as the heads of
department. The control group will support the core
team in taking important decisions along the SUMP
development.

Coordinator of the planning process determined.

Core team with all required skills set up that includes
key authorities from the entire planning area.

Common understanding of Sustainable Urban
Mobility (Planning) developed in the team.

R &RRSHUDWH ZLWK RWKHU GHSDUWPHQWYV RU LQYROYH H{WHUQDO
partners (e.g. consultants, universities) to fill skill
gaps (for more details see Activity 2.4).

GOOD PRACTICE EXAMPLE

Edinburgh, United Kingdom: Multi-disciplinary Spatial Policy Team

Edinburgh’s SUMP is being produced by the Council's Spatial
Policy Team. The core team comprises transport and mobility
planners, air quality professionals and urban, landscape and
spatial planners. The wider team that can contribute on a
case-by-case basis draws on the skills and knowledge of
specialists from a range of transport teams (active travel,
public transport, road safety engineering), land-use planners,
sustainable development officers, economists and
communication experts. The team is working on and
coordinating three major inter-related projects: The City
Mobility Plan (SUMP), a city centre transformation strategy,
and the introduction of a low emission zone in Edinburgh.

Author: City of Edinburgh Council, collected by Wuppertal Institute
Image City of Edinburgh Council
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GOOD PRACTICE EXAMPLE

Bielefeld, Germany: Inter-departmental core team supported by
wider steering group of experts and stakeholders

In Bielefeld, the five-person SUMP core team included
representatives from the offices of mobility, urban planning,
and environment, as well as the office of the Head of
Department for urban and mobility planning and the local
public transport provider. Choosing senior team members that
were also involved in relevant parallel planning processes
ensured good coordination and a strong link to political
decision makers. The team was supported by an experienced
external expert that conducted the mobility analysis,
moderated and documented the participation process, and
developed a vision and objectives based on several workshops
with a stakeholder steering group. All results were developed
in close coordination with the core team, which met regularly
to manage the process and take decisions.

Author: Olaf Lewald, City of Bielefeld, collected by Polis
Image Grafikbtiro Wilk

ACTIVITY 1.3:Ensure political and institutional ownership

Rationale
Identifying key stakeholders and ensuring that they feel R (QKDQFH VWHHULQJ FDSDFLW\ DQ(
ownership is crucial for the long-term success of development and implementation of your SUMP.

Sustainable Urban Mobility Planning. A good stakeholder
analysis can help to identify possible conflicts and

coalitions, and how these, in turn, may affect your Tasks

planning process in terms of geographical coverage,

policy integration, resource availability and overall R ,GHQWLI\ DOO UHOHYDQW VWDNH
legitimacy. Early involvement of political and institutional objectives, power, capacity and planning resources
stakeholders helps them to feel ownership and makes it (e.g. using a stakeholder mapping tool, see skill table

more likely that they will support the outcomes of the and influence-interest matrix in tools section below).

process.

R 6WULYH IRU D EURDG FRDOLWLRQ W
and feels ownership. Achieving the support not only
Aims of the governing party but also of the opposition helps
to ensure continuity. Avoid substantial conflicts with
R &UHDWH D VRXQG EDVLV IRU D GoXdbino® powerilRchits, Bud ey tiveo the core
between all stakeholder groups. principles of sustainable mobility. Draw up a simple
stakeholder coordination strategy to guide this task.
R ,GHQWLI\ SRVVLEOH VI\QHUJLHYVY RU FRQIOLFWY EHWZHHQ
stakeholders. R OHHW NH\ SROLWLFLDQV DQGVBUDF
an early stage to discuss their views and involvement.
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SURPRWH WKH LGHD RI 6XVWDLGCdEKESIH BUEDQ ORELOLW)\
Planning to politicians and colleagues in all relevant

departments, for example by organising awareness- Stakeholder groups identified.
raising seminars or an excursion to a model city for
sustainable mobility. Analysis of actor constellations carried out.

7DNH DQ RSHQ DQG WUDQVSDUH QBRésidsaiibRd dcosrdination Bpprdaehldeveloped.
cooperation from the outset (including organisations

beyond the municipal borders), securing the Political support established.
involvement of actors from different policy fields (e.g.
different administrative departments). Overall commitment to sustainability principles from

key stakeholders achieved.

Timing and coordination

R

R

R

R

JURP WKH RXWVHW G LGHQWLILFDWLRQ DQG DQDO\WLV RI
stakeholders.

5HDVVHVYV UHJXODUO\ LI FKDQJHY LQ VWDNHKROGHU
coalitions occur.

6WDUW DZDUHQHVY UDLVLQJ DFWLYLWLHY HDUO\ LQ WKH
process.

SBROLWLFDO VXSSRUW DQG LQYROYHPHQW LV QHHGHG
constantly, see Figure 2 for an overview of the timing
and coordination of political decisions.

Depending on the field of action, different types of stakeholders should be involved in
Sustainable Urban Mobility Planning. When it comes to urban logistics, a diverse set of
stakeholders is affected. Therefore, the Topic GuideSustainable Urban Logistics
Planning recommends to set up a multi-stakeholder platform for urban logistics

planning. Three main groups should be directly involved in the process through the
platform:

R 6XSSO\ &KDLQ 6WDNHKROGHUV H J )UHLJKW )RUZDUGHUV
Major Retail Chains, Shop Owners)

R 3XEOLF $XWKRULWLHV HJ ORFDO UHJLRQDO RU QDWLR

R 2WKHU 6WDNHKROGHUYV H J LQGXVWU\ DQG |[FRPPH
associations, research and academia)

R ([SHUWYV

More information about the platform and how to integrate urban logistics into Sustainable
Urban Mobility Planning can be found in the Topic Guide.
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Identification of relevant stakeholders

The table below helps you to involve stakeholders that have all the necessary skills and knowledge for Sustainable
Urban Mobility Planning. It allows you to check your ideas of whom to involve, and to identify (new) organisations or
people that bring in missing skills or knowledge. The concept states that SUMPs are only successful in cases where
the partners involved have four functional abilities:

1. Capacity to gain political support
2. Competence over transport networks and services

3. Technical excellence in SUMP development

4. Capacity to gain public support or to understand the urgencies and needs of the public

Figure 11: The Kingdon Model applied to SUMP: functionalities and corresponding relevance, stakeholders and assets (based on
Cré, I., Mourey, T., Ryder, A., Heckley, S., Balant, M,, 2016. CH4LLENGE Institutional Cooperation Manual: Working jointly with
institutional partners in the context of Sustainable Urban Mobility Plans, p. 24, www.eltis.org/resources/tools/sump-institutional-

cooperation-Kkit).

Functionality | Relevance Which stakeholders? Key assets
Who can assure R OD\RUV RI FLWLHVY WKDW DUH SODQQLQJ D 6803 DQG FLW\ |
political (both majority and opposition)
support and R OD\RUV DQG UHSUHVHQWDWLYHV RI QHLMSBRXULQJ FLWLH\
Political resources, R +HDGV RI PHWURSROLWDQ DUHDV SURY ILenBetstiip, FRXQWLHV
support within the R SHSUHVHQWDWLYHV RI GLVWULFW WRZQ ROwep OV
transport R 3ROLWLFDO SDUWLHYV Resources
sector and R 3BROLWLFLDQV IURP GLIITHUHQW ORFDO DXWKRULWLHV ZLWtk
beyond? partnership
R 3XEOLF WUDQVSRUW FRPSDQLHV PXQLFLSDO EXVHV WUDF
metros as well as regional buses and trains)
Who manages R 2ZQHUV RI WUDQVSRUW LQIUDVWUXFWXUH URDG SDUNLC
Transport : . .
network the respective stations, etc.) Techn.u.:al
competence transport R 1IDWLRQDO UDLOZD\ FRPSDQLHYV feasibility
networks? R 3SBRUW DXWKRULWLHYV ZKHQ DSSOLFDEOH
R $LUSRUW DXWKRULWLHYV ZKHQ DSSOLFDEOH
R 3URYLGHUV RI QHZ PRELOLW\ VHUYLFHY H J ELNH VKDULQ
Technical experts from different organisations:
Who has the R &LW\ GHSDUWPHQWYVY RU SXEOLF DGPLQLVWUDWLRQ WUDQ
data and planning, economic development, environment, health, tourism, .
. . Technically
Technical relevant skills etc.) sound
expertise to deliver a R 8QLYHUVLWLHY DQG RWKHU UHVHDUFK lannin
technically R 4XDOLILHG FRPSDQLHV planning
sound plan? R 6SHFLDOLVHG DJHQFLHV
R 4XDOLILHG QRQ JRYHUQPHQWDO RUJDQLVDWLRQV DQG DV\
Government bodies providing access to citizens, other
stakeholders and the media. Within city services this can be:
Who R &RPPXQLFDWLRQ GHSDUWPHQW
R 3ROLFH IRUFH
understands R '"HSDUWPHQW IRU HFRQRPLF GHYHORSPH;@WS’ RE|FRDFKHV
Public support public and nse o
stakeholder R &LW\KV RPEXGVPDQ PHGLDWRU urgency
opinions? R (GXFDWLRQDO GHSDUWPHQW
R ORGHUDWRUV RI DGYLVRU\ FRXQFLOV LQ GLIIHUHQW SROLF

(transport and spatial planning, economic development,
municipal youth council, etc.)
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PHASE 1 PREPARATION AND ANALYSIS

Analysis of actor constellations

After stakeholders have been identified, the constellations between these actors should be analysed. This analysis

should be based on a list of different criteria or attributes which are relevant for the respective case, e.g. interest,

power, influence on each other, coalitions, etc. This way you can find out what the objectives of each stakeholder are
what their hidden agendas are and whether they regard themselves as ‘winners’ or ‘losers’ if a given project is
implemented.

The objective of a systematic analysis of actor constellations is to get a clear picture of conflicts d interests or potential coalitions
and to be able to better determine clusters of stakeholders who may exhibit different levels of interest, capacities and knowledge in
the respective issue. This can, for example, be done by developing an ‘Influence-Interest Matrix’, which groups stakeholders by their
level of influence/importance:

Figure 12: Influence-Interest Matrix (based on UN-Habitat, 2001. Tools to Support Urban Decision Making, Nairobi, p. 24)

Low Influence High Influence

useful for decision and opinion formulation,

Low Stake least priority stakeholder group brokering

important stakeholder group perhaps in needs of

High Stake
empowerment

most critical stakeholder group

During the stakeholder identification process, consider identifying the role of existing ‘local champions'’. These are key personalities
in the local network that are well recognized because of their personal skills, contacts, and their significant role for mobilising
resources, creating alliances etc. In the context of the SUMP, consider an early strategic assessment of their role - such persons can
have an extraordinary influence on the process, and you might want them to stand by your side.

GOOD PRACTICE EXAMPLE

Budapest, Hungary: Regular roundtable meetings for decision makers

To support a new form of institutional decision-making for
SUMP measure planning, BKK Centre for Budapest Transport
established a ‘SUMP Committee’. With regular roundtable
meetings, it serves as a forum to speak about and coordinate
measure and project plans. The committee can also make
proposals to the city council about new SUMP measures. It has
21 members from the main stakeholder institutions such as
the municipality, ministries and governmental institutions of
transport planning, national railway company, regional council,
main operators and experts from universities. Personal
contacts and the professional organisation of the events is
necessary for forming an effective committee.

Author: BKK Centre for Budapest Transport, collected by UBC
Image BKK Centre for Budapest Transport
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GOOD PRACTICE EXAMPLE

London, Brussels, Dresden, Groningen, Ljubljana:
Strong mayors for SUMP

In the recent past, several high-level politicians in European
cities have offered strong support to sustainable mobility and
to their local SUMP. The mayors often focus on a specific
measure, objective or vision. London’s (UK) Mayor Sadiq Kahn
focused his strategy on accessibility and air quality. In the
Brussels region (BE), former minister for mobility, Pascal
Smet, supported the shift from a car-oriented city to a city
made for people. In Dresden (DE), Councillor Raoul Schmidt-
Lamontain proudly promotes the ‘MOBI’ branding, which
applies to sustainable mobility modes and services.
Groningen'‘s (NL), Vice-Mayor for Mobility, Paul de Rook,
pursues the long bicycle-friendly tradition of the city. Ljubjana’s
(SI) Vice-Mayor Dejan Crnek has a European promotional role
as he chairs the CIVITAS Political Advisory Committee. He has

strongly developed multimodality in his city.
collected by Polis
Image Polis

ACTIVITY 1.4:Plan stakeholder and citizen involvement

Rationale Aims

A transition towards sustainable mobility requires active R (QVXUH D ZHOO VWUXFWXUHG LQYR

support from stakeholders and the wider public. Working stakeholders throughout key stages of the planning

with stakeholders is generally considered common process.

practice — but often only certain groups actually have a

say in planning. It is crucial to involve all relevant R &UHDWH D WUDQVSDUHQW GLDO

stakeholders throughout the planning process, culture that is based on regular communication and

addressing their specific requirements. This helps to consultation.

legitimise the SUMP and enhance its quality. Only a

Sustainable Urban Mobility Plan that was developed in R (QFRXUDJH DQG HQDEOH FLWL]JHQV

cooperation with important stakeholders and the public join the debate, in particular in the early planning

will be accepted and effective in practical and financial phases when processes are still open and flexible.

terms. The involvement of citizens and stakeholders is

therefore a fundamental element of a SUMP. R 'HVLJQ VXVWDLQDEOH DQG VXSSRUW
involvement process that aim to improve the quality

A dedicated strategy is needed for the involvement of of life for residents, and create broad public

stakeholders, drawing on different formats and ownership of the planning process.

techniques when dealing with authorities, private

businesses, civil society organisations, or all of them R 6WUHQJIJWKHQ WKH YLWDOLW\ RI

together. Public involvement is fundamental to ensure political culture.

the legitimacy and quality of decision making and is also

required by EU and international conventions. R ,PSURYH WKH RYHUDOO TXDOLW\

efficiency, transparency, acceptance and legitimacy
of Sustainable Urban Mobility Planning.
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What are ‘Citizens’ and ‘Stakeholders’?

Citizens refers to all people living and/or working in the functional urban area for which your SUMP is being prepared.
In this document, it is used largely interchangeably with the terms people, residents and the public.

Stakeholders are all individuals, groups or organisations affected by and/or being able to affect the SUMP. While citizens are a part
of this, in this document the term stakeholders mainly refers to institutional stakeholders, such as public authorities, political parties,
citizen and community groups, business organisations, transport operators and research institutions.

Key stakeholders are usually more closely involved in the SUMP process than the general public. Therefore it needs to be ensured
that the interests of all affected parts of society, including typically underrepresented ‘hard to reach’ groups, are properly represented
amongst the involved stakeholder groups.

Tasks planning process. Be careful of lobby groups that can
block the process.
R (VWDEOLVK LQYROYHPHQW DFWLYLWLHY DV SDUW RI VWDQGDUG
planning practices. Identify the planning steps in

which stakeholders and citizens will be involved (see R 30DQ IRU QHZV UHOHDVHV WR FRP]I
recommendations in Figure 13 about citizen SUMP will be developed and that all groups of citizens
involvement during the SUMP process), and the and stakeholders have the opportunity to get involved.
participation methods suitable to each of them (see Consider using a combination of tools, including
Figure 14 on methods and tools for engagement). conventional formats such as print advertising in
Review both in-person and online engagement tools newspapers, website announcements, newsletters,
and select the most useful ones. or household letters, but also newer formats such as

social media, short videos, a drop-in centre or a
R 6HW XS D SHUPDQHQW JVWHHULQJdddicRte® WeBRE \Sle¥ WiguQe 1R Ifor more
important politicians and other key stakeholders. This information.
group provides guidance and input on strategic
decisions throughout the entire planning process.

Use the stakeholder mapping conducted in Activity Activities beyond essential requirements

1.3 to define which stakeholders to include. Regularly

involve the ‘steering group’ in meetings or briefings R 30DQ WR LQYROYH VWDNHKROGF
and ask for feedback to set the framework for key actively with a wider range of participation tools
decisions. throughout the whole process (e.g. study tours,

stakeholder events, an internet forum, citizen panels).
R 'HYHORS D FRPPXQLFDWLRQ DQG HQJDJHPHQW VWUDWHJ\
and timeline, including an overall strategy for PR R :LGHQ WKH VFRSH RI VWDNHKROGHU
activities (such as media involvement). groups, including interest and lobby groups (but make
sure that critical discussions are well moderated).
R 6WULYH IRU DV PXFK LQWHUDFWLYH LQYROYHPHQW DV SRVVLEOH

(see section below ‘Activities beyond essential R (QVXUH PD[LPXP WUDQVSDUHQF\ I
requirements’) but include in your strategy at least democratic, participatory decision making throughout
proactive information to the public (i.e. you the planning process (Aarhus convention).

approaching the people and not the other way round).
R )J)RU DGYDQFHG FLWLHYVY ,QYROYH V
R ODNH VXUH WR HQJDJH DOO DIIHF détls®dn mbking\and mRanagirRgFSUMPAdevelopment.

which includes people with disabilities, young people
and the elderly, ethnic minorities, less affluent

people, single parents, and other typically
underrepresented ‘hard to reach’ groups. Don't just

regard them as beneficiaries but involve them in the
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Details on the tasks

Questions to be addressed by an engagement strategy
There are four main questions about the process that need to be considered when preparing an engagement strategy.

R Why? Why is the engagement process being undertaken? How will it influence the strategy/scheme?
R Who? Who should be involved in the decision-making process? How can such people be identified?
R How? How will engagement be undertaken? What tools and techniques should be used?

R When? When should different activities take place? When is it not appropriate to engage?

Timing and coordination R ,QYROYH VWDNHKROGHUV WKURXJK|
process.
R )LQLVK SODQQLQJ WKH PDLQIRQQHROYHPHQW DFWLYLWLHV EH
initiating the planning process. R ODNH VXUH WR LQYROYH FLWL]JHQV

of selected steps. Citizen engagement might be more
R 6HW XS WKH JVWHHULQJ JURXSK RI SsuckssfulFiherQdone @&l iR Belettéd AdiVities

stakeholders together with the (newly established) instead of trying to involve them in too many activities
core group (see Activity 1.2), taking into account the and thereby risking participation fatigue. The figure
planning requirements and geographic scope of your below recommends useful steps for citizen
SUMP (see Activity 2.1). engagement.

Figure 13: Citizen involvement in the SUMP process

9 . @ Mobilise citizens

Learn lessons and conclud
the cycle with citizens

Inform and engage citizen@
during implementation

Identify important problems
with citizens

Q

Discuss possible
future scenarios

Q.

Involve citizens
in adoption and
celebrate

Co-create common vision
for the city

Ensure wide public suppor@
for actions

Validate measure package@
with citizens 9 e

Get feedback from citizens
on strategic priorities © Rupprecht Consult 2019
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IS

Citizen involvement in the SUMP process - do it right!
Citizen involvement should take place throughout the SUMP cycle, but not
in each of the 12 steps. Figure 13 recommends where to put the emphasis.
It suggests steps and activities during which important decisions need to
be taken and the planning process would benefit from the ideas, visions
and commitment of local residents.
It pays off to involve citizens from the start. Already when the decision to
prepare a SUMP is taken, they can be informed and a group of interested
citizens mobilised. But the four most important planning steps for citizen
involvement are the discussion of scenarios (Activity 4.2), development of
visions (Activity 5.1), selection and validation of measure packges (Activity
7.2) and implementation (Activity 11.2). In addition, your SUMP benefits
from involving citizens when carrying out the problem analysis of the
mobility situation (Activity 3.2), ensuring wide public support for the
£ planned actions (Activity 8.4), and when evaluating successes and failures
< (see Activity 12.1).
e
é Next to these activities, the milestones are a good point of time to
=3 communicate the results of the completed phase to the public. Especially
5 the third milestone offers an opportunity to validate the strategic direction
8 with citizens, and the fourth milestone benefits from celebrating the
& adoption of the SUMP with citizens. Whenever you plan events or other
E methods for citizen engagement, be aware of these few rules:

%H FUHDWLYH EXW DOVR VHOIl FULWLFDO DERXW VXJJHVWHG WRROV DQG IRU
not reach all target groups (e.g. elderly people, people without access to a computer). Therefore always provide an offline format
in addition to an online one.

W LV FUXFLDO WR FRPPXQLFDWH KRZ WKH UHVXOWYV RI FLWL]HQ HQJDJHPHQ
disappear in a drawer. Promise the participants that every contribution will be considered and give feedback if something is taken
into account for the SUMP.

7KLQN DERXW WKH ODQJXDJH <RX PLJKW H[FOXGH SHRSOH IURP D PLJUDQW E
not to use technical jargon.

JRU DQ\ SXEOLF PHHWLQJ FKRVH WKH ORFDWLRQ FDUHIXOO\ DQG PDNH VX
transport and it provides appropriate equipment as well as a well-lit room with good acoustics. Plan the seating arrangements
and be aware of different concepts of seating that do not imply power hierarchies.

%H FRQVLGHUDWH RI SHRSOHKV GLITHUHQW WLPH VFKHGXOHY DQG VHW XS \
exclude employees, while evening events can be difficult for parents.

(QVXUH D SURIHVVLRQDO DQG UHVSHFWIXO PRGHUDWLRQ

Checklist

Timing, methods and involved citizen groups identified
and decided.

Involvement and communication approach finalised.

Steering group with key stakeholders set up.
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PHASE 1 PREPARATION AND ANALYSIS

Figure 14: Recommended involvement tools and methods for SUMP development (important ones marked in
bold), based on the four SUMP phases and classified after the level of engagement (from the lowest level of
engagement “Inform”, to “Consult”, “Collaborate” and the highest level “Empower”)

Preparation and Strategy : Implementation
: Measure planning o
IEWSTS development and Monitoring
Face-to-face: Information event, Press conference, Information booth in public spaces, Exhibition in public spaces,
c Information campaign with ,local celebrity’, Local citizens/stakeholders as communicators & multipliers for the
S community
= Print: Poster, Flyer, Brochure
Online: Social Media posts, Website, Informational App, Broadcast/Podcasts, Video Channel, Newsletter
Social Media (surveys), Feedback form on Website, Survey/Feedback forms via App
Questionnaires & Surveys, Interviews . Measures selection
(telephone, key people, ...) survey, Evaluation
= ' Crowdsourcing data ~ : questionnaires &
2 ] i Surveys, Evaluation
3 Crowdsourcing data, ! interviews (telephone,
e.g. Online map-based ; : key persons, ...),
survey or Problem ! Delphi survey on Crowdsourcing data,
reporting via Ap; future trends (Travel) diary,
(Travel) diary, ' Blind walk
Walkability inspection
Focus groups, Worldcafé, Topical events, Stakeholder round table, Public discussion
: : Field trip to
£ : C : L : implementation site,
g Problem analysis S_ceryano workshop, Co-Malnte.nance
= workshop , . | Visioning event,Future : Hackathon, ; (Adoption
8 Brainstorming/ . search workshop, i Measure workshop , programmes),
Brainwalking, Openspaceevent, : Planning for Real Living lab
Blind walk . | Participatory Geodesign !
) Citizen jury/Citizen advisory committee , Voting Co-Maintenance/
2 : Co-Implementation
g (Adoption programmes,
u Participatory budgeting e.g. tree adoption)
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Practice examples of citizen and stakeholder involvement in the SUMP process

The cities of Budapest, Ghent, Dresden and Bremen have developed individual approaches to integrate citizen

involvement into the SUMP process - depending on their local context, planning expertise, resources and capacities.
Blended formats were applied (e.g. Budapest, Ghent) as well as separate but concurrent engagement of stakeholders

and citizens (e.g. Bremen, Ghent) and phased engagement (Dresden). Please note that this figure presents selected case examples
to show the wide variety of possible approaches. There are, of course, various other ways to involve stakeholders and citizens,

depending on the individual planning context of the city.

Figure 15: Practice examples of involving citizens and stakeholders into the SUMP process, Rupprecht Consult, 2016 (based on
Lindenau, M., Boéhler-Baedeker, S., 2016. CH4ALLENGE Participation Manual: Actively engaging citizens and stakeholders in the
development of Sustainable Urban Mobility Plans, p. 17www.eltis.org/resources/tools/sump-participation-Kkit).

Budapest “Balazs Mér Plan”

Stakeholder rounds Plan development Draft SUMP & Consultation of stakeholders Integration Final plan Imple-
during SEA process led by expert group pre-approval and the public of feedback approval mentation
2014 > 2015
Ghent “Mobiliteitsplan”
Plan development Draft . SEEEEET [eUEE Integration Final plan Imple-
] . . Public debates !
led by city administration SUMP N of feedback approval mentation
Public inquiry
2009 > 2015
Dresden “Verkehrsentwicklungsplan 2025plus”
Stakeholder Round Table Meetings (16x)
Draft Integration Plan Imple-
SUMP il GRS of feedback e approval mentation
Plan development led by city administration
2009 > 2014
Bremen “Verkehrsentwicklungsplan 2025”
Five-phase plan development led by city administration
Integration Final plan Imple-
2012 > 2014

Note: This chart does not reflect the duration of individual planning phases.
© Rupprecht Consult 2019

Involvement of - Citizens - Stakeholders - Citizens and stakeholders
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GOOD PRACTICE EXAMPLE

Brno, Czech Republic: Citizen engagement strategy combining
traditional and online formats

The City of Brno developed a SUMP engagement strategy in
cooperation with a consultancy specialised in communication
and participation that helped the city to conduct a professional
and meaningful participation process. The strategy included
traditional methods, such as public discussions, round tables,
and communication through a dedicated website, but also new
approaches such as the ‘Brno Mobility — 2050 Vision — Experts
Workshop'. In the engagement process from 2015 to 2018,
more than 2500 comments from citizens were analysed, more
than 500 people were involved in about 30 events, and several
workshops with citizens, experts, city districts and
municipalities, as well as politicians were organised.

Author: Iva Rore kova (Machalova) and Lukas$ Ba a, City of Brno,
collected by EUROCITIES |mage Marie Schmerkova (Brno City Municipality)

GOOD PRACTICE EXAMPLE

Vilnius, Lithuania: Comprehensive engagement achieving broad
ownership of the SUMP

The first step of Vilnius' SUMP process was to prepare a
roadmap for project management that identified strategies on
how to work with relevant stakeholders and citizens. Four clear
aims were defined: clarify expectations; inform about the
process constantly; reach specific target groups, and organize
awareness raising events. Vilnius collaborated with behavioural
scientists and sociologists to identify the most effective ways
of communicating with different target groups (politicians,
stakeholders, citizens). A dedicated person coordinating the
activities, sufficient budget, clear objectives and KPIs helped
to run a successful campaign and raise discussion on the
SUMP among local community, media and politicians.

Author: Kristina Gau , collected by UBC
Image Saulius ira
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STEP 2:
Determine planning
framework

21

2.2

2.3

2.4

Assess planning requirements and define
geographic scope (‘functional urban area’)

Link with other planning processes
Agree timeline and work plan

Consider getting external support

Hand in hand with the setup of working structures, the planning framework needs to be determined to tailor Sustainable
Urban Mobility Plan development to the local situation. This includes the definition of the geographic scope, which ideally
should address the ‘functional urban area’. Other important aspects are to follow legal planning requirements and to
link with planning processes of related fields. The results of all previous activities are then summarised into an agreed
timeline and work plan, which should be politically approved to create reliability for involved actors. If lack of capacities
has been identified before, suitable arrangements need to be made to get external support for SUMP development.

ACTIVITY 2.1Assess planning requirements and define geographic scope

(based on ‘functional urban area’)

Rationale

A Sustainable Urban Mobility Plan is embedded in a
wider regional and national planning framework. This
includes for example regulations, funding streams or
higher level strategies for spatial and transport
development (e.g. a national transport plan, where one
exists). It is crucial to assess the impact of the regional
and national planning framework to exploit opportunities
and avoid conflicts with higher level authorities at a later
point.

A SUMP should cover the functional urban area (i.e.
travel-to-work area), which in most cases goes beyond
the administrative boundaries of a municipality. If no
regional or national regulations for the geographic scope

of a SUMP exist, the most suitable spatial coverage
needs to be agreed by the stakeholders concerned and
approved by the political body. On the one hand, this
depends on the area for which the respective local or
regional authorities are responsible. But on the other
hand, it must follow the actual mobility patterns as much
as possible. A plan that covers the entire urban
agglomeration will be much more effective than one that
only covers parts of it.
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Tasks

R (QVXUH WKDW UHOHYDQW UHJLRQDRD ,@DWIOR@GDOHD V&V ONHRSRHO@HUYV DQG
legal requirements for the SUMP are identified. envisaged planning area and strive for formal
agreements on the geographic scope of planning
R *DLQ D FOHDU SHUVSHFWLYH RQ KRZawiKidsUHJLRQDO QDWLRQDO
and European framework will influence the planning
process. R 7DNH DQ RSHQ DQG WUDQVSDUHQW C
involvement of the authorities concerned. Ensure
R '"HILQH WKH JHRJUDSKLF VFRSH RIregRlrlicoB@uniQation\aKdexdbdange between
covering the functional urban area of actual mobility relevant authorities.
patterns (e.g. travel-to-work area).
R 1HIJRWLDWH RYHUDOO UHVSRQVLELC
R ,GHQWLI\ WKH DSSURSULDWH ERG\ ERGLHV WR WDNH
leadership in the planning process. R ,1 LWLV QRW SRVVLEOH WR GHILQF
fully consistent with the functional urban mobility
R 2EWDLQ D SROLWLFDO GHFLVLRQ W Rrda,&8éak ¥tie\bKdgdod ebRpetAtids With Rctors
scope and the lead organisation. on challenges that can only be dealt with at the
agglomeration level. This can build on existing
R (QVXUH WKDW WKH FRQQHFWLRQ WR c&eraticn_or WudIQeFridwWw\ptAEtiQeg SeyUdimal
corridors is considered. procedures, such as joint land-use plans, or informal
procedures, such as working groups).

Aims R (QVXUH UHSUHVHQWDWLRQ RI VW
entire planning area in the steering group.
Planning requirements

R (QVXUH LQYROYHPHQW RI FLWL]
R ,GHQWLI\ GRFXPHQW DQG DVVHVV planning area in participation activities.

Legal regulations and guidance on how to develop

a SUMP, including potential requirements for the Activities beyond essential requirements
geographic scope or the responsibilities of
different types of planning authorities (if any). R (QVXUH FRYHUDJH RI DUHDV OLQ

. . . o economic and environmental transport impacts.
Relevant regional and national funding criteria.

Higher level plans, strategies and objectives that

might influence your SUMP. For example, the plans Timing and coordination

of a National Road Authority for new or enlarged

roads could work against the objectives of a SUMP R ,GHQWLI\ UHJXODWLRQV DQG
by encouraging more car driving into the city. requirements at the very beginning and consider

these throughout the whole process.
R &UHDWH D VXPPDU\ RI WKH UHJLRQDO DQG QDWLRQDO

framework with suggestions of how to address it in R 7DNH WKHVH SDUWLFXODUO\ LQWR
your SUMP. stakeholder and citizen involvement (see Activity 1.4),
the geographic scope (this activity), links with other
Geographic scope planning processes (see Activity 2.2) and the timing

and work plan (see Activity 2.3).
R $QDO\WH WUDQVSRUW SDWWHUQY DQG DGPLQLVWUDWLYH

boundaries. Define your functional urban area (see R 'HILQH JHRJUDSKLF VFRSH HDUO\ VF
tool section below for more guidance). Include also account when setting up the working and participation

links to long-distance transport corridors (such as structures (see Step 1) — a clear agreement is

the Trans-European Transport Network, TEN-T, required before initiating the official Sustainable

national railway network). Urban Mobility Planning Process (see Activity 2.3).
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Checkilist
Relevant national and regional documents reviewed Political agreement achieved on geographic scope,
and results summarised. basic roles and responsibilities of authorities and

image © baona on istock.com

politicians.

Opportunities and impacts identified that might result

from the regional and national framework. Key authorities from the planning area included in the
core team and/or steering group.

Geographic scopes defined (if possible, the functional

urban area). Political agreement signed and adopted by municipal
councils.

Functional urban areas in EU Member States

The OECD and the European Commission have jointly developed a methodology to define functional urban areas
(FUAS) in a consistent way across countries. Using population density and travel-to-work flows as key information, a
FUA consists of a densely inhabited city and of a surrounding area (commuting zone) whose labour market is highly
integrated with the city.

R 7KH XUEDQ FRUH FRQVLVWY RI D SRSXODWLRQ FOXVWHU ZLWK D GHQVLW\ RI DW OH

R $ PXQLFLSDOLW\ LV SDUW RI WKH XUEDQ FRUH LI DW OHDVW RI LWV SRSXODWLRC

R 7KH JKLQWHUODQGK LV LGHQWLILHG DV WKH JZRUNHU FDWFKPHQW DUHDK RI WKH X
municipalities having at least 15% of their employed residents working in a certain urban core are defined to be part of the urban

hinterland.

The ultimate aim of the OECD-EU approach to functional urban areas is to create a harmonised definition of cities and their areas of
influence for international comparisons as well as for policy analysis on topics related to urban development.

The OECD offers profiles of the functional urban areas of each EU country. They include a map of the country with all functional urban
areas (also available as a free shapefile), a list of the functional urban areas by population size and the population living in those
functional urban areas. To access the profiles, please go towww.oecd.organd search for ‘functional urban area’.

Source: OECD 2019
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European Platform
on Sustainable Urban

Mobility Plans

Based on the common OECD-EU methodology, metropolitan regions are defined as
contiguous, dense and built-up functional urban areas with at least 250,000inhabitants.
They tend to have a high economic attractiveness, large commuter flows and complex
multi-modal transport systems, while typically also being transport nodes of national
and European importance. Metropolitan regions can be particularly challenging for
Sustainable Urban Mobility Planning due to the many affected municipalities and other
institutions.

The Topic GuideSustainable Urban Mobility Planning in metropolitan regions  provides
guidance for SUMPs at the metropolitan scale. It identifies four types of metropolitan
governance (informal/soft coordination; inter-municipal authorities; supra-municipal
authorities; special status metropolitan cities) and recommends examples and planning
principles for the different institutional set-ups.

European Platform
on Sustainable Urban
Mobility Plans.

There are various types of functional urban areas with different needs for SUMP
development. The Poly-SUMP Methodology offers guidance for polycentric regions with
several municipalities or cities that are closely dependent on each other. It gives
recommendations on how to initiate or develop regional transport cooperation in such

complex areas. Based on the terminology of thePoly-SUMP guide, polycentric regions

feature a capital city with a relatively low population (fewer than 200,000 in a larger region
or fewer than 100,000 inhabitants in a smaller region) and a number of intermediate

poles, smaller than the capital city, but greater than 5,000 inhabitants.

Sustainable Urban Mobility Planning can be as effective for small cities as for
metropolitan regions, but small cities show different needs than larger ones and usually
have very limited capacities for strategic planning. The Topic Guide orSustainable
Urban Mobility Planning in smaller cities adapts the SUMP process to the planning
realities of smaller cities. It offers guidance both for cities who want to develop their own
SUMP and for those who want to be part of a regional SUMP that was initiated by a
nearby bigger city. In addition to planning tools and participation methods that have
proven to work well in their context, the guide particularly focuses on measures that fit
smaller cities with strong car-dependency and weak public transport.
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The status of SUMP regulations in EU Member States

For more information on regional and national regulations on how to develop a Sustainable Urban Mobility Plan in
the EU Member States: CIVITAS SUMPs-Up & Prosperity: THE STATUS OF SUMPS IN EU MEMBER STATES

http://sumps-up.eu/fileadmin/user_upload/Tools_and_Resources/Reports/SUMPs-Up___ PROSPERITY-SUMP-Status-in-EU-Report.pdf

GOOD PRACTICE EXAMPLE

Basel, Switzerland: Cross-border planning cooperation for a
trinational agglomeration

The SUMP of the Canton of Basel-Stadt contains various cross-
border measures (across Switzerland, France and Germany) to
reduce car commuter traffic and limit congestion during peak
hours. For example, the ‘Pendlerfonds’ is a fund that collects
the revenue from parking management within the Canton. This
fund is used to finance projects that have a proven positive
effect on commuter traffic to and from Basel. Most of the
financed projects are Bike&Ride and Park&Ride facilities at key
stations of the regional railway network. Since the
establishment of the fund in 2012, a total of 394 bicycle and 966
car parking spaces have been co-funded at various railway
stations.

Author: Martin Dollesche, Canton of Basel-Stadt,
collected by EUROCITIES |mage: EUROCITIES

GOOD PRACTICE EXAMPLE

Kassel, Germany: Synchronised development of municipal and
regional SUMP

Due to the dense interweaving of the regional transport
network of Kassel and the surrounding area, the “SUMP
Kassel 2030” was complemented with a regional mobility
development plan. While the SUMP places emphasis on inner-
city transport and traffic flows, the regional mobility
development plan focuses on regional transport and
accessibility. Both plans were synchronised in terms of content
and spatial dimensions and a regional traffic model has been
established as the basis for both plans. The common target set
guides the development of measures and actions in both plans
and sets the standards for subsequent evaluation. Both
integrated action concepts contain a coordinated programme
of measures for implementation.

Author: Simone Fedderke, Centre of Competence for Sustainable Urban Mobility —
State of Hessen and City of Kassel, collected by Rupprecht Consult
Image: City of Kassel
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GOOD PRACTICE EXAMPLE

Grand Nancy, France: Metropolitan inter-municipal urban plan for
housing and development

Grand Nancy is elaborating a metropolitan SUMP, which will
integrate several sectoral plans into a single one. By pooling
resources and skills at the agglomeration level, this unique

document aims at harmonizing public policies on urban

planning, housing, mobility, economic and commercial

development, and the environment to achieve a shared,
coherent and united territorial project. The elaboration of the

plan is carried out by a transdisciplinary technical team, which

gathers staff from the urban planning, housing, economic

development, sustainable development and mobility
departments of the Grand Nancy metropolitan authority, and
supported by the regional agency for development and urban
planning.

Author: Aurélie Dore-Speisser, Grand Nancy Metropole, collected by EUROCITIES
Image: Métropole du Grand Nancy

ACTIVITY 2.2.Link with other planning processes

Rationale

A principal shortcoming of urban transport planning R 'HILQH KRZ 6XVWDLQDEOH SB8UEDQ OR
today is the lack of coordination between other policies other policies at the local and regional level can be

and organisations, aside from the integration of transport integrated.

modes. Addressing this deficit represents a major

challenge (e.g. coordination with land-use planning, R 6WULYH IRU KDUPRQLVDWLRQ RI W
environmental protection, social inclusion, gender with different technical and political decision making

equity, economic development, safety, health, education, processes (e.g. overall strategies, sectoral plans,
information technologies, energy, housing) for elections).

Sustainable Urban Mobility Planning, but is also a main

source for innovation and improvement. R (VWDEOLVK SODQQLQJ RI PRELOL!

shared policy domain.

Linking up with other planning processes and

coordinating goals and objectives strengthens your

Sustainable Urban Mobility Plan - as well as the plans Tasks

you link up with.

R ,GHQWLI\ ORFDO VHFWRUDO VWUD

mobility (e.g. strategies for different transport

Aims modes), as well as local plans from other policy
domains that may have an impact on urban mobility

R ODLQVWUHDP DZDUHQHVV RI WKH L QVgHahd k§e L eneryy, ErWvahMeh@Q economic

changes in urban structures (density, functions, development, social inclusion, health and safety).
socio-economic patterns, ecosystems) and mobility Also identify relevant plans of local transport
in relevant municipal departments and authorities. operators, service providers and other municipalities

in the planning area.
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R S5HYLHZ ZKHWKHU WKH JRDOV RIRVKEHNE QD B WRXSSRAUMWHREBEHG 6XVWDL
conflict with sustainable urban mobility objectives. Planning into the development and implementation
For example, a land-use policy that makes use of schedule of other existing policies and strategies
brownfield land is supportive, while one that promotes
urban sprawl is in conflict with the principles. Another

conflict could be, for example, if a health improvement Activities beyond essential requirements

plan emphasises physical activity only through

organised sport, as opposed to increased walking and R 6WULYH IRU LQWHJUDWLRQ ZLW
cycling for everyday trips, or if an education policy strategies. Some cities and regions have a long-term
encourages longer journeys to school. local development strategy or vision with a

perspective of 20-30 years. If such a strategy is

R ,GHQWLI\ FRRUGLQDWLRQ UHT XL U HawdilaDlevitvcab praviee/ovientatidd forvitie GUWWVIP for

policy domains. An example is the relation between defining overarching aims.

land-use planning and transport. Transport impacts

need to be considered in the land-use planning

process to maximise the use of sustainable travel to Timing and coordination

new developments.

R 6WDUW IURP WKH RXWVHW DW LD GR(

R /LQN WR HVWDEOLVKHG UHJLR Q D RviewicSoRIldabdn reduii@ventsiant] poential to

metropolitan organisation). This also includes long- be completed before defining the timeline (see Activity

distance transport corridors, such as the Trans- 2.3).

European Transport Networks — TEN-T.

R &RQVLGHU VSHFLILF UHTXLUCGh&KDWY RI VWUDWHJILF
environmental impact assessment, SEA.
Relevant policy linkages identified (synergies and
R '"HYHORS FRPPRQ DFWLRQV LQ FRRSdMIBYY.LRQ ZLWK DFWRUYV
from relevant policy fields. Strive for a modification of
sectoral policies and practices and/or create new Initial options for policy integration assessed.
inter-departmental fields of activity.
Dialogue established with concerned actors about
R (QVXUH UHJXODU FRPPXQLFDW Liregatibn@dsitiites.K D Q J H
between relevant authorities (and within authorities,
e.g. through regular meetings between transport and Initial prioritisation of integration options decided.
land-use planners). Consider including a land-use
planner in your core team or steering group and give
them a clear role in the planning process to create
ownership.

One example of linking different planning processes is the harmonisation of Sustainable
Urban Mobility Planning with Sustainable Energy and Climate Action Plans (SECAP).
This addresses the need for bringing together strategic planning of sustainable mobility,
climate adaptation and energy, and results in two harmonized plans with well-adapted
implementation and monitoring phases. Detailed guidance can be found in the
Guidelines for Harmonization of energy and Sustainable Urban Mobility Planning .

GUIDELINESFOR DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY RRAM Edition) 57



PHASE 1 PREPARATION AND ANALYSIS

Strategic Environmental Assessment (SEA) and Sustainable Urban Mobility Planning

For some measures it is obligatory to conduct a Strategic Environmental Assessment (SEA). As SEA and SUMP share common
elements, it is recommended to link the two processes. Undertaking a SEA at the SUMP level provides a consistent and holistic
framework for decision making. The inclusion of the relevant environmental information and considerations at the planning stage
contribute to more sustainable and effective solutions.The SEA should not be approached as a separate exercise but as an integral
part of the development of the SUMP, performed in distinct steps that feed to and from the plan:

&ROOHFWLRQ RI EDVHOLQH HQYLURQPHQWDO LQIRUPDWLRQ

6FRSLQJ DQG 6($ REMHFWLYHV

$VVHVVPHQW RI PHDVXUHYV

BUHGLFWLRQ DQG HYDOXDWLRQ RI HITHFWV DQG LPSDFWV

XU XV XUV XD

B3URSRVDO RI PLWLJDWLRQ PHDVXUHY DQG PRQLWRULQJ
All of the above need to be closely linked to the different steps of the SUMP. Basic pillars for effective decision making within the
context of SEA for SUMPS are clarity of responsibilities between authorities, effective public information and consultation and

consideration of expressed opinions before the adoption of the plan.

Author: EIB/JJASPERS

Figure 16: Corresponding activities in SUMP and SEA (EIB/JASPERS)

SUMP Strategic Environmental Assessment

Methodology
Activity 3.1: Identify information sources and

. Identification of other relevant plans, programs,
cooperate with data owners p prog

environmental protection objectives
Activity 3.2: Analyse problems and opportunities Data collection
(all modes)

Analysis / Identification of environmental problems

- N . Cross
A .2: Agr I ng k S
ctivity 5 gree objectives addressing key reference / SEA objectives
problems and all modes .
harmonize
Step 7: Select measure packages with Assessment of measure_s/gr_oups of measures
stakeholders (including measure assessment, coordinate (alternatives) vs SEA objectives
measure selection, measure packaging) Public consultation (highly recommended)
Prediction and evaluation of Plan effects / impacts
Activity 9.2: Finalise and assure quality of Mitioation measures
‘Sustainable Urban Mobility Plan’ document 9
Monitoring measures
Involvement of the public E(?;/;ES Environmental (SEA) Report
(e.0. Activity 4.2, 5.1, 8.4, 11.2) together Public consultation on SEA
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Linking SUMP with social inclusion policies

In several Belgian cities the development of a SUMP is complemented with policies that increase social inclusion in the domain of
mobility. With regard to access to public transport, more than 140 Flemish municipalities and cities have a third-party payment
agreement with the public transport provider for bus travels. This means their citizens can benefit from public transport at a reduced
fee, often with additional discounts for children, students, and/or the elderly. Moreover, for people who are unable to drive a car and
have a low income, sixteen municipalities and cities have a social fee for taxi rides and many more municipalities have a transport-
on-demand system with volunteers. In addition, cities and municipalities are increasingly providing trainings to vulnerable groups:
The city of Antwerp and Leuven have their own cycling school for adults and the city of Oostende helps newcomers with obtaining
their driving licence.

Author: Els Vandenbroeck and Evelien Bossuyt, Mobiel 21

image © RomanBabakin on istock.com

GOOD PRACTICE EXAMPLE

Bologna, Italy: Metropolitan SUMP linking territorial, mobility and
logistics planning

Bologna took an innovative approach by developing a mobility
plan that is integrated on both territorial and thematic levels:
its SUMP has been developed for the entire metropolitan area
and closely coordinated with sectoral plans for urban logistics
and biking. To achieve a common planning process, the team
of the Mobility Planning Office planned from the start to bring
them together. The key output of Bologna’s case is that
stakeholder engagement is a crucial aspect of any decision-
making process in a metropolitan area. The main challenge
was to find feasible and effective ways for policy makers to
steer urban logistics, which is a market dominated by private
businesses with often little municipal planning experience.

Author: Catia Chiusaroli, Metropolitan City of Bologna, collected by Polis
Image: Metropolitan City of Bologna
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GOOD PRACTICE EXAMPLE

Monzdn, Spain: Harmonized development of SUMP and SECAP

Based on the SUMP-SECAP harmonisation guide, Monzén
developed its SUMP and Sustainable Energy and Climate
Action Plan (SECAP) in an integrated way. The main activities
included (1) setting up a harmonization team in charge of
developing both plans and of exploiting synergies; (2) sharing
the transport emissions inventory between both plans; (3)
using the same reference year for the inventory of emissions;
(4) carrying out a study to identify which measures can be
included in both plans; (5) prioritizing SUMP measures
according to their ‘impact on SECAP’ criteria; and (6) involving
all municipal departments that could be affected by SUMP and
SECAP implementation in joint meetings.

Author: Andrea Conserva, Circe Foundation, collected by EUROCITIES
Image: Guidelines for the harmonization of energy and
Sustainable Urban Mobility Planning, 2018

GOOD PRACTICE EXAMPLE

Lahti, Finland: Integration of land-use and mobility planning

Lahti has developed an integrated strategic process, ‘Lahti
direction’, for the combined planning of land use and mobility.

The aim of the new approach, which was first implemented in
2019, is to build a sustainable city together with citizens,
stakeholders and decision makers. The process is ongoing and
cyclical, the strategy will be updated every four years, or each
council term. It includes the city plan, the SUMP, the

environmental programme and the service network

programme. The integrated approach has proven to work well

so far. It enhances the cooperation between the land use and
mobility planners and improves the engagement of citizens in

the mobility planning process.

Author: Anna Huttunen, City of Lahti, collected by UBC
Image: Lassi Hakkinen, City of Lahti
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ACTIVITY 2.3:Agree timeline and work plan

Rationale Tasks

Ensuring the right timing and a clear work plan are key Timeline:

to success. The activities to develop a Sustainable Urban

Mobility Plan partly depend on each other — R 7DNH VXIILFLHQW WLPH WR SUHSDU|
interdependencies need to be carefully translated into a well. The time needed to achieve a decision to develop

logical sequence that is harmonised with local a SUMP, set up working structures and define the
conditions. When determining the timing, it is crucial to planning framework varies a lot between cities. It will

consider ongoing planning and policy-making activities to a large extent depend on a city’s experience with

that can affect the process, such as elections, legislation strategic planning processes, institutional structures,
processes and other planning activities. the political context and the local ‘planning culture’.

Developing and implementing a SUMP is also a complex R 'HILQH D WLPHIUDPH IRU 6803 GHYHO

process institutionally. It usually requires revision of the phases of analysis, strategy development and
planning practices and working across boundaries. measure planning. In total, cities tend to require at

These management arrangements need a political least one year from the official start of the planning

mandate to make them widely accepted. A work plan that process until adoption, usually more.

indicates all milestones and clearly defines which

involved actors do what and when should be approved. - The analysis usually takes around two to six

months, but can also be longer if a lot of additional
data has to be collected;
Aims
Strategy development (including vision, objectives
R '"HYHORS D WDLORUHG SODQMRRICS UR RHW/tHrg&ts) Disvalll Yakesvdirothd two to five
context and coordinates activities well. months;

R 6WULYH IRU KDUPRQLVDWLRQ RI WKH Mydstré mannifid ok ti initiad itertifcation of

technical and political decision making processes potential measures until the agreed-upon set of
(e.g. overall strategies, sectoral plans, elections). measure packages, with defined financing and
Identify time windows for coordination. responsibilities, that are included in a finalised

SUMP document) usually takes around three to
R &ODULI\ DQG IRUPDOLVH WKH UROHYV RigHd @dtH3. B fhis depe@dS sthoKdh/lobl the
resource contributions. level of detail at which measures are prepared in
the SUMP process.
R &UHDWH UHOLDELOLW\ DQG WUDQVSDUHQF\ RI WKH SODQQLQJ
process. - Usually, some extra time is needed for the SUMP
to be adopted once it is ready. This varies a lot
R )DFLOLWDWH DQ HIILFLHQW SODQQLQJdsperdng dh\the/pelitcsll cifcBnigtdicestrahying

temporal interdependencies among activities, from just a few weeks to half a year or more. Good

minimizes risks related to timing and makes optimum integration of decision makers into the planning

use of resources. process helps to lower the risk of delays for
adoption.

R 7DNH LQWR FRQVLGHUDWLRQ SR
periods (e.g. elections or budget planning periods). In
the months before an election, it may be difficult to
move ahead quickly. This may influence the timing of
the planning process.
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R &DOFXODWH VRPH JTXLHWK ZRUN L Q Jrosus bnltte Gext tivdthiRdyyEaks b ydiRletailed
make the general planning more flexible and to avoid planning, but also do a rough planning for the next
severe delays. In addition, remember to include the 10 years and be aware of long-term measures that
time needed for communication as well as will start during the 10-year period and continue
stakeholder and citizen involvement. after (e.g. major projects, such as the construction
of a tram line).
&RPPXQLFDWH D SURYLVLRQDO WLPHOLQH VR WKDW LQYROYHG
actors can schedule in time for their contributions. Some cities prefer to define their timeframe
through important milestones, and do not use
&RQWLQXH WR LPSOHPHQW PHDVXUH VexattWinde Kramdés. YAh éxample wadld be the
during plan preparation and SUMP development. This opening of a new bus rapid transit line, and
helps to avoid the impression of inactivity, which is measures that will be implemented before and
particularly important for decision makers. after the opening. This can help to stay realistic
about the temporal framework and makes it
R &KRRVH D SUHOLPLQDU\ WLPHIU Dedsler td RIldw ferkh® cityxabdkhe public.
implementation, which will be defined in more detail
in the measure planning phase

Figure 17: Relative time requirements of the SUMP Steps.

The visualisation of the 12 Steps presents the relative amount of time needed to complete a respective step in relation to all other steps in
atypical SUMP process. For example, the management of the implementation process usually requires most of the time in the implementation
and monitoring phase, and is linked to the monitoring step. The arrows present typical feedback loops, e.g. if in Step 8 it becomes obvious
that certain measures require too much capacity, the selected measure packages might need to be readjusted in Step 7. (This Figure is not
based on exact measurements and only aims to be an orientation for planners.)
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Build in time for monitoring and updating
measures after SUMP adoption (see also Activity

11.1). The frequency for reviewing and updating

depends on your individual situation, also taking
into account legal requirements and election

cycles, but should be done at least every second

year.

PHASE 1 PREPARATION AND ANALYSIS

flexibility to amend the work plan as the work
progresses.

R '"HYHORS DSSURDFKHV WR RYHUFRP
exploit the drivers for Sustainable Urban Mobility
Planning (informed by the results of self-assessment
from Activity 1.1).

R &RQVLGHU UHYLHZLQJ DQG XSGDWRQ 3 WKHHIRMO PEBO B HYPKWOW SURFHG XU

five to 10 years. After 10 years the document is usually

outdated, while the measures should be updated
much more frequently.

Work Plan

stakeholders responsible for planning tasks (also
within your own organisation).

R $VVHVV ULVNV DQG SODQ IRU UHOH)

R ORQLWRU SURJUHVV HQIRUFH ZRUN
and adapt to changes.

R S5HLQIRUFH WKH SROLWLFDO PDQGDWH IRU WKH GHYHORSPHQW

of a SUMP. Ensure that decision makers broadly
agree that sustainability principles should be core to
the SUMP when they take the formal decision to
proceed with the planning process. This means a
focus on the environmental and social benefits of
mobility, not merely on better traffic flow.

Activities beyond essential requirements

R &RQVLGHU EUDQGLQJ H J QDPH ¢
process to achieve professional and recognisable
visibility in all public communication and events
throughout the process.

R 'UDIW DQ RYHUDOO ZRUN SODQ IRU WKH 6803 SURFHVVY WKDW

indicates all necessary milestones. Maintain a certain

Details on the tasks

The development process of a Sustainable Urban Mobility Plan is usually set up as a local project, which is also given
a specific title. It is reasonable to use the English terminology. However, this can generate resistance among

stakeholders and the public in non-English-speaking countries. To avoid this, it is advisable to select a (local) specific
term, which is confirmed by stakeholders or defined together. Using an appropriate term is also important to create acceptance for
participation and the process. It is also possible to name the process directly as the final product if a specific title has already been

chosen (see Activity 9.1 “Brand your Plan”).

Timing and coordination

Checklist

R 7LPHOLQH GHILQHG DIWHU ZRUN L Q JRealsticbasiv tnelinhy fdd Sulstaviabld/ UKSn

and planning requirements analysed, but before
starting the mobility analysis.

Mobility Planning process prepared.

Political mandate for developing your SUMP

R &RQWLQXRXV ILQH WXQLQJ RI WLPLQchnfikiedy SHFLILF DFWLYLWLHYV

(e.g. press releases, meeting calendar).

Strategy for risk management and quality

R $GRSWLRQ RI ZRUN SODQ DV D PLOHWWABeEhtHéVISRBAJH VWDUWLQJ

the official SUMP development.

Timeline and work plan developed and politically
approved.
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ACTIVITY 2.4.Consider getting external support

Rationale

For most public authorities, the specific skills re quired and concrete outputs for each task. Use suitable

for running the Sustainable Urban Mobility Plan process criteria for the selection of offers, which need to be

will exceed the capacities of their staff. The aim is to specified in the terms of reference. In addition to the

cover immediate skill requirements by contracting price, you should give proper weight to content

external experts, if needed, but also to develop and criteria (e.g. quality of the described concept and

maintain expertise of Sustainable Urban Mobility methods, and the expertise of offered personnel).

Planning within your own organisation. Experience has shown that quality pays off, and
unrealistically low offers often lead to low quality
results or follow-up costs for cities.

Aims

R :KHQ GHOHJDWLQJ SURMHFW PDQDJ
R %DODQFH VKRUW WHUP VNLOO U HcDpnsultdri ReepQhe/overBli@adrdibation@viehin your
capacity within your own organisation and in the planning authority. For all delegated tasks, always
wider professional community. foresee sufficient time and resources for quality
management by your organisation. Integrate capacity
R )DFLOLWDWH DQ HIILFLHQW SO D Q QhuipihgadiiesHnthe tevhks DiefereDAd Whenever
best use of resources. possible so that your internal staff can gain the
respective competencies for the next planning
R $GG YDOXH WR WKH 6803 E\ FRRSHUpPmMMsE QJ ZLWK H[SHUWYV
that contribute new approaches or fresh perspectives
on key issues.
Timing and coordination

Tasks R 7DNH LQWR DFFRXQW WKH WLPLQJ RI
developing the timeline and work plan.
R %DVHG RQ \RXU VWUDWHJI\ WR FRYHU VNLOO JDSV VHH $FWLYLW\

1.1), decide for which tasks external support is R &RQGXFW WHQGHULQJ DQG FRC
needed, if they cannot be efficiently covered through receiving political mandate and approval of the work

internal capacity building (or the recruitment of new plan.

staff).

R &RQVLGHU JHWWLQJ HIWHUQDO VX3&RistW IRU WDVNV IRU ZKLFK
a lack of skills in your organisation would reduce
quality or prolong the process considerably if Decision taken on which tasks to get external support
attempted internally. for, if any.

R '"HFLGH LI WDVNV FRXOG EH WH Qedpviddas ei@Gleredvand suitabl® cerdrattor chosen
(normally tasks that are closely related to each other, who understands the SUMP approach.
e.g. citizen engagement and communication) or
require very specific skills and need to be tendered
separately (e.g. data collection, or, even more
specifically, a household survey or an analysis of
cycling infrastructure quality).

R 7HQGHU DQG FRQWUDFW H[WHUQDO VHUYLFHV IRU WKH VHOHFWHG
tasks. Use clear terms of reference that describe the
tasks as precisely as possible, including a timeline
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Examples of tasks to get external support on

Tasks

Details

Preparation, organisation and
facilitation of events as well as
documentation and analysis of
discussion results related to the
engagement of stakeholders and
citizens

The administrative efforts required to carry out good participation processes should
not be underestimated.

The review of comments is usually done manually, which requires considerable
time. Especially online engagement requires planning authorities to manage a high
volume of responses (more than 1000 comments is not an unusual number).

Engaging a neutral facilitator can also help to avoid (old) conflicts and help a group
to collaborate in a constructive atmosphere.

Communication with the public

Communication activities, such as writing attractive news items for print and
online, designing public reports (e.g. the mobility strategy and the SUMP),
facilitating social media channels (which can receive high volumes of comments)
and taking professional photos during events.

Analysis of the mobility situation,
including data collection.

This could be either the entire analysis or specific technical subtasks or areas,
which are usually easy to separate (e.g. analysis of cycling infrastructure quality,
collection of traffic count data, walkability analysis, execution of a household survey,
setup of a transport model).

Training on specific activities

Training could help local authorities carry out larger parts of the SUMP process
in-house. This could be the case, e.g. for modelling. If a transport model is applied,
it would also be important for the city to have the expertise on how to use the model
even if a consultant is running the model.

Legal advice

In countries where a binding legal framework exists to mitigate the risk of having a
SUMP challenged in court.

image © BKK Centre for Budapest Transport
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GOOD PRACTICE EXAMPLE

Cluj-Napoca, Romania: SUMP development driven by external
consultants

Cluj-Napoca’s Urban Mobility Plan was developed by an
external consultancy under the coordination and guidance of
Jaspers and EBRD. Consultants lead the organisation and
implementation of the entire process, including data collection,
analysis of the existing situation, and the development of the
SUMP Action Plan. Internal staff was also closely involved in
all steps, providing valuable knowledge about the local context,
and thereby supported the consultants in developing tailor-
made solutions and a robust SUMP. Overall, hiring external
consultants brought technical expertise and fresh thinking,
and helped to improve the efficiency of the planning process.

Author: City of Cluj-Napoca, collected by ICLEI
Image: City of Cluj-Napoca

GOOD PRACTICE EXAMPLE

Thessaloniki, Greece: Expert support to set up a mobility monitoring
centre

For the development of the SUMP and the monitoring of
measures, local authorities of Thessaloniki analysed a wide
range of mobility data. The municipality signed a cooperation
agreement (2016 - ongoing) with a research institute,
benefitting from its scientific skills in sustainable mobility
planning, as well as in ITS, big data management and transport
modelling. The cooperation was key to ensure that the SUMP
implementation includes a good mix of technical and scientific
work, increasing the capacity and skills of the local authority’s
staff in stakeholder engagement and data collection.

Author: Maria Zourna, Municipality of Thessaloniki, and Georgia Aifantopoulou &
Maria Morfoulaki, CERTH/Hellenic Institute of Transport, collected by Polis
Image: Logo of Thessaloniki's SUMP
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STEP 3:
Analyse mobility situation

Identify information sources and

31 .
cooperate with data owners

Analyse problems and

& opportunities (all modes)

The last step of preparing well for the Sustainable Urban Mobility Plan is to analyse the mobility situation of your city.
This is a major milestone that provides the basis for rational and transparent strategy development. Before conducting
an analysis of the problems and opportunities in the field of urban mobility as well as including citizens in the analysis,
information and data sources need to be identified and cooperation with data owners should be set up. The aim is to
have target-oriented and focused data collection and analysis, which includes all transport modes and important
mobility-related aims and trends for the entire functional urban area.

ACTIVITY 3.1ldentify information sources and cooperate with data owners

Rationale

Before deciding on future policies, it is essential to know storage systems. As a result, access can become a
what problems you are currently facing. In urban problem due to a lack of information on existing
transport and mobility, this knowledge is often very databases and because of reluctance to share the
fragmented and incomplete. Like pieces of a puzzle, data information - in particular when commercial operators,
and information need to be put together in order to are involved who might also demand high payments for
describe the current situation. To conduct a good their data or cite commercial confidentiality. A thorough
analysis, you first need to identify which data is needed data audit, excellent communication with data owners
(to analyse all SUMP aspects and, in particular, the and mutual data sharing with them can help to overcome
political priorities of your process), what information is this. Experience has shown that early involvement of
available, and what is still lacking. Beginner cities with internal and external data owners and clear agreements
no or only few data available should not be discouraged can contribute to a higher willingness to cooperate.

and rather see it as an opportunity to improve data
collection as part of the SUMP process. A challenge most
cities face is that their data is not harmonised in terms
of timescales or spatial coverage, and that data is often
distributed between different data owners, holders or
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Aims

R ,GHQWLI\ GDWD QHHGYV LQ WHUPV R IwBRIOmastpEdpI®stdl drivRto thE\cemiry abd@@k
probable objectives. there despite good availability of Park & Ride? Strive
for data explaining the motivations for mobility
R *HW D JRRG RYHUYLHZ RI WKH DY D behbvio® HaG/ouwant td_iqfiiFencé o €xdmple by
quality and accessibility. including qualitative behaviour-related questions in
mobility surveys. This information will help to choose
R ,GHQWLI\ GDWD JDSV DQG DGGLWLR €fecddva.rebRukB Bty 0rRQ QHHGHG
for your mobility analysis.
R &RQVXOW VWDNHKROGHUY DQG WK
R &RRSHUDWH ZLWK HIWHUQDO DQG L Qwieng o Reukb ghatvibay feeQsWiowdR be

complete your dataset, ideally establishing long-term addressed by the SUMP. This makes them aware of
agreements to ensure good data supply also in the the planning process, ensures that their voices are
future. heard and makes the public feel ownership of the

SUMP. Their collective impression can also be a
R (QVXUH WKDW JDSV LQ GDWD DUH | Lwwl@eHIGsaikceiad iHfogranow that@etps to fill data

gaps.
R %\ FRPELQLQJ GDWD DYDLODEOH LQ GLIITHUHQW SDUWYV RI \RXU
organisation, in other organisations, and (if needed) R 6WULYH WR DUUDQJH GDWD VKDULC
by collecting new data, achieve a set of information of data that you need for your analysis. Respect
on urban mobility and related areas that enables a confidentiality (following European and national
status analysis. legislation), anonymise personal information and

handle data carefully to avoid cooperation problems

(consider setting up a security strategy for your data

Tasks management). Explain clearly why the data is
required, showing the benefits to be generated by its

R 3HUIRUP D GDWD DXGLW *HW DQ R WseUand teZcrive hovbive Dat@viAlHh&uged and held

and sources, identify all available data relevant for by your organisation. Agree together on the process
your Sustainable Urban Mobility Plan, and assess its to collect and share the data so that all partners can
quality and accessibility. rely on a single, common set of information (e.g.

secure data sharing platform).
R 5HWULHYH DYDLODEOH GDWD V\QWKHVLVH LWV FRQWHQW DQG

identify data gaps for your main mobility issues. R 7R ILOO LPSRUWDQW UHPDLQLQJ |
Select suitable data that describes the status of should check the availability of default values, such
transport and mobility in your city, focused on the as those provided e.g. by the national level, or collect
general aims of sustainable urban mobility (see first additional data that is not accessible from internal or
Milestone) and the political priorities that led to the external data owners. Data can be collected by a
decision to develop a SUMP. For example, if a political variety of means. For example, trends in the number
priority is to improve road safety, then data on of pedestrians can be determined by carrying out
fatalities is required. Your data should provide manual counts annually at key points in the city, such
information on the status and trends of: as by installing counting machines or conducting a
household survey. The choice of method depends on
- all transport modes used in your city, including freight the resources available, the size of the city and the
and the level of integration of modes (multimodality); level of reliability required. The following general

types of data could be distinguished:
- all main sustainable mobility aspects relevant to your

city (e.g. air pollution, traffic noise, road safety, - AXDQWLWDWLYH GDWD IURP DXWRI
liveability of public spaces, equitable accessibility to (e.g. counting machines, infrared and other
services, employment and education). sensors, cameras, satellites) or GPS data (e.g.

vehicle tracking, mobile phone locations collected
R *R EH\RQG D VLPSOH GHVFULSWLRQ R Ividvagps ov by abile pravide),D L P
to understand the underlying reasons. For example,
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For data collection, it is important to generate precise, specific and complete data sets,
but also to set priorities and clear targets for the purpose of the data. The Topic Guide
Urban Road Safety and Active Travel in Sustainable Urban Mobility Planning offers a
list of priorities for data collection related to road safety:

R , GHQWLILFDWLRQ RI WKH PDLQ W\SHV RI DFFLGHQW)V DV D
groups to approach and measures to be developed;
R ,GHQWLILFDWLRQ RI GDQJHURXV VSRWV LQ WKH PXOWL PR
R 6HWWLQJ UHDOLVWLF EXW DPELWLRXV WDUJHWYV IRU VDIH'
R $ZDUHQHVV EXLOGLQJ FRUUHFW DFFLGHQW ILJXUHV FDQ I

It also defines a minimum set of data needed to analyse the road safety situation in a
city. Most importantly, the analysis should consider:

R 7RWDO QXPEHU RI FDVXDOWLHY DQG IDWDOLWLHYVY SHU \HD
3 years;

R 7TRWDO QXPEHU RI DFFLGHQWYV ZLWKRXW LQMXULHV| JURXS
transport modes, over at period of at least three years; and

R /RFDWLRQ DQG W\SH RI DFFLGHQWY RQ WKH PXOWLPRGDOC

AXDQWLWDWLYH DQG TXDOLW DWhiny ahd@dordinationU RP VXUYH\V
(household, on-street, in-vehicle) or from on-
street observations (e.g. manual traffic counts, R &DQ EH VWDUWHG RQFH WKH FRUH \
site visits, inventory of curb space assignments), geographic scope is defined (see Activity 1.2 and 2.1),
at the latest after agreeing on the timeline and work
4AXDOLWDWLYH GDWD IURP LOQWHUYdaH.ZVY RU IRFXV JURXSYV

4XDOLWDWLYH GDWD IURP MRRUQDIOMVWEORHIGY VRWRDNMKH PRELOLW
media,
R 7KH LGHQWLILFDWLRQ RI GDWD VRX
Modelling data to fill data gaps. to the definition of objectives (Activity 5.2), strategic
indicators (Activity 6.1), and the monitoring process
(Activity 11.1).
Activities beyond essential requirements

R 8VH RSHQ GDWD DV PXFK DV SRVYheekidt 7KLV ZLOO PDNH
the process more transparent, allowing citizens and

stakeholders to access and use the data, which in Data needs specified, with view of political priorities
turn can benefit your planning activities (e.g. and probable objectives.

university students who analyse a mobility issue in-

depth or who programme a mobility app for your city). Available data identified and quality checked.

Make sure that the open data that is used is of high

Data gaps defined and additional data sources
identified.

R (VWDEOLVK D FHQWUDO PXQLFLS%&Qd&a%%%elﬁéﬂt%s\fgﬂﬂgﬁedwKDW

manages the data of all departments. This facilitates

internal data exchange and integrated planning, Data sharing with external owners of relevant data
making it easier to consider the data and policy agreed.

aspects of other departments.

quality.

Additional data collected, if needed.
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image © Mark Englert

Tools for measuring the quality of public spaces

There is a range of tools available that help you to measure how people use public spaces and to understand how they
can be improved for the public life that takes place in them. As one of the forerunners in this area, Gehl Institute offers
a selection of such tools on their website, such as:

R 7ZHOYH 4XDOLW\ &ULWHULD LV D WRRO IRU UHVHDUFKLQJ KRZ SXEOLF VSDFHV DUH
evaluate whether different features of a public space are protective, comfortable, and enjoyable for people.

R 3HRSOH ORYLQJ &RXQW PHDVXUHV KRZ PDQ\ SHRSOH PRYH WKURXJK D VSDFH DQG E
of how busy a space is at different times of the day and how accessible it is by different modes of transport.

R 7KH 6WDWLRQDU\ $FWLYLW\ ODSSLQJ WRRO KHOSV \RX PDS ZKDW SHRSOH DUH GRLC
playing sports, or performing live music. The result is a “snapshot” of activity in your survey area. By evaluating what is already

happening in a place, you can begin to identify potential enhancements to public life.

R ,QFUHDVLQJO\ DSSV DUH XVHG IRU SXEOLF VSDFH DQDO\VLYVY ZKLFK PDNH LW HDVLHU
and share the data on a public database.

For more information, see: https://gehlinstitute.org/tools/
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Listen & learn! - Online map-based surveys for data collection “7

Planning for people requires the (early) integration of citizens in the process - for example through data collection

with Public Participation GIS (Geographic Information System). Online map-based surveys, which link an online survey

with an interactive map, combine public involvement and data collection for smart planning that is based on peoples
needs, perceptions and ideas. PPGIS enables the collectin of data from a large and diverse group of people, whik it improves public
involvement, helps to create ownership for the process, and also takes up the citizen perspective. For planners, the collected data
can be a source of information, and PPGIS can also be used to give citizens decision-making power in the process. For example,
through defining the areas of intervention with mapping those with need of improvement (e.g. perceptions of public transport service,
mapping unsafe areas, insufficient cycling routes etc.). In this way, the city of Helsinki developed its Master Plan together with citizens
and the city of Stockholm collected ideas for the design of a new neighborhood. Rather than replacing traditional methods, online
map-based surveys can complement them to reach a wider public and increase the quality of the collected data. Especially for
metropolitan areas, Public Participation GIS can be a door opener to reach a wide audience in the whole region.

Which kind of data can you collect with online map-based surveys?

Collecting data directly from and with citizens can give you a completely new insight into people’s living environments that can be
utilized along the planning process. By asking participants to locate various places on a map (e.g. their daily activity places or areas
they prefer/avoid), assess the quality of infrastructure, or map their ideas for the future development of the city, Sustainable Urban
Mobility Planning can gain a closer perspective from the citizens and understand where actions need to be taken. By collecting spatial
data, geographical patterns can be linked with socio-demographic aspects, attitudes and environmental quality. Data from map-
based online surveys can, for example, be used to understand more about:

R ORELOLW\ EHKDYLRXU H J WKURXJK PDSSLQJ Rl YLVLWHG SODFHV URXWHV WULS

R 3O0ODFHV RI LQWHUHVW DQG DFWLYLW\ VSDFHYV

R 'LV 6DWLVIDFWLRQ DQG SHUFHSWLRQV RI HJ QHLJKERUKRRG XUEDQ VSDFH DFFt}

infrastructure, etc.;

R ,GHQWLILFDWLRQ RI DUHDV LQ QHHG RI LPSURYHPHQW H J LQVXIILFLHQW SXEOLF '

R ORELOLW\ UHODWHG KHDOWK RXWFRPHV DQG ZHOO EHLQJ DQG

R 'HPRJUDSKLF GDWD

Which online tools are available?

R 0D S W L Rn@ig3:DBrhdptidnnaire.com/

R &L W L htg3:ovinv.citizenlab.co/

R *HR)RUP ht{péWdithub.com/Esri/geoform-template-js

R O0DSSLQJ IR bttgsibapgitiforchange.org.uk/

image © City of Lahti

R *HR & LhttfpsJM@w.geocitizen.org/home/login

47 Source and further reading: Czepkiewicz, M., Brudka, C., Jakowski, P.,
Kaczmarek, T., Zwolinski, Z.,Miku a, , B kowska-Waldmann, E., Mlodkowski,
M., Wojcicki, M., (2016). Public Participation GIS for Sustainable Urban Mobility
Planning: methods, applications and challenges. Rozwdj Regionalny i Polityka
Regionalna, 35. 9-35.
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Measuring accessibility - the Flemish ‘Mobiscore’ approach

Urban mobility planning should focus not only on mobility in the narrower sense (i.e. the ease of moving around
in the city), but also on the final aim of mobility, which is the accessibility of places and activities. Accessibility
describes the actual potential to participate in out-of-home activities. One of the barriers you need to overcome in
order to address accessibility more explicitly in a SUMP is the difficulty to measure it.

The Flemish tool and its use in Flanders

In May 2019, the Environment, Nature and Energy Department (LNE) of the Flemish administration launched a web-based tool,
‘Mobiscore’, that assigns an ‘accessibility score’ to a particular house or land lot. The score informs potential buyers or renters
of a house about how well the various facilities — such as a railway station, bus stop, school, etc. — can be reached in a sustainable
manner; such as by foot or by bike. With the development of this tool, the Ministry department wants to raise awareness among
citizens about the mobility impact that arises from the choice of residence. The decision to buy or rent is an influential moment
that can be seized to drive change in mobility behaviour, for example modal choices. People who want to move to a new house can
easily compare the accessibility of different locations on the Mobiscore website (vww.mobiscore.be- only in Dutch). The tool could
also evolve into a useful analytical instrument for urban mobility planning. As it assigns an accessibility score for each hectare
(100x100m), a map of the different scores in a functional urban area would reveal areas with high and low accessibility. This can,
for example, help in deciding where to upgrade public transport or biking connections most urgently. Furthermore, it can certainly
better link urban development policy with mobility planning by showing where to develop housing, schools, etc., in order to promote
sustainable transport modes.

How the Flemish approach can inspire your SUMP

It is unlikely that a ready-made tool to measure accessibility to common daily destinations is available in your city. However, during
Activity 3.1 (Identify information sources and cooperate with data owners), you should check with the Spatial or Urban planning
department or research institutes in your area to see if GIS-based data on the location of shops, schools, etc., is available. Based on
these densities, an accessibility score for different areas in the city can be developed. In addition, density of public transport stops
or the identification of areas within walking distance of these stops (e.g. 400 meters for bus stops and 800 meters for train stops)
can be analysed. In the second SUMP phase on strategy development, accessibility indicator mapping can inform discussions with
public transport providers, citizens and other stakeholders. This is particularly useful when cooperating with urban development
departments in order to develop a so-called TOD strategy (Transit Oriented Development), i.e. urban development oriented towards
public transport nodes while also discouraging developments in car-dependent areas with low public transport accessibility. On the
neighbourhood level, accessibility mapping can encourage the development of active mobility routes and helps planning for mixed-
use developments, including schools, shops and services.

For more detailed information on the methodology used for the ‘mobility score’ indicator developed in Flanders, see:
https://www.tmleuven.be/en/project/Mobiscore(only in Dutch).

Author: Dirk Lauwers, Center for Mobility and Spatial Planning, Ghent University

Figure 18: Geographical distribution of the Mobiscore across Flanders (scoring for 1 hectare cells; red (4) being the least accessible
and blue (9) the most accessible; Transport & Mobility Leuven, 2019. Mobiscorewww.tmleuven.be/en/project/Mobiscore
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More analysis tools

R 7KH +HDOWK (FRQRPLF $VVHVVPHQW 7RRO +($7 IRU :DONLQJ DQG &\FOLQ.
the health impacts of walking and cycling in a city, www.heatwalkingcycling.org/#homepage

R $LU4 i+ 2 SHUIRUPVY FDOFXODWLRQV WKDW DOORZ IRU WKH TXDQWLILFDWLRQ RI W
estimates of the reduction in life expectancy, www.euro.who.int/en/health-topics/environment-and-health/air-quality/activities/
airg-software-tool-for-health-risk-assessment-of-air-pollution

R 7KH 8. '"HSDUWPHQW RI 7ZUDQVSRUW RIIHUV JXLGDQFH RQ SODQQLQJ F\FOLQJ DQG zD
www.gov.uk/government/publications/local-cycling-and-walking-infrastructure-plans-technical-guidance-and-tools

R $V D FLW\ \RX FDQ HQFRXUDJH FLWL]HQV WR UHSRUW LVVXHV UHJDUGLQJ URDG VDI
Some cities or countries have their own reporting platform, examples are the Radkummerkasten for Vienna, Austria (vww.
radkummerkasten.af) or FixMyStreet for the UK (www.fixmystreet.con).

R %<3$%' %LF\FOH 3ROLF\ $XGLW KHOSV \RX \WRw.Hypanon/eW [itdpHem fit-K528aprdeed SROLFL

R )RU PRUH GDWD JDWKHULQJ WRROV VHH DOVR Witts$l/dvjtas.eF®oBibVERoQ?HBIZ%BDW\ 7RRO ,
field_application_area%3A923

GOOD PRACTICE EXAMPLE

Gdynia, Poland: Partnership for data collection between
municipality and public transport authority

In the past years, Gdynia has established a valuable partnership
with different actors to collect data for mobility planning.
Detailed interviews with citizens on mobility preferences and
behaviours (carried out by the public transport authority), GPS
data collected in different campaigns and projects, traffic
observations, as well as interviews on the street with
pedestrians, drivers, and shop owners provide data. It is used
i.a. for heat maps, animations of cycling flows, and freight
statistics useful to transport and city planners. Developing a
trustworthy relationship with your partners and making them
part of the whole process helps you to both receive data and
maintain the partnership for the future.

Source: City of Gdynia, collected by UBC
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GOOD PRACTICE EXAMPLE

Bremen, Germany: Online citizen participation to assess the
mobility situation

Complementing traditional methods of data collection, the City
of Bremen utilised crowdsourcing-based methods to analyse
the problems and opportunities of mobility developments in
the city. A proactive participation strategy and innovative online
participation modules allowed citizens to be a key data source.
Citizens addressed questions - ‘where are things running
badly?’ and ‘where are they running smoothly?’ — through an
online platform, which enabled users to further mark specific
locations on a map and color-code entries according to
transport mode. The portal received more than 100,000 page
views, 4,000 contributions, 9,000 comments, and 100,000 ‘like’
or ‘dislike’ comments.

Author: Michael Glotz-Richter, City of Bremen, collected by ICLEI
Image: City of Bremen

ACTIVITY 3.2:Analyse problems and opportunities (all modes)

Rationale

A good mobility analysis is crucial in helping to define R 3UHSDUH D OLVW RI SUREOHPYV DC
appropriate policies and provides the necessary baseline relate to urban mobility (e.g. accessibility to services,

against which progress can be measured. The analysis pollution, social inequity, road safety, climate

should be as comprehensive as possible, but also needs protection, land-use patterns and resilience of the

to be manageable considering the given resources. A network).

proper analysis of all transport networks, modes and key

aspects of sustainable urban mobility need to be R ,GHQWLI\ DQG SULRULWLVH NH\ SUR
ensured, but you should avoid spending too much time by your SUMP.

and energy on analysing comprehensive data that is of
low relevance to the key issues in your city. Wherever
useful, the planning process should build on the results Tasks
of already existing plans and strategies.
R &KHFN NH\ SODQQLQJ GRFXPHQW\
transport for a useful analysis of the current status,
Aims problems and strategies. Such documents may
include sectoral mobility strategies and plans (e.g. on
R 3URYLGH D UHYLHZ RI WKH FXUUH QualkidgiVdydhhyg,\puBlic traPspBrt) Mad @ansport,

mobility and transport developments in the entire parking, freight) as well as plans and documents
functional urban area, based on data and relevant from other relevant policy areas (e.g. land use, energy,
planning documents both for passenger mobility and environment, economic development, social
freight transport. inclusion, health and safety), from local transport

operators and other municipalities. (Builds on Activity
2.2 in your analysis of planning documents).
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$OVR ORRN DW WKH PXQLFLSDO E X GDOHravspertRelatdxneasuieracilitate employ-
been invested in the different transport modes and in ment and support the development of an inclusive
measures addressing the different sustainability labour market?

aspects? Is this consistent with your city’s priorities
or do discrepancies exist?
Activities beyond essential requirements

$QDO\WH \RXU GDWD UHWULHYHG LQ $FWLYLW\ ODNH VXUH
to also use spatial analysis methods, for example by R 'UDZ RQ NH\ DFWRU NQRZOHGJH WR |
mapping road accidents, air pollution and noise sectoral policy documents (e.g. through interviews,
levels, areas far away from any parks, areas meetings).
inaccessible by public transport, or gaps in the
network of cycle paths and footpaths. Based on R %DVHG RQ WKH SUHOLPLQDU\ LG
existing information and expert assessments, problems and opportunities, consider doing focused
preliminarily identify the main problems and analyses to complete the picture. For example, a
strategies. hypothesis-led analysis to verify a specific issue that

has been raised, a diagnostic-led analysis to try to

TRIHWKHU ZLWK NH\ VWDNHKR O G H U Webtify Gskels Wdt hev® Mot bedhtaisedJdd a vision-
a baseline analysis to identify and prioritise the main led analysis to explore future priority topics
problems to be addressed by your SUMP. As far as in-depth.

possible, try to quantify the current status of mobility
and transport and visualise it on maps. Your baseline

should include the status, trends and problem areas Timing and coordination
of:
R 'LUHFWO\ EXLOGY RQ WKH GDWD FRC
all transport modes used in your city, including and, to a smaller extent, the self-assessment (see
freight transport and the level of integration of Activity 1.1) and the assessment of related plans (see
modes (multimodality); Activity 2.2).
all main sustainable mobility aspects relevant to R 7KH FRQFOXVLRQV RI WKLV WDVN D
your city (e.g. air pollution, traffic noise, road scenario building (see Activity 4.1) and the whole
safety, liveability of public spaces, equitable planning process.
accessibility to services, employment and
education).
Checklist
,QYROYH UHVLGHQWY LQ WKH DQDO\VLVY RI SUREOHPYV DQG
opportunities (e.g. by offering online maps where they Problems and opportunities with key stakeholders
can locate negative and positive areas for specific and citizens discussed and analysed.

transport modes).
Review and problem analysis concluded. Status of all

$VVHVV VRFLDO H[FOXVLRQ DV SH F Wtkansgprivhiidesland mairzaRpedts Rfl sustainable
transport policies. This means considering the needs urban mobility described.
of the whole community, including vulnerable groups
such as children, people with reduced mobility, the Baseline set against which progress can be
elderly, low income households, minority groups, etc. measured.
Gender aspects, i.e. giving women and men the same
opportunities, should also be looked at. Important Key opportunities and problems to be addressed by
guestions to consider are: the SUMP prioritised.

Does the transport system guarantee equal
access, affordability and availability?
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FUNCTIONS /
TRANSPORT
MODES

Walking

Cycling

Public transport
(bus, tram, metro,
train, etc.)

Vehicle sharing
(car, bicycle,
e-scooter, etc.)

Private motorised
transport

(car, motorcycle,
etc.)

Multimodality
(train station,
interchanges)

Freight

ANALYSIS

Figure 19: Example of how an analysis table can be used to define the status of the transport system (baseline
analysis) (adapted from Sundberg, R., 2018. SUMPs-Up Manual on the integration of measures and measure packages

- Start, p. 10.)
MODAL QUALITY OF SAFETY AND ENVIRONMENT EQUITABLE f/ITE/;\:SUUSR%F MAIN RECOMMEN
SHARE INFRASTRUCTURE  LIVEABILITY AND HEALTH ACCESSIBILITY DATIONS
IMPLEMENTATION
Many accidents on | Less and less Some areas lack Low activity. New Traffic safety
X y ; walkable accessto | , X
12% Poor road crossings pupils walking to walk to school measures are
parks and sports ;
near schools school i campaign. needed
facilities
Cyclists often feel Eﬁorts to mapping Increase city
X . . the bicycle network S 2
. unsafe, attractive Low use gives Few cycling lanes . administration’s
7% Medium . ] . in progress. Low X
cycle paths in small benefits along main roads budget for cycling
budget for new
parks measures
measures.
Some bus stops New bus fleet has Reduced fare for . - .
; . High activity, public -
need repair, feel been installed, unemployed, but Progress in right
16% Good K . . transport strategy L
unsafe in the decreased impact infrequent buses to direction, keep on
. N . . planned.
evenings on air quality poor outskirts
. Sharing offers onl No activity, purel Proper regulation
. E-scooters Low use gives ring of 4 - Y, purely U RN
0.5% Medium . ] available in the privately driven and knowledge
blocking footpaths | small benefits X
centre field needed
Introduce
Many accidents High use of cars Road networks High activity, new I=EENES D -
B strongly impacts . reduce car traffic in
64.5% Good with people that . g covers all parts of bypass is under .
air quality and ] ; city centre when
walk or cycle . the city well construction. .
noise levels bypass is
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European Platform
on Sustainable Urban
& Mobility Plans

“Don’t tell me where your priorities are. Show me where you spend your money and
I'll tell you what they are.” (James W. Frick)

The level of sustained investments in cycling infrastructure is a litmus test of how much
cycling development is valued. The United Nations Environmental Programme
recommended that at least 20% of the whole transport budget should be dedicated to
non-motorised transport. In the Netherlands, Europe’s most cycling-friendly country,
about 35€ per person is being invested annually in cycling development, with the largest
share coming from the local authorities. For the mobility analysis, the investment made
for the different modes is a good indicator to observe the prioritised fields of action of a

city and to uncover potential gaps in investment, such as in Cycling.

More guidance on how to successfully promote cycle use in Sustainable Urban Mobility
Planning can be found in the Practitioner Briefing Supporting and encouraging cycling
in Sustainable Urban Mobility Planning .

76

GUIDELINESFOR DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY RRANEdition)




PHASE 1 PREPARATION AND ANALYSIS

Figure 20: Example of how to illustrate the consistency between the city’s priorities (with regards to transport
modes and targets in this example) and what the city actually invests in (adapted from Sundberg, R., 2018. SUMPs-
Up Manual on the integration of measures and measure packages - Step up, p. 11.)

GOOD PRACTICE EXAMPLE

Malmd, Sweden: Comprehensive approach including manual,
mechanical, survey and app-based data collection

The City of Malmd uses a mix of methods to collect data on the
mobility situation as well as noise and air pollution. This
includes manual and mechanical traffic counts twice a year, as
well as travel surveys to measure changes and influencing
factors of travel habits every five years. Next to the traditional
way, the last survey was set up to be used in an online
application for mobile phones. The key success factor is to
connect the collected data to the traffic model and the follow-
up of infrastructural investments in the city. This supports the
decision makers in their actions for the development of the city.

Author: Andreas Nordin, City of Malmd, collected UBC
Image: City of Malmé
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GOOD PRACTICE EXAMPLE

Deinze, Belgium: Accessibility screenings for children and the elderly

The SUMP of the city of Deinze includes accessibility
screenings for public space and road design connecting
different activity places in the city. The accessibility screenings
are an example of how the city applies the principles and
objectives of ‘prioritizing modes (STOP[1])’, ‘attention to
vulnerable target groups’ and ‘proximity’, as defined in the

Flemish SUMP program, starting from analysis.

Author: City of Deinze, collected by Mobiel 21
Image: City of Deinze

[1] Dutch abbreviation prioritizing modes — walking, cycling, PT, (sharing) and only last
private cars as a thread in SUMP planning for all Flemish cities and municipalities.

Milestone:
Analysis of problems and opportunities concluded

At this point of the cycle, you should have finished all preparational steps and the status analysis. You have a good
overview of the mobility situation and planning framework, you have set up effective working structures and you know
what is important to consider for developing the SUMP’s vision, objectives, targets, and measures in your city. As a
fundamental milestone of Sustainable Urban Mobility Planning, you should have achieved a common understanding,
together with important stakeholders, of the main problems and opportunities. It is possible to involve key stakeholders
and local politicians again in order to foster acceptance of the SUMP, make the process accountable and provide a sound
basis for the upcoming strategy development. You should share the summarised results of your analysis, including all
problems and opportunities, and ensure support for further involvement in Sustainable Urban Mobility Planning. For
an easier process of sharing your results and breaking down the main problems and opportunities, you would ideally
summarise the key findings of the analysis in a ‘baseline report’.

image © Rupprecht Consult
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PHASE 2:Strategy development

Build and jointly
assess scenarios

Develop

Develop scenarios of

41 X
potential futures

g vision and . . .

& strategy with 4, Discuss scenarios with

> citizens and stakeholders

g stakeholders

(@]

% Set t-arg.ets

¢ and indicators e

g o Co-create common vision with citizens

g " and stakeholders

06 o Agree objectives addressing key problems

“ and all modes

Milestone: 6.1 Identify indicators for all objectives

Vision, objectives and
targets agreed

6.2 Agree measurable targets

The goal of the second phase is to define the strategic direction of the Sustainable Urban Mobility Plan in cooperation

with citizens and stakeholders. The key questions are:

What are our options for the future?

Analyse the likely changes in important external factors

for urban mobility (e.g. demography, information

technology, climate) and develop scenarios that explore
alternative strategic directions. Scenarios try to capture

the scope of uncertainty that comes with “looking into

the future” in order to have a better factual basis for

strategic decisions.

What kind of city do we want?

Use visioning exercises with stakeholders and citizens to
develop a shared understanding of desirable futures,
based on the results of the mobility analysis and scenario
impacts. A common vision and objectives are
cornerstones of every SUMP.

Make sure that your objectives address the important
problems and that they cover all modes of transport in
the functional urban area.

How will we determine success?

Define a set of strategic indicators and targets that
allows you to monitor progress made towards realising

all objectives without requiring unrealistic amounts of

new data collection. Choose ambitious but feasible
targets that are aligned with other policy areas.

At the end of the second phase, you have reached another
milestone of a widely supported vision, objectives and
targets.
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Figure 21: Overview of the main steps (scenarios, vision, objectives, targets) of Phase 2

SCENARIOS

Business-as-usual &
alternative scenarios

. with different strategic
Options for policy priorities
the future

VISION Developed future vision
4XDOLWDWLYH V F WLRQ
of desired future

OBJECTIVES

Specified description

. . . . . . . o

Set of
indicators
for all
objectives

Measurable
description of
desired future

Target
for each
indicator
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STEP 4:
Build and jointly assess
scenarios

Develop scenarios of

41 ;
potential futures

4o Discuss scenarios with
citizens and stakeholders

Based on the analysis of problems and opportunities, different scenarios should be developed and discussed with citizens
and stakeholders. These scenarios help improve your understanding of what urban mobility in your city could look like
in the future. In this way they can inform and inspire the subsequent development of your vision.

ACTIVITY 4.1:Develop scenarios of potential futures

Rationale

Scenarios help to better understand the likely effects of
external factors that affect urban mobility (such as
changes in climate, information technology, finance and
security) in combination with alternative approaches to
react to them. By illustrating different possible future

situations, they allow planners to assess consequences
of current trends, potential societal and local changes, as
well as alternative strategic policy priorities ind ependently
of each other. Examining the effects of these different
scenarios strengthens the factual basis for strategic

decisions. It can inform and inspire the development of

vision and objectives (see Step 5), and helps you to set

realistic targets for strategic indicators (see Step 6).

Aims

R &UHDWH D IDFWXDO EDVLV IRU WKH V

of a vision, objectives and targets.

Tasks

R ([SORUH SRVVLEOH IXWXUH GHYHO

relevant external factors for urban mobility (i.e. the
factors that are outside the city’s control, such as
demography, oil price, economic situation, climate
crisis, technological change or level of political support
for sustainable mobility). Consider current trends and
likely changes as projected by recent expert reports.
Analyse trends in typical forerunner cities, such as San
Francisco, and consider what would happen if digital
mobility innovations available there were also to
become available in your city. In addition, consider

R 8QGHUVWDQG WKH ULVNV DQG RS SeRsUM/IX ut highlyHdisrugtiveochanteisGhatwaruld

current trends and possible changes of circumstances.

heavily influence mobility in your city.

R '"HYHORS DOWHUQDWLYH VFHQDULRY WKDW LQIRUP DERXW WKH

likely impacts of different strategic policy directions.
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R $QDO\WH WKH LPSDFWV RI IXWXUH H [av&lys$i@ DIOthEseUfBXE Y. i D@ He/ useful to

on your local transport system. This includes the specifically search for circumstances where things
effects of global or national changes (e.g. new might go wrong, worst-case scenarios -, in order to
technologies enabling Mobility as a Service, identify the risks and limitations.) Such an
automated driving or free-floating shared mobility), assessment helps you to be prepared for potential
as well as local trends (e.g. strongly increasing or changes and their effects, and lets you understand
decreasing population affecting the city budget and which scenarios are more future-proof. It can also

urban development options). Assess what help to show the limits and risks of the current status

opportunities and restraints they would imply for your (business-as-usual scenario), explaining why
city. Do they open up new options? Or do they make changes are needed to prepare for the future, even in
certain sustainable policies harder? cases where most people are satisfied at the moment.

R '"HYHORS VHYHUDO VFHQDULRV WKDOW @GYR/E&EVYH E\HWIDOWWKBRQBWIUWHL Q WKH

policy priorities and their impacts on a strategic level. example in the discussion on how many and which
At least three scenarios should be developed: scenarios to develop. This enhances their ownership
and acceptance of the vision development process.

- A business-as-usual scenario that describes the (See also Activity 4.2)

development forecasted if the current policy direction

is continued and only measures that have already
been planned are implemented. ) )
What is a ‘Scenario’?
- Alternative scenarios that describe forecasted

) ) ) . A scenario is a description of a specific set
developments resulting from different strategic policy

of developments in the future which are

priorities (e.g. public transport focus vs. active relevant to urban mobility, including the
mobility focus vs. electromobility focus). Such likely effects of external factors (such as demographic and
scenarios show the contributions of different policy economic circumstances), as well as those of strategic

policy priorities (such as a strong active mobility or

directions, helping you to define what to put most ST RS

emphasis on. It is recommended to include only
sustainable policy directions, as the business-as-
usual scenario already allows the comparison with a
less sustainable scenario.

For more information on the topic, see also the US FHWA

R 8VH DSSURSULDWH VFHQDULR EXLOY e[‘?t%';i PR BIRY L S B W W dot.gov/
. L . planning/scenario_and_Visualization/scenario_planning

as modelling, purely qualitative analysis (based on
expert judgement or on past results of policy
strategies in your city or in similar urban contexts), or
a combination of both. In the case of modelling,
strategic and sketch planning models are Activities beyond essential requirements
recommended at this stage, since they are
inexpensive, quick to run, and can be used R ,QYROYH VWDNHKROGHUY DOUHDG\ G

interactively. Detailed transport models are usually for example in the discussion on how many and which
only used at this stage if they are readily available scenarios to develop. This enhances their ownership
without high extra costs. and acceptance of the strategy development process.

R $VVHVV LOWHUGHSHQGHQFLHY EHWZHHQ GHYHORSPHQWYV LQ
different sectors: Transport, land use, environment,
economy, etc. Identify synergies on a strategic level,
potential for integration, and the negative effects of
sectoral trends.

8 To avoid confusion, it should be noted that some planners use scenarios later

R SVVHVV WKH VHQVLWLYLW\ RI WKHWFRE AR W LTS R OO0, e

external factors, taking into account your previous best way to achieve objectives and targets, is called measure package appraisal
in this document (see Activity 7.2).
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Timing and coordination Checklist

R ))ROORZV WKH VWDWXV DQDO\VLV Impacts of potential changes in external factors

explored.
R 7KH VFHQDULR GHYHORSPHQW DFFRPSDQLHV WKH GHYHORS
ment of a common vision (see Activity 5.1), objectives Different alternative scenarios described, including a
(see Activity 5.2) and targets (see Activity 5.2). business-as-usual scenario.

Appropriate techniques applied to support the
scenario development and appraisal.

Sensitivity of scenarios to changing circumstances
assessed.

When developing future scenarios, possible trends and policy directions need to be
considered. As one of the current major trends, various concepts of shared mobility are
being implemented in many forerunner cities and can be expected to spread further in
the coming years. Mobility options like public bike sharing, e-scooter sharing,
e-motorbike sharing, (e-)car sharing, ride sharing and hailing, and shared freight
mobility could be part of the policy direction of a scenario. More information on the
different forms of shared mobility and how to implement them in the framework of a
Sustainable Urban Mobility Plan can be found in the Topic Guidéntegration of shared
mobility approaches in Sustainable Urban Mobility Planning

GOOD PRACTICE EXAMPLE

Maia, Portugal: Scenarios of different ambition to achieve the
agreed vision

The City of Maia developed its first SUMP in 2013. To come
closer to realising urban mobility which promotes sustainable
transport modes, Maia defined three different scenarios:
business-as-usual, intermediate, and proactive. The
intermediate scenario included both desirable and feasible
measures, while those in the proactive scenario were more
ambitious. While the latter scored a higher evaluation result
due to possible constraints not being considered, a
participatory event with key stakeholders led Maia to the
intermediate scenario, which could be realistically achieved.
The process highlighted the importance of stakeholder
involvement when developing and agreeing on future scenarios.

Author: Energy and Mobility Division, City of Maia, collected by ICLEI
Image: City of Maia
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GOOD PRACTICE EXAMPLE

Leipzig, Germany: Scenario building supported by transport modelling

The city of Leipzig developed six scenarios for different future
options in a scientific and open process.

The six scenarios were:

1. Continuation of the current mobility strategy;

2. Continuation of the current mobility strategy with constant
fares;

3. Sustainability scenario;

4. Bicycle City scenario;

5. Public transport priority scenario; and

6. Community scenario.

The scenarios were evaluated using various criteria
(attractiveness for users, ecological attractiveness, economic
attractiveness, systemic attractiveness) and a qualitative
assessment. The evaluation resulted in the prioritisation of
the 1. bicycle-scenario, 2. sustainability scenario and the 3.
PT scenario.

Author: City of Leipzig, collected by Marlene Damerau, Rupprecht Consult
Image: City of Leipzig

ACTIVITY 4.2:Discuss scenarios with citizens and stakeholders

Rationale

Discussing the different scenarios and their impacts with
citizens and stakeholders is the first step towards a
widely accepted mobility vision. Presenting different
potential futures and reflecting on them together will

create a shared understanding of the options for the
future. It also helps to create awareness of the
interdependencies and trade-offs between different
policies and sectors, the complexity of the strategic
decisions to be taken, and the risks faced.

The aim is to discuss and work towards a common
understanding of which scenarios or elements of
scenarios are desirable. Involving citizens and
stakeholders already at this stage will help you to create
broad ownership and acceptance of the objectives aul
measures that will later be selected.

Aims

R 8VH DOWHUQDWLYH VFHQDULRYV DV
general policy priorities and strategies for future
development.

R &UHDWH EURDG RZQHUVKLS DQG
process to select a common vision and objectives.

Tasks

R 3UHVHQW VFHQDULRY DQG WK
stakeholders. Stimulate a discussion on strategic
policy alternatives and their impacts. Group work and
other interactive formats can help you to create a
constructive and engaging atmosphere at the
meeting(s). Ensure that everyone gets an equal
chance to voice their opinion on questions such as:
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Which needs for change does the business-as-
usual scenario reveal?

Which of the alternative policy priorities are
desirable?

What level of ambition is needed to achieve
sustainable mobility in the future?

PHASE 2 STRATEGY DEVELOPMENT

representing these groups (e.g. kindergartens,

schools, universities, cultural associations, job

centres), communicating in several languages, and
conducting representative surveys (see also Activity
1.4). By comparing the demographic composition of
your meeting and online participants with the general

population in your city, you can identify
underrepresented groups that you should actively
seek to reach out to.

R 'LVFXVV DOVR LOWHUGHSHQGHQFLHY EHWZHHQ FKDQJHV LQ

the transport sector and in other sectors. How can

synergies be created and negative side effects
avoided? Consider the resilience of your current
transport system and of different scenarios against

changing external circumstances.

R 'LVFEXVV WKH VFHQDULRYV ZLWK D Zhe@iHdpulDQJH RI

from all parts of society. Aim to use a variety of
engagement methods that also reach typically
underrepresented groups, such as young people and
the elderly, ethnic minorities, people with low-

income, single parents and people with disabilities.
Such methods can include placing information and
feedback boxes or booths in different parts of the city
(e.g. on market squares and in shopping centres, also
in low-income areas), gathering feedback online and
via social media, cooperating with organisations

KHQ LQYLWLQJ VWDNHKROGHUYV
communicate a clear process and agenda so that they
know what is expected from them and how much
effort and capacity is required. A good argument to
convince them to participate is that,their needs
cannot be considered in the planning process without
SHRSOH

Activities beyond essential requirements

R 2UJDQLVH RIILFLDO SHUVRQDO LQYL)

mayor (or president of your organisation) to invite
high-ranking stakeholders (e.g. mayors of
neighbouring local authorities, local councillors, or

directors of large organisations). Their attendance
can help achieve high-level political support for the
SUMP process.

Timing and coordination
R )J)ROORZV RU DFFRPSDQLHV VFHQDUL

R 7KH GLVFXVVLRQ RI WKH VFHQDULT
with the development of a common vision and
objectives (see Activity 5.1 and 5.2). Scenarios and
visions are strongly related, and the sequence of
developing them can vary between cities or even run
in parallel.

Checkilist
The needs for change revealed in the business-as-
usual scenario discussed with stakeholders and

citizens.

Discussed with stakeholders and citizens which
scenarios or elements of scenarios are desirable.
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GOOD PRACTICE EXAMPLE

Prague, Czech Republic: Scenario building with strong stakeholder
and citizen patrticipation

In 2015, Prague designed three possible scenarios and
organised a workshop for experts, as well as a sociological
survey to select the most suitable scenario. 57 selected experts
gathered in groups and discussed the scenarios in a half-day
workshop. A sociological survey collected additional opinions
from 2,224 citizens. Based on the combined opinion of
stakeholders and citizens, Prague developed its final transport
strategy. Designing an expert workshop and a sociological
survey with essential, easy questions is an easy, cheap and
illustrative solution for scenario selection. It also provides a
powerful basis vis-a-vis to political approval, as based on
broad and balanced experts’ opinions.

Author: Véclav Novotny, Prague Institute of Planning and Development,
collected by EUROCITIES |mage: City of Prague

GOOD PRACTICE EXAMPLE

Antwerp, Belgium: Broad integration of citizens, policymakers and
experts in scenario discussions

The City of Antwerp has introduced innovative governance
methods to gain wide public support for their vision for the city.
After examining possible scenarios, a steering group selected
one that best matched the ambition of Antwerp and that also
included adequate and relevant projects for the region. This
approach led to an agreed ambition to develop innovative ideas
together with citizens and stakeholders. A total of 100 working
sessions were organised, in which about 3500 experts and
policymakers and approximately 3000 citizens and
organisations participated. An alliance was formed and it
developed a governance structure to manage the process. The
multidisciplinary teams used participation and co-creation
tools to shape input received from citizens.

Author: Annelies Heijns, collected by ICLEI
Image: City of Antwerp
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STEP 5:

Develop vision and
objectives with
stakeholders

o Co-create common vision with citizens

and stakeholders

Agree objectives addressing key problems

5.2
and all modes

Now you are ready to get started with the main steps of developing a Sustainable Urban Mobility Plan. Developing a
common vision and objectives are cornerstones of every SUMP. A vision is an important qualitative description of the
desired future for the city and its mobility, which is then specified by concrete objectives that indicate the type of change
aimed for. The two provide the basis for all subsequent steps of defining strategic indicators and targets and selecting
measures. Scenarios and visions are strongly related, and the sequence of developing them can vary in different contexts
or even run in parallel. Vision and objectives can only be guiding elements if they are widely accepted among stakeholders
and citizens; therefore it is crucial to co-create them and establish common ownership.

ACTIVITY 5.1:Co-create common vision with citizens and stakeholders

Rationale

What kind of city do we want to live in? How will it differ
from other cities? These are the central questions that
need to be answered by a visioning exercise involving all
stakeholders and citizens. A vision provides a qualitative
description of a desired urban mobility future and serves
to guide the development of appropriate planning
measures. It needs to place transport back in the wider
context of urban and societal development. In other
words, how can transport contribute to a positive future?

The vision should be prepared taking into consideration
all policy perspectives it seeks to address, especially
those of existing general city visions or strategic plans,
urban and spatial planning, economic development,
environment, social inclusion, gender equity, health, and
safety.

To create awareness and broad acceptance, the publ
should be actively engaged in the vision building process
and its outcomes. Citizens should get involved in
developing the vision, e.g. via a dedicated workshop.
Sustainable Urban Mobility Planning outcomes can only
be successful if citizens understand the vision and if they
support its broader goals.

Aims

R $JUHH RQ D ZLGHO\ VXSSRUWHG

builds on the results of the scenario discussions - a
long-term goal for mobility development serves as a
guide for the planning process.
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R

R

R

%URDGHQ WKH SHUVSHFWLYH E\ OR Rahiey publid \eR@QpEvatey) fassyig& E freight;
and mobility, e.g. at quality of life, health, and land motorised and non-motorised; and moving and
use. stationary. Consider the results and discussions of
scenarios when drafting the vision, e.g. by including
6BWUHQIJIWKHQ WKH ORFDO FRPP X QheWtenaric éf €@éfhents of BcénériovtikaHshowed
public’s collective ownership of the vision. the best results and were most widely supported.
(PSKDVLVH WKH SROLWLFDO YDOXR RIHDHGE30G HDRIGVHABWXWPHDO NHUV LQ W

the commitment of key actors and decision makers. discussing the draft vision with leading politicians
from all parties, which can also happen in informal
meetings, to achieve broad ownership of the vision. It

Tasks can be useful to conduct simple opinion polls with the

R

R

R

public; the trends that these reveal can serve as
(VWDEOLVK D UHSUHVHQWDWLYH JURguSeRts for ddnwnairy Ndttica deSslibh iakers.
that will be responsible for the development of the
vision. This could be the SUMP ‘steering group’ R '"LVFXVV WKH GUDIW YLVLRQ DQG It
created in Activity 1.4. and decision makers with stakeholders and agree on
a final version.

BUHSDUH KROG DQG IROORZ XS RQ VWDNHKROGHU PHHWLQJV
Different formats can be useful to achieve an open, R 3XEOLVK WKH YLVLRQ LQ D IRU
respectful and fruitful dialogue (see visioning understand and use visualisations to communicate it.
methods below, and Activity 1.4 for an overview of Disseminate the vision document widely, including by
formats). At the first meeting, provide basic using the media (local press, radio, TV, social media).
information to stakeholders to ensure a common
level of knowledge. This should include information
on any existing visions, as well as the results of the Timing and coordination
mobility analysis (Step 3) and the scenarios (Step 4).
Use maps, visualisations and concrete examples R %XLOGV RQ WKH PRELOLW\ DQDO\VL
from other cities as much as possible to inspire the (Step 4).
discussions.

R 6FHQDULRY DQG YLVLRQV DUH VWL
$YRLG VHFUHF\ DQG FRUSRUDWLVP sequdhcs ¥fEdevelopkg théhh €ad Wary between

and make notes from stakeholder meetings public to different contexts or even run in parallel.
guarantee transparency.

&RQVLGHU HQJDJLQJ FLWL]I_II\\I o R B R R V.V A W [ \Al I/ L1
development of the vision, e.g. via meetings or

. . What is a ‘Vision'?
workshops similar to the stakeholder meetings. At

the very minimum, you should actively inform citizens A vision is a qualitative description of a
about the vision building process (e.g. in a public desired urban future that serves to guide
relations campaign) and provide them with the - the development of objectives, strategic
possibility to give feedback on the draft vision. Take indicators and targets and the selection of suitable
all contributions seriously, but be clear and open measures thrpughout the SUMP process. It usu_ally has a
’ ] long-term horizon - that can even go beyond the timeframe
beforehand that not all suggestions can be followed of the SUMP, envisioning situations in 20-30 years.

and that decisions will have to be taken based on
opinions that often contradict one another.

(ODERUDWH D GUDIW YLVLRQ WKDW FRYHUV WKH HQWLUH XUEDQ
agglomeration and all relevant aspects of
sustainability, such as road safety, accessibility,
liveability, noise and air quality. It should also take
into account all modes and forms of transport,
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Checklist

Stakeholder group for vision development Stakeholder agreement on final draft of vision.
established.

Vision outcomes documented.
Citizens actively involved in vision building process.

First draft of vision developed and discussed with
citizens and decision makers.

Future search workshop

There are many formats to involve stakeholders and citizens in the visioning process. One of them is a Future

Search Workshop. The three-day workshop is designed to bring all important stakeholders together to create a

common ground. In a condensed process of 17 hours, participants work mostly in small groups to co-create a vision.
Ideally, you should gather a diverse group of around 50 to 60 stakeholders, including decision makers, planners, researchers, and
representatives of all important groups.

A Future Search Workshop is typically built around three themes:

a. Diagnosis: Take a look back in time to analyse how the current mobility situation has developed. Then look to the future by
exploring structural trends that are likely to influence mobility patterns in the future.

b. The future we want: Define the ideal future situation and share these amongst the other participants. Common ground is sought
and principles of actions to reach the desired future are outlined. Any differences and disagreements are also collected.

c. Action plan: In the final step of the process, the focus is put on the formulation of concrete projects and actions, based on the
visions developed in the previous phase.

Figure 22: The three themes of a Future Search Workshop Source: Adell, E., Ljungberg, C., 2014, The Poly-SUMP Methodology, p. 21)

a. Diagnosis: b. The future we want: c. Action plan:

Past Present Vision ‘ Actions ‘

For more information, see the Poly-SUMP Guidelines and the Practical guide on running a Future Search Workshop:
www.poly-sump.eu/tools

Towards cities of places

The CREATE project has studied city authorities’ policy perspectives in the past 50 to 60 years. Historically, they

identified three distinct visions. In most Western European cities, these perspectives have broadly followed a three-

stage sequential process: what begins as a car-oriented city becomes a sustainable mobility city and then later a
city of places. In practice, the shift is much less clear-cut, with overlaps and sometimes short term reversals of policy following an
election. The three stages usually also co-exist in a city at the same point in time, but in different parts of the urban area. Place-
oriented policies tend to start in the central areas and then spread outwards towards the suburbs, where car-oriented perspectives
dominate longer. While the exact timeline can be complex and varies from city to city, it is clear that there is a general trend towards
place-based visions.
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Figure 23: Urban mobility visions with their typical types of policy measures

Typical objectives of place based visions, which may inspire vision building in your city, are to create:

R PRELOLW\ VHUYLFHV WKDW HQDEOH HYHU\RQH WR PRYH IUHHO\ DQG VDIHO\ DURXQ((
modes of transport.

R ODQG XVH SDWWHUQV WKDW VXSSRUW KLJK IUHTXHQF\ DQG KLJK TXDOLW\ SXEOLF V
local diversity that residents can walk or cycle to access services that fulfil their daily needs.

R FLWLHV WKDW DUH OLYHDEOH DQG/SVRYIHFHWYD LH /@G AKWD\WQ UBV WHWH SFERRFHH- SHRSO
social and community activities.

R VXFFHVVIXO DFKLHYHPHQW RI ZLGHU XUEDQ SROLF\ REMHFWLYHV VXFK DV UHJHQHU
cohesion.

R JRYHUQDQFH DUUDQJHPHQWY WKDW IDFLOLWDWH RU VXSSRUW FKDQJH VXFK DV
integrated transport planning, business models, etc.

Source: Peter Jones et al., 2018, CREATE project summary and recommendations for cities:
http://nws.eurocities.eu/MediaShell/media/ CREATE-ProjectSummaryReccommendations.pdf

GOOD PRACTICE EXAMPLE

Leuven, Belgium: Widely accepted Leuven Climate Vision

With the expression of the importance to work towards climate
neutrality, the signature of the Covenant of Mayors by Leuven’s
mayor and the initiation of a consultation process, the city of
Leuven created the association Leuven Climate Neutral 2030
(or Leuven 2030). This association provides the framework for
defining a general long-term vision for the city. The
association’s membership represents all sectors of society,
with the municipality heavily involved in the process as well.
The goal of reducing greenhouse gas emissions is also
reflected in the local SUMP. It sets targets for doubling the
modal share of cycling and public transport and reducing the
use of cars in Leuven by 20% by 2030.

Author: Tim Asperges, City of Leuven, collected by Polis
Image: KarlBruninx
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GOOD PRACTICE EXAMPLE

Gothenburg, Sweden: A “Vision Zero” approach for road safety

Gothenburg, a city of 570,000 inhabitants, has, along with the
rest of Sweden, adopted a long-term “Vision Zero” approach to
road deaths and serious injuries. The city’s intermediate
targets are to reduce the annual number of road deaths from
9 to 3 and the number of serious and moderate injuries from
227 to 75 over the period of 2010-2020. In 1978, Gothenburg
had one speed-hump. In 2019, there are around 2500 traffic
calming measures, and citizens are asking for more. Traffic
calming, together with the separation of active modes of
transport from motorised traffic, contributed to the fact that
80% of the injuries sustained on the city’s roads do not involve
acar.

Author: Dirk Engels, Transport & Mobility Leuven, collected by Rupprecht Consult
Image: City of Goteborg, 2007

GOOD PRACTICE EXAMPLE

Madrid, Spain: Defining objectives for the peripheral areas

The new Madrid SUMP has a strong focus on the regeneration
of the city’s most vulnerable suburbs. The objectives of the plan
were defined based on a set of participatory activities with
neighbours to collect needs or problems in the different
peripheral districts. Furthermore, a full day of structured
dialogue was organised with technicians, experts, associatons
and groups of citizens to present the working strategic lines of
the mobility plan, analyse specific problems, and propose
possible approaches or solutions. The new SUMP will develop
pilot actions to make the action lines of the plan visible in the
city, evaluate them, and easily reproduce them in other parts
of the city.

Author: Cristina Moliner Hormigos, Madrid City Council, collected by EUROCITIES
Image: Madrid City Council
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ACTIVITY 5.2:Agree objectives addressing key problems and all modes

Rationale

To provide strategic guidance, a vision needs to be R 'HILQH FOHDU REMHFWLYHV WKDW K&t

specified by concrete objectives that indicate the type of selection and design. Specify what should be achieved
change that is desired. Defining objectives means and when. Objectives usually also include strategic
specifying what social, environmental or economic priorities and the areas to focus on to improve the
improvements are being targeted, stating exactly what situation. For example, a city might not only set the
needs to be ‘reduced’, ‘increased’ or ‘maintained’. objective to improve air quality and livability, but
Objectives are higher level aims of the Sustainable Urban already decide to reduce car use or to become a ‘city
Mobility Plan (e.g. cut congestion), while measures (e.g. of short distances’ to achieve this. These priorities
build a tram) are the means to achieve them. This goal- only provide strategic direction (goal-oriented
oriented approach contrasts with a planning approach planning), and they should not be too detailed as the
that focuses on the delivery of schemes and exact means are defined only during measure
infrastructure without reference to higher level planning (Activity 7.1 and following). The objectives
objectives. Continued stakeholder involvement is a must should include an integrated approach to all transport
to ensure acceptance of the identified priorities for modes, while following a shift towards more
mobility. sustainable modes.

Aims Activities beyond essential requirements

R 6SHFLI\ ZKDW WKH 6803 VKRXOG BFKLHUFMXVWGOGNDQOQY REWRFWLYHV ZLWK
account all aspects of the common vision. their feedback when defining the final objectives.

R )RUPXODWH FOHDU REMHFWLYHV D QQRYWUITHVHDQEIQURR URWW HREMHFWL
that specify the directions for improvement. funding bodies to make the measures included in the
Sustainable Urban Mobility Plan attractive for
funding. For example, national environmental
Tasks agencies may be willing to fund measures if a strong
focus is put on energy savings or the reduction of
R %XLOG RQ WKH YLVLRQ E\ DQDO\V L Qgieghkdubekgas RiBissRNSHP HQ W V
it outlines. Furthermore, take into account the results

of scenario development, in particular when defining R 'XULQJ WKH GHYHORSPHQW RI WKH
the strategic priorities and the areas to focus on to and throughout the whole planning process, be
improve the situation. conflict-sensitive when finding common agreements.

If necessary, consider conflict prevention actions to
R 7DNH LQWR DFFRXQW UHOHYDQW régdtedhe¢ riskhf tskithie and oL v@r Ded@sions
national and EU level. among different stakeholders.

R $VVHVV DQG GHILQH WKH GHVLUHG LPSURYHPHQWY WRJHWKHU
with stakeholders. Prepare and follow up by holding
stakeholder workshops and meetings. Agree on a set
of strategic objectives for overall themes that reflect
the needs of stakeholders and citizens in the urban A broad statement describing an improve-
agglomeration. Not all objectives may be easy to ment that a city is seeking. Objectives
achieve and there may therefore be a need to define specify the directions for improvement and

the most important objectives priority areas, but not the means for
' achieving it.

What is an ‘Objective’?
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Timing and coordination Checklist

R %XLOGV RQ WKH YLVLRQ $FWLWIisWnN reviewedd QGguidel thesdevearlbRment of
indicators and targets (Step 6). objectives.

Draft objectives developed.
Draft objectives discussed with key stakeholders.

Final set of objectives selected.

Urban Vehicle Access Regulations (UVAR) can show the highest impact when being
integrated into a mobility plan. UVARs often combine various measures (e.g. as Low-
Emission-Zone, Congestion Charge, Superblocks) to serve a combination of important
objectives. Some objectives that can be achieved by implementing UVARSs are:

,PSURYHPHQW LQ DLU TXDOLW\
&RQIJHVWLRQ UHGXFWLRQ
S5HGLVWULEXWLRQ RI URDG VSDFH

,QFUHDVHG OLYHDELOLW\ DQG DWWUDFWLYHQHVV RI S>

BUHVHUYDWLRQ RI KLVWRULF WRZQ FHQWUHV
1RLVH UHGXFWLRQ

VOV IOVXIOADO

TOPIC GUIDE

UVAR and SUMPs . — . :
N Ay aa— Additional objectives that can be achieved and related UVAR measures can be found in

integrated mobility policies the Topic GuideUrban Vehicle Access Regulations and Sustainable Urban Mobility
Planning .

GOOD PRACTICE EXAMPLE

France: Mandatory objectives adapted to cities of different size

In France, SUMPs (PDU - Plan de déplacements urbains) are
compulsory for urban areas with a population of over 100,000
inhabitants. These SUMPs are assigned eleven mandatory
objectives. Many smaller cities voluntarily develop either a full
PDU or a simplified plan. Therefore, dedicated guidelines were
developed to make a distinction between core objectives, which
are to be integrated by all (mandatory or voluntary) SUMPs,
and optional objectives, which a smaller city could choose to
integrate, depending on its own ambition, when developing a
simplified plan. Ongoing discussions in France are likely to
lead to a legal but flexible definition of the simplified mobility
plan after 2020.

Author: Thomas Durlin, Cerema, collected by Rupprecht Consult
Image: Cerema
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GOOD PRACTICE EXAMPLE

London, United Kingdom: Objectives for healthy streets

The Healthy Streets Approach puts people, and their health, at
the heart of decision making. The Healthy Streets Approach
uses 10 evidence-based indicators of what makes streets
attractive places. Working towards these will help to create a
healthier city, in which all people are included and can live well

and in which inequalities are reduced. To ensure that the
approach is successful, it is important to embed it in

overarching strategies and to make it evidence-based. It is also
necessary to involve communities and stakeholders to gather
political, community and organisational support.

Author: Chris Billington, Transport for London, collected by Walk 21
Image: Transport for London

GOOD PRACTICE EXAMPLE

Munich, Germany: Extensive stakeholder workshops for shaping the
objectives

To evaluate and discuss Munich’s Transport Development Plan
and its objectives, stakeholders were given the opportunity to
get involved during numerous public events. This included a
mobility workshop that drew approx. 100 attendees to share
ideas on future mobility. The ideas were incorporated into the
plan and thus set the direction for transport planning. A draft

document was also circulated and allowed stakeholders to
provide suggestions and highlight issues. Involving
stakeholders in the process not only enabled Munich to find
mobility solutions for everyone, but to also realise these
solutions later. The city aims to increase the number of routes
travelled by foot, bicycle and public transport and to quiet
traffic in inner-city residential neighbourhoods

Author: : City of Munich, collected by ICLEI
Image: Evisco / LHM
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STEP 6:
Set indicators and targets

6.1 ldentify indicators for all objectives

6.2 Agree measurable targets

The vision and the objectives provide an important qualitative description of the desired future and intended type of
change. However, this alone is not sufficient. In order to make these changes measurable, a suitable set of strategic
indicators and targets needs to be selected. The main aim is to define a set that is feasible, ambitious and mutually
consistent, allowing those involved to monitor progress towards achievement of all objectives without requiring

unrealistic amounts of new data collection.

ACTIVITY 6.1:1dentify indicators for all objectives

Rationale

The selection and definition of strategic indicators for all
objectives is an essential step for the further process of
setting targets and monitoring progress. It is important
to first identify the indicators to ensure that targets will
be selected that you are able to monitor with reasonable
effort. A systematic approach helps to identify a
manageable set of core indicators that reflect the
objectives well. Working with just a few indicators on the
strategic level may prove more effective, especially for
‘newcomer cities’ that have limited resources, data or
experience when developing a Sustainable Urban
Mobility Plan. While indicators for monitoring measures
will be developed later (see Activity 7.3), the strategic
indicators for measuring overall SUMP performance will
be selected here, together with the respective
measurement methods and corresponding data sources
that were identified during the preparation phase (see
Activity 3.1).

Aims

R 'HILQH D VHW RI VWUDWHJILF LQGLF
monitoring of progress made towards the
achievement of each of the objectives.

R 6HOHFW HDVLO\ PHDVXUDEOH D
indicators by taking into account existing data sources
(see Activity 3.1) and standard indicators.

Tasks

R 6SHFLI\ \RXU REMHFWLYHYV DQG
aspects need to be monitored.

R 'HYHORS D VPDOO QXPEHU RI TXDQWL
‘core’ indicators that are easily measurable,
understandable, and clearly linked to each of the
objectives
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Use standard indicators that are already well-
defined and have existing knowledge on how to
measure and analyse them. This enables
benchmarking against other cities or comparison
to national/international statistics.

Focus on impact indicators (also called outcome
indicators) that directly measure the achievement
of your sustainability objectives. Consider also
indicators from related areas, such as economy,
environment, health and social, not only transport
indicators.

Include a few indicators that are particularly
useful for communication with decision makers
and the public. These indicators should be easy to
understand and interesting for a wider public (e.g.
number of people seriously injured or killed in
traffic; number of locations exceeding air pollution
limits; or jobs created).

What is an ‘Indicator’?

An indicator is a clearly-defined data set
used to monitor progress in achieving a
particular objective or target.

Strategic indicators enable measurement of the overall
performance of a SUMP and therefore provide a basis for
its evaluation. On a more detailed level, measure indicators
allow for monitoring the performance of individual
measures.

R

R

R

R

R

R

(YDOXDWH WKH DOUHDG\ DYDLODEOF+
sources (see Activities 3.1 and 3.2), identify gaps in
being able to measure the intended outcomes, and, if
necessary, develop or identify new data sources (e.g.
survey data, quantitative data from automatic
measurements).

%HIRUH \RX VWDUW GHYHORSLQ.
indicators, discuss with key stakeholders and other
organisations in your area, as they might already have
adopted some. Progress is much easier to monitor if
indicators that have already been implemented and
accepted are used.

'"HYHORS D FOHDU GHILQLWLRQ IF
reporting format, and an outline of how data is
measured and the indicator calculated from the data.

Activities beyond essential requirements

&RRUGLQDWH ZLWK UHOHYDQW
stakeholders on regional indicators.

ODNH GDWD DYDLODEOH RQOLQH V
understand the severity of problems.

Timing and coordination

'LUHFWO\ EDVHG RQ WKH REMHFWLY'
leading on to the setting of targets in Activity 6.2.

*RHV KDQG LQ KDQG ZLWK B6WHS
and data sources are identified and analysed and the
baseline for the availability of data for indicator
identifications are set.

'"HYHORSHG VWUDWHJILF LQGLFDW
arrangements to be taken into account when planning
the monitoring of the individual measures (see
Activity 7.3).

Checklist

AXDQWLWDWLYH DQG TXDOLWDWL
identified for all objectives, including indicators used
by other organisations in your area.

Existing and new data sources evaluated.

Set of strategic core indicators defined, including
reporting format and measuring method.
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Figure 24: Overview of important quantifiable strategic impact indicators, based on the European sustainable
urban mobility indicator set (SUMI) and the international standard (Mobilise YourCity)

Objective

Indicator

Definition

Road Safety

Fatalities by all transport accidents in the
urban area on a yearly basis.

Number of deaths within 30 days after
the traffic accident as a corollary of the
event per annum caused by urban
transport per 100,000 inhabitants of the
urban area.

Access to mobility services

Share of population with appropriate
access to mobility services (public
transport).

Percentage of population with
appropriate access to public transport
(bus, tram, metro, train).

Emissions of greenhouse gases

Well-to-wheel GHG emissions by all
urban area passenger and freight

Greenhouse gas emission [tonnes

and non-exhaust for PM2.5) in the urban
area.

(GHG) transport modes. CO2(eq.)/cap. per year].
Air pollutant emissions of all passenger
Alr quality and freight transport modes (exhaust Emission index (kg PM2.5 eq. per capita

per year).

Additional urban mobility indicators:

R $IIRUGDELOLW\ RI SXEOLF WUDQVSRUW IRU WKH ORZHVW LQFRPH JURXS

1RLVH KLQGUDQFH

(QHUJ\ HIILFLHQF\

J X T XV T TV XV X

$FFHVVLELOLW)\ IRU PRELOLW\ LPSDLUHG JURXSV

&RQJHVWLRQ DQG GHOD\V

2SSRUWXQLW\ IRU DFWLYH PRELOLW\
OXOWLPRGDO LQWHJUDWLRQ
6DWLVIDFWLRQ ZLWK SXEOLF WUDQVSRUW
7UDIILF VDIHW\ IRU DFWLYH PRGHV

Source: European sustainable urban mobility indicator set (SUMI)
https://ec.europa.eu/transport/themes/urban/urban_mobility/sumi_en

You can find more tools to support you in selecting indicators in the CIVITAS Tool Inventory:
https://civitas.eu/tool-inventory/indicator-sets

More general information on monitoring can be found in the CH4LLENGE Monitoring and evaluation manual:
https://www.eltis.org/resources/tools/sump-monitoring-evaluation-kit
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GOOD PRACTICE EXAMPLE

Milton Keynes, United Kingdom: Easily measurable and available
set of strategic indicators

To assess the overall performance of the Sustainable Urban
Mobility Plan, the city council has selected a number of
indicators, including e.g. road network condition, average
journey time, air quality and road safety. The decision to select
these indicators was made as to allow for a correct assessmert
of the impact of the SUMP, and are easily measurable as well
as available or easily accessible. Milton Keynes Council advises
to define a clear set of SMART (specific, measurable,
achievable, relevant, time-bound) objectives for the SUMP,
which helps to later select indicators aligned with the SUMP
objectives. Based on experience, the SUMP team also advises
to use new technologies and indicator methodologies that have
been applied in other cities.

Author: James Povey, Milton Keynes Council, collected by Polis
Image: Milton Keynes Council

GOOD PRACTICE EXAMPLE

Malmd, Sweden: The Accessibility index as an indicator example

Malmé developed, based on relevant measurements, a
normative Accessibility Index that can assess the impact of
measures undertaken und uses maps to illustrate sustainable
accessibility. The Accessibility Index can function as support
for decisions in planning and in weighing different investments
and actions. It also allows for making comparisons between
different areas and population groups. The Accessibility Index
can constitute support for following-up on how accessibility in
the transport system develops over time and can thus serve as
one of several indicators for how well SUMP goals are reached.

Author: Andreas Nordin, City of Malmé, collected by Rupprecht Consult
Image: Sustainable Urban Mobility Plan Malmo
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ACTIVITY 6.2:Agree measurable targets

Rationale Aims

Targets represent a concrete form of commitment in a R 'HFLGH RQ D VHW RI PHDVXUDEOH W
Sustainable Urban Mobility Plan, stating what you want agreed-upon strategic indicators (see Activity 6.1),

to achieve and by when. Setting clear targets has two covering all of your objectives.

main purposes. Firstly, it provides transparency and

clear guidance as to how you want to change transport R ODNH VXUH WKDW WKH DJUHHG XSR!
and mobility in the city. Secondly, it allows cities to the achievement of desired outcomes.

understand the extent to which objectives are to be

achieved. If strategic core indicators and targets are R ([SUHVV IHDVLEOH EXW DPELWLRXV

well-defined, decision makers and the public will be able
to easily understand them and they can be an incentive R (QVXUH WKDW WKH WDUJHWY DUH P
to achieve better results.

SMART Targets

R Specific — precisely described using quantitative and/or qualitative terms that are understood by all stakeholders.

R Measurable — the current situation has been measured and is known. Resources are also in place to measure
the changes (qualitative and quantitative) that occur.

R Achievable — based on the technical, operational and financial competencies available and the stakeholder agreements/
commitments that have been made.

R Relevant — stresses the importance of choosing targets that matter, drive urban mobility forward, and support or are in alignment
with other targets.

R Time-bound — key dates for the achievement of the target are clearly defined.

Tasks

R 6HW WDUJHWYV IRU HDFK RI WKH VWU Dauspdrt syskeRhbis lnreved (eW.Rshave of

(selected in Activity 6.1) to allow for the monitoring of sustainable transport modes above 70% within 10

progress towards the achievement of objectives. years; or number of kilometres of high-quality bus

Targets should be SMART: specific, measurable, lanes implemented within the next 10 years).

achievable, realistic, and time-bound. Be ambitious,

but realistic, assessing what can be achieved. - Aim to avoid inconsistencies between indicators.
Start by defining targets for the strategic R ,QYROYH NH\ VWDNHKROGHUV LQ WD
indicators, which directly measure the desired ensure that targets are widely supported and realistic.
extent of achievement of each of the sustainability However, be careful not to let lobby groups block
objectives (e.g. greenhouse gas emissions from ambitious change that serves the majority of people.
transport reduced by 30% within 10 years). Prepare, conduct, and follow-up working group
Furthermore, include intermediate targets that meetings.
represent milestones towards the long-term
targets (e.g. greenhouse gas emissions from R ODNH WKH WDUJHWYV D SDUW RI Wk
transport reduced by 15% within 5 years). formally adopt them (see Activity 9.1).

Then set targets for the core transport activity
indicators, which measure the extent to which the
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Details on the tasks

Be ambitious but realistic!

In many cities, targets for urban transport and mobility reflect wishful thinking rather than what can realistically be
achieved. This is counterproductive. While it is good to be ambitious, you also need to assess honestly what can be
achieved considering the given resources and expertise.

Modal Split

Definition: The modal split can be defined as the share of people using a particular mode of transport within the overall
transport usage in an urban area. The modal split of each of the different modes of transport is typically displayed as a
percentage value. It can be calculated for passenger and freight transport, based on different units (eagmber of trips,
volume, weight, passenger-km or tonne-km), but it can also be calculated for different geographic areas (e.g. the functional urban area,
city center, district)#°

‘Show me your modal split - and | know your city’ might sound exaggerated, but in some ways it might be true. Cities want to know
how the people within the city get around, not only to get a picture of the transport system. Therefore, the first approach is to collect
data and then calculate and take a look at the modal split. This is what numerous cities do worldwide, which makes having a global
target for modal split highly valuable for a shift towards sustainable modes. The modal split might not be clearly defined or consistently
measured in every city, but it still acts as a globally-understandable value that is of high significance. On the one hand, it plays an
important role for defining the baseline of the transport system of a city. On the other hand, the modal split supports setting ambitious
targets for a shift in the current value, and to also compatre it with other cities. For example, London has set the ambitious target of
having 80% of all trips by residents to be made using sustainable modes of transport (walking, cycling and public transport) by 2041.

In the context of Sustainable Urban Mobility Planning, the modal split can be a part of the analysis of the current mobility situation,
but it can also represent one of the major targets used to evaluate progress made towards sustainable mobility. For example, if you
see an increase in cycling trips, you did not only come closer to achieving the overall vision of a bicycle-friendly city, but you can also
measure the progress of reaching your target of 10% higher bicycle share. The modal split can be seen as an overarching target that
is recommended to be integrated in the SUMP. The modal split not only makes it possible for you to compare changes in the transport
system over time, but it also allows you to measure specific trip purposes or even focus on different citizen groups, thereby allowing
you to observe mobility behaviour based on gender, age, etc.

Activities beyond essential requirements Checkilist

R 8VH ORFDOLVHG WDUJHWYV ZLWKLQ WKeystxkelbDaps iDvbl/&dRnRatidet3etindr Q
(such as for the city centre, industrial or commercial
areas, individual neighbourhoods, etc.) to take into Suitable set of locally achievable targets developed.
account locally varying transport behaviour patterns
and travel opportunities.

H 3 17
Timing and coordination Whatis a "Target”

Targets are the expression of an aimed-for

R 'LUHFWO\ EDVHG RQ VWUDWHQLF L D W&ud Yt & SrbkgidVihditakdbG More
Activity 6.1. specifically, they define what should be
achieved, in comparison to the current situation, by a

R 7DUJHWV KHOS \RX WR GHILQH DQ %pezg:fgg‘iak&ﬁvﬁﬁe Fgﬂgl\/'gf#jﬁ)’lﬁoflﬁ; PR,
performance of the SUMP (see Activities 11.1 and
12.1).

4 Eltis SUMP glossary, 2015www.eltis.org/glossary
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A good SUMP often includes targets related to public health, which can be closely linked
to targets about road safety, air and noise pollution, or the increased use of active modes
of transport. One example of a health-related targets comes from the SUMP of Vienna
(STEP2025):

“The proportion of the Vienna population that undertakes 30 minutes’ physical activity as
part of their daily travel will increase from 23% in 2013 to 30% in 2025.”

More information on how public health fits in with Sustainable Urban Mobility Planning
can be found in the Topic Guide orLinking transport and health in Sustainable Urban
Mobility Planning .

GOOD PRACTICE EXAMPLE

Dresden, Germany: Strategic targets developed by intensive round
table process

The 2025 targets for mobility and transport development in
Dresden were elaborated by stakeholders in an intensive
roundtable process. The SUMP roundtable created a
consensual paper of transport development targets, agreed by
all stakeholders and adopted with little modificati on by the City
Council in March 2011. The selected targets formed the basis
for SUMP elaboration. For both SUMP elaboration and
implementation, it was crucial to have politically adopted
targets in order to plan with certainty and ensure a high level
of acceptance. The initial SUMP evaluation in 2018 showed that
for further improvement in the future, the SUMP should
include more targets.

Author: Kerstin Burggraf, City of Dresden, collected by EUROCITIES
Image: Joe Breuer, pixabay.com
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GOOD PRACTICE EXAMPLE

Orebro, Sweden: Three key targets for traffic development

During the SUMP process, Orebro set three targets for traffic
development by the year 2020: (1) to increase the share of
cycling, walking and public transport to 60% of all trips (from
44% in 2011), (2) to decrease the absolute numbers of fossil
fuel-driven cars and (3) to improve the travel time quota
between car, bus and cycling. In the process of setting the
targets, one step was to reflect on how to monitor them. Orebro
considered which indicators the city already measures and
reports annually, and which indicators could be provided by the
national statistics office. As a lesson learned, the key success
factor is to choose targets that can be relatively easily evaluated
and/or evaluated with a certain interval according to the
ordinary monitoring of traffic indicators.

Author: : Lovisa Blomér, City of Orebro, collected by UBC
Image: Orebro Municipality

Milestone:
Vision, objectives and targets agreed

With reaching the third milestone - halfway through the planning cycle - you have completed the strategic phase of your
Sustainable Urban Mobility Plan. Many important decisions regarding the future vision, the city’s objectives, and the
strategic indicators and targets have been taken, which together form the strategic priorities of the SUMP. These results
can now be consolidated in a summary document, which will provide a stable guiding framework for the measure planning
phase. Before entering the next phase, you should consider getting feedback fromcitizens on your strategic priorities
once more, who will have already provided important input during the discussionof scenarios, creation of a vision, and,
sometimes, also the definition of objectives. This validates your strategic priorities and ensures public support and
acceptance. If possible, you should also get the strategic priorities adopted by decision makers (e.g. in the local councils)
to establish an even more solid base for the measure phase.

image © Pavliha on istock.com
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PHASE 3:Measure planning

Milestone:
Sustainable Urban
Mobility Plan adopted

. Develop financial plans and agree
cost sharing

' Finalise and assure quality
of ‘Sustainable Urban Mobility
Plan’ document

Select

. Describe all actions

‘ Identify funding sources and assess

financial capacities

measure
packages with
08 stakeholders

© Rupprecht Consult 2019

. Agree priorities, responsibilities and timeline

. Ensure wide political and public support 07

7.1

Create and assess long list of measures 4T

with stakeholders

7.2 Define integrated measure packages

7.3 Plan measure monitoring and evaluation

With the third phase, the planning process moves from the strategic to the operational level. This phase focuses on
measures to achieve the agreed objectives and targets. Here the Sustainable Urban Mobility Plan is finalised and its
implementation prepared by answering the following questions:

What will we do concretely?

Create a longlist of measures and assess their
effectiveness and feasibility to select those that best
contribute to meeting your objectives and its targets.
Bundle measures into integrated packages, discuss
them with citizens and stakeholders and assess them in
detail to validate your selection. Plan monitoring and
evaluation for each measure.

What will it take and who will do what?

Break measure packages down into actionable tasks (or
‘actions’) and describe them in detail, including their
estimated costs, interdependencies and risks. ldentify
internal and external financing instruments and funding
sources for all actions. On that basis, agree clear
responsibilities, implementation priorities and timelines
for each action.

At this stage it is essential to recruit political and public

support for the actions, as for example building projects
can be controversial even if their related objectives and
measures are supported by a majority.

Are we ready to go?

Many authors may have contributed to the various parts
of the Sustainable Urban Mobility Plan. Now it is time to
finalise the document and check its quality. Based on
your organisation’s conventions, a detailed financial
scheme can be included in the plan itself or is part of a
separate process. In either case, you should agree on a
budget for each prioritised action and long-term

arrangements for the distribution of costs and revenues

among all involved organisations before SUMP adoption.
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The most important milestone of the planning :
process concludes the measure planning MEASURES
phase: The Sustainable Urban Mobility Plan is :

adopted by the decision makers of the
competent political body.

Long list of

measures
Figure 25:
Overview of the main steps (measure assessment,
measure packaging, action planning) of Phase 3

Assessment

Rough cost estimation
of measures

Short list of
measures

MEASURE PACKAGES

Assessment

Detailed cost estimation
of measures

Selected set of ——
measure packages : Monitoring
> I | indicators for all

measure packages

Funding
0
Z
o)
l_
O
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Responsibilities | . 1l

Implementation priorities Financial plan
Timeline |
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STEP 7:

Select measure
packages with
stakeholders

Create and assess long list of measures

7.1
with stakeholders

7.2 Define integrated measure packages

7.3 Plan measure monitoring and evaluation

"'ASE 3 MEASURE PLANNING

The development of effective measure packages is at the core of Sustainable Urban Mobility Planning. Only well-selected
measures will ensure that the defined objectives and targets are met. The selection should build on discussion with key
stakeholders, transparently assess measures for feasibility and contribution to the objectives, and consider experience
from other places with similar policies. In order to maximise synergies and help overcome barriers, integrated measure
packages should be defined. Planning evaluation and monitoring of each measure (or measure package) early makes
sure it is considered when responsibilities and budgets are discussed later on.

ACTIVITY 7.1Create and assess long list of measures with stakeholders

Rationale Aims

The assessment and selection of measures aims to R ,GHQWLI\ D ZLGH YDULHW\ RI PHDVX

identify the most suitable and cost effective measures to

achieve your vision and objectives. In order not to forget
relevant options, a comprehensive longlist should be

created based on your own expert knowledge, the ideas
of stakeholders and the public, the experience of
practitioners in other cities, and databases of measures

and measure types.

To achieve a set of effective measures that realistically
fits with the available resources and local circumstances,
a transparent assessment of all options on the long list
needs to be conducted. The assessment will be guided
not only by effectiveness in terms of contribution to
objectives, but also by acceptability and value for money.
Especially in times of tight budgets for urban transport
and mobility, it is crucial to get the most impact possible
for the resources spent.

contribute to your vision, objectives and targets.
Learn from experienced cities and practitioners to
consider all relevant options.

R 6HOHFW WKH PRVW SURPLVLQJ PHEL
context.

R (QVXUH HIILFLHQW XVH RI DYDLODE
selection of financially unrealistic measures.

R &RQGXFW D WUDQVSDUHQW SU|
convincing evidence for the effectiveness and
feasibility of selected measures.
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What is a ‘Measure’?

A measure is a broad type of action that is

implemented to contribute to the achieve-

ment of one or more policy objectives in a
SUMP, or to overcome one or more identified problems.
Examples range from land use, infrastructure, regulation,
management and service measures to behavioural,
information provision and pricing measures.

Tasks

Identification of measures (option generation)

R 3URGXFH D VA\VWHPDWLF RYHUYLH

R

already planned or implemented, based on sectoral
mobility plans (e.g. on walking, cycling, public
transport, road transport, parking, freight) as well as
plans from other relevant policy areas (e.g. land use,
energy, environment, economic development, social
inclusion, health and safety).

&UHDWH D ORQJ OLVW RI QHZ S
connect to your objectives and vision. Consider new
and innovative ideas. Also include measures that
would be implemented by the private sector. Use
databases of measures and lists of measure types to
identify measure gaps and to be inspired (see Tool
section below).

,QYROYH VWDNHKROGHUV LQ GU
measures.

%H VXUH WR LQFOXGH D PLJ
operational and organisational measures for all
relevant transport modes in the long list. Also aim for
a mix of measures with effects at the short, middle
and long term.

/HDUQ IURP RWKHUVK H[SHULHQFH
have already been successfully implemented
elsewhere and get in touch with their planners. This
avoids ‘re-inventing the wheel' and making costly
mistakes that others may already have learnt from.

Databases of urban mobility measures

There is a wide range of possible measures. This means
that identifying the most suitable measures for your local
context will require some desk work and talking to
members of the project team as well as stakeholders.

You may want to consult online databases and documents
that provide an overview of possible measures that may
match your objectives:

R 6803V 83 0DQXDOV RQ WKH LQWH
and measure packages in a SUMP (three versions for
beginner, intermediate and advanced cities), including
a long list of over 100 measures for 25 categories:
http://sumps-up.eu/publications-and-reports/

R &+ //(1*( OHDVXUH VHOHFWLRQ PD(
Z Rl nBéﬁe@e&i%‘ﬂAékgge\évomwurQ Hr'@ustainable
Urban Mobility Plans: www.eltis.org/resources/tools/
sump-measure-selection-kit

(3200 ZHEVLWH IRU GHWDLOV RQ
e.g. the MaxExplorer helping you to identify the most
suitable ‘soft measures’: www.epomm.eu/index.
php?id=2745

RWRH QW WD O PR®HNX ORR/O WRKIDIN W K

Mapping and spatial design, Good Practices and
Fingerprint: https://vitalnodes.eu/tools/
R &RPSOHPHQWDU\ 6803 JXLGD
different guides include a range of recommended
measures for specific topics or contexts.

On the European level, the two most encompassing
resaurces for impl tations of urban oﬁlit easures
b Z(jrn(éjpjaclgg%s Féﬁr:“glfur )%éttﬁs r{ﬁr % tl‘:%jr%pe
are the case study sections of Eltis (vww.eltis.org), i.e. the
European Commission’s urban mobility portal, as well as

W X EQ's wrbkite [of neyCH iVARrRigHve)fapcleaner and
better transport in cities (www.civitas.ey.

,GHQWLI\ PHDVXUHV WKDW

1JUDWL

PXDO |

PRELO

$SSUL

QFH
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image © Ralf Brand

Tools for measure identification

Figure 26: Examples of measure areas to address different overall challenges common in urban mobility planning.
A challenge can be addressed with a wide range of different measures. The different measure areas displayed in the
pie-charts can be used as a control to see if a city uses all relevant areas to address a certain challenge (Sundberg,
R., 2018. SUMPs-Up Manual on the integration of measures and measure packages - Step up, p. 9).
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Figure 27: Example of a structure to get an overview of the coverage of different types of SUMP measures and the
balance of internal and external measures (Sundberg, R., 2018. SUMPs-Up Manual on the integration of measures
and measure packages - Step up, p. 13.)

Online tools supporting measure identification and appraisal

Urban Transport Roadmaps

The Urban Transport Roadmaps tool allows users to explore and identify appropriate sustainable transport policy
measures, as well as to quantify the transport, environmental and economic impacts of these measures:
www.urban-transport-roadmaps.eu

KonSULT Measure Option Generator

This online tool allows users to quickly identify those policy measures that fit their situation. Users specify their
objectives or problems and the option generator provides a ranked list of 64 measures, with links to detailed
measure descriptions: www.konsult.leeds.ac.uk
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Assessment of measures (option appraisal)

R &RQGXFW DQ DSSUDLVDO RI DOO PH DV xatilivcortQandrénefid R ipjust thosg/that can
to identify the most suitable and effective ones for be easily measured or valued — are taken into
your SUMP. account.

Consider the likely impact of measures on the R %DVHG RQ WKH UHVXOWYV RI \RXU DV

performance of the transport system (by changing
the demand of travel, by changing the supply of
transport facilities, or by changing the cost of
provision and operation of the transport system).

Assess for each measure the likely performance
against each of the city’s objectives (effectiveness),
the likelihood of being approved (acceptability),
and implications for the city’s budget (value for
money). Consider different assessment methods
and decide which one to use. The choice depends
on your experience and available resources and
may include both qualitative and quantitative
approaches.

- Avrelatively quick approach used by many cities
is expert ratings of multiple criteria (simplified
multi-criteria analysis), for example in a series
of workshops. To follow this approach, a group
of qualified experts should be gathered (e.g.
the SUMP ‘steering group’ or ‘core team’).
After presenting a measure, each expert rates
individually, scores are discussed as a group,
experts can amend their ratings but do not
have to agree on a common score, and finally
the averages are calculated to compare and
prioritise measures (see Tool section below for
an example of how to organise such a rating
method). For a more qualified average, it can
be useful to weight the ratings of experts
depending on their field of expertise (e.g.
environmental experts get a higher weighting
in the air quality rating, financial experts in the
cost rating, etc.).

- Online tools that can support this include, for
example, the KonSULT Measure Option
Generator and the Urban Transport Roadmaps
tool, which can both inform impact appraisal
with impartial estimates of expected
effectiveness (see Tool section below).

Assess the proposed measures with an eye to
their realistic and timely implementation with the
given resources (pre-feasibility check). Ensure

long list of measures to a short list with the most
promising measures.

Ensure that both passenger and freight transport
flows are considered.

Ensure that all modes are equally considered and
compared in assessing costs and benefits.

BURYLGH D PRUH GHWDLOHG V.
measures on your short list. Consider where and
when the measure should be implemented, and who
will use it or be affected by it.

3UHSDUH GHWDLOHG FRVW HVWLPI

measures that include estimates for all relevant
categories: civil works/construction; survey,
investigation, design, and mapping; institutional
development/capacity development; stakeholder
engagement and communications; equipment,
vehicles, and materials; consulting services;
operation and maintenance; land acquisition;
incremental administrative costs; initial working
capital, and; taxes and duties. Inadequate cost-
estimates are often considered a significant risk in
infrastructure investment appraisals.

,QYROYH RWKHU GHSDUWPHQWV L
department) early on and provide benefits for
participating. That will help you to define responsi-
bilities and cost sharing later on (see Activity 8.3, 9.2).

,GHQWLI\ ZKLFK PHDVXUHY UHTXLUH
technical support for feasibility, technical or market
studies.
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Tools for measure appraisal

Example table showing how the rating of listed measures can be structured. The rating can for example be done by
experts from the city in a workshop:

Figure 28: Example of an impact assessment of measures. Effectiveness assessment scale from -2 to 2; -2 = the measure imposes
a clear risk on the achievement of the objective, 0 = the measure has a neutral effect, 2 = the measure clearly contributes positively.
Assessment scale for acceptability and value for maney from 0 to 3 (based on Mattson, C., 2018. SUMPs{uStandards for developing

a SUMP Action Plan, p. 9).

SUMP VISION & TARGETS EXPECTED OUTCOME

MEASURE /

MEASURE
PACKAGE

Increase of traffic
Increase of walking,
cycling and public

transport
Decrease of private

car traffic

PRIORITY
LEVEL
(SUMMARY
OF SUMP
VISION)

... if measure is
implemented

... if measure is
not implemented

Better No improvements
infrastructure for cyclist. In the
Segregated Cycle 5 for cyclists. More best of scenarios
g. ) g 4 2 2 1 Y - that means no
Facilities (2+2+1) people using
. decrease of
the bicycle for .
everyday trips people using the
‘ bicycle.
A shift towards
more use of
sustainable .
transportation Business as usual
. P in modal share.
Develop mobility 4 for everyday .
0 2 2 ; No increase
management plan (0+2+2) trips. Increased ]

. of sustainable
use of existing modes
infrastructure '
for sustainable
modes.

Status quo
Increased safety n T“fm.ber
Improve . of injuries of
: and security for .
pedestrian 4 . pedestrians. Low ¢
. 2 2 0 pedestrians. More .
crossings on (2+2+0) . perceived safety
S people walking
prioritised routes ’ can lead to less
for everyday trips. .
people moving by
foot.

GUIDELINESFOR DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY RRANEdition)



PHASE 3 MEASURE PLANNING

Activities beyond essential requirements Checklist

R &R LGHQWLI\ PHDVXUHYV ZLWKLQB\ VWDpdhiéiRed &nld plahndd ¥R @es analysed.
them closely into option generation and appraisal.
Long list of potential measures created.
R $VN WKH SXEOLF IRU PHDVXUH LGHDV IRU H[DPSOH LQ DQ
online format, to inspire your long list. Exchange of experiences established with planners
that have implemented interesting measures in other
R 6HDUFK IRU JRRG H[DPSOHV EH\RQ CGcitigs ¥rWedon) FLW\ DQG
country.
Suitable measures assessed with an eye to
R ,QYLWH SUDFWLWLRQHUV IURP R WK Effdctvénesb fihveriof\cRnributioh W dbjertives),
advice. acceptability and value for money.

R 7DNH \RXU ORFDO GHFLVLRQ P DNH U VMBSRpDmising\hieasured séhecibdoiDshirt Nst)
that has successfully implemented one of your key
measures to increase its acceptability. Detailed specifications and cost estimates for
shortlisted measures available.
Timing and coordination

R $IWHU YLVLRQ REMHFWLYHV DQG WDUJHWV KDYH EHHQ GHILQHG

R )LUVW LGHQWLILFDWLRQ WKHQ DVVHVVPHQW RI PHDVXUHYV

Intelligent Transport Systems (ITS) offer a range of measures for your SUMP. However,
implementing such technologies should not be seen as a goal in themselves, but rather
as a means to clearly contribute to achieving one or several of your SUMP objectives. In
many cases, ITS is the enabling technology for other measures, which makes them
possible or more effective (e.g. electronic monitoring of access restrictions for certain
vehicles as part of the implementation of Low Traffic Zones). Other examples of how to
use ITS include: systems that provide multimodal real time information to facilitate
multimodal travel; environmentally friendly traffic and intersection control or corridor
management (e.g. public transport priority at intersections); multimodal integrated
payment and booking and e-ticketing; automatic road user charging; intelligent parking
management and information; reactive and predictive traffic management and control,
including the use of floating vehicle data; fleet management systems.

More about the link of ITS and SUMP can be found in the Practitioner BriefingThe role
of Intelligent Transport Systems (ITS) in Sustainable Urban Mobility Planning
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GOOD PRACTICE EXAMPLE

Porto, Portugal: Classification of measures for the measure
selection in different municipalities

The Sustainable Urban Mobility Action Plan (PAMUS) for the
Metropolitan Area of Porto (AMP) covers 17 municipalities. To
decide which measures to implement in individual
municipalities and the metropolitan area as a whole, the
measures were divided into nine typologies. To evaluate the
measure long list according to the typologies, a cross-matrix
analysis of the typologies and objectives was carried out. As
the Action Plan was developed within a period of sk months,
there was no time to involve citizens in measure selection.
However, the PAMUS integrated input from a working group
comprised of politicians and technicians from the
municipalities. This working group helped to narrow down the
initial long list of measures.

Author: City of Porto, collected by Ana Dragutescu, ICLEI
Image: PAMUS - Plano de Acéo de Mobilidade Urbana Sustentavel

GOOD PRACTICE EXAMPLE

Granollers, Spain: Participatory measure assessment informed by
evaluation of previous SUMP

When developing their second SUMP (PUMS), Granollers
focused on involving stakeholders in the re-evaluation and
prioritisation of mobility measures. This was achieved through
specific activities and debates. Sessions were held with the
city’s mobility and health council, economic and social agents,
and the city council's technical staff. Further sessions were
also held with citizens and public transport users. During
these sessions, participants provided feedback on the technical
proposals and gave suggestions for how specific elements and
measures within the SUMP might be improved.

Author: Laura Llavina Jurado, City of Granollers, collected by ICLEI
Image: City of Granollers
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Bremen, Germany: Multi-criteria assessment with structured
expert workshops

The city of Bremen used several tools for the SUMP measure
selection process. A cost-benefit matrix helped to determine

the level of goal attainment of each single measure. The
method included an expert evaluation of the effectiveness of
the measures with respect to the targets using a qualitative

scale for each indicator to reach the targets. Secondly, there
was an evaluation of the spatial effect, and finally a ranking of
the effects. The classification of the cost of the measures was
based on five cost groups. After the classification and the
ranking, the cost and effect matrix was finalised showing to

what degree targets are achieved with every measure.

Author: City of Bremen, collected by EUROCITIES
Image: City of Bremen

ACTIVITY 7.2:Define integrated measure packages

Rationale

Experience shows that isolated measures can only have
a limited impact, while packages of measures can

positively reinforce each other and help to overcome
implementation barriers. A measure package combines

different measures to contribute more effectively to the

objectives and to increase their acceptability. To identify
the most useful measure packages, different ways of
grouping them should be explored and tested.

A detailed impact appraisal of the main measures and
measure packages is needed at this stage to avoid
unrealistic projects, confirm innovative ideas and ensure
cost-effectiveness, often using standardised methods
such as multi-criteria analysis (MCA) or cost-benefit-

analysis (CBA).

The final packages selected with the help of citizens and
stakeholders should not only maximise the contribution
to the objectives, but also strive for integration of
transport modes (intermodality) with land-use planning
and other sectoral planning activities (e.g. environmental,
health or economic measures, see Activity 2.2).

Aims

R 8VH SDFNDJLQJ RI VHOHFWHG
overcome barriers to implementing specific
measures and to exploit synergies.

R (QVXUH LQWHJUDWLRQ RI WUDQVSRU

R 6WULYH IRU LQWHJUDWLRQ ZLWK
other sectoral planning activities.

R (QVXUH RZQHUVKLS DQG KLJK DI
measure packages among decision makers, citizens
and other stakeholders.

What is a ‘Measure Package’?

A measure package is a combination of
complementary measures, often from
different categories, which are well coordi-
nated to address the specific dimensions of a problem
more effectively than single measures and to overcome the
barriers to their implementation. An example would be the
combination of measures to discourage car use, such as
parking controls, with measures to promote alternatives,
such as improved bus services and cycling lanes.
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Your measure packages should support and encourage different fields of action,
including walking. A measure package for walking could for example be formed around
a signature project or key intervention, such as a pedestrian zone or a ‘superblock’ (see
also good practice example of Vitoria Gasteiz below). Such a package of redesigning an
urban area into a pedestrian zone should include different types of measures that
support each other. In addition to the core measure of restricting car access and
redesigning the streets with a focus on attractiveness and accessibility (e.g. more green
spaces and trees, seating and toilets, clean and well-lit streets), this could include:

R

R

I X

R

More guidance on how to create healthy, efficient and sustainable walking communities as part of Sustainable Urban Mobility Planning
can be found in the Practitioner Briefing Supporting and Encouraging Walking in Sustainable Urban Mobility Planning

7HPSRUDU\ SHGHVWULDQLVDWLR@®R R @ XNHO®MHNMNWMHGV
before, optimally combined with public events
&RQVWUXFWLRQ RI ELF\FOH SDUNLQJ DW WKH H( W RI F\FC
nearby streets
&UHDWLRQ RI RIl VWUHHW SDUNLQJ FORVHE\ H J SI Z IHHV IRL
,PSURYHPHQW RI EXV FRQQHFWLRQV LQ WKH YLFL(
6ROXWLRQV IRU IUHLJKW GHOLYHU\ WR VKRSV H LYHU\ YHI

the morning/evening, or creation of nearby micro-hub with cargo bikes for last mile) <H

BURDFWLYH FRPPXQLFDWLRQ WRZDUGY VKRS RZQHUV DQG WKH SXEOLF H J XVLQJ I

satisfaction surveys and turnover statistics before and after pedestrianisation)

5HGXFWLRQ RI VSHHG OLPLWYV DQG LQVWDOODWLRQ RI VDIH FURVVLQJ SRLQWYV IRU

Tasks

R

,GHQWLI\ RSWLRQV IRU SDFNDJLQJ P H Bugpokd bin¢ cleakliyHdefineld Objective; ii) are
different methods to group measures, for example

by type of measure (striving for a mix of land use,
infrastructure, regulation, management and
service, behavioural, information provision and
pricing measures in a package),

by acceptability (grouping popular and less
popular but effective measures into packages, e.g.
incentives and restrictions),

by objective or challenge (adding measures that
contribute to the same objective or solve the same
problem to a package),

by geography (combining measures in the same
area into one package),

by costs (combining an effective but expensive key
measure with measures that create revenues to
achieve lower net costs),

by bundling for external financing (grouping
measures in need of external financing that:

implemented in the same impact area,; iii) share
the same project owner; and iv) have similar
implementation periods), or

around bigger projects (such as a new bike
network, seeking measures which complement
and reinforce that project).

R *URXS PHDVXUHYV LQWR SDFNDJF

synergies and increase their effectiveness. The key to

decide which measures come together in a package

is to identify which ones will work well together, or

may be needed to make other measures viable.
Measures in a package should interact while
achieving more together than either would on its own
(synergy), or facilitating other measures in the
package by overcoming the barriers to their
implementation.

- Ensure that intermodality is taken into account. This
may include links to the long-distance transport
networks such as the TEN-T network.
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Check proposed transport and mobility measures
regarding integration with land-use planning.

Integrate the measures where possible with
further sectoral planning activities (e.qg.
environmental, health or economic measures).

Ensure that you are addressing all objectives,
including externalities, such as greenhouse gas
emissions, noise, and local air pollution.

Ensure a balance of short-term and long-term
measures.

Make sure to have a mixture of investment,
operational and organisational measures.

Check that all relevant transport modes are
addressed, including freight.

PHASE 3 MEASURE PLANNING

can also consider many of the societal, economic,
and environmental impacts of projects. However,
CBA usually require extensive data and most cities
lack a standardised CBA approach for non-
infrastructure measures.

In order to cover criteria that are not monetised,
CBAs are often complemented with multi-criteria
analyses (MCA), in particular if the monetisation
of certain criteria is deemed too complicated.
MCAs allow users to combine quantitative and
gualitative assessments depending on data
availability for different criteria. Standardised
CBAs or MCAs are a requirement in many
countries to receive funding for larger
infrastructure measures.

In many places, a full cost-benefit-analysis or a
transport model to simulate policies may be too
costly, especially for smaller measures and cities.

7THVW DQG DSSUDLVH WKH DOWHUQD WIn¥tthScages| @ jdtvs onQie mMoktHhpdrtant

key measures in detail. Modify them based on the
results to avoid unrealistic projects and ensure cost-
effectiveness. For example, if it turns out in the
detailed option appraisal that certain key measures
risk being unfeasible, go back to Activity 7.1 and
adjust your short list of measures to ensure it still
achieves your objectives. Consider different
assessment methods and decide which one to use
based on your experience, available resources and
the types of measures to assess.

Because the impacts of measures are complex
and hard to predict, models are often used for this
purpose. Well-calibrated models allow you to test
measures, by themselves or in packages, to
predict and compare their impacts with the
current situation and with the set of already
planned measures (“business-as-usual”). A high-
qguality model is a powerful planning tool, but
requires considerable data and capacities to keep
it up-to-date. Another limitation of particular
relevance to Sustainable Urban Mobility Planning
is the inability of many models to represent certain
types of measures (in particular freight, walking
and cycling, intermodality and some behavioural
measures) and to predict disruptive changes (see
also overview of modelling tools below).

Cost-benefit analyses (CBA) are widely used to
appraise the value for money of larger individual
measures, usually for infrastructure projects, and

measures, estimates and/or ‘real world modelling’
in form of experimentation can be applied instead.

R &RQGXFW D ULVN DVVHVVPHQW RI W

R

R

R

packages. In its most simple form, this can be a
thought exercise which assumptions the effectiveness
of the measures depends on, what would happen if
these change, and how to mitigate those risks. If
possible, also use quantitative methods, for example
by running sensitivity tests. This means that the
appraisal (or model) is re-run with a range of
assumptions. If the preferred package performs well
under a number of assumptions, it has been validated.
If its performance is variable, then it is less robust,
and less obviously worth pursuing. This may suggest
trying to redesign it to improve its performance.

'LVFXVV WKH VHOHFWHG PHDYVX

stakeholders and involve them in the selection
process, for example in a meeting of the SUMP
‘steering group’. Communicate the measure
packages in a transparent and professional way.

Actively involve and get feedback from citizens on
measures and measure packages. They should be
involved in the validation and final selection of
packages.

ODNH D
packages.

ILQDO VHOHFWLRQ RI
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Activities beyond essential requirements Checklist

R &RRSHUDWH ZLWK RWKHU ORFDO R URdeQtlaMpBokahEs@mealQurBs \de&ndfiddHt@at are

transport model. This reduces costs and makes it expected to realise synergies and overcome
easier to keep the model up-to-date. Organisations implementation barriers.

interested in a shared model can for example be local

universities, neighbouring municipalities or (regional) Packages of measures checked with an eye to
public transport operators or authorities. integration with land-use planning and other sectoral

planning activities.
Timing and coordination Shortlisted packages tested and appraised against all
objectives to identify the most cost-effective

R 2QFH D OLVW RI PHDVXUHV KDV EHHCQ@bBiHaYish®© RSHG

Selected packages discussed and validated with
stakeholders and the public.

Final set of measure packages selected.

Placemaking

A type of measure that has received growing attention in recent
years is placemaking. It can start by using “light and cheap”
solutions and strong collaboration with residents to transform
streets and public spaces for increased liveability and
attachment to place. Allowing cities to make quick
improvements, it can be a useful component in measure
packages to illustrate the desired changes and to gain further
support for other SUMP measures.

The Project for Public Spaces offers a wide range of resources
on placemaking: www.pps.org

The online platform URB-I: URBAN IDEAS hosts an inspiring
database of placemaking projects, including pictures that
compare the “Before and After” situation:
www.urb-i.com/before-after

Source: Project for Public Spaces Figure 29: Placemaking
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Tools for measure packaging

A proven approach for systematic and effective measure packaging is the four-step-principle. This approach is
advocated by Swedish national authorities for both Sustainable Urban Mobility Planning in cities and for transport
planning on national and regional levels. The steps of the four-step-principle could be described as follows:

R Step 1: Rethink! Solutions influencing travel demand and choice of transport mode (land-use planning, demand management/
mobility management).

R Step 2: Optimise! Solutions for a more efficient use of the existing transport system (infrastructure, vehicles etc.).
R Step 3: Reconstruct! Reconstruction of existing infrastructure.

R Step 4: Build new! Investments in infrastructure and larger reconstructions.

Even though the naming of the approach implies a sequential use, the approach should more correctly be seen as a ‘way of thinking’
in sustainable mobility planning. The research behind the four-step-principle emphasises the importance of continuously reducing
dependence on motorised transport, prioritising more sustainable tr ansport modes and effectively using the existing transport system
in order to reduce the need of large reconstructions or building of new road infrastructure. The four-step-principle assures that
suitable measures are combined in measure packages to increase cost effectiveness in Sustainable Urban Mobility Planning.

Source: Sundberg, R., 2018. SUMPs-Up Manual on the integration of measures and measure packages - Step up, p.15-16

Figure 30: Types of measures in the different steps in the four-step-principle (Source: Swedish Transport Administration et al., 2014

KonSULT measure package generator

The KonSULT online tool can also assist the packaging process. Based on the ordered list of measures resulting from the option
generation stage, the tool provides suggestions which measures could complement each other based on a methodology of typically
effective combinations: www.konsult.leeds.ac.uk
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Further information on CBA and MCA

R '* GHJLR *XLGH WR &RVW %HQHILW $QDO\VLV RI ,QYHVWPHQW 3URMHF
Policy 2014-2020 https://eufunds.gov.mt/en/Operational%20Programmes/Useful%20Links%20and%20
Downloads/Documents/2014-2020/cba_guide.pdf

R 7KH (YLGHQFH SURMHFW 'LVFXVVHV WKH FKDOOHQJH LQ GHWHUPLQLQJ D SURN
commonly CBAs) in decision-making at urban level; and the role SUMPs play in project prioritisation, www.eltis.org/sites/
default/files/evidence_common-practice-reader-final.pdf

R 7,'( SURMHFW BURMHFW JXLGH RQ FRVW EHQHILW DQG LPSDFW DQDO\VHV LQ X
apply tool for urban transport project appraisal, which includes CBA and MCA elements,www.eltis.org/sites/default/files/
trainingmaterials/tide_d_5 1_final.pdf

Modelling tools in the SUMP process

A transport model is a simplified representation of the real world that allows for testing and evaluating theoretical

(“what-if?") scenarios. The role of transport models is to support public authorities in the design process of future

transport infrastructure (including new pedestrian and cycling facilities), and new or changed operational concepts
(e.g. intelligent signal control systems). They are continuously developed and adjusted to current mobility trends, sociodemographic
changes and sustainable environmental objectives. Typical results include total travel time for the different transport modes and
user groups, volumes in the private and public transport networks, emitted air pollutants, etc. The outputs of transport models
thereby often feed into further economic calculations or are the basis for political discussion including public involvement.

A transport model can be used to generate reliable and consistent input to the SUMP process, specifically in certain planning
stages such as scenario development, measure appraisal and selection, and monitoring. Modelling results help to predict the
impact of different combinations of policies and measures, taking into account the complex interactions and potential reinforcing or
rebound effects, thereby helping to define the most effective integrated packages. Beyond their use to define the baseline scenario,
they also enable regular monitoring of changes in the transport system during the implementation phase to assess whether you
are on track or if you need to react and adapt your actions.

The decision about whether or not to use transport models for the SUMP needs to be taken early in the SUMP process. This
depends on the time horizon of the SUMP as well as on the nature of measures under discussion: the more it is expected that
these measures will impact transport demand (such as the construction of a new public transport line, the introduction of a new
sustainable mode or service, etc.), the more it is recommended to use transport modelling to predict these impacts. The available
budget, time, data and the scale of questions determines which model is used.

The three categories of transport models are macroscopic, microscopic and mesoscopic, with the first two being the most
commonly used. Macroscopic modelling is typically applied for strategic planning, whereas microscopic modelling is typically
applied for operational planning. Macroscopic models focus on large-area choices such as destination, mode and route choice,
while microscopic simulations mostly focus on the traffic flow model. Thus, the appropriate modelling level has to be selected to
analyse the various impacts of the cities’ measures, as they may differ according to their scope.

Up until recent years, the available modelling tools have not fully considered cycling and walking. The EU-funded CIVITAS FLOW
project (http://h2020-flow.eu) worked to improve micro- and macroscopic transport modelling software so that they can more
accurately model the existing cycling and walking infrastructure, as well as cycling and walking behaviour. The developments
include the extension of the macroscopic travel demand model (including introducing vehicle sharing systems and enhanced
stochastic assignment for cycle route choice) and the improvement of features of microscopic transport simulation software
(including improved modelling of the interaction between vehicles and pedestrians).

Another type of model are integrated transport and land use models (Land Use Transport Interaction - LUTI), which have the
capability to simulate a wide range of interventions ranging from infrastructural projects, pricing, regulation, co-modality to
planning of urban space. They can also include the impacts of “rebound” effects due to relocations or newly generated demand.
However, it is important to highlight that integrated transport and land-use models are complex and data-hungry: their setup
requires a significant amount of time and effort as well as technical expertise.
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Modelling tools in the SUMP process

It is important to be aware of the limitations of models at all points in the planning process. Planners and modellers have to use
their own judgment as transport modelling isn‘t an exact science and all models have systematic biases. Each model run is based
on many assumptions and calculations and each one of them increases uncertainty. Uncertainty is difficult to understand especially
when exact figures are presented on a nicely-designed map. There is also a strong temptation to believe forecasts even when they
go beyond the capabilities of the model. Uncertainty also grows the more you zoom in. To this end, it is essential to calibrate your
model to your local context and not to simply use the default settings.

Therefore, planners’ responsibilities throughout the process are:

7R FRPPLVVLRQ VHQVLWLYLW\ WHVW

7R SUHVHQW WKH OLPLWDWLRQV WRJHWKHU ZLWK UHVXOWYV

7R XVH UDQJHV RI RXWSXWV DQG TXDOLWDWLYH RXWSXWV QRW SRLQW HVWLPDWH
7R DYRLG JRRPLQJ LQ EH\RQG D FUHGLEOH OHYHO

0V

Aggregated models called sketch planning models are no transport models in the sense described above but they could be an
interesting option for initial policy screening within the SUMP process. They can be built with significantly less resources and allow
users to explore and identify appropriate sustainable transport policy measures, quantifying their impacts within a consistent
framework and setting up the implementation pathway of future scenarios. One typical example of this category is the Urban
Roadmap 2030 modelwww.urban-transport-roadmaps.eudeveloped on behalf of DG MOVE). However, aggregated models cannot
replace the use of more disaggregated models for detailed assessment.

Author: TRT Trasporti e Territorio, Rupprecht Consult

GOOD PRACTICE EXAMPLE

Krakow, Poland: Combination of parking management with traffic
limitation and public transport measures

The City of Krakow considers parking management policy as a
means to contribute to some wider goals - such as improving
air quality and decreasing congestion, rather than only
responding to car parking issues. The municipality of Krakow
combines the implementation of parking measures (e.g.
removal of parking spots), with traffic limitation measures (e.g.
limited traffic zone) and public transport measures (e.qg.
integration of public transport services), thus reducing the
number of vehicles and improving air quality and traffic flow
all at once. Providing alternatives to the car and taking a step-
by-step approach help to achieve public acceptance of the
parking regulations.

Author: Tomasz Zwoli ski, City of Krakow, collected by Polis
Image: Eltis, Harry Schiffer
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GOOD PRACTICE EXAMPLE

Tampere, Finland: Mobility management leveraging the opportunity
of a tramway project

In 2016, Tampere decided to build its first tramway line. Years
of significant car traffic disturbances in the city centre are a
good time to encourage people to change their mobility habits.
People are open to break their routines since they need to find
new modes and routes during the construction time. Tampere
has introduced several mobility management actions targeted
especially to car drivers including new Park & Ride facilities,
promoted public transport and cycling and provided more
space for cycling and walking. Large traffic infrastructure
investments should not take place without smart mobility
management and extended communication with citizens and
stakeholders.

Author: Sanna Ovaska, City of Tampere, collected by UBC
Image: Veli-Matti Lahdenniemi

GOOD PRACTICE EXAMPLE

Vitoria Gasteiz, Spain: Integration of mobility measures in the
superblock model

The Sustainable Mobility and Public Space Plan for Vitoria
Gasteiz was designed to give the public space back to the
people by the implementation of a new scheme called the
superblock model. A superblock is a geographical space that
covers several city blocks that can only be used by pedestrians,
cyclists, services and neighbours’ cars, while other private cars
and public transport are restricted to the streets surrounding
the blocks. Apart from the redesign of the urban space, the
integration of mobility measures is required to improve the
overall quality of the space, such as a new public transport
network, traffic light regulation, pedestrian/ bicycle lane
networks, urban freight logistics or the expansion of the
regulated parking space.

Author: Juan Carlos Escudero, City of Vitoria-Gasteiz, collected by Rupprecht Consult
Image: Agencia de Ecologia Urbana
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ACTIVITY 7.3:Plan measure monitoring and evaluation

Rationale

Monitoring and evaluation both of the planning process
and the measure implementation are crucial to the
effectiveness of a Sustainable Urban Mobility Plan.

Robust monitoring and evaluation processes help you to
systematically learn from your experiences, to adjust and
to improve your planning activities. Regular monitoring
helps you ensure that you are making the necessary
progress. Evaluation after implementation helps provide
evidence of the effectiveness of the SUMP and its
measures, which is essential for long-term success, as
it allows decision makers to justify where money was
spent and to avoid mistakes in future. Transparent
reporting should ensure that evaluation results feed
back into the public debate.

While strategic indicators and targets have already been
defined earlier (see Activity 6.1 and 6.2), here the
indicators at measure level are developed and the
monitoring and evaluation activities are agreed in more
detail. The aim of defining monitoring arrangements
early is that they become an integrated part of measure
implementation.

Aims

Outcome: What impacts are expected from a
measure? Define a suitable outcome or transport
activity indicator for each main measure or

measure package to be able to evaluate its
success. Strategic outcome indicators on general
progress towards sustainable mobility have
already been selected in Activity 6.1. Here, more
specific indicators on the objectives of individual
measure packages are defined, e.g. emissions
from buses, trucks and cars, number of accidents,

or number of cycle trips in a certain area of the city.

Output: What policy, infrastructure or service is
directly implemented in a measure? Define a
suitable output indicator for each measure to be
able to monitor the extent to which it has been
carried out, e.g. km of new bus lanes or number
of new buses in operation.

Input: What resources do you spend? Monitor the
investment and maintenance costs (including

labour costs) of each measure to react in time if

costs get out of hand, and to be able to evaluate
value for money.

R (YDOXDWH H[LVWLQJ GDWD MRXUFF

the results of previous data audits (see Activity 3.1

R 'HILQH D VHW RI LQGLFDWRUV WK D\ahdBQ0IReRti B AR ibiieedsdhyQdavelop or

evaluation of all main measures with reasonable
effort.

R $JUHH RQ VXLWDEOH PRQLWRULHIRWHUDRXIMAPIBDQWVGHYHORSLQ

(including responsibilities and budget) to assess the
status of measure implementation and target
achievement, enabling timely and effective responses.

identify new sources of data (e.g. survey data,
guantitative data from automatic measurements).

indicators, discuss the topic with key stakeholders
and other organisations in your area, as they might
already have adopted some. Progress is much easier
to monitor if already implemented and accepted

R ODNH PRQLWRULQJ DQG HYDOXDW LiRicat@4aeD®dHPHQWYV DQ

integral part of the further process.

Tasks

R '"HILQH D VHW RI TXDQWLWDWLYH D

indicators that provides sufficient information with
reasonable effort. Take into account available data
and limited resources for collection of new data when

R ,GHQWLI\ ZKLFK LQIRUPDWLRQ LV Q stlddBrig @divdtBrs PFhEnEw RddsiBleQuGe standard

evaluate your measures.

indicators that are already well defined and where
people know how to measure and analyse them.
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R '"HYHORS PRQLWRULQJ DQG HY D O X Bafivities@eimbd £Bseniiél RglLewants R U
all selected indicators, both strategic and measure

indicators. For each of them: R &RQVLGHU DOLJQLQJ \RXU LQGLFDW
funding bodies to make the measures attractive to
Develop a clear definition, reporting format, how funding. For example, measuring reductions in CQ,
data is measured, how the indicator value is emissions might be required to get funding from
calculated from the data, and how often it will be national environmental agencies.
measured.
R ,QWHJUDWH DQ DVVHVVPHQW RI FRV
Establish a baseline value, i.e. a starting value and SUMP development process.
expected development without SUMP measures,
as well as a target value of desired change R 30DQ IRU VWDNHKROGHU LQYROYHF
evaluation.
R $JUHH RQ FOHDU UHVSRQVLELOLWLHYVY DQG D EXGJHW IRU PRQL
toring and evaluation. Well-skilled staff members, or R &RRUGLQDWH ZLWK UHOHYDQW OR
an external partner, should be responsible — ideally holders on regional indicators.

an independent body. The budget for monitoring and
evaluation typically should be at least 5% of the total
SUMP development budget.

Details on the tasks

Figure 31: Categories of indicators with examples (May, T., 2016. CH4ALLENGE Measure selection Manual — Selecting
the most effective packages of measures for Sustainable Urban Mobility Plans, p. 28.)

SUMP Element Measured by

- Example Indicator type

Number of days exceeding critical air

Objective Reduce local air pollution from transport ; Outcome indicator
pollution levels
Transport ! . o Transport Activit
: p Increase use of non-motorised modes Share of walking and cycling trips nsp y
objective Indicator
Build segregated cycle lanes Km of segregated cycle lanes built
Measures Output Indicators

% completion of pedestrianisation of city

Pedestrianise city centre shopping street
y ppIng centre

Transport investment and maintenance

Resources Investment and maintenance costs . .
costs for new/ improved infrastructure

Input indicators
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Timing and coordination Checklist

R 2QFH PHDVXUHYV DQG PHDVXUH SD FRNiakdet df hedddrebrdiea@rs selected.
defined.
Monitoring and evaluation arrangements for all
R 7R EH XSGDWHG ZKHQ WKH ILQDO V Hndic&drsDiévdlop&QV KDV EHHQ
agreed on (Activity 8.3), if needed.
Responsibilities and budget for monitoring and
evaluation agreed on.
R ODNH PRQLWRULQJ DQG HYDOXDWLRQ DUUDQJHPHQWYV
including responsibilities and budget, part of the
SUMP document (Activity 9.1), see also Figure 32
below.

Figure 32: Monitoring and evaluation in the SUMP process

Analyse successes and failure

Monitor progress and adap

Identify data sources
= and set baseline

Q

E Define strategic indicators

Plan measure monitoring and targets

'
and evaluatlon 9

© Rupprecht Consult 2019
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Figure 33: Overview table to plan monitoring and evaluation activities filled with example indicators

Data

SUMP indicators | Definition Base- Target Measuring collection | Measuring | Respon-
line area frequency sibility
method
Number of deaths Area of mu- Continually
within 30 days after the nicipality #1, (indicator
' . traffic accident as a #2 and #3 Police value
Traffic fatalities . . .
corollary of the event 4 decrease | (covering most | accident calculated Police
(road safety) .
per annum caused by of the func- report from police
urban transport per tional urban database
100,000 inhabitants. area) annually)
. Data .
Measure - Base- Measuring . Measuring Respon-
indicators Definition line Target area collection frequenc sibility
method q y
People injured in Continually
traffic close to _N_umbe_r of pepple _ 300m radius of . (indicator
schools injured in traffic acci - all schools in Police value
(measure: create dents with 300m radius 25 decrease S accident calculated Police
. municipality .
traffic-calmed of schools per annum #1 #2 and #3 report from police
zones in front of per 100,000 inhabitants. ' database
schools) annually)

GOOD PRACTICE EXAMPLE

Toulouse, France: Ambitious monitoring process led by cross-
institutional committees

The SUMP of Toulouse includes an ambitious plan for
monitoring and evaluation. Several committees regularly
monitor the SUMP and its measures and meet at least once a
year. The committees are composed of different institutional,
technical, civil society and research organisations. The
committees are provided with different tools:

R $ 6803 REVHUYDWRU\

IRU HDFK PHDVXUH

resources allocated, expected results & indicators which
are updated by regular surveys).

R $ WULS FRVW WRRO SHU PRGH

IRU ERWK XVHUV DQG

LQLWLDO REMHFWLYHV

IRU VRFLHW\

R $ PRELOLW\ GDVKERDUG WUDFNLQJ RI LQGLYLGXDO PHDVXUHYV

The involvement of partners in the monitoring activities is
identified as a success factor.

Author: Mary Malicet and Christophe Doucet, Tisséo Collectivités, Toulouse,
collected by Polis | Image: Tisséo Collectivités
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STEP 8:
Agree actions and
responsibilities

. Describe all actions

. Identify funding sources and assess
financial capacities

. Agree priorities, responsibilities and timeline

‘ Ensure wide political and public support

Following the agreement on ‘measure packages’, operational planning must break the packages down into actionable
tasks (or ‘actions’) for the departments and institutions th at are in charge of their implementation. On the basis of
detailed action descriptions and cost estimations, clear responsibilities, implementation priorities and timelines need
to be agreed. At this stage, it is also essential to communicate the concrete (‘actionable’) content to the most affected
stakeholders (which is often the general public) and to political decision makers. The main aim of this step is to agree
on a widely supported set of clearly defined actions that helps to achieve the vision and objectives.

ACTIVITY 8.1:Describe all actions

Rationale Aims

Information has already been gathered in the previous R '"HILQH WKH PHDVXUHV RI \RXU 6803
step of measure selection, where measures and measure breaking them down into actions.

packages were defined, selected and described in

general terms and discussed and validated with citizens R ,GHQWLI\ OLQNVY EHWZHHQ DFWLRQV
and stakeholders (see Activity 7.1 and 7.2). Now it is time of implementation.

to go into more detail and break down the measures into

actions. You define what will be carried out how, where R &RQVLGHU DQG FRQWDLQ LPSRUYV
and when during the implementation phase. risks.

By specifying the actions, you define how exactly you

want to reach the set targets. The detailed action Tasks

descriptions prepare the implementation phase and help

you to identify relationships between actions and then to R %UHDN WKH PHDVXUHVY GRZQ LQWR
decide on the order of their implementation. prior to the construction of a bicycle highway, a study

should identify where commuters regularly cycle and
where bikeways are needed.
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R 'HVFULEH DOO DFWLRQV LQ DV P
These four questions can guide the specification:

Where should the action operate?

When should the action operate?

Who will use it?

How intensively should it be used?

e.g. km of new bus lanes or number of new buses
in operation.

R ,GHQWLI\ OLQNVY EHWZHHQ GLIIHUH
up the most effective order of implementation. With
the identification of relationships between actions,
you might also find out how they relate to and can
benefit from each other in the actual implementation.

R 3UHVHQW DFWLRQV LQ DQ RYHUY
table in Activity 8.3), including detailed action
descriptions, legal requirements, expected
contribution to objectives, as well as suggested
priorities, responsibilities and timeline. The table can
be further updated with cost estimates and funding
sources in Activity 8.2

Activities beyond essential requirements

R 3UHSDUH DFWLRQ IDFWVKHHW
information about an action in a structured way (see
factsheet in tool section below). Factsheets can
facilitate the handover to and communication with
implementing units in the implementation phase (see
Activity 10.1).

Timing and coordination

What is an ‘Action’?

Actions are the concrete tasks to be carried

out in the implementation of measures.

They include information on priorities,
timing, responsibilities, budgets and funding sources, risks
and contingencies, and dependencies among them.

AQW DFWLRQOV LQ RUGHU WK VAW
For more information

SUMPs-UP - Standards for developing a SUMP Action
Plan, http://sumps-up.eu/fileadmin/user_upload/Tools_

and_Resources/Reports/SUMPs-Up_-_Standards_for_
L eleldfiny B GbvP_Mdtlan Pidhigd? S O D W H

CH4LLENGE Measure selection manual - Selecting the
most effective packages of measures for Sustainable
Urban Mobility Plans, www.eltis.org/resources/tools/
sump-measure-selection-kit

V WKDW SURYLGH DOO NH\

R $FWLRQV EXLOG RQ GHILQHG PHDVXUHY DQG PHDVXUH

packages in Activity 7.2.

R 7KH GHWDLOHG GHVFULSWLRQ
essential basis for the agreement of priorities,
responsibilities and timelines in Activity 8.3.

R 7KH GHVFULSWLRQ
implementation phase.

R I

Checklist

All actions identified, defined, and described.
Relationships between actions identified.

RI DFWLRQV SURYLGHV DQ

DFWLRQV SUHSDUHV WKH
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Figure 34: Example factsheet for different actions of measure “Marking and extension of cycle paths”

Measure efficiency

Contribution to the achievement of objectives: Very high
Contribution to improving environmental compatibility: Very high
Contribution to improving environmental compatibility: Low

Costs and financing

Investment costs: Medium

Annual follow-up costs: Low

Financer: Budget of City#1
Eligibility of funding: tbd

Measure implementation

Dependency on other measures: R 1: bicycle traffic programme and according responsible

Requirements for other measures:

Owner / responsible / control

Department of Housing and Municipal Economics, responsk
ble for bicycle traffic

Planning:

Construction company

Realisation:

Third parties to be involved:

R &\FOLQJ 1*2

Measure: R 2 Marking and extension of cycle paths
Actions:
R 5 2SHQLQJ SHGHVWULDQ ]JRQHV DQG RQH ZD\ VWUHHWYV IRU F\FOLVWV
R 5 ,PSOHPHQWDWLRQ VLIQSRVWLQJ 6WUHHW G 6WUHHW
R 5 7UDIILF FDOPLQJ 6WUHHW G 6WUHHW
R 5 JXUWKHU URXWHYV DFFRUGLQJ WR F\FOLQJ SURJUDP
Traffic types involved:
Cycle traffic Planning status: Priority: Implementation period:
Benefitting traffic types: Planning/Implementation very high short to midterm
Cycle traffic
Actions:
R &UHDWLRQ RI D FRKHUHQW QHWZRUN RI F\FOH SDWKV LQ &LW\
R ,PSOHPHQWDWLRQ RI WKH URXWHV SODQQHG LQ WKH F\FOLQJ SURJUDPPH WR FI
areas, city centre, shopping centres, universities, schools, businesses).
R BURPRWLQJ F\FOLQJ E\ LPSURYLQJ URDG VDIHW\ IRU F\FOLVWYV
R ,QFUHDVLQJ WKH SHUFHSWLRQ RI F\FOLVWY DV HTXDO URDG XVHUV
R ,QFUHDVLQJ WKH VKDUH RI F\FOLQJ LQ WKH FLW\ RI &LW\

R &RPPLVVLRQ IRU 5RDG 6DIHW\ DQG 6XVWDL
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GOOD PRACTICE EXAMPLE

Birmingham, UK: Programme of actions with clear priorities

The Birmingham Mobility Action Plan sets out a 20-year vision
for the city’s transport network. Alongside this, Birmingham
Connected - the city’s SUMP - acts as the umbrella for all
transport planning activity. It outlines the desired direction; the
key initiatives to achieve the vision; and a five-year strategy. In
turning its vision into concrete schemes and initiatives,
Birmingham is following four key principles: enable different
transport modes; create an equitable transport system; utilise
a corridor approach that balances competing needs; and
coordinate project delivery to minimise disruption. Estimates
show that up to £4bn is needed over the next 20 years for the
foreseen changes.

Author: Helen Jenkins, City of Birmingham, collected by Ana Dragutescu, ICLEI
Image: Birmingham Connected White Paper

GOOD PRACTICE EXAMPLE

Turin, Italy: Comprehensive measure factsheets

The Turin SUMP consists of seven guiding principles, divided
into targets and measures. Each measure is described with a
high degree of details including related actions; connection to
the guiding principles; connection to the target; type of
sustainability aspect; general description and objective of the
measure; responsible entity; implementation mode; aim of the
measure and corresponding indicator; implementation period
and economic resources needed. Each individual measure is
assessed in terms of economic, social and environmental
sustainability. The measures have been defined in close
cooperation with the ten administrative districts, professional
associations and different stakeholders.

Author: City of Turin, collected by EUROCITIES
Image: Comune di Torino
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ACTIVITY 8.2:1dentify funding sources and assess financial capacities

Rationale

A thorough financing plan is needed to ensure that the
previously identified measures and actions are
economically sound and financially viable. This starts
with identifying all the available funding and financing
streams as well as assessing the ability of the
organisations involved in your SUMP to access or capture
them. It is important to compliment the scan of financing
and funding sources with an organisational assessment
because the financial commitments and capacities of the
different organisations vary, and they have different legal
rights and responsibilities related to finance.

In identifying potential sources of financing and funding
for mobility measures, a wide range of options should be
assessed. Next to available sources - such as local
budgets and taxes, national and EU subsidies, and
existing revenue streams from ticket sales, parking fees,
and other areas - also potentially new sources of funding
should be assessed, such as bonds, land-value capture,
development charges, and the private sector. It is
important at this stage to also think about sources of
funding for further detailed feasibility and market studies
for larger investments.

Funding and Financing for SUMP
implementation — what's the
difference?

Financing usually refers to the money that is needed from
external sources for the initial investment at the start of the
project, which ultimately needs to be paid back or returned.
Financing instruments generally refer to debt or equity or
a mix of these products. Taxpayers can also contribute
indirectly to initial costs through investment grants and
subsidies.

Funding a project generally refers to who pays for the asset
over the long term. This can be direct users of services
(tickets, parking fees, city center pricing), customers of
mobility related services (advertising), or taxpayers through
general state budgets or special transport-related taxes.

It is useful to remember that implementing a financially
sustainable SUMP needs both financing and funding. The
use of loans to finance public transport infrastructure, for
example, can be limited by the capacity of sources of
funding to repay such loans.

Aims

R ,GHQWLI\ SRWHQWLDO ILQDQFLQJ L

sources for all actions.

R $VVHVV WKH ILQDQFLDO YLDELOL'

within measures to rule out non-viable actions and
achieve cost-effective measure designs, while still
considering how funding streams could reasonably
evolve in the future.

R $VVHVV WKH DELOLW\ RI GLITHUHQW

in your SUMP to access the funding streams.

Tasks

R $VVHVV WKH DFWLRQV VSHFLILHG L

8.1 against their financing needs and revenues in the
short, medium, and long term, including operation,
enforcement and maintenance, and identify any
funding shortfalls (total cost of ownership).

R (VWLPDWH GLUHFW ILQDQFLDO UHY|

e.g. from public transport fares and subscriptions,
concessions, lease of advertising space, fees for
parking or other municipal services, and define the
expected degree of cost recovery.

R $VVHVV DGGLWLRQDO PRQHWDU\ YD

the actions (e.g. increased value of land and real
estate in the vicinity of new public transport stations)
and potential mechanisms for value capturing.°

R ,GHQWLI\ ILQDQFLQJ LQVWUXPHQW:

for the selected actions. Assess all of the following
options to identify the most suitable ones. Explore in
particular options beyond the local budget.

- Local taxes: a special local transport tax for public
transport paid by public or private enterprises,
developers;

- Revenue funding: tickets, parking fees, city centre
pricing, congestion charging, advertisements;

50 For more information see for example Transport for London, 2017. Land value

capture, final report. www.london.gov.uk/sites/default/files/land_value_capture_
report_transport_for_london.pdf
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- Private sector involvement, e.g. through public-
private partnership arrangements;

- Fundraising activities involving appropriate sponsors
(but consider compatibility with marketing strategy);

- Local budgets: from different municipalities and
different policy domains;

- National/regional subsidies and EU funding;
- External loans, municipal and green bonds.
R )J)RU PHDVXUHV WKDW UHTXLUH H[W

the legally appropriate borrowing entity and assess
the credit-worthiness.

R ,GHQWLI\ VRXUFHV RI IXQGLQJ
feasibility and market studies for larger investments.

Activities beyond essential requirements

R $VVHVV WKH ILQDQFLDO YLDELC
actions under different context conditions
(development of population, transport volume, and
modal shares) as defined in Activity 4.1.

Timing and coordination

R %XLOGV XSRQ WKH DFWLRQV RI D
defined in Activity 8.1.

R 5HVXOWY ZLOO LQIRUP WKH ILQD
Activity 8.3 and feed into the development of financial
plans in Activity 9.1.

Checklist

Meaningful forecasts prepared for expenses,
revenues, cash flows and other financial items.

Financial analysis and assessment of possible
funding sources carried out.

Preliminary assessment available regarding which
organisations need to acquire external financing.

Results summarised for discussion on final selection
of actions.

Pricing measures

Pricing measures such as fares, parking

fees and road tolls form part of many

measure packages. Changing cost
structures for mobility options can both be a measure of
demand management and generate local income. Some
charging schemes, such as parking management, can be
implemented relatively easily, others require more
sophisticated technology and investments and may raise
acceptability or privacy concerns (e.g. a congestion
charging system based on vehicle registrations).

Before introducing demand management measures, it
should be carefully considered whether the generated
income should disappear into the general budget or better
be ring-fenced for enhancing urban sustainable mobility
options. The specific local and national regulations need to
be closely analysed to assess the options.

Explaining that revenues will be used to increase the
service level of public transport and to support alternatives
to private car use generally enhances the acceptability of
pricing measures. Ring-fencing additional income also
makes public transport financing more resilient against

competing budget demands from other public policy fields.

image © TkKurikawa on istock.com
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The European Commission offers a vast number of initiatives and programmes that can
be used for (co-)financing sustainable mobility measures. European funding programmes
will mostly contribute to investments, but rarely to operating costs of infrastructure and
services. Among these are:

R (XURSHDQ 6WUXFWXUDO DQG ,QYHVWPHQW )XQGV [(6,) L
Development Fund (ERDF) with ‘Interreg’
(XURSHDQ )XQG IRU 6WUDWHJILF ,QYHVWPHQWYV ()6,
&RQOQHFWLQJ (XURSH )DFLOLW\ &()
/,)( 3URJUDPPH

+RULJRQ +RULJRQ (XURSH

(/(1$ SDUW RI +RUL]JRQ

SBUEDQ ,QQRYDWLYH $FWLRQV
85%$&7

.QRZOHGJH DQG ,QQRYDWLRQ &RPPXQLWLHV .,&V| RQ &C

J X XV BV XV XV XV I

An overview of current European funding sources for cities is available athttps://ec.europa.eu/info/eu-regional-and-urban-development/
topics/cities-and-urban-development/funding-cities_en

Further advice on European funding opportunities is provided by:

(XURSHDQ ,QYHVWPHQW 3URMHFW 3RUWDO

(XURSHDQ ,QYHVWPHQW $GYLVRU\ +XE

-$63(56

IL FRPSDVV

o U XV X

A selection of both European and other funding sources and financing instruments is described in the Topic Guidd-unding and
financing of sustainable urban mobility measures

Major infrastructure projects in Sustainable Urban Mobility Planning

Ideally any investment to improve urban mobility should be based on the preferences established in the SUMP or in a preceding
(robust) urban mobility strategy/plan. It is essential that the project is not defined as a result of single mode strategies (e.g. road or
public transport in isolation), and that it is evaluated in the context of a wider set of interventions (bothon the mobility/transport
system and on the reference land use). In many cases large infastructure projects have a very long preparation phase andare
therefore pre-existent when a new comprehensive urban transport plan is launched — including having already set aside the budget
for their construction. This is a frequent situation that many transport planners are confronted with in reality. Depending on the state

of implementation of such predefined projects, the SUMP can then either take account of the new reality, verify the preceding options
analysis — both at strategic and technological level - and conclude on the level of risk involved or investigate the project as one of the
measures evaluated in the SUMP process. Such main pre-defined projects may have already undergone solid options analysis and/
or they entail “no risk” for other reasons (e.g. their development was foreseen in the context of a well-conceived land-use plan). The
SUMP can then be developed in parallel and may contribute to fine-tuning scope and design of the project (see Good Practice Example
on Bratislava below). The identification of complementary measures, including “soft” measures to limit private car usage such as
parking fare policy etc., may furthermore enhance its viability. When the risk is considered high — e.g. when the first analyses carried
out within the SUMP seem to indicate a non-viability of the project — and if it has not yet been procured or physically started, it is
necessary to cease the further preparation of the project until the SUMP confirms the project or indicates any necessary adjustments.
A SUMP process biased in favour of the pre-selected risky project would be fundamentally flawed. It would be in contradiction with
the core objectives of a SUMP and in contradiction with the stipulations of these guidelines.

Source: EIB/JASPERS
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GOOD PRACTICE EXAMPLE

Bratislava, Slovakia: Parallel development of large tram project and
SUMP

Bratislava’s SUMP was prepared and approved between 2014
and 2016. Itis based on a clear link between analysis, objective
and measures. This included the preparation of a validated
4-stage traffic model. A strong focus was put on sustainable
transport modes, organisational and operational areas, in
addition to infrastructural issues. In parallel to the development
of the SUMP, the main new transport project for the city was
also carried on - the new tramway to Petrzalka, which was
confirmed by previous strategic documents and studies. The
project is implemented in several phases, drawing mainly on
ESIF (European structural and investment funds). The new
SUMP confirmed the strategic importance of the new tramway
and approved that the modernisation and upgrade of the tram
system — including its fleet - is one of the main measures for
the future of the city.

Author: Neri di Volo, EIB/JASPERS, collected by Rupprecht Consult
Image: Dopravny podnik Bratislava

GOOD PRACTICE EXAMPLE

Vienna, Austria: Employer tax to finance metro

Every business with at least one employee in Vienna is obliged
to pay a “metro tax” (Dienstgeberabgabe). The tax serves as a
financial supporting action for the operation and extension of
the city’s metro network. It amounts to 2 € per employee and
week, with exemptions granted for certain groups such as
elder, handicapped, or part time employees. In 2016, Vienna
collected nearly 67 mio €. The tax had been introduced in 1970
in preparation of the planning, construction and
implementation of the metro network. Today, revenues also run
into the co-fund annual public transport tickets (=1€ per day).

Author: Wuppertal Institute
Image: Wiener Linien
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Birmingham, UK: Capturing added values of land development
through negotiations or levies

Granting planning permissions for new developments typically
raises the value of affected land while increasing pressure on
transport infrastructure. Provided they are legally empowered
to do so, cities may introduce value capture instruments the
revenues of which are ring-fenced for improving the transport
network and the urban mobility system. Birmingham
introduced a combination of planning obligations which aim at
mitigating or compensating local impacts in the vicinity of new
developments and a Community Infrastructure Levy which is
mostly used for funding strategic infrastructure projects
outlined in the city’s Development Plan.

Author: Helen Jenkins, City of Birmingham, collected by Wuppertal Institute
Image: Birmingham City Council

ACTIVITY 8.3:Agree priorities, responsibilities and timeline

Rationale

When a final set of actions has been selected and
described, it is time to assign responsibilities, priorities
and a schedule for implementation. A clear picture of
prioritised actions and schedules and who is in charge
of them is a cornerstone of every Sustainable Urban
Mobility Plan. This requires close coordination and
discussion among all actors that will have a role in
developing and implementing the actions.

Aims

R

R $FKLHYH

BURYLGH D FOHDU WLPH KRUL]JRQ IRU

timeline among decision makers and key
stakeholders.

Tasks

R

'LVFXVV WKH SURSRVHG DFWLRQV D

the stakeholders who could play a role in financing,
designing and implementing them. Make sure to

R ,GHQWLI\ VXLWDEOH SULRULWLHYV invQ\@& dathkkey S1RQcipalEde@dr v &riisvinl Bhe

implementation of the selected actions.

R $VVXUH WKDW DOO DFWLRQV DUR FOCHDWQV\SRISWURQN.VRIG DKRGFDQ W

realistically deliverable.

discussions.

menting an action. Consider abilities, strength and
competences of the stakeholders. Sometimes having

R 6HFXUH HIILFLHQW DQG HIIHFWLYH D@ PaRyFtakingrésmongibility FolaRasknFighibe the

(human, knowledge, time).

obvious way forward. In other cases, collaborative and
interdisciplinary work with different stakeholders

R )RUPDOLVH WKH UHVSRQVLELOLWWmight b®&smarzirseluRod.Y DQG WKH

resource contributions with the respective partners.
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R

$JUHH RQ FOHDU UHVSRQVLELOLWL Hhe inplemedridafiéh phase.LTRQcdvididatoHhas a
measure packages. An action without a responsible comprehensive approach to the implemented actions
party is likely not to be carried out. and their cost-effectiveness and results, which

provides valuable information for the further
$JUHH RQ D JHQHUDO WLPHOLQH IR Udaeiopmenkatheani@bilitysystetd H youd city.

approximate start and end of action implementation
are defined. Focus on the next 2-3 years in your

detailed planning, but also do outline planning for the Timing and coordination

next 10 years and be aware of actions requiring even

longer-term implementation. (The detailed planning R %XLOGV XSRQ WKH DFWLRQV DV GHI
of actions for the next years should be revised and 8.2. Provides the basis for all following Activities and

updated regularly, at least every 5 years.) forms a key part of the final SUMP.

&RQVLGHU UHODWHG DFWLRQV WKDW FRXOG LQIOXHQFH HDFK
other (see Activity 8.1). For example, a new Bus Rapid Checklist
Transit line should be implemented after the

completion of the necessary infrastructure (e.g. bus Responsible lead implementers for all actions
stops, bus lane); and controversial actions (e.g. identified.

congestion charging) should be implemented in a

package with or preceded by popular ones (e.g. Timeline and priorities agreed with stakeholders.
cheaper public transport tickets) to increase

acceptability. Agreed actions published to inform the wider public.

&RQVLGHU ODUJH SURMHFWYV WKDW DUH OLNHO\ WR LPSDFW WKH
mobility system in the city, e.g. a construction work
like the opening of a new tram, or the implementation
of congestion charging. Such projects often have an
implementation time longer than the SUMP, they tie
up planning capacities by requiring a complex
implementation process including strategic
environmental impact assessment (SEA) and
therefore strongly influence all other activities. Even
‘simple’ cycling projects can spend many years in
legal challenges and processes.

8SGDWH WKH DFWLRQ WDEOH DQG IDFWVKHHWY SUHSDUHG LQ
Activity 8.1) with newly agreed information.

ODNH WLPHOLQH UHVSRQVLELOLWLHY DQG DOORFDWLRQ RI
resources public to ensure transparency and
information for citizens.

Activities beyond essential requirements

R

$vVvLIQ D SURJUDPPH PDQDJHU UHVSRQVLEOH IRU WKH
coordination of action implementation, follow-up, and
evaluation of the measures and the overall package
(which could be the same person as the SUMP
coordinator or an additional person to increase
capacity). Defining a coordinator for actions helps to
adapt or revise actions and develop new ones during

image © Susanne Bohler
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Figure 35: Example of how to describe measures and measure packages in an action table
(based on Mattson, C., 2018. SUMPs-Up Standards for developing a SUMP Action Plan, p. 23.)

L Connection . Actions .
Description ! Responsi- clie Implementa- Resources Funding Stakeholders
Measure to SUMP i within a . . Cost .
of measure bility tion period needed source involved
targets measure
30.000 € +
Analysis of X 20% of . Bicycl
.na ysIS 0 Year 1: 2 traffic and ? N Municipal ICyC? .
Very high bicycle lanes Jan-Ma city planners fulltime from budaet associations
) ¥y g needed Y P traffic g
(improve lanner
accessibility, P
Marked lanes increase road .
Segregated Bicycle
and tracks safety, Develop a . . L
Cycle . Road owner . Year 1. 4 traffic and Municipal associations,
L along major promote bicycle . 40.000 € B .
Facilities . May-Dec city planners budget neighbouring
urban streets active travel, network plan S
. municipalities
reduce air
and noise .
. Municipal
pollution) Plan and Planners budget + Construction
construct Year 2-5 ’ 500€/m g )
X developers national companies
bicycle lanes .
funding
Plan about High (u.np.rove Sc.hoolg,.
accessibility, ) Expert on - universities,
Develop what, when City Develop . Municipal
- promote h - . behaviour large
mobility and how to R admin- mobility Year 1: budget +
X active travel, . . change, 30.000 € employers,
management work with istration management Apr-Oct X research .
s promote traffic X public
plan mobility plan project
public planner transport
management
transport) operator
Improve
pedestrian
crossings on
prioritised
routes

GOOD PRACTICE EXAMPLE

Thessaloniki, Greece: A Mobility Forum to agree on responsibilities
for actions

After the adoption of the SUMP in 2014, the stakeholders
involved in the implementation met in the Mobility Forum,
which acted as a SUMP assembly. The Mobility Forum met for
the first time in 2016 with the aim of presenting the progress
of the various measures and discussing and identifying the way
forward with all participants. Responsibilities were allocated,
firstly according to jurisdiction and law provision and secondly
according to the skills and capacity of organisations. The
success of this informal Mobility Forum relied on the good will
of participants. Therefore, Thessaloniki authorities advise to
use a more binding framework to sustain the decisions for
action planning.

Author: Samuel Salem, TheTA Thessaloniki, collected by Polis
Image: Dimitris Vetsikas (JIC), pixabay.com
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ACTIVITY 8.4:Ensure wide political and public support

Rationale

The actions are the most concrete part of a Sustainable
Urban Mobility Plan. They directly affect local residents
and are therefore usually the most controversial aspects
of the process. For example, while it may be agreed easily
that an active cycling policy is good for the city (i.e. on the
strategic level), and a cycling infrastructure in a certain
corridor is supported by a majority (i.e. on the measure
level), the specific actions planned by the department in
charge of construction (e.g. conversion of roadside
parking in a certain street to create a cycling lane) may
create controversy. To facilitate effective implementation
of actions later on, it is therefore important to ensure
wide political and public support throughout measure
and action planning - and well before SUMP adoption.
After involving citizens in the development of measures
and measure packages (see Activity 7.1 and 7.2), the
planned actions should be at a very minimum
communicated publicly, giving citizens and stakeholders
the opportunity to provide feedback before final decisions
are taken. ldeally, they get actively involved in the
agreement of actions and feel it is ‘their’ SUMP with
‘their measures and actions, and understand its role in
improving mobility and quality of life for everyone.

Aims

key decision makers, such as mayors and the heads
of larger political parties, can also give you important
information on how to widen the political support and
facilitate adoption.

R $FWLYHO\ LQYROYH DQG JHW IHH
stakeholders, for example in a meeting of the SUMP
‘steering group’.
$FWLYHO\ LQYROYH DQG JHW IHHG

R

actions, for example in the form of a public debate
evening (see Figure 14 on tools and methods for
citizen engagement).

ODNH WKH PDLQ HOHPHQWYV RI WKH
most important actions, a topic in the local media.
When communicating the actions, emphasise the
positive change they contribute to and their role in the
SUMP. If possible, use quantifiable evidence of
expected benefits and attractive visual elements,
such as before-after pictures from other cities. A
common risk is that only those negatively affected get
active. Specific communication efforts are therefore
recommended to also activate those that benefit
among the general public.

%H FOHDU DW DOO WLPHV DERXW ZK

R (QVXUH RZQHUVKLS DQG KLJK D FeRlisticalpdd Ruktl vihiat \tReXndot (expectation

planned actions among decision makers, citizens and
other stakeholders.

management).

R 3URYLGH WUDQVSDUHQF\ DURXQ G AStvited lipyba €sentinl ReQuitements

R )DFLOLWDWH DGRSWLRQ RI
implementation of actions later on.

Tasks

WKRH €8Q3IDFAQIHWIWHRWIL BROLWLFDO RI

in the case of government change during SUMP
development, emphasise the benefits and the time
and resources already invested in the SUMP. The
analogy of a bridge can help to communicate this
point: Just as a bridge started by one government is

R &RPPXQLFDWH LQ D WUDQVSDUHQW uws@aly SutRueid/by Lt @ex0oZed &lso a SUMP

the main elements of the SUMP, in particular the
planned actions.

R $FWLYHO\ LQIRUP DQG JHW
makers. Consider organizing a dedicated information
session in the local council well ahead of the official
process to adopt the SUMP. Direct conversations with

IHHGEDFN

should be, because it is a costly long-term project
serving the city as a whole.

I[URP GHFLVLRQ
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image © Susanne Bohler

Timing and coordination

R $W OHDVW SULRU WR ILQDOLVLQJ DQG DGRSWLQJ WKH 6803 EXW
better in parallel to all activities in Step 8.

Checklist

Public relations and involvement activities planned
and carried out.

Information and opportunity for feedback provided to
decision makers, citizens and other stakeholders and
provided feedback considered for agreement of
actions.

For some types of actions, gaining wide public acceptance ca be especially challenging.
Parking is such a topic that various road users tend to have strong opinions on (e.g.
residents, visitors, logistics companies). The challenge for local authorities is increased
as these user groups do not share the same expectations and needs towards the
parking system in terms of costs, availability and capacity. Therefore, public acceptance
is a major challenge and the only feasible way to get people to accept new parking
management measures is to show them that “it will get better”. Be very clear about
how the measures work and how much — if anything — people will have to pay and explain
what any new parking revenues will be used for. Helpful tools and further guidance can
be found in the Practitioner Briefing Parking and Sustainable Urban Mobility Planning .
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GOOD PRACTICE EXAMPLE

Ghent, Belgium: Public debate evenings, stakeholder meetings and
public consultation

Ghent applied three different engagement formats to its SUMP:
(1) public debate evenings where citizens discussed the draft
SUMP, guided by a facilitator; (2) an extensive consultation
round with stakeholders; (3) a one-month public inquiry
process allowing every citizen and organisation to send
comments concerning the SUMP. This was the most extensive
participation process Ghent had carried out in mobility
planning. Using multiple engagement formats allowed the
SUMP team to reach people from various backgrounds and
ages and strengthened public support for the plan and its
measures. To inform citizens and connect them, the city also
created a dedicated newspaper “de wijze gazet”.

Author: Merijn Gouweloose, City of Ghent, collected by EUROCITIES
Image: City of Ghent

GOOD PRACTICE EXAMPLE

Lille, France: Bi-annual political committee to steer parking policies
on a metropolitan level

The Métropole Européenne de Lille has set up a Parking
Committee so that political and technical representatives of
the metropolitan level (i.e. the MEL) and municipal level (i.e. 95
municipalities) can reach agreement on parking policies. This
committee’s main goal is “to adopt a shared vision on the
parking policy, at the metropolitan scale [...] so to control car
use and give public space back to people.” The participation of
all public authorities in an institutional framework allows for
reaching political consensus. The transparency and neutrality
of the framework is a major factor of success. The Committee
plans to produce a white book on parking which will define the
principles for parking policy to be integrated in the SUMP.

Author: Ellie Deloffre and Olivier Asselin, Métropole Européenne de Lille,
collected by Polis | Image: Alexandre Traisnel, MEL
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STEP 9:
Prepare for adoption
and financing

. Develop financial plans and agree
cost sharing

. Finalise and assure quality
of ‘Sustainable Urban Mobility
Plan’ document

Following a first cost estimate earlier on, it is now also time to develop definite concrete financial plans for all actions.

Based on your organisation’s conventions, a detailed financial scheme can be included in the SUMP itself or is part of
a separate process. The Sustainable Urban Mobility Plan summarises the outcomes of all previous activities. After
integrating adjustments based on stakeholder and citizen feedback and a final quality check, the document needs to be

formally adopted by the political representatives.

ACTIVITY 9.1:Develop financial plans and agree cost sharing

Rationale

The implementation of sustainable urban mobility
actions requires a sound financial plan that defines how
to finance the actions of the SUMP, including the detailed
cost estimates that were prepared in Activity 7.2 and the
financing and funding sources that were identified in
Activity 8.2. With respect to the functional urban area of
a city, funding and financing must come from different
municipal, regional, national, private and multilateral

sources. Ensuring the long-term sustainability of the

SUMP measures requires strategically matching the
funding needs of the measures with public budgets and
a diversity of financing instruments, municipal loans,
public utility loans, and, sometimes, private sector
capital. Due to the long-time horizon of a SUMP, it is
often useful to plan financing in phases, with sufficient
detailing for first phase measures in order to attract

funding and financing from public and private sources.

The proper phasing of projects is necessary to transition
effectively to implementation and to ensure long-term
financing sustainability. When thinking about the
potential for raising private capital for initial investments,
it is important to keep in mind that the cost of money, or
the interest rate, that is typically paid by the private
sector is higher than that paid by the public sector. This
means that the private sector will require higher review
streams (e.g. from more expensive ticket prices) to offset
these costs. Successfully engaging the private sector
also requires that the public sector convincingly and
contractually takes on appropriate risks, particularly
risks related to policy. The private sector also generally
has a shorter investment time horizon than the public
sector, and generally requires a faster return on
investment.
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Aims

R &UHDWH D ILQDQFLQJ SODQ IRU DQRO 63UHPHRQXWHW BLWK ULEXWLRQ R
indicative sources of funding and financing. among municipalities, regional authorities, the
national level, and public and private operators.
R &UHDWH D GHWDLOHG ILQDQFLQJ SODQ IRU SULRULW\ DFWLRQV
that contains all projected expenditures, including R 3UHSDUH D GHWDLOHG ILQDQFLQJ S¢
taxes and contingencies, as well as revenues on an phase investment.

annual basis for the duration of the financing plan.
R ,QLWLDWH DFFHVV WR WHFKQLFDO L

R (QVXUH WKH ILQDQFLDO YLDELOLW\aRJABHFERS/FEQBNA,DA voRiper MRa@@Ges that
the initial funding period. require follow-up studies to ensure viability and
access to finance.
R 30DQ IRU FRQWLQJHQFLHV WR KHOS DFKLHYH UHVLOLHQFH

against potential changes in income streams.
Timing and coordination

R ,GHQWLI\ RSSRUWXQLWLHV IRU SULYDWH VHFWRU LQYROYHPHQW
R $IWHU $FWLYLW\ EXLOGLQJ RQ Wi

R $JUHH RQ WKH GLVWULEXWLRQ RvitRreivrégnongib(ities andHtimeligeX H V
among all involved organisations.
R %XLOGV XSRQ DQG GHHSHQV WK
financial costs of actions and the identified funding
Tasks sources (Activity 8.2).

R &RRUGLQDWH ZLWK RWKHU PXQLFLSDOLWLHY UHIJLRQDO

institutions (cost-sharing arrangements for cross- Checklist
border public transport services) and the national
level. Explore possibilities to jointly fund measures. Detailed financial plans prepared and agreed for

actions requiring financing in the first phase of SUMP
R $VVHVV WKH SRWHQWLDO RI SUimplemgntitionHFWRU LQYHVWRU
involvement in either capital, investment, operations,
or a combination of both. Commitment obtained from relevant public entities
to allocate sufficient public budget to fill financing
R 3UHSDUH ILQDQFLDO SURMHFWLRQ \WapR acqureadVW SKDVH DFWLRQV
that include capital expenditure (up-front investment)

as well as operation and maintenance costs and If required, initial application for sources funding for
related revenue streams per year. feasibility, market or other studies to prepare project
completed.
R 'LVEXVV PHDVXUHVY ZLWK SRWHQWLDO ILQDQFLQJ SDUWQHUYV
and funding sources to ensure that the selected Financial sustainability of projects ensured.

measures are well prepared.
Division of costs and benefits among relevant actors

R $OORFDWH ILQDQFLQJ DQG IXQGLQJ ¥gre¥dJFHV IRU DOO DFWLRQV
including potential changes in revenue streams per
year; Consider political commitment for the
resolution of arising funding gaps.

R $JUHH FRVW UHFRYHU\ DUUDQJHPHQWY UDWLRYV PRGDOLWLHV
for shared systems and services, such as. contribution
to the operating costs of public transport services.

140 GUIDELINESFOR DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY RRANEdition)



PHASE 3 MEASURE PLANNING

GOOD PRACTICE EXAMPLE

Barcelona, Spain: European funding and financing for renewing
Barcelona’s public transport

The Municipality and public transport operator (TMB) of
Barcelona can rely on a sound funding and financing plan to
renew its bus fleet. The local transport operator received the
financial support of ELENA (European Local Energy Assistance)
which provided a grant of almost 1.5M€ to cover preparation
studies (2011 — 2015) for a large-scale retrofit of diesels and
CNG buses into hybrids. In 2019, the European Investment
Bank (EIB) granted a loan of 73,5M€ to TMB to purchase 254
clean buses (fully electric, hybrid and CNG). The renewal of the
public transport fleet contributes to the improvement of the air
quality in Barcelona.

Author: Josep Maria Armengol Villa, TMB, collected by POLIS
Image: TMB

GOOD PRACTICE EXAMPLE

Bucharest/llfov, Romania: SUMP implementation based on
comprehensive annual budget planning

Based on thorough data and problem analysis a list of priority
areas for the SUMP was defined. This led to a range of
organisational, operational and infrastructural measures
included in the final SUMP. A cost estimate for each measure
was made, thus identifying the scale of total investment needed
to implement the Plan, to be put in relation with available
financing sources. The SUMP served as a main tool to identify
priorities for programming of EU funds until 2030. These
needed to be considered in parallel with state funding, capital
expenditure by Bucharest and llfov administration, lending
from IFIs (EIB/EBRD) and additional income from the proposed
parking strategy. Meanwhile it was possible to define the
required budget for public transport operating subsidies and
also network maintenance over the same period.

Author: Alan O’Brien, EIB/JASPERS, collected by Rupprecht Consult
Image: Planul de Mobilitate Urban Durabil BI
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ACTIVITY 9.2:Finalise and assure quality of ‘Sustainable Urban Mobility

Plan’ document

Rationale

The project team will have the task to compile the final
version of the Sustainable Urban Mobility Plan document.
To ensure that previous agreements are well reflected,
drafts of the document need to be reviewed internally
and by important stakeholders. Before the adoption and
publication of the Sustainable Urban Mobility Plan, the
focus lies on assuring high quality and finalising the
document for its further implementation and

dissemination. In this step, last refinements and
improvements should precede the final publishable
document.

Aims

online SUMP Self-Assessment (see Tools below) or
an internal peer review with colleagues to assure
good quality.

&KHFN LI YLHZY DQG UHVXOWYV RI WK
with stakeholders and citizens are integrated in the
whole document.

7KH 6803 DOVR KDV WR EH DVVHV)
procedural requirements (e.g. if existing on the
national level), and to achieving compliance with the
EC directive on Strategic Environmental Assessment
(SEA). In certain countries, a public consultation is
needed at this point of time as well.

R (QVXUH KLJK TXDOLW\ RI WKH 6803RGREXPHQWDO DPHQGPHQWYV LQ FRI

R (QVXUH WKDW WKH YLHZV RI
wider public have been taken sufficiently into account
in the document.

stakeholders. Aim for a document that receives wide

NH\ Vpolitichl Bnd RuDIiGI8ppait, DIg@mpledbiiadjusting

sensitive aspects that would stop key decision makers
from supporting it. But be careful not to dilute it too
much, it is essential that it is ambitious enough to

R )LQDOLVH WKH 6803 GRFXPHQW VR autigve g susidinabiity oHject®/&s] R U

adoption by political bodies and release to the public.

Tasks

aspects to include in the document are:
Background, local context and short overview of
development process (including stakeholder and
citizen involvement)
Results of mobility analysis and scenario exercise

Vision, objectives and key targets

Measure packages with their actions (including
timeline, responsibilities and sometimes financing)

Monitoring and evaluation scheme

R

)LQDOLVH WKH 6803 GRFXPHQW

Activities beyond essential requirements
R &RPSLOH D IXOO0O GUDIW RI WKH 6803 7KH VXJIJHVWHG

R

R

R

R

,QFOXGH H[WHUQDO UHYLHZHUYV
Sustainable Urban Mobility Planning to quality check
the document.

%UDQG \RXU 6803 WR FRPPXQLFD
create consistent visibility and help citizens and
stakeholders to recognise and remember it. Branding
may include giving it a catchy title, developing a visual
identity, theme and colour scheme and designing a
dedicated logo (see examples below).

'"HYHORS D VKRUW YHUVLRQ RI WKH

$GG \RXU FLW\ WR WKH (OWLV GI
Sustainable Urban Mobility Plans: www.eltis.org/

R /RRN DW WKH ZKROH GRFXPHQW D Qn@®biiti-planhsicify-ddadaDasev\ D Q G

potential for effective outcomes. Consider using the
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Timing and coordination

R 4XDOLW\ FKHFN ZKHQ DGYDQ
document is available.

Checklist

Final draft of Sustainable Urban Mobility Plan
compiled.

Internal and stakeholder review completed.
4XDOLW\ DVVHVVPHQW FRPSOHWH(

Final amendments completed.

GOOD PRACTICE EXAMPLE

PHASE 3 MEASURE PLANNING

SUMP Self-Assessment tool

To check the quality of the planning process

to develop your final Sustainable Urban

Mobility Plan, it is recommended to use the
online SUMP Self-Assessment tool. The tool can be used
at all stages of the planning cycle - both to evaluate and
improve mobility planning at the beginning and during the
process, and to assess the quality of the SUMP before it is
finalised. The Self-Assessment consists of tailored sets of
guestions depending on your planning context and
interests. After completing the questionnaire, the results
page will show you how well your document fulfills the
principles of a SUMP, enabling you to identify the strengths
and weaknesses of your approach. It will provide you with
tailored advice for further improvement, good practice
examples and links to guidance for your specific situation.
To ensure a diverse feedback on your final documentthe
SUMP Self-Assessment should be completed by several
people of the SUMP core team.

Link to SUMP Self-Assessment:
www.eltis.org/mobility-plans

Greater Manchester, Malmd@, Budapest, Vienna: Award-winning
SUMPs with outstanding design

One of the award-winning SUMPs with an outstanding design
is Greater Manchester. Transport for Greater Manchester
(TfGM) used a combination of in-house expertise and external
support for creating eye-catching imagery, while retaining
flexibility to quickly do necessary updates. Stand-alone
material, including the SUMP cover page, was made by a
design consultant. For images related to evolving SUMP
content, including maps, infographics and images, TfGM’s in-
house design team was used. This allowed TfGM to quickly
refine content and to continue adopting the same formatting
in all updates, maintaining consistency across TfGM'’s
documents when referring to the SUMP.

Information on the design approaches of Malmd, Budapest and
Vienna can be found in the Annex.

Author: Ben Brishourne, Transport for Greater Manchester, collected by Polis
Image: Transport for Greater Manchester
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9 Milestone:
Sustainable Urban Mobility Plan adopted

The most important milestone of the planning process is the adoption of the Sustainable Urban Mobility Plan by as broad
a political coalition as possible. The SUMP needs tabe legitimised by the elected political representatives of the body/
bodies responsible for the development (e.g. city council, neighbouring administrations, regional council). This is a key
step in fostering acceptance, making it accountable and providing an agreed upon framework for measure implementation.

The adoption process may take a few months and will depend on the national regulatory framework and administrative
structure. Once it is adopted, your final SUMP deserves to be celebrated with the local community. You might organise
an event, where stakeholders, the wider public and (local) media are invited and the final document is presented publicly.

image © LucVi on istock.com
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PHASE 4:Implementation and monitoring

Milestone:
Measure implementation
evaluated

. Analyse successes and failures

’ Share results and lessons learned

. Consider new challenges and solutions

. Monitor progress and adapt
' Inform and engage citizens and |

stakeholders

101 Coordinate implementation of actions

102 Procure goods and services

11

Manage
implementation

© Rupprecht Consult 2019

The fourth phase focuses on implementing the measures and related actions defined in the SUMP, accompanied by
systematic monitoring, evaluation and communication. Here the actions are put into practice by answering the following

guestions:

How can we manage it well?

The responsible departments and organisations plan the
technical details of their actions, conduct the

implementation and procure goods and services if
needed. As this often involves a large amount of parties,
the overall coordination of the implementation process

requires particular attention.

How are we doing?

Systematic monitoring will make clear whether things
are going according to plan, allowing corrective action to
be taken if needed. Innovative mobility schemes can be
a great disruption (as well as a great benefit) for daily
travellers. Understanding public opinion, based on an

active two-way dialogue, is crucial for a successful
implementation process.

What have we learned?

The last step of the SUMP cycle is about reviewing
successes and failures, communicating these results

with stakeholders and the public, and considering new

challenges and solutions.

The milestone ‘Measure implementation evaluated’
concludes the SUMP cycle - at the same time providing
lessons for the next SUMP process.
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STEP 10:
Manage implementation

101 Coordinate implementation of actions

102 Procure goods and services

After SUMP adoption, the implementation phase starts. As the Sustainable Urban Mobility Plan is a strategic document,
it provides a sound framework for these activities, but it does not specify in detail how each action will be implemented
and what needs to be procured. These often complex implementation tasks are usually not performed by the core ‘SUMP
team’, but by the responsible technical departments. Therefore, a good handover to technical implementers and effective
coordination of all implementation activities by the core team is important to ensure a coherent approach. For example,
while procurement of goods and services is a standard process in any public administration, tendering innovative
products or ‘green procurement’ often requires the attention of the core team to ensure successful introduction of these
novel products and procurement approaches.

ACTIVITY 10.1.Coordinate implementation of actions

Rationale

A good Sustainable Urban Mobility Plan does not R (QVXUH VRXQG FRRUGLQDWLRQ DPRQ
automatically lead to good results, only the successful

implementation of the identified measure packages and R )DFLOLWDWH DQ HIILFLHQW DQG HI
actions does. In order to deliver the objectives effectively, process and sequence.

appropriate management needs to be applied to oversee

the implementation and to manage risks. This requires R $GGUHVV SRWHQWLDO ULVNV
agreements with all actors involved in action

implementation as well as a handover from the SUMP R (QVXUH WUDQVSDUHQF\ RI LPSOHPH

core team to the technical staff and regular communication
with them throughout the implementation of actions.
Tasks

Aims R 6wD\ DFWLYH DV WKH 6803 FRU
continuity between process development and
R )RUPDOLVH WKH UROHV RI DFWR U\mpé@némaliohHCdntinQe PoHreat ebutarly (e.g.
implementation. monthly) throughout the implementation phase to
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keep a good overview of progress and plan
contingency activities in case actions are not on track.

R +DQG RYHU IDFWVKHHWY GHVFULELQJ WKH NH\ DVSHFWYV RI
each action to the departments and institutions in
charge of their implementation. If not already
developed before, prepare such factsheets. (For
information on what to include in such factsheets see
Activity 8.1 and 8.3, where they are usually developed.)

R $JUHH RQ PDQDJHPHQW SURFHGXUHV DQG UHVSRQVL
bilities. Each action should have one main person in
charge of managing its implementation. Ensure that
each action manager summarises the agreements in
a work plan that serves as a common framework for
all stakeholders involved in implementing the action.

R $VVHVV ULVNV DQG SODQ IRUFRQWLQJHQFLHYVY FRQWLQXDWLRQ
of analysis in Activity 8.3). Which actions have strong
effects on other actions, so that delays pose a risk to
the success of the entire SUMP? How can you react if
they get delayed?

R .HHS UHJXODU SHUVRQDO FRQWDFW ZLWK WKH DFWLRQ
managers. Agree in what format and how often to get
status updates by them (e.g. short informal phone
calls only between SUMP coordinator and action
manager to avoid bureaucratic overload). In case of
difficulties, intensify communication, provide needed
support and use decision maker backup to enforce
the implementation of actions.
R 2UJDQLVH UHJXODU PHHWLQJV WR FKHFN WKH JHQHUDO
status of action implementation. Meetings with the
group of all action managers should be organised
annually.

image © BKK Centre for Budapest Transport

Activities beyond essential requirements Checklist

R /LQN WKH PDQDJHPHQW RI DFWLRQ LHsoverihQivv Ravishdr tZimpleihenters.
wider performance management systems within the

administration. Coordinator and implementation steps agreed for
each action.
Timing and coordination Risks assessed and contingency activities planned.

R 7KURXJKRXW LPSOHPHQWDWLRQ SKIPktedures for regular status updates by action
managers established.
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GOOD PRACTICE EXAMPLE

West Yorkshire, United Kingdom: Project management to ensure a
constant dialogue

In West Yorkshire (WYCA), the structure for SUMP preparation
and implementation is defined in an organogram: The executive
prepares the SUMP and implementation programmes.
Decisions are made by politicians. A Transport Committee acts
as a project board; it oversees preparation and implementation
of the SUMP. A separate Investment Committee makes
decisions on funding for implementation of SUMP projects.
Project Management (WYCA) is responsible for the
implementation with thematic work package leads in charge
of developing elements of the SUMP. Coordination is done
through monthly officer conversations, and through bi-monthly
meetings with the political board and consultations with public
and stakeholders.

Author: Steve Heckley, WYCA, collected by Polis
Image: West Yorkshire Transport Strategy 2040

GOOD PRACTICE EXAMPLE

Groningen, Netherlands: Regional Public-Private partnership for
coordination and cooperation of actions

The SUMP in Groningen is rooted in a long tradition of
sustainable planning for the city and the city-region. For
coordinating the implementation of actions, Groningen has
formally established an enabling body called Groningen
Bereikbaar: A Public-private partnership for a sustainable and
accessible Groningen. The body ensures that all parties
cooperate effectively and coordinate their work on the various
transport-related projects. The body has succeeded in gaining
political support, increasing commitment and pooling the best
available know-how from the public and private sector,
academia, citizens and various different stakeholder groups.

Author: UBC, based on GroningenBereikbaar.nl.
Image: Jeroen van Kooten
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PHASE 4 IMPLEMENTATION AND MONITORING

Brno, Czech Republic: SUMP Monitoring tool for action implementation

The SUMP monitoring tool is a spatial database (GIS)
application for both experts and citizens. It contains information
about all investments from the Action plan (budget, year of
realization, etc.) and allows detailed analysis of this data.
Experts (mostly stakeholders) use the tool for managing the
SUMP implementation. The tool allows cooperation for all the
stakeholders over one platform simultaneously, so there is
significant time saving and improved coordination of the
implementation. Citizens can use the application as a source
of information about the SUMP implementation. The utilisation
as a public participation tool is currently under development.

Author: : Lukas Ba a, City of Brno, collected by Rupprecht Consult
Image: Kate ina Nedv dova, City of Brno

ACTIVITY 10.2:Procure goods and services

Rationale

A crucial part of implementation is to procure the goods
and services required for the measures and actions of
the SUMP. Procurement is a standard process in any
public administration, usually supported by specialised
staff, but tendering innovative products or ‘green
procurement’ requires the SUMP core team'’s attention.
Due to the large amounts that cities in Europe spend on
this, it is a powerful lever in its own right to support the
transition of urban mobility. The purchasing power of
cities and regions can create a critical demand for
innovative and green goods, services and business
models such as low emission vehicles or shared mobility
solutions. If executed properly, procurement can add
value both by minimising negative social and
environmental impacts and by enabling innovative
products and services to penetrate the market.

Aims

R

J)DFLOLWDWH WKH GLIIXVLRQ D!
sustainable technologies and services.

Tasks

R $VVHVV DQG GHILQH WKH UHDO QH

R

should be the starting point of any procurement.
Procurers will need to collaborate closely with the
technical departments in order to define functions
that can be correctly translated into an effective
procurement process.

(QVXUH WKRURXJK NQRZOHGJH R
European legal framework for sustainable public
procurement, to avoid any law infringement that
could complicate and delay the implementation
process.

"HWHUPLQH WKH SURFXUHPHQW PHYV

R (QVXUH HIIHFWLYH DQG WLPHO\ SURfeixdathRblogd W feivibeQd2fid&id® W should be

and services needed for the implementation of
actions.

carried out, and what kind of contract is needed.
Consider joint procurements with other authorities
that may result in lower prices due to economies of

R OLQLPLVH QHIJDWLYH VRFLDO DQG HE&de URQPHQWDO LPSDFWYV

of purchasing decisions.
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R 6HW WKH WHFKQLFDO VSHFLILFDW LR QRUblX \PtoQuie®&ht oiRIkhB\RYE Solutions -

based criteria that describe the function you need where the city acts as an early adopter of
instead of specific products. Consider adding innovative solutions that are not yet available on a
sustainability aspects, either as minimum large-scale basis in order to facilitate their spread
requirements or as award criteria that help offers to to the mass market.

score higher. Use life cycle costing, instead of only
purchase price, as cost criterion. This better

describes the true costs for you as a buyer and at the Timing and coordination

same time often favours sustainable choices, e.g.

low-consuming (and therefore low-emission) R 3URFXUHPHQW LV XVXDOO\ RQH RI
vehicles. action implementation, but relevant during the entire

implementation stage depending on the timing of the
R 3XEOLVK WKH WHQGHU DQG JR W KdifferehgdctiohsK H SURFHVYV R
selection and exclusion of bidders.

R (QVXUH WUDQVSDUHQF\ RI WKH S ICRERiISSIHPHQW SURFHVV LQ
order to increase public and political support.
Procurement needs of the city clearly defined and
agreed on.
Activities beyond essential requirements
List of personnel and their expertise to lead the
R &RQVLGHU XVLQJ LQQRYDWLYH SUR prEdurdrRedt@idteBsHigiineR GV IR U
highly innovative products and services that are not
readily available on the market. Suitable methods Tender specifications defined.
include:
Tenders launched, submissions evaluated and
Request for Information - a method to collect tenderers selected.
information on possible solutions before starting
a formal procurement process.

Pre-Commercial Procurement - which challenges
industry to develop new solutions that do not exist
yet for public sector needs.

Criteria templates for Green Public Procurement

The EU GPP criteria are developed to facilitate the inclusion of green requirements in public tender documents. While
the adopted EU GPP criteria aim to reach a good balance between environmental performance, cost considerations,
market availability and ease of verification, procuring authorities may choose, according to their needs and ambition
level, to include all or only certain requirements in their tender documents.

For urban mobility, criteria templates for the foll owing areas exist. Each of them consists of severalsubcategories, e.g. procurement
of buses, cars, other vehicles, etc. in the document on road transport. They are available in all EU languages.

R 5RDG 'HVLJQ &RQVWUXFWLRQ DQG ODLQWHQDQFH
R 5RDG OLJKWLQJ DQG WUDIILF VLIJQDOV
R 5RDG 7UDQVSRUW

For more information: https://ec.europa.eu/environment/gpp/eu_gpp_criteria_en.htm
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Approaches to sustainable public procurement

Figure 36: Overview of approaches to sustainable public procurement (Rudolph, F., Werland, S., 2019. Public procurement of
sustainable urban mobility measures.)

Approach Aim Examples Comments

Focus investments on public | This might be a political

Re-direct investments
towards sustainable

Conversion of the transport
system towards sustainable

transport and active modes
rather than on motorised

decision with limited or no
influence from procurement

mobility modes modes

individual mobility agencies

Use functional and
performance-related
requirements to describe
specifications

Procure services instead of
products (outcome based,
functional procurement)

Use car-sharing fleet instead
of own cars for the public
administration

Reduce direct costs;
save scarce urban space

Use CO2-, noise-, PM- and
NOx- emissions of vehicles
as award criteria

Increase efficiency of
products and prefer
environmentally friendly
products

European legislation allows
the application of additional
award criteria beyond the
lowest price

Retrofit existing trams or
buses to increase energy
efficiency

Procure more sustainable
products and services

Use recycled materials for
road and bike path
construction

4XDOLW\ FULWHULD
transport (silent vehicles,
on-board passenger
information, WiFi, etc.)

IRU SXEOLF
Increase the quality of
products and services

Increase public transport’s
attractiveness

Municipalities have market
power in many areas, such
as public transport

Procurement of E-buses

Procure innovative products Bringing innovations into the

Contract bike-sharing

and services market providers as part of the Procurement may require
public transport system risk management
Further guidance and step-by-step-approaches for sustainable public procurement can
be found in the Topic GuidePublic procurement of sustainable urban mobility
measures.
]
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GOOD PRACTICE EXAMPLE

Piedmont region, Italy: Joint Procurement of 19 urban electric buses

The Piedmont Region applied a joint procurement approach to
introduce electric buses into the fleets of regional transport
operators. Five steps were taken:

R 3URMHFW SURSRVDOV UHTXHVWHG

IURP SXEOLF WUDQVSRUW
operators;

R ODUNHW VXUYH\ WR LGHQWLI\ VXSSOLHUYV

R 3UH TXDOLILFDWLRQ SKDVH ZLWK D FDOO IRU RIIHUV

IURP
suppliers;

R 6XSSOLHUV VHOHFWHG

R 3URSRVDOV UHTXHVWHG IURP VHOHFWHG VXSSOLHUV

The tender was awarded to BYD EUROPE B.V. who signed
independent contracts with each of the involved public
transport companies.The Region financed 90% and operators
10% of the bus purchasing cost.The expected savings of the
Region are approx. € 50.000 over a period of 10 years and 769
tonnes of CO2 /year.

Author: Chiara Ferroni, Fondazione Torino Wireless, collected by ICLEI

Image: The Piedmont Region
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STEP 11;
Monitor, adapt and
communicate

111 Monitor progress and adapt

Inform and engage citizens and
stakeholders

Continuous monitoring is a principal characteristic of Sustainable Urban Mobility Planning, which increases the
efficiency of the process and contributes to a higher quality of implementation. To ensure a successful implementation
phase you need to set a baseline value before and start with monitoring early to be able to react to changes properly.
The monitoring results need to feed back into the process to optimise further implementation and should be
communicated with citizens and stakeholders. During this step, the wider public is usually directly affected by action
implementation for the first time, and therefore expresses high interest in it. Accordingly, the local community needs
regular engagement and information.

ACTIVITY 11.1:Monitor progress and adapt

Rationale

The broader monitoring and evaluation arrangements could include internal factors relating to planning (e.g.
have been defined and the data collection has been time or budget), or various kinds of external factors (e.g.
conducted before the Sustainable Urban Mobility Plan is public disagreement with an action, political legislature,
adopted (see Activities 3.1, 6.1 and 7.3). With the regulation processes or planning activities that may
implementation of the actions it is time to apply the influence the process, new technologies etc).

selected monitoring tools regularly and to check how

much progress has been made towards achieving the Aims

targets. Through regular monitoring and reflection,

problems can be identified early and adaptations can be R ,GHQWLI\ SUREOHPV ERWWOHQHFN)
made. Which kind of adaptation to apply depends on the for on-time implementation.

specific situation and local context of every city and its
SUMP. Flexibility is needed during the SUMP process to R .HHS WUDFN RI SURJUHVV WRZDUGV
guarantee that new developments and insights are taken

into account. New and better measures or actions might R $GDSW WR QHZ WHFKQRORJLFDO OH
be available that could address a specific challenge of developments.

the city or new knowledge could make a measure

obsolete. Reasons to adapt measure implementation R $GDSW DQG RSWLPLVH WKH LPSOHP

GUIDELINESFOR DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY RRAM Edition) 153



PHASE 4 IMPLEMENTATION AND MONITORING

Tasks

R .HHS WUDFN RI LPSOHPHQWDWLRQ perking teasloiwvdadHpriciig kn ddrmigigaiion with
regular personal contact with the action managers providing modern electric busses.
(see Activity 12.1).

R 5HJXODUO\ PHDVXUH \RXU LQGLF D Wehndlogical Medgal avpidliicall@vaopments that

collection methods and frequency defined in Activity render your measures out of date or make other,
7.3. Use the measure-level indicators to monitor more effective measures possible. New types of
progress of individual measures or measure electric vehicles, for example, might require a
packages towards their targets (every 1-5 years, redesign of planned infrastructure, or local
depending on the type of measures). Use the strategic elections might make measures to redistribute
indicators to monitor progress towards your general road space possible that would not have found a
SUMP targets (usually every 1-2 years). In both cass, majority before.

compare measurements to the baseline values before

the start of implementation - while also considering R $GDSW ZKHUHYHU QHFHVVDU\ LQ FR
other contributing factors - to estimate the impact of managers. Be brave to stop a measure if it does not
your measures. work! The implementation programme should be

modified throughout the implementation period,
R .HHS DEUHDVW RI QHZ GHYHORSP H Q ased shxoRitding iesusQ JH V
in national regulations, technologies, funding or local
politics. Regularly think about what current trends R &OHDUO\ VWDWH WKH FKDQJHV WR
mean for your activities. result from the monitoring process and get formal
approval for the most important changes at the
R %H IOH[LEOH DERXW XSGDWLQJ \RXU polticaMevelHVY DQG PDNLQJ
changes to implementation activities. You may need
to adapt them due to:
Activities beyond essential requirements
Difficulties in implementation activities. If, for

example, a measure encounters strong opposition, R ,QFOXGH D JVDQLW\ FKHFENK LQ LPSOI
consider turning it into a temporary experiment meaning that stakeholders, the public and possible

that will be properly evaluated after a certain peers from other cities provide feedback on how the

amount of time (e.g. one year), and then keep or implementation performs compared to the objectives
discontinue it depending on the results. Often, and targets of the SUMP.

opposition decreases once people get used to the
change and see the benefits (such as in the case R +DYH WKH PRQLWRULQJ DQG HYDOX

of road pricing in Stockholm). transparent way, preferably by an independent agency

to guarantee neutrality, and applying the same
Measures or the entire SUMP under-achieving indicator set that was used throughout the previous
important targets. If individual measures of the steps. If this seems unrealistic (e.g. due to budget
entire set of SUMP measures turn out to be less restraints), a self-monitoring and evaluation by
effective as assumed, investigate the reasons and authorities is a valid alternative.
adjust in time. If, for example, new protected
bicycle lanes do not get used as much as aimed R 'LVVHPLQDWH \RXU HYDOXDWLRQ UH
for, find out if something is wrong with them or if of novel measures, so that others can learn from your
important connections leading to them are experience (see Activity 12.2).

missing and react accordingly. If air pollution in
your city is stagnating despite your efforts, for

example because economic growth enables more Timing and coordination
and more people to own a car, consider reinforcing
or adding air quality measures, such as higher R 3DUDOOHO SURFHVY GXULQJ LPSOHI
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Checklist
Status of implementation activities constantly Necessary adjustments in implementation of
monitored. measures identified.
Progress towards measure targets and strategic Adjustments discussed and agreed with relevant
SUMP targets evaluated at regular intervals. actors.

GOOD PRACTICE EXAMPLE

Lund, Sweden: Yearly monitoring reports summarising the status of
target attainment

The city of Lund monitors the actions of their SUMP closely and
evaluates them against the targets set by the politicians in the
planning process. The number of pedestrians, the use of
bicycles, motor vehicles and public transport are therefore

measured annually. A survey among citizens collects
information on attitudes and mobility behaviour every 4th year.
When the targets are not met, the actions are intensified or
changes are proposed for the following year.

To visualize and communicate the results of the monitoring
process, Lund uses a “traffic light” system: if actions are

proceeding well and reach the targets (green), if they need
adjustment (yellow) or if they need to be re-planned/ changed/
replaced (red).

Author: Anders Soderberg, City of Lund, collected by UBC
Image: City of Lund

GOOD PRACTICE EXAMPLE

San Sebastian, Spain:Interactive monitoring platform for SUMP

San Sebastian uses a mobility monitoring platform to track the
progress of SUMP measures. The digital tool is based on data
provided by existing data collection systems, obtaining very
precise and reliable estimations. Managers and decision
makers can get an easy overview of the general status, while
the application also allows them to go into more detall if they
are interested. Progress is visualised in a simple form using
traffic light colours to show whether or not the city is on track
towards achieving the objectives of the SUMP, or even other
municipal strategies, in the respective area.

Author: Municipality of Donostia/San Sebastian, collected by UBC
Image: Municipality of Donostia/San Sebastian
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GOOD PRACTICE EXAMPLE

Funchal, Portugal: Systematic measure monitoring to increase
acceptance

The monitoring process for pedestrianisation-related

measures included a territorial assessment focused on

accessibility to identify the areas that could benefit from

improving conditions for walking. In addition, traffic counts

were analysed to identify traffic flows and to estimate air

pollutant emissions. A questionnaire was also circulated to

further assess the acceptance of the measures as well as their
potential impact. The assessment and measurement of
implemented measures were necessary to adopt corrective
measures. The strategy proved to be successful in showing the
benefits of the measures and increasing acceptance. It is
therefore recommended to be used in other sites that could

benefit from pedestrianisation measures.

Author: Jose Augusto Batista Vieira, Camara Municipal do Funchal, collected by Polis
Image: Municipality of Funchal; Mobility and Traffic Division

ACTIVITY 11.2iInform and engage citizens and stakeholders

Rationale

Communication and engagement with the local
population should not end at the planning stage. It is an
essential ingredient during all stages of the SUMP
process. As implementation is carried out, it is necessary
to publicly communicate the progress of the implemented
actions, articulating their contribution to the agreed
vision and objectives. Citizens and stakeholders who are
directly affected by certain actions should be particularly
addressed in the process. That way, citizens can realise
the connection between their earlier input at a strategic
and detailed level and the real changes in their city or
neighborhood. This requires honest, ongoing and
respectful communication from the city administration
to the public - but also vice versa: citizens, the ultimate
experts in the actual performance of measures in real
life, should be encouraged and should have convenient
opportunities to share constructive views about ways to
improve and fine-tune measures. Taking such views on
board sincerely and responding to them fosters a sense
of trust and provides opportunities for improving the
implementation process and the final outcomes of
measure implementation.

Aims

R

R

R

ODNH HIITHFWLYH XVH RI UHVRXUFHV

both the expertise of professionals and the on-the-
ground knowledge of citizens - to achieve the best
results possible.

,QFUHDVH RZQHUVKLS RI PHDVXUHV

as much as possible in the monitoring and
implementation process.

(QVXUH UHVLGHQWY DUH DZDUH RI V

changes that are coming to their city, describing the
benefits and offering options where changes in daily
travel habits will be possible or required.

Tasks

R

7TDON WR FLWL]J]HQV RU VWDNHKR (

affected (positively or negatively) by a planned
measure before starting the implementation, and
respond to their concerns. Bear in mind that those
who fear being negatively affected will naturally make
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more ‘noise’ than those who benefit from a measure clubs, schools, senior citizens, trade schools,
- even if they are in a minority. religious groups, museums etc). Depending on the
context they could take over maintenance tasks,
R OLWLJDWH QHJDWLYH HIIHFWV W Kbwde EomE& IR BHioW, \grdnPa8d®sd to their own
mentation (e.g. offer support to businesses affected communication channels, engage in training and
by long-term construction of a new tram route). mentoring activities, report problems, host events,
provide data, know-how and ideas or even make
R /RRN IRU FUHDWLYH ZD\V WR Hiaangdibl cerwributich& RiOva Hudding/crowd-

wherever possible (e.g. having children paint investment). See the SUNRISE Co-Implementation
footprints on the ground marking safe routes to Guidelines for further inspiration and for a range of
school). concrete examples (e.qg. citizen-built bike lanes, place

making initiatives with residents, citizen-buses,
R .HHS WKH ZLGHU SXEOLF ZHOO lkdlieckv drebnBg daysRnd iora)/ K H
progress in measure implementation. Publish
evaluation results targeted at citizens and politicians.

Present a selected set of indicators (emotional core Timing and coordination

indicators - see Activity 6.1) in the form of high-quality

figures that are easy to understand for non-experts. R 'LITHUHQW IRUPV RI FLWL]HQ DQG \
Provide a general update on the implementation ment are required throughout the entire SUMP process

status to the local council every one or two years to as well as the implementation and monitoring phase.

keep the SUMP high on the agenda (e.g. in the form
of a status report or presentation in a council
meeting). Checklist

R +LJKOLJKW PLOHVWRQHV RI PHDV XU Hitizers @rtd Btékehdidergiihi &de Di@dBy affected by
celebrate accomplishments with the community (e.g. measure implementation involved in implementation
a street festival after pedestrianisation). process.

Solutions for mitigation of negative effects during
Activities beyond essential requirements implementation identified and pursued.

R &RQVLGHU RSWLRQV WR MFR LP SO HGHa@RWNbIiP iHf@ride dhdut proghésk of measure
civic actors (e.g. residents, businesses, artists, sports implementation.

on Sustainable Urban —
Mobility Plans

The success of measure implementation is strongly connected to a good communication
with the affected stakeholders and citizens. When it comes to electrification measures,
such as charging infrastructure or Zero-Emission-Zones, residents need to be engaged
and encouraged to be part of the changes. Convincing people to exchange their private
cars for other options is not simple, as it cannot be directly controlled by the mobility
planning authority, but has to be achieved with a range of communication measures
and incentives. In your communication campaign, it is recommended to use a
recognisable brand and different channels to target different groups. The messages
should focus on the direct benefits for the users (e.g. lifecycle costs, access to charging
infrastructure etc.) rather than on the benefits for society. You should make all the
existing benefits and incentives widely known, such as financial subsidies and practical
advantages given to electric vehicle drivers (e.g. access to Zero-Emission-Zones, free
parking, free charging etc.).

More guidance on how to successfully electrify transport in the framework of a
Sustainable Urban Mobility Plan can be found in the Topic GuideElectrification in [
Sustainable Urban Mobility Planning .
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For more information

SUNRISE project, 2019 Co-Implementation Guidelines, www.rupprecht-consult.eu/uploads/tx_rupprecht/SUN_D3.1_
Co-implementation-Guidelines.pdf

CH4LLENGE project, 2016 Participation manual - Actively engaging citizens and stakeholders in the development of Sustainable
Urban Mobility Plans, www.eltis.org/resources/tools/sump-participation-kit

CiVITAS DYN®MO, 2016 Participation 2.0 in the Sustainable Urban Mobility Planning Process - Experiences from the CIVITAS
DYN@MO Project, https://civitas.eu/sites/default/files/participation_2.0_in_the_sump_process_dynamo_web.pdf

GOOD PRACTICE EXAMPLE

Ljubljana, Slovenia: Temporary street closure leading to permanent
redesign of urban space

The city of Ljubljana took advantage of the Europea Mobility
Week in 2013 to start a four-month temporary closure of the
central Slovenska Street for all motorised vehicles. This was
a step towards transforming the urban space into a new public
pedestrian street, which is only accessible by public transport,
cycling and walking. It includes new urban furnishing and
green space. Four months later, at the end of January 2014, the
CO2 level had dropped by 70%, improving the quality of life, air
quality and level of noise. Based on the positive results and
feedback from the general public, Ljubljana made the closure
permanent in September 2015.

Author: Matic Sopotnik, City of Ljubljana, collected by EUROCITIES
Image: City of Ljubljana

GOOD PRACTICE EXAMPLE

Bologna, Italy: Novel and interactive engagement formats to involve
citizens

Based on a multilevel approach, citizens' engagement was the
key asset of developing a SUMP for Bologna. In the framework
of a “Sustainable Mobility Forum” various stakeholders were
invited to work on objectives, strategies, policies and actions.
Overall, 55 different municipalities and their citizens
participated in public SUMP presentation meetings; the six
neighbourhoods of Bologna got engaged in workshops and
dedicated info-points. Together with the SUMP development,
the “PUMS Bologna Metropolitana Project” aimed to engage
all actors and citizens through participatory, informative and
communicative activities (co-implementation).

Author: Catia Chiusaroli, Metropolitan City of Bologna, collected by Polis
Image: Metropolitan City of Bologna
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STEP 12:
Review and learn lessons

. Analyse successes and failures
. Share results and lessons learned

. Consider new challenges and solutions

PHASE 4 IMPLEMENTATION AND MONITORING

The SUMP process is a cycle because it presents a continuous development. The end of the process is also the beginning.
The world - and your city - continue to change anddevelop. Even as you complete the cycle, it is impdant to look at
what went well and what did not, to share and exchange experiences with citizens and to consider the new issues and
challenges to be faced as well as possible new solutions to them. In this step, you can learn from what went well and
what didn’t, and take the lessons learnt into further Sustainable Urban Mobility Planning.

ACTIVITY 12.1:Analyse successes and failures

Rationale

Not everything turns out exactly as planned - sometimes
it is for the worse, sometimes for the better. It is
important to look carefully to see what went well and
what did not go well as there is something to learn from
every experience. This evaluation includes both the
impact of your efforts on urban mobility and beyond (level
of achievement of vision, objectives and targets) and the
effectiveness of the planning process itself. It is possible
that one went well and the other went wrong.

To identify and understand these successes and failures,
you need to involve engaged and affected citizens and
actively listen to what they say about the process and its
outcomes. These aspects are essential in order to learn
and improve your skills and knowledge, which, in turn,
helps you to provide a solid basis for the next planning
cycle.

Aims
R (YDOXDWH WKH SODQQLQJ SURFH'
implementation with an eye to understanding what

led to successes and failures.

R (QKDQFH \RXU XQGHUVWDQGLQJ
Urban Mobility Planning process and overall measure

impact with the help of citizens and stakeholders.

R *DWKHU OHVVRQV IRU WKH SUHSDUL
generation.

Tasks

R (YDOXDWH WKH VXFFHVVHV DQG |
through analysing the strengths and weaknesses of

all phases and steps as well as their final outcomes.
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- Analyse the process looking back to the entire cycle. Timing and coordination
This can include, for example, participatory
observation, focus groups or interviews. Use these to R B5BHYLHZ WKH HIITHFWLYHQHVV RI WK
critically review the effectiveness of stakeholder and engagement process during the implementation
citizen involvement so as to enhance participation phase.

activities in later stages and in future plans.

R 5HYLHZ WKH RYHUDOO LPSDFW L H

- Actively involve key stakeholders and citizens to vision?) after a sufficient number of measures have

identify accomplishments and improvable steps of been implemented.
the process from their perspective. After years of
Sustainable Urban Mobility Planning, people standing

outside the process can provide a quite different view Checklist
and might have observed important aspects that you
do not see. Successes and failures of the Sustainable Urban

Mobility Plan process evaluated.

- For impact evaluation, you can begin to assess the

broader impacts of the implemented measures once Evaluation of measure implementation concluded.

a sufficient number of results are available. Analyse

what went well and what went wrong. List objectives Key stakeholders and citizens involved and different
and strategic targets that could not be achieved, but perspectives gained.

that are still on the agenda
Lessons learnt shared and communicated.
&RPPXQLFDWH WKH JOHVVRQV OHDUQHGK WR WKH FRUH WHDP
and key stakeholders (e.g. the ‘steering group’).

5HLQIRUFH VXFFHVV VWRULHY DQG HQVXUH WKDW \RX OHDUQ
from mistakes in the next round of planning.

GOOD PRACTICE EXAMPLE

Nantes Métropole, France: Comprehensive evaluation of previous
SUMP before starting plan development

The Métropole de Nantes has evaluated the main successes
and failures of the previous plan (2010-2015) to improve the
new SUMP. For this evaluation, the metropolitan region carried
out qualitative and quantitative surveys (addressed respectively
to 20,000 and 1,000 people) to understand how the mobility
behaviour has changed and how the population experienced
and observed the different mobility measures implemented
since 2010. Additionally, an expert group conducted a
gualitative analysis and drew conclusions and
recommendations for the next SUMP development. In this
process, the consultation of the population and the
participation of experts and stakeholders were crucial for the
good preparation of the new SUMP.

Author: Lamia Rouleau-Tiraoui, Métropole de Nantes, collected by Polis
Image: Christine Blanchard
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ACTIVITY 12.2:Share results and lessons learned

Rationale

All cities have strengths and weaknesses and can learn
from others and teach others in different areas and

aspects of the SUMP process. Sharing your knowledge
and experience first of all helps cities across Europe to

move forward and improve together. Secondly, it gives
you the opportunity to reflect on your experience and to
learn from the others. What you choose to share is also
important. People are generally happy to share their

successes, but most prefer not to talk publicly about

their failures. While this is understandable, some of the

best lessons can be learnt from what did not go as
planned (either in a positive or negative way).

Aims

R )LQG RSSRUWXQLWLHV WR VKDUH \RXU OHVVRQV OHDUQW ZLWK
other cities in your country, region or language area
(and beyond, if possible).

R J)LQG RSSRUWXQLWLHVY WR OHDUQ IURP WKH H[SHULHQFH RI
others in your country, region or language area (and
beyond, if possible). This could be on the SUMP
content, process or measures.

image © Gehl

R %H ZLOOLQJ WR VKDUH OHVV SR VAdivitiasheydnd essential eAHEMENS H Q O\
as well as - importantly - what you learned from them
and how you would do things differently the next time. R :ULWH D FDVH VWXG\ DERXW DQ I
SUMP experience for Eltis: http://www.eltis.org/
discover/case-studies.
Tasks
R 6LJQ XS RQ WKH &L9L7%$6 SRUWDO W
R 5HIOHFW RQ DQG GRFXPHQW \RXU JWiW\ohRIQ WhoatéalsQ wokking on sustainable
mobility: https://civitas.eu
R 6KDUH WKH UHVXOWY RI \RXU DQDO\VLV RI VXFFHVVHV DQG
failures so that other cities can learn from your
experience. Timing and coordination

R 5HDFK RXW WR RWKHU FLWLHV LQ \RXUWHRKQWWR R DBHLWRXWKOWVVRQV !
you already have links to and invite them to share and had time to reflect on - and understand - your
exchange. This could be in the form of a simple %2-day successes and failures.
workshop with actors from one or two other cities

invited to share, exchange and reflect together.
Checklist

Lessons learnt documented and made available to
others.
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GOOD PRACTICE EXAMPLE

Ginosa, Rivas-Vaciamadrid, Kilkis: Exchanging knowledge in a
European learning programme for cities

The CIVITAS SUMPs-Up SUMP Learning Programme 3 allowed
small- and medium-sized cities to share knowledge and
experiences through various activities. As a result of
exchanges, Rivas-Vaciamadrid learned about the steps to
select, prioritise, and describe measures and followed these
to reorganise its public transport system. The SUMP working
group in Kilkis referred to insights about stakeholder
engagement, measure selection, monitoring, and evaluation
to develop an effective implementation methodology. Ginosa
plans to establish a SUMP working group, which would embed
learning from the programme into the city’s long-term
strategies and thereby help foster a more sustainable Ginosa.

Author: Jorge Romea Rodriguez, Rivas Vaciamadrid, Loredana D. Modugno, Ginosa
Municipality, Eleftheria Spanou, Kilkis Municipality, collected by ICLEI
Image: Ana Dragutescu

ACTIVITY 12.3:.Consider new challenges and solutions

Rationale

Before starting the work on the next generation of your
Sustainable Urban Mobility Plan, you should consider
new challenges and solutions for urban transport and
mobility in your city. You have already adapted and
reviewed the process during its implementation, now you
have the opportunity to stand back and take a more
strategic view of how conditions and expectations have
changed - in order to optimise the planning process and
measure selection for the future.

After identifying where you stand (Activity 12.1), you have
to decide now where you want to go and which lessons
learnt, solutions, and knowledge you want to take into
the next cycle. Experience shows that each planning
cycle helps to improve the expertise and to increase the
effectiveness of the next planning round. A first analysis
of challenges can influence the design of the new
planning process and close the circle between the
current and the new SUMP.

Aims
R *HW SUHSDUHG IRU WKH QH[W SODQ

R 5HIOHFW RQ H[SHULHQFHV LQ WKH F
with a view to new challenges ahead.

Tasks

R &RQVLGHU QHZ FKDOOHQJHV IRU
technology, transport system) that could have an
impact on the planning cycle and the SUMP
implementation. Especially new developments of
technologies and data usage might lead to major
changes in the near future (e.g. Mobility as a Service,
automated driving, big data, shared mobility).

R ,GHQWLI\ KRZ SROLFLHV LQ RWKFt
synergies with mobility policy (land use, energy,
environment, economic development, social
inclusion, health and safety).

R *HW SUHSDUHG WR GHYHORS WKH C
Sustainable Urban Mobility Plan.
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R &RQVLGHU ZKLFK DFWLYLWLHWY LQ
do not need to be repeated. For more information

SUMPs-UP Measure manual for advanced

Activities beyond essential requirements cities with recommendations on how to
evaluate new technologies, foster new

innovative measures and create a strategy for innovation:
R ,GHQWLI\ QHZ FKDOOHQJHV WKDW http://sumps-up.eu/publications-and-reports/

the implementation phase (e.g. through discussion
with key stakeholders, data analysis, your identified
failures and successes from 12.1).

Timing and coordination

R %HIRUH VWDUWLQJ GHYHORSPHQW RI D QHZ 6803 VWLOO
within the period of implementing the current one).

R &RQVLGHU UHYLHZLQJ DQG XSGDWLQJ WKH IXO0O 6XVWDLQDEOH
Urban Mobility Plan every 5-10 years. After 10 years
the entire document might be outdated, while the
measures should be monitored and updated more
frequently to increase the likelihood that the most
appropriate measures will be implemented.

Checklist

New challenges ahead for urban transport and
mobility identified.

Lessons learnt from current planning cycle ready to
be used for next integrated planning processes.

image © Gehl

SUMP update concluded.

One of the major future challenges that will come to most people’s minds is Automation .
Manufacturers have already started introducing more and more connected and
automated functionalities in their vehicles. But although there is rapid progress towards
the deployment of connected and automated vehicles (CAVs), the success of the
transition towards CAVs will largely be determined by a good integration of this new
technology into the existing urban mobility system as part of SUMP processes. There
is a clear need for considering connected and automated driving in SUMP, but its
purpose should not be misunderstood as uncritically endorsing the disruptive
technologies surrounding CAVs and their impacts, but rather empowering the local
authorities to critically review the anticipated technological changes and shape the
future according to their expectations. It is vital that cities play a proactive role through
a clear and popular city vision — ensuring that they are ‘technology-fed’ not
‘technology-led’.

Further guidance on how to tackle the future challenges of CAVs can be found in the
Practitioner Briefing Road vehicle automation in Sustainable Urban Mobility Planning .

GUIDELINESFOR DEVELOPING AND IMPLEMENTING A SUSTAINABLE URBAN MOBILITY RRAM Edition) 163



PHASE 4 IMPLEMENTATION AND MONITORING

Next to Automation, Mobility as a Service (MaaS) is widely acknowledged as a major
future trend. MaaS can bring together the various new mobility options (sharing
systems, micromobility, automation) to contribute to a multimodal system in urban
transport.

The Practitioner Briefing Mobility as a Service (Maas) and Sustainable Urban Mobility
Planning provides the elements to understand what Maas is, to assess the readiness
of a city and to explore possible operational and governance models for MaaS in
Sustainable Urban Mobility Planning.

GOOD PRACTICE EXAMPLE

Greater Manchester, UK: Continually updated online evidence base

The Greater Manchester transport strategy 2040 and the new
Greater Manchester Delivery Plan (2020-2025) are supported
by a comprehensive evidence base structured around six
societal trends and issues which drive transport demand in
Greater Manchester.

The evidence base is being continually updated to capture
future challenges and trends, but also to ensure that the
intentions and aspirations featured within the SUMP are
grounded in trends and data that are locally and time relevant.
It is important for a city to have enough resources to ensure
regular, systematic updates of the data/ information, and thus
the lasting significance of the evidence gathered.

Author: Ben Brisbourne, Traffic for Greater Manchester Authority,
collected by EUROCITIES |mage: Greater Manchester
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9 Milestone:
Measure implementation evaluated

Congratulations - you have successfully reached the last milestone of the cycle.

This point in the cycle marks the completion of the measure implementation and its evaluation, the end of the whole
cycle, and at the same time the start of a new SUMP process. This milestone presents a point of reflection where you
look back to the measures you have planned and implemented, the knowledge and skills you have gained, and the
challenges you have faced. On this basis, you dare to take a look into the future. What can you expect of the next planning
cycle and which improvements and ideas do you want to tackle in the future? Share the results of the evaluation and, if
already decided, communicate your decision to continue the process and to prepare the next Sustainable Urban Mobility
Plan. This can take place in the form of a public event, where citizens, stakeholders, and the (local) media are invited.

The completed cycle and its successes deserve to be celebrated with the local community. You could get creative here
and present the experiences of the planning process in interactive and diverse formats (e.g. a walking city tour,
presentation of before and after, an ‘after movie’ etc.). Show the people what you have achieved together, what you can
be proud of and what the future could still hold when continuing a SUMP approach.

image © Gehl
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