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1. INTRODUCTION 
 

Increased car usage has resulted in more atmospheric pollution, noise, traffic congestion, 
and less active lifestyles. Cycling and walking are sustainable travel modes which could 
address such problems by replacing private car journeys, and the European Commission has 
already recommended that facilitating active travel should be a crucial part of urban planning 
and transport infrastructure design (European Commission, 2001; European Commission, 
2011).  
 
The measures in Cluster 3 have been aimed at increasing walking and cycling by promotion 
campaigns and/or information provision, improving infrastructure and integration of these 
modes with public transport to provide non-car door-to-door travel options. People often 
makes decisions` habitually, and the measures introduced in this cluster facilitate cycling and 
walking by improving awareness of alternatives through campaigns, workshops, and other 
engagement events.  
 
The 33 measures implemented within this cluster have been grouped into the following 
seven sub-clusters of comparable measures:  
(a) Cycling infrastructure: lanes and parking (8 measures) 
(b) Cycles and buses (2 measures) 
(c) Cycle rental and loan scheme (5 measures) 
(d) Safety improvement for pedestrians and cyclists (11 measures) 
(e) Security (2 measures) 
(f) Wayfinding (3 measures) 
(g) Other (2 measures) 
 
The four subcluster (19 measures) in CIVITAS II have been retained for comparison 
purposes and three sub-clusters ‘Security’, ‘Wayfinding’, and ‘Other’ have been added and 
which reflect the evolution of walking and cycling measures.  There has been a significant 
increase in the number of measures is in the sub-clusters “Safety improvement for 
pedestrians and cyclists”.  A comparison in the number of measures in each sub clusters 
between CIVITAS II and CIVITAS Plus is shown in Table. 
 

Table 1.1: Comparison of sub-clusters between CIVITAS II and CIVITAS Plus 

 CIVITAS II CIVITAS 

Plus 

Cycling lanes and parking  8 8 

Cycles and buses  2 2 

Cycle rental and loan scheme  4 5 

Safety improvement for pedestrians and 

cyclists 

5 11 

Security  0 2 

Wayfinding  0 3 

Other  0 2 

 
 
This report is a part of work of Pointer Workpackage 2, ‘Evaluation’.  The main objectives of 
the report are to provide a technical cross site summary and comparison of impact evaluation 
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results, and identify key drivers and barriers for measure implementation at cluster/sub-
cluster levels.  For more detailed results, the individual Measure Evaluation Result 
Templates should be considered.  Separate reports on both process and Economic 
Evaluation have been produced by POINTER. 
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2. IMPLEMENTATION  

2.1 CYCLING INFRASTRUCTURE: LANES AND PARKING 

Eight measures were implemented in this sub-cluster aimed at encouraging cycling by 
increasing  the availability of infrastructure and/or by providing more convenient facilities. The 
measures and their implementation are summarised in Table 2.1 
 

Table 2.1: Implementation of the Measure 
City No. Measure Title Measures  Comments 

Aalborg 51 Cycle motorway - The upgrading of an ordinary cycle lane to a 
high-class cycle motorway of 5 km between 
the city centre and the university 
-Various initiatives were implemented on the 
motorway which included ‘reorganization of 
cycle flow at bus stops’, ‘segregated bicycle 
lane filter’, ‘bicycle counter’, ‘automatic air 
pumps’, ‘lane lights’ and ‘signposting’.  
 

Due to 
unexpected 
cold weather, 
the 
construction 
work had to be 
paused from 
the middle of 
November 
2010 to March 
2011. 

Donostia-
San 
Sebastian 

24 Extension of the 
infrastructure for 
cycling and walking 

-Extension of cycling lanes by 22km and  
pedestrian zone by 4 km  
-60 new cycle parking facilities (600 parking 
spaces) 
 

Completed by 
2011 

Gent 4.5 The house of the Bike 
and bicycle activities 

-Construction of the cycle website, virtual 
‘House of the Bike’ 
-Implementation of innovative cycle parking 
systems, 30 parking places 

Actual ‘House 
of the Cycle’  
and public 
rental cycle 
initiative  were 
not 
implemented 
 

Iasi 59 City cycle routes in 
Iasi 

-Construction of 11 km of cycle lane and cycle 
parking facilities, in use from autumn 2010 
-Promotional campaigns including various 
cycling competency contests and promotional 
material 

Completed by 
Oct 2010  

Monza 62 Cycle transport 
improvements in 
Monza 

-Cycling route extended by 800m and 
refurbishing a road for cycling  
-CCTV installed at the cycle parking facility at 
the railway station 
-Campaigns 

Cycle sharing 
program 
cancelled 

Szczecinek 6.7 Closing missing links 
in the cycle path 
network 

-Removal of missing links in the cycle path 
networks, total 5.7 km completed October 
2011 
-Campaigns 

Completed by 
Oct. 2011 

Ústí nad 
Labem 

60 Cycle transport 
improvements in Ústí 
nad Labem 

-Design of cycle routes connecting two major 
existing routes 
-Cycle web portal launched January 2011 

Completed by 
Jan. 2011 

Vitoria-
Gasteriz 

06.01 Pedestrian and cycle 
lanes network 

-Cycle lanes extended by 40 km and 
pedestrian network by 17.6km  

Completed by 
December 
2011  

 
Common implementation steps involved research, planning and design, call for tender, 
implementation (construction), campaigns and evaluations. Initially, current cycling conditions 
were analysed and possible improvement options were determined. Improvement strategies 
were identified and a call for tender procedure launched. Actual infrastructure interventions, 
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i.e. building and improving cycle lanes and construction of cycle parking spaces, were 
undertaken as well as the promotion campaigns. An evaluation process was conducted to 
measure the impacts of the intervention.  
 
Overall CIVITAS measures cycle resulted in lanes and pedestrian networks being extended 
by 79.5 km and 21.6 km respectively and 630 new cycle parking spaces were provided. 
Existing cycling and pedestrian facilities were also improved. Some of these activities were 
supported by campaigns to encourage active travel.  
 
There were no significant deviations in implementing the schemes except for that in Gent, 
where the ‘House of the Cycle’ was not physically built, but realised on-line only. Experience 
from Gent suggests that strong involvement and communication between different partners is 
essential to a large-scale construction project in this area.  
 

 

Figure 2.1 Artist image of the cycle and pedestrian network in Vitoria-Gasteriz 
 

2.2 CYCLE AND BUSES 

Two measures concerning cycles and buses were fully implemented in CIVITAS without 
significant deviation. Funchal’s measure was extended as a result of restructuring the bus 
line.  
 

Table 2.2: Implemention of the Measure 
City No. Measure title Measures  Comments 

Funchal 6.2 Bus and cycle - Cycle racks installed on 14 buses 
and used on 5 lines, the service 
launched September 2010 
- 10 cycle parking spaces 
- Promotion through various 
communication materials 

Implemented with the 
application extended 
from 3 lines to 5 lines 

Szczecinek 4.6 Campaigns promoting the 
use of the public transport 
and cycling 

- 14 promotional events with 
approximately  55,000 participants 
between April 2009  and 
September 2012 
- Media activity, promotion goodies, 
displays 

Implemented as 
planned   

 
The ‘Bus and Cycle’ scheme in Funchal focused on a hardware approach to encouraging the 
use of sustainable transport modes. The cycle rack installed buses enabled multimodal travel 
for the public and tourists in Funchal in a   predominantly hilly landscape. Cycle racks were 
fitted to the rear of 14 buses which ran  initially on 3 lines and later on 5 lines.  
Communication materials, such as posters, brochures and a banner, were distributed and 
presented in the inner-city area to promote this facility.  
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Figure 2.2 Bus rack with the bus door information in Funchal 

 

2.3 CYCLE RENTAL AND LOAN SCHEME 

Of the five initial measures concerning cycle rental and loans, the measure planned in 
Utrecht was abandoned. The four of the remaining measures went through Research, 
Design & Planning, Implementation, and Evaluation stages and were successfully 
implemented. 
  

 
 

Table 2.3: Implementation of the Measure 
City No. Measure title Outlines of Measures 

Implemented  
Comments 

Aalborg 52 City cycle scheme in 
Aalborg 

-City cycle system expanded to 
more than 200 city cycles on the 
21 stations within the city (service 
launched July 2009) 

Measure 
implementation 
completed earlier than 
planned 

Bath 6.4 New mobility services for 
more efficient vehicle use 
or ownership, less car 
dependent lifestyles – 
Cycle sharing 

-4 cycle rental stations with 58 
cycle racks which accommodate 
70 cycles were introduced and 
service started in September 2011 

Cycle hire stands 
planned at some of the 
Park & Ride sites were 
cancelled 

Donostia-
San 
Sebastian 

58 City cycle scheme -After a pilot test with 5 dispatch 
points,4 additional cycle dispatch 
points and 150 new public cycles 
were available from July 2010 
 
 
 
 

The initial 40~50 
dispatch point target 
was reduced to 9 

Szczecinek 6.6 Setting up a cycle rental 
system and rickshaw 
services 

-5 cycle rental points with 50 
cycles 
-2 rickshaw rental points with 10 
rickshaws 
-Services began July 2009 
-Winter storage facility constructed 

Measure implemented 
as planned in general 

Utrecht 6.1 Public and rental cycles - Implement a cycle rental system 
with a dense network of pick-up 
and return points 

Not implemented 

 
In total, 34 cycle rental stations were installed within four cities and over 470 cycles and 10 
rickshaws became available for public use. Aalborg’s scheme, was delivered ahead of plan 
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whilst Szczecinek experienced a minor delay due to severe weather. In both Bath and 
Donostia-San Sebastian, the scale of the rental schemes was downsized.  
 

 
Figure 2.3 Cycle stand in Bath 

 
 
 

2.4 SAFETY IMPROVEMENT FOR PEDESTRIANS AND CYCLISTS 

Eleven measures were implemented to provide safer environments for pedestrians and 
cyclists. Implemented outputs across eleven cities included both infrastructure work and 
campaigns. The majority of the measures were fully implemented, though a few experienced 
delay.    Ljublijana’s ‘Comprehensive Cycling Strategy’ is yet to be implemented and, in 
Zagreb, infrastructural intervention plans were not implemented except for the cycle parking 
places. These deviations were mainly due to the lack of political will and the lengthy 
legal/administrative work processes involved.  The individual measures implemented are 
presented in Table 2.4.  
 
 

 
 
 
 

Table 2.4: Implementation of the Measure 
City No. Measure title Outlines of Measures 

Implemented  
Comments 

Aalborg 29 School cycling 
campaigns in Aalborg 

-Cycling campaign targeting 
school children through mobile 
phones, the Internet and 
traditional routes 
-Two rounds of campaigns in 
summers 2010 and 2011 

An additional round of 
campaign undertaken 
to increase awareness 
and acceptance of 
cycling 

Bath 5.4 Safe and secure road 
infrastructure 

-Public space and a 25 m long 
bus stop created in summer 2010 
-Paving test panels installed 
-Installation of lighting and closed 
circuit television 

Measure implemented 
as planned  

Brighton & 
Hove 

55 Cyclist priority in 
Brighton & Hove 

-A shared surface scheme 
completed in early 2012 
-Development of cyclist 

Ramps proposed to 
enable people with 
cycles to navigate 
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navigation ramps 
-Road marking carried out in 
August 2011 

physical barriers 
created 
by (rail bridge) steps 
were not installed  

Brescia 05.03 Development of cycle 
safety in Brenscia 

-170 signs installed 
-5,000 cycling maps distributed 
-1,100 cycle parking slots 

Completed by Oct. 
2012 

Gent 4.7 Walking promotion -Promotion campaigns, walking 
map distribution 
-Roadwork analysis 
-Pedestrian pavement work 
(20,000 m

2
) 

- Delayed infrastructure 
work (Pedestrian road 
pavement) 
- Functional walking 
map developed in 
addition 

Gent 5.6 Safe cycling corridor -Improvement of cycle route  
-Redevelopment of a cycle street 
in summer 2011 
-Installing cycling barometers 
(i.e.pump) 

-Delay in cycle lane re-
development and 
installation of cycle 
barometers until mid 
June 2011 

Ljubljana M4.6 Comprehensive cycling 
strategy 

-Cycling strategy  
-City Cycling Platform 
(stakeholder meeting) 
-Interactive cycling map created 
in September 2010  
-Cycle promotion campaigns to 
raise awareness of safe cycling, 
(e.g., lights, good material, …) 
 

Cycling strategy was 
not formally adopted by 
the City Council in the 
project time 

Szczecinek 5.5 Pedestrians and road 
traffic safety 

- Installing illumination at 4 
pedestrian crossings 
-Installing signals at 2 pedestrian 
crossings 
-Installing traffic signals at 1 
intersection  

Measure implemented 
as planned  

Tallinn 5.1 Improvement of visibility 
and safety of 
crosswalks and cycle 
tracks 

- Innovative traffic signal  
systems, i.e. spot-lighted 
crosswalk sign, LED-equipped 
blinking reflectors, speed sensor 
on the traffic light and traffic 
dimmer, were installed during 
summer 2011 at 14 crossings. 
 
 
 

The decision-making 
process on what would 
be done in practice 
demanded time which 
also caused delays in 
the entire planning 
process of the 
measure. 

Vitoria-
Gasteriz 

M05.01 Superblocks model in 
Vitoria-Gasteriz 

- Piloting superblock plan 
- Superblocks model: more public 
space, restriction of car traffic, 
incentives to pedestrians and 
cyclists 

Due to financial 
problems, the selection 
of contractors and the 
beginning of the 
implementation work 
was delayed until 
November 2012. 

Zagreb 4.8 Improving cycling 
conditions 

- 150 more parking spaces 
- Dissemination activities 

Only cycle parking plan 
was implemented. 
Other infrastructure 
measures cancelled 

 
Several of the measures suffered delays or difficulties in implementation of infrastructure 

2.5 SECURITY 

Two measures were implemented to provide secure cycle use (Table 2.5).  In Brighton and 
Hove, 100 secure cycle parking places were provided and Figure 2.4 below the 
implementation. Each Pedal Cycle Parking Place (PCPP) with 10 secure cycle parking 
spaces takes up roughly 1.5 car parking spaces. Gent’s measures more directly deal with 
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cycle theft and the concept of encouraging cycle use in coordination with safe parking 
places.   
 

Table 2.5: Implementation of the Measure 
City No. Measure title Outlines of Measures 

Implemented  
Comments 

Brighton 
& Hove 

45 “Cycle-Off ” cycle anti-theft 
scheme in Brighton & Hove 

-Instalment of innovative cycle 
parking at 10 sites between 
November 2009 and September 
2010 
-promotional campaign 

One site not 
implemented due to 
local opposition 

Gent 8.9 IT-based cycle theft 
prevention and recovery 

-Frame design for the rental cycles 
-Anti-theft system for the rental 
cycles 
-Secured cycles sheds in university 
colleges 
-Planning and design of an enticing 
cycle 

-Public secured cycle 
sheds replaced by 
secured cycle sheds in 
university colleges 
-Enticing cycle 
technology tested, but 
not fully implemented 

 
The initial plans were not fully implemented in either Bright & Hove or Gent. Deviations were 
due to lack of public engagement in Bright & Hove and failure to obtain strong support from 
all stakeholders.  There were also technical difficulties in Gent. This implies that securing 
strong commitment from all participating parties is crucial for the success of such a project.   

 
Figure 2.4 Diagram of Pedal Cycle Parking Place (PCPP) in Brighton and Hove 

 

2.6 WAYFINDING 

Three measures were implemented under this sub-cluster and these were implemented 
mostly as planned except for minor delays in delivery of the new service in Gent and 
Funchal.  
 

Table 2.6: Implementation of the Measure 
City No. Measure title Outlines of Measures 

Implemented  
Comments 

Bath 4.3 Mobility management, 
marketing, information and 
education 

-Development of wayfinding 
concept, design and cartography 
-Installation of prototype signage 
and unique range of street 
furniture by spring 2011 
-Campaign using information 
leaflets 

Measure implemented as 
planned  

Gent  8.10 Route planner for cycles - Internet based cycle route 
planner, launched September 
2010 and is being continuously 
updated later 

Some delays in 
implementation of the 
route planner 
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- Campaigns 

Funchal 8.2 Location-enabled mobile 
search and guidance 

-Integrated mobile and web 
applications supporting the 
Funchal route service (website 
available from October 2011 and 
mobile app available from July 
2012) 
-Presentations at 7 events 

A delay in the 
development and 
implementation stage led 
to other evaluation 
activities delayed and 
reformulated 

 

2.7 OTHER 

Gdansk’s measure focused on a softer approach to encourage more people to cycle. There 
was some delay in setting up the project team, which later led to reduced monitoring 
activities. The electric cycle measure in Bath was not implemented. 
 

 
 
 

Table 2.7: Implementation of the Measure 
City No. Measure title Outlines of Measures 

Implemented  
Comments 

Bath 6.5 Introducing a new electric 
cycle system 

- Implement electric cycle sharing 
scheme 

Not implemented 

Gdansk 6.1 New cycles - Introduce a new style of city cycle  
- Emphasize safety and comfort for 
cyclists 

Reduced monitoring 
work because of delays 
in launching project 
team 
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3. PROCESS EVALUATION: DRIVERS AND 
BARRIERS 

3.1 INTRODUCTION 

3.1.1 Background and methodology1 

The main goal of the process evaluation procedure of CIVITAS-POINTER is to develop new 

findings about factors of success, and strategies to overcome possible barriers during the 

implementation phase of CIVITAS Plus measures by cross-site analyses of all relevant 

information. A specific focus lies in the identification of potential barriers, but information on 

factors of success, such as drivers, is needed as well.  Barriers and drivers may differ during 

the various stages of the measure. Therefore distinction has been made in three different 

phases: 

1. Preparation phase: the measure is developed in detail and design work for the 

measure is conducted. At the end of this phase all planning details are fixed, including 

all decisions and permissions that are a pre-condition for starting the implementation 

phase. 

2. Implementation phase: the measure is implemented in real life. At the end of this 

phase the measure begins operation. 

3. Operation phase: the measure is opened to the public, i.e. users are able to increase 

their utility. The first phase of operation lies within the time-frame of the CIVITAS Plus 

Initiative and can be analysed and evaluated by CIVITAS POINTER. The long-term 

running is the outstanding time (beyond the CIVITAS II Initiative) until the measure 

comes to the end of its life. This could be caused by technical issues, programme 

termination, end of funding, redesign, or reconstruction. 

 

The process evaluation framework is built upon three information blocks, each of which has 

his own form. The first block is called measure evaluation and results in the completion of the 

so called Measure Process Evaluation Form. It should be completed for all measures, not 

being a focussed measure. The second building block consists of the subset of  focused 

measures. These measures are selected based upon several criteria. One of the criteria was 

the possibility to conduct a proper Cost Benefit Analysis (CBA).  The aim of the focussed 

measures is to get a deeper insight of  the selected measures. The forms which provide 

information for the tow blocks above are completed several times during the programme and 

functioned as a basis for the completion of the last building block: the process evaluation part 

of the Measure Evaluation Report Template (MERT).  

The raw information of the various forms showed that the drivers and barriers are extremely 

measure and site specific, however,for analyzing and reporting purposes they have been 

grouped into so called barrier and driver fields. An overview of these fields can be found in 

                                                
1
 A detailed description of the objectives and methodology of the process evaluation is to be found in… 
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Annex 1. Specific and detailed information about the barriers and drivers of the measures is 

to be found in the individual MERT. 

3.1.2 Aim and structure of this chapter 

The starting point of the process evaluation at cluster level is that policy makers and other 

stakeholders are interested in understanding the barriers and drivers that may be relevant for 

the measures. The process evaluation data of the MERTs were put in a database and 

analysed on a aggregated level with SPPS for the various sub clusters. (Specific information 

should be obtained from the individual MERTs.) 

In the case of cluster Cycling and Walking, the data of 33 MERTs are available, originally 

divided into the seven sub clusters as presented in Section 1.0. However, because the 

description of the process evaluation is at a more aggregate level, three sub clusters have 

been used  for process evaluation as shown in the Table 3.1. 

Table 3.1: Sub clusters and number of measures 

Subcluster Number of 
measures 

Cycle infrastructure (lanes and parking) 8 

Safety improvements for pedestrians 
and cyclists 

11 

Other (Cycle and Buses, Cycle rental 
and Loan Scheme, Security, Way 
finding and Other 

14 

Total 33 

 

A general overview of the total cluster is given in Section 3.2 (for background information: 

see Annex 2).  Sections 3.3, 3.4 and 3.5 describe the barriers and drivers within the sub 

clusters. Detailed background information on these paragraphs can be found in Annex 3. The 

final Section 3.6  describes the findings. 

3.2  CLUSTER OVERVIEW: GENERAL ASPECTS 

To put the findings of this cluster in a sound perspective, it is important to have insight in the 

quality of the process evaluation data gathered. Therefore, distinction has been made in 

three quality levels: (i) low quality means that data are not / hardly useful due to the use of 

non current MERT forms and / or a lack of understandable answers on the questions; (ii) 

medium quality means that the data are useful, although not all the crucial questions 

(barriers, drivers, actions and recommendations) are well completed; (iii) high quality means 

that the data are very useful because all questions are answered well or at a fairly 

acceptable level, although variability in the quality of the answers may exist. 18% of the 

process evaluation data were considered of low quality, 46% of medium and 36% of high 

quality. This is somewhat lower than the quality division of the process evaluation data of all 

CIVITAS Plus measures. The same conclusion can be drawn by consideration of focussed – 

non focussed measures, with respectively 30% and 70% for this cluster and all the 

measures. 
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Regarding the innovative aspects of the measures, the results of the Walking and Cycling 

measures are very different from the overall results. 55% of the measures in this cluster were 

related to physical infrastructure, against 19% for all measures. This is understandable as 

one of the aims of the measures in this cluster was to provide better, safer infrastructure. In 

comparison to the total number of measures the identification of a specific target user group 

approach and new modes of transport are also more often mentioned in this cluster: 50% 

and 24% respectively against 38% and 14% for all CIVITAS Plus measures. These cluster 

findings are very much in line with the tactical and operational goals. At the tactical level the 

most mentioned goals were the increase in modal split towards slow modes (42%), and the 

improvement of the quality of the network for slow modes (27%). The operational goals are 

to a large extent focused on increasing the safety and security for slow modes (39%) and to 

enlarge the model share of the slow modes (33%). The most important strategic aim (61%) 

was to increase modal shift towards slow modes or public transport. Further strategic aims of 

the cluster measures were far less explicit aiming at long term goals like reducing of the 

environmental impact of mobility (21%) and congestion (12%). 

To reach above goals the measures face many barriers as well as stimulating drivers during 

their different stages. An overview of both barriers and drivers is given in the Table 3.2 

below. A conclusion is that political barriers play a modest role at every measure stage, but 

political support is the most important driver at the preparation stage and a very important 

one at the implementation stage. The lack of involvement of stakeholders often hampers the 

process in the preparation and implementation stages, but involving stakeholders is 

mentioned as an important driver at the preparation and operation stage. Barriers increased 

from the preparation phase to the implementation phase, whereas drivers declined 

significantly. At the operation phase a large number of aspects play only a minor role, both 

as barriers or drivers. In this phase, cultural aspects were the most important barrier at 21%, 

while involvement was the most important driver with 24%. 

 

Table 3.2: Barriers and drivers per measure stage 

Fields 

Barriers Drivers 

Preparation Implementation Operation Preparation Implementation Operation 

Political 9% 6% 6% 36% 18% 9% 

Institutional 18% 21% 9% 12% 3% 6% 

Cultural 12% 6% 21% 21% 9% 15% 

Problem related 0% 15% 12% 12% 12% 6% 

Involvement 21% 18% 15% 21% 15% 24% 

Positional 9% 0% 3% 12% 6% 15% 

Planning 21% 30% 6% 21% 6% 3% 

Organizational 21% 24% 3% 21% 24% 9% 

Financial 27% 24% 6% 9% 15% 12% 

Technological 15% 18% 12% 12% 6% 3% 

Spatial 18% 21% 3% 9% 9% 0% 

Other 0% 15% 0% 0% 0% 3% 
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3.3 SUB CLUSTER: CYCLE INFRASTRUCTURE (LANES AND 
PARKING) 

3.3.1 Barriers  

The aim of this sub cluster, encouraging travel by cycle by enhancing the quality of cycling 

infrastructure and/or providing more convenient infrastructure, is hampered by several 

barriers at the various stages of the measures. In the preparation phase, cultural aspects  

form a major problem. In 38% of the measures impeding cultural circumstances and life style 

patterns are mentioned as a barrier. Examples are the cases in Donostia-San Sebastian and 

Usti Nad Labem as shown in Table 3.3. However, in the Donostia-San Sebastian the barrier 

is actually the perceived lack of safety in cycling, whereas in Usti Nad Labem, cycling is seen 

as a sports activity and not as transport mode. The percentage is also found for insufficient 

involvement and organizational barriers. In a quarter of the measures, financial, technological 

and spatial barriers occurred during the preparation phase. In the case of Gent (The house of 

the cycle and cycle activities) political circumstances resulted in an only a moderately 

successful measure as National elections resulted in a political shift at the local level during 

the preparation stage, which led to postponing the measure. Subsequently, it was finally 

decided to stop the tendering procedure. The implementation phase shows a major shift 

towards emphasis on spatial related barriers which occured in 50% of the measures. This 

barrier is for example mentioned in Donostia-San Sebastian and Iasi. In the first city this 

barrier is related to the specific geographical circumstances (hilly) that resulted in high 

investment costs. However, in Iasi the spatial barrier was linked to specific urban 

circumstances (little space for bike lanes) which demand all kind of tailor made arrangements 

that are quite difficult to implement. In the implementation stage financial and planning 

barriers became more important, and are mentioned as barriers in 38% and 25% of the 

measures. In the case of Donostia-San Sebastian the financial barrier was caused by the 

hilly layout of the city, but in Monza and Usti Nad Labem the financial problems were related 

to the economic crisis and as a consequence less funding was available from the authorities. 

In the operational phase, no barriers which related directly to the measure itself (planning, 

organizational, financial, and technological) were encountered. Which indicates that the 

measures need little upkeep after implementation. Problems were now more embedded in 

the political, cultural and institutional ‘surroundings’ of the measure. 

 

 

 

 

Table 3.3: Measures and barriers per measure stage 

Measure Measure Title Success
2
 Preparation Implementation Operation 

Aalborg 51 Cycle motorway 2 Technological, 
Organizational 

Planning  

Donostia - 
San 
Sebastian 24 

Extension of the 
infrastructure for cycling and 
walking 

3 Cultural, 
Involvement  

Financial, 
Spatial  

Cultural, 
Positional, 
Political 

                                                
2
 Rating of success of implementation: 0=not successful, 1=moderately successful, 2=successful, 3=very 

successful. This rating is used in all of the upcoming tables regarding barriers and drivers in this chapter 
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Gent 4,5 The house of the cycle and 
cycle activities 

1 Organizational, 
Financial, Political 

Planning, 
Involvement, 
Institutional 

Involvement  

Iasi 59 City cycle routes in Iasi 3 Involvement  Technological, 
Spatial  

 

Monza 62 Cycle transport 
improvements in Monza 

1 Involvement, 
Spatial 
Institutional 

Financial  Problem 
related  

Szszecinek 
6.7 

Closing missing links in the 
cycle path network 

3  Technological, 
Other 

Cultural 

Usti Nad 
Labem 60 

Cycle transport 
improvements in Ústí nad 
Labem 

3 Positional, Spatial 
Cultural 

Financial, 
Spatial,  

 

Vitoria-
Gasteiz 
M06.01 

Pedestrian and cycle lanes 
network 

3 Cultural, 
Financial,  

Spatial Institutional  

 

3.3.2 Drivers 

Considering the barriers above, it is not surprising that in the preparation phase political and 

cultural drivers are most mentioned (50% and 38% of the measures respectively). Measures 

in cities with a political driver are often very successfully implemented (Table 3.4). In 

Donostia-San Sebastian there was stable political support for many years and in Vitoria-

Gasteiz a very strong support from politicians and key stakeholders was mentioned. This 

resulted in tailor made regulations and legislation. It was clear that proper planning, sufficient 

involvement and good organization all acted as drivers in 38%, 25% and 25% of the 

measures respectively in the first measure stage. Aalborg, for example, started the 

preparation phase with a workshop in a very early stage, not only to generate ideas, but also 

to involve (potential) stakeholders. At the implementation stage, important drivers were 

related to finance (38% of the measures). Proper organization remained as important as in 

the preparation phase and the linkage with others measures, programs or initiatives was 

mentioned as a driver in 25% of the measures. This positional driver was, for example, 

mentioned in Iasi, where an exchange of experiences / lessons learnt with other cities was 

mentioned. Other positional drivers that are mentioned at this measure stage are the 

physical linkages of cycle lane networks (Donostia-San Sebastian) and linkages between 

several funds (Donostia-San Sebastian, Aalborg). At the operational stage of the measures, 

involvement of stakeholders was the most mentioned driver. 

 

Table 3.4: Measures and drivers per measure stage 

Measure Measure Title Success Preparation Implementation Operation 

Aalborg 51 Cycle motorway 2 Planning Political, 
positional  

 

Donostia - 
San 
Sebastian 24 

Extension of the 
infrastructure for cycling 
and walking 

3 Political, Cultural  Financial, 
Positional  

Positional  

Gent 4,5 The house of the cycle 
and cycle activities 

1 Political, 
Organizational, 
Planning 

Organizational, 
Involvement  

Organizational 

Iasi 59 City cycle routes in Iasi 3 Political  Positional Involvement  

Monza 62 Cycle transport 
improvements in Monza 

1 Involvement, 
Cultural,  

Financial  Financial, 
Involvement,  

Szszecinek 
6.7 

Closing missing links in 
the cycle path network 

3 Organizational, 
Cultural, Spatial, 
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Financial, 
Institutional 

Usti Nad 
Labem 60 

Cycle transport 
improvements in Ústí nad 
Labem 

3 Planning, 
Involvement,  

Organizational  

Vitoria-
Gastiez 
M06.01 

Pedestrian and cycle 
lanes network 

3 Political, 
Institutional  

Financial  Institutional, 
Positional,  

 

3.4  SUB CLUSTER: SAFETY IMPROVEMENTS FOR PEDESTRIANS 
AND CYCLISTS 

3.4.1 Barriers  

The aim of this sub cluster, improving safety for pedestrians and cyclists, was hampered by 

several barriers in the various stages of the measures. At the preparation phase the financial 

barrier was mentioned in 45% of the measures. This is the case for Brighton, Gent, Tallinn, 

Ljubljana and Zagreb (see Table 3.5 below). The measures in the latter two cities were only 

moderately successful. In the case of Zagreb, the financial barrier was caused by a small 

financial reservation in the city budget and in Ljubljana the financial problems were said to be 

caused by the economic crisis. Probably this was not the most important barrier for the city at 

the preparation stage as Ljubljana also faced a lack of serious support from the local 

authorities (political barrier) and impeding administrative procedures (institutional barrier).  

27% of the measures had to overcome a spatial barrier in the preparation phase. At the 

implementation phase, the problems shifted to an institutional barrier (45% of the measures) 

and organisational barrièrs (36%). Problem related barriers were evident in 27% of the 

measures. An example of the latter is the moderately successful measure in Brighton. Here a 

mixture of many related problems can be found at the implementation phase.  For example, 

student designers lacked expertise for the innovative design, trial installations of the cycle 

ramp worked unsatisfactorily and changes in staffing caused continuity problems. At the 

implementation stage, financial barriers played a substantial role and are mentioned in 27% 

of the measures. At the operational stage, there is a wide range of the barriers, although only 

the technological  barriers seemed to be more important than the others. They played a role 

in 18% of the measures. At this phase, the measure in Ljubljana faced many different 

barriers, such as no funding by the transport department, inadequate website, long drawn out 

procedures in the City council, a fragmented administrative structure, and lack of knowledge 

about planning cycling infrastructure. This resulted in only a moderate success of the 

measure. However, one could also be argued that it was a (moderate) success despite all 

these barriers. 

Table 3.5: Measures and barriers per measure stage 

Measure Measure Title Success Preparation  Implementation  Operation  

Aalborg 29 School cycling campaigns 
in Aalborg 

3  Planning   

Bath 5.4 Safe and secure road 
infrastructure 

3 Technological, 
Spatial  

Spatial, 
Problem 
related, 
Institutional, 
Financial 

 

Brighton 55 Cyclist priority in Brighton & 
Hove 

1 Involvement  Planning  
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Brescia 
M05.03 

Development of cycle 
safety in Brenscia 

3 Financial, 
Spatial  

Problem 
related, 
Technological, 
Organizational,  

Technological  

Gent 4,7 Walking promotion 2 Planning Organizational, 
Planning 

 

Gent 5,6 Safe cycling corridor 2 Planning, 
Financial 

Organizational, 
Planning, 
Institutional, 
Other 

  

Ljubljana 4,6 Comprehensive cycling 
strategy 

1 Institutional, 
Organizational 
Financial 

Political, 
Financial, 
Institutional, 
Organizational 

Financial, 
Involvement, 
Institutional, 
Organizational, 
Problem 
related 

Szszecinek 
5.5 

Pedestrians and road traffic 
safety 

3 Institutional, 
Spatial 

 Technological 

Tallinn 5,1 Improvement of visibility 
and safety of crosswalks 
and cycle tracks 

3 Planning 
Organizational, 
Financial 

Institutional, 
Problem 
related, 
Involvement  

Political  

Vitoria- 
Gasteiz 
M05.01 

Superblocks model in 
Vitoria-Gasteriz 

3 Cultural Financial   

Zagreb 4,8 Improving cycling 
conditions 

1 Financial Political, 
Involvement, 
Institutional, 
Cultural 

 

3.4.2 Drivers 

Political drivers were mentioned in 45% of the measures and in 27% of the measures 

organizational aspects were seen as drivers for reaching the goals of the measures. A city 

where the measure was very successful is Tallinn. In Tallinn, there was a large commitment 

to share the responsibility for road safety and for activities to decrease the number of road 

accidents: the city council approved the so called Tallinn Traffic Safety Development Plan 

2005-2014. At the implementation stage of the measures, the importance of political drivers 

declined substantially in favor of problem related drivers, which were now seen as a driver in 

18% of the measures. Organizational drivers remain important as 27% of the measures note 

these as a driving factor. At the operation stage of the measures, the importance of the 

drivers involvement and financial had grown and was now mentioned in 27% of the 

measures. In Aalborg, for example, special attention was paid to involve the target group 

(schoolchildren) into the School Cycling Campaign.  

Table 3.6: Measures and drivers per measure stage 

Measure Measure Title Success Preparation  Implementation  Operation  

Aalborg 29 School cycling campaigns 
in Aalborg 

3 Organizational Involvement Involvement  

Bath 5.4 Safe and secure road 
infrastructure 

3 Political  Problem related   

Brighton 55 Cyclist priority in Brighton & 
Hove 

1 Financial Political  Political 

Brescia 
M05.03 

Development of cycle 
safety in Brenscia 

3 Spatial, Cultural  Involvement  

Gent 4,7 Walking promotion 2 Institutional, 
Planning, 
Organizational 
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Gent 5,6 Safe cycling corridor 2 Organizational, 
Involvement  

Organizational, 
Spatial 

 

Ljubljana 4,6 Comprehensive cycling 
strategy 

1 Political, 
Problem related, 
Spatial,  

Planning, 
Spatial, 
Institutional, 
Problem related 

Involvement, 
Problem 
related, 
Positional  

Szszecinek 
5.5 

Pedestrians and road traffic 
safety 

3 Planning, 
Political, 
Positional  

  

Tallinn 5,1 Improvement of visibility 
and safety of crosswalks 
and cycle tracks 

3 Political, 
Planning, 
Financial 

Technological, 
Problem related, 
Political, 
Planning, 
Financial 

Political, 
Planning, 
Financial 

Vitoria-
Gastiez 
M05.01 

Superblocks model in 
Vitoria-Gasteriz 

3 Political, 
Institutional 

Financial  Financial, 
Positional 

Zagreb 4,8 Improving cycling 
conditions 

1 Positional  Organizational Involvement, 
Financial  

 

3.5 SUB CLUSTER: OTHER (CYCLE AND BUSES, CYCLE RENTAL 
AND LOAN SCHEME, SECURITY, WAY FINDING, OTHER) 

3.5.1 Barriers 

This sub cluster contains a wide variety of measures. As in the other clusters a shift in the 

barriers occurring during the three measure stages can be seen. At the preparation stage, 

political and institutional barriers were encountered in respectively 14% and 21% of the 

measures. During the implementation and operation phases they seemed become less 

important. At the implementation and operation stages political barriers were not 

encountered at all. In the case of Utrecht, the political barrier in the preparation phase could 

not be addressed. The measure aimed to develope a cycle renting system, but after 

elections the local government changed which resulted in a lack of political support to invest 

in the cycle rental system. A reinforcing problem was that the measure suffered from a very 

competitive bike rental system introduced by the Dutch Railway Company. At the 

implementation phase organizational barriers occurred most frequently (29% of the 

measures. Other important barriers were technological and involvement barriers (both 21%). 

Examples of cases where involvement barriers played a role are Aalborg, Brighton and 

Funchal with the Bus and Cycle measure. In this last case, the involvement barrier has to be 

seen as an information barrier. The barrier was caused by website problems that resulted in 

a slow and ineffective updating of information. At the operation stage, organizational barriers 

were no longer mentioned, and cultural barriers were now the most frequent: 36% of the 

measures had to overcome this type of barrier. For example in Szczecinek (lack of cycling 

culture) and  Gdansk (the preference for a sport bike). The latter city faced financial barriers as well at 

the operational stage due to financial problems of one of the key stakeholders.  

Table 3.7: Measures and barriers per measure stage 

Measure Measure Title Success Preparation  Implementation  Operation  

Aalborg 52 City cycle scheme in Aalborg 3 Involvement 
Spatial  

Involvement  Involvement  

Bath 4.3 New mobility services for more 
efficient vehicle use or ownership, less 
car dependent lifestyles – Cycle 

3  Problem 
related, 
Institutional 

Problem 
related,  
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sharing 

Bath 6.4 Mobility management, marketing, 
information and education 

3 Financial, 
Positional 

Problem 
related, 
Involvement, 
technological 

Cultural 

Bath 6.5 Introducing a new electric cycle 
system 

0    

Brighton 45 “Cycle-Off ” cycle anti-theft scheme in 
Brighton & Hove 

1 Involvement  Organization 
Involvement, 
Other  

Institutional 

Donostia - 
San 
Sebastian 58 

City cycle scheme 3 Political Financial Problem 
related 

Funchal 6,2 Bus and cycle 3 Planning, 
Organizational, 
Involvement 

Planning Planning, 
Involvement, 
Cultural 

Funchal 8,2 Location-enabled mobile search and 
guidance 

2 Technological Technological, 
Organizational 

Planning, 
Technological 

Gdansk 6,1 New cycles 2 Institutional, 
Organizational 

Cultural, Spatial  Financial, 
Cultural 

Gent 8.10 IT-based cycle theft prevention and 
recovery 

1 Institutional, 
Technological, 
Planning, 
Organizational 

Planning, 
Organizational, 
Other 

 

Gent 8.9 Route planner for cycles ? Institutional, 
Technological, 
Planning, 
Organizational 

Planning 
Organizational, 
Other  

 

Szszecinek 
4.6 

Campaigns promoting the use of the 
public transport and cycling 

3 Planning  Financial Cultural, 
Involvement 

Szszecinek 
6.6 

Setting up the cycle rental system and 
rickshaw services 

2   Technological, 
Spatial, 
Planning,  

Technological, 
Cultural, 
Spatial 

Utrecht 6,1 Public and rental cycles 0 Political, 
Financial  

  

 

3.5.2 Drivers 

Involvement is seen as a driver in 29% of the measures at the preparation stage. An 

example of this driver can be found in the measure ‘Campaigns promoting the use of the 

public transport and cycling’ in Szszecinek, where there was a very good communication 

between partners and stakeholders due to the expertise and professionalism of the leading 

partner and staff. At the implementation phase, involvement plays a much smaller role, but in 

the operation stage it was seen as a driver in 21% of the measures. The measure in Funchal 

(Bus and Cycle), which was very successfully implemented, is typical for this pattern. Here 

the involvement driver was linked to the strength of communication through  bike racks and 

decorated buses catching the attention of people in combination with targeted information 

campaigns, brochures, etc. The cultural driver showed exactly the opposite pattern, with 21% 

in the preparation and implementation phase and 36% in the operation stage. Within the 

measure ‘Location-enabled mobile search and guidance’ in Funchal, the cultural driver was 

linked to a specific target group. The measure was regarded as being attractive to those 

people who were already familiar with technologically oriented services. Political drivers were 

less important than in the other two clusters, although it was one out of the three most 

mentioned drivers at the implementation stage. 

Table 3.8: Measures and drivers per measure stage 
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Measure Measure Title Success Preparation  Implementation  Operation  

Aalborg 52 City cycle scheme in Aalborg 3 Positional  Political  

Bath 4.3 New mobility services for more 
efficient vehicle use or ownership, 
less car dependent lifestyles – 
Cycle sharing 

3 Political, 
Problem 
related, 
Involvement, 
Cultural 
 

Political, 
Problem 
related, 
Involvement, 
Cultural 

Political, 
Problem 
related, 
Involvement, 
Cultural 

Bath 6.4 Mobility management, marketing, 
information and education 

3 Political, 
Planning 
 

Organizational  

Bath 6.5 Introducing a new electric cycle 
system 
 

0    

Brighton 45 “Cycle-Off ” cycle anti-theft 
scheme in Brighton & Hove 

1 Cultural Cultural  

Donostia - 
San 
Sebastian 58 

City cycle scheme 3 Positional  Cultural 

Funchal 6,2 Bus and cycle 3 Cultural, 
Involvement  

Cultural, 
Involvement 

Cultural, 
Involvement 

Funchal 8,2 Location-enabled mobile search 
and guidance 

2 Technological Technological Technological, 
Cultural, 
Positional, 
Other 

Gdansk 6,1 New cycles 2  Institutional, 
Organizational 

Organizational 

Gent 8.10 IT-based cycle theft prevention 
and recovery 

1 Problem 
related, 
Technological, 
Organizational 

  

Gent 8.9 Route planner for cycles     

Szszecinek 
4.6 

Campaigns promoting the use of 
the public transport and cycling 

3 Involvement  Cultural, 
Institutional  

Szszecinek 
6.6 

Setting up the cycle rental system 
and rickshaw services 

2  Political, 
Spatial, 
Organizational 

Organizational 
Involvement  

Utrecht 6,1 Public and rental cycles 0 Political, 
Involvement, 
Technological  

  

  

3.6 OUTCOME 

 Political aspects acted as a very strong barrier as well as a powerful driver. An 

example of the first is ‘The House of the Cycle and Cycle activities’ in Gent where the 

tendering procedure was stopped due to a change of local government, resulting from 

national elections. An example of political support as a major driver was found in 

Vistoria-Gasteiz where the support led to tailor made regulations, local laws, etc. 

(institutional driver). 

 Political aspects are so important because they are linked to all kind of other possible 

barriers or drivers, for example investments or a city plan. In Utrecht ( Public and rental 

cycles) the local government, after local elections resulted in a governmental change, 

decided not to invest further in the measure. On the contrary, Donostia-San Sebastian 

with a long and stable ‘cycling supporting’ local government was willing to invest in 

infrastructure despite the high investment costs. Even the business sector invested. 

Another driver example was found in the city of Tallinn where the long term Tallinn 
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Traffic Safety Development Plan 2005-2014 acts as a framework for the measure 

‘Improvement of visibility and safety of crosswalks and cycle tracks’. 

 Cultural aspects are one of the main sources of barriers to successfully encouraging 

cycling. The barrier can be linked to cycling itself: for example cycling is perceived to 

be unsafe (Donostia-San Sebastian) or cycling is seen a as sport activity (Usti Nad 

Labem, Gdansk). In other cases, there was the more overall barrier that the car still 

holds a strong position as a status symbol and cities are developed from a ‘car friendly’ 

perspective. 

 Spatial barriers can be related to the topography of a city. For example in Donostia-

San Sebastian, where the hilly topography leads to high investment costs (financial 

barrier). In other cities, the spatial barrier means a lack of space, for example in 

Ljubljana, because cycling has never been seen as a mode of transport (cultural 

barrier). Here all kind of new agreements were necessary to create cycling space. This 

again was difficult because there was no clear legislation (institutional barrier) and only 

a very little political support (political barrier). 

 Involvement can be extremely hampering or stimulating to measure progress. In some 

cases the involvement had to do with targeting important groups such as the 

shopkeepers in Donostia-San Sebastian or schoolchildren in Aalborg. Due to intensive 

involvement efforts both measures became very successful. In other cases, like the 

‘Bus and Cycle’ and ‘Location-enabled mobile search and guidance’ measures in 

Funchal, the involvement was actually information provision. During the latter measure 

through mobile devices, aiming at a target group, namely people that were experienced 

with technologically driven services (mainly young people).  

 Technological driven measures often faced technological barriers, such as 

malfunctioning websites, software problems, etc. In a few cases the innovativeness 

and /or complexity  of the measure acted as a barrier. For example in Brighton: student 

designers missed expertise for the innovative design, trial installations of the cycle 

ramp worked unsatisfactory and changes in staffing caused continuity problems. 

 The main conclusion is that often barriers are often linked to each other: a kind of chain 

or network of barriers. The same situation exists for drivers.  

 ‘Linkage’ also refers to the positional barrier or driver. In the case of barriers it means 

that a measure has no physical or programmatic linkages. However, if a measure is not 

conducted in isolation, this is seen as an important driver. The linkages then refer to 

cycling and walking as a part of a multi modal mobility chain, or as a physical network 

of cycle and walking lanes or linked with other measures and programmes. With 

respect to the latter type of linkage: learning from each other can play a substantial 

driver role. Especially in the case of ‘cycling and walking’ because many cities lack 

experience with these modes of transport. 
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4. IMPACTS  

4.1 CYCLING INFRASTRUCTURE : LANES AND PARKING 

 
Table 4.1: Achieved Impacts for Infrastructure: Lanes and Parking 

City No. Economy 
Energy 

Environment 

Transport Society Comments 

Aalborg 51 -Cycle motorway 
construction cost 
€79K 
- Savings from 
transferring persons 
to cycle users on 
cycle motorway 
estimated to be 
€15.5K per annum 

- The number of 
accidents decreased 
in 2011 
-The number of 
cyclists on the route 
has increased since 
2009 
- 4% modal shift 
from car to cycle 
from a user intercept 
survey 

-Attitude survey 
showed that 90% 
found the cycle 
commuter route 
safe and 80% were 
familiar with the 
improved conditions 

-Automatic and 
manual cyclists 
counts in 2009, 
2011 and 2012 
-  Attitude survey in 
2012 with about 
300 cyclists 
participating 
 

Donostia-
San 
Sebastian 

24 - Improved energy 
efficiency  
-Significant 
reduction of GHG 
and pollutant 
emission levels 
- Benefit to cost 
ratio of 5.87 with a  
25 years lifespan 

-Car use reduced by 
0.1%  
-Modal shift in 
favour of sustainable 
modes of transport  
-Increased number 
of cyclists over 30% 

- Over 90% 
considered the 
cycling and 
pedestrian 
networks positively 
(98% in 2010 and 
91% in 2011) 
 

-Acceptance based 
on two after 
surveys conducted 
with sample size 
400 
- The number of 
cyclists counted 
manually (one day 
per month in each 
of the 5 counting 
points during April 
to October 2011 
-Modal split based 
on Regional 
Mobility Survey 
2012 
 

Gent 4.5 -Infrastructure cost 
€31.8K in total, 
operation cost 
€5.2K per annum 
-Benefit to cost ratio 
0.12 over 5 years 
(discounting rate: 
3.5%) 

-High demand and 
occupancy of the 
cycle bins and cycle 
boxes 90% and 80% 
occupancy rates 
respectively 

-Over 4,000 
website visits per 
month 
-Positive attitude 
toward the cycle 
website 
 

-Before/after 
surveys conducted 
targeting: 
3928/4001 students 
in higher education, 
141/168 cyclists in 
the area of the train 
station Gent Sint- 
Pieters,  and 
284/732 general 
citizens conducted 
-Inventory of cycle 
website recorded 
-Cycle bin/ boxes 
occupancy was 
recorded 
 
 
 

Iasi 59 - Capital cost of 
€289K in total 

-Increased cyclist  
by 11%, public 
transport uses 
doubled and private 

-Awareness of the 
measure increased 
by 51%, from 15% 
to 66% between 

- Three waves of 
survey, one before 
and two after-
intervention, 
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car use decreased 
by 4% 
-Cycle counts 
indicated number of 
cyclists on road rose 
from 111 in 2011 to 
148 in 2012 

2009 and 2011 
-9% of survey 
respondents felt 
that it had become 
safer to cycle in the 
city 

conducted 100 
people interviewed 
in each at Tudor 
Vladimirescu 
campus 
- Number of cyclists 
on the lane counted 

Monza 62 - Capital cost 
€866K, in total 

-Number of cyclists 
almost doubled 
between 2010 and 
2012 

-Higher demand for 
better cycling 
infrastructure  
-Before and after-
implementation 
surveys showed 
10% increase in 
awareness level 
from 44% to 54%  

The before survey 
had 293 
respondents 
covering 13 
strategic points,   
whilst the after 
survey had only 98 
respondents at 4 
strategic points 
 

Szczecinek 6.7 -NPV of €1,428,579 
over 10 years 
(discounting rate: 
5.5%) 

- Number of cyclists 
Increased by 25% ~ 
100% depending on 
the location 
-Higher modal share 
of cycle by 1.2%, 
from 18% to 19.2% 

-Over 75% 
acceptance of the 
measure 
-Increased 
satisfaction with the 
condition of the 
cycle network from 
80% to 88% from 
before-and-after 
surveys  

- 4 household 
surveys each with 
350 respondents 
were carried out (1 
before, 2 during 
and 1 after 
implementation) 
- The number of 
cyclists counted at 
selected spots (am 
peak 6:00-10:00, 3 
times a year).  
However, no details 
of the counting are 
available to support 
comparability of the 
before and after 
data 
 
 

Ústí nad 
Labem 

60 - Infrastructure cost 
€960K  
 

-Anticipated car 
traffic reduction of 
9.4%  
-10% increase in 
cyclists expected 

-Acceptance level 
increased by 19% 
from 56% to 75% 
- Awareness was 
not improved 
between 2010 and 
2011 with average 
awareness levels 
falling from 46% to 
39% (137 
respondents for 
each wave) 

-Before and after 
surveys conducted 
in 2010 and 2011, 
sample size 137  
- BEFORE Data: 
website and 
published in local 
media  
-Data AFTER:  
Questionnaires  
distributed to local 
residents during 
public events  
 
 
 
 
 
 
 

Vitoria- 
Gasteiz 

06.01 -NPV of 
€197,087,000 over 
20 years 

-Increase in number 
of cyclists by 18.4%; 
decrease in modal 
split of cars by 
6%;and pedestrian 
accidents lowered 
by 18% in 2 years 

- After survey 
showed that 
awareness level of 
the measure was 
83% and 
acceptance level 
was 6 (0 to 10).  

-400 citizens’ 
interview survey 
after the 
implementation 
carried out (2011) 
-Accidents data 
collected from the 
police yearbook 
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-Pedestrian and 
cycle count data 
gathered at 9 spots 
between 2009-2011 

 
 

 
Figure 4.1 Innovative cycle shed, Cycle Bin, in Gent 

 
Generally the provision of new cycle facilities led to an increase in the number of cyclists, 
improved safety and very positive levels of support. The growth of the number of cyclists 
varied between sites, ranging from 11% to 100%.  In Monza, the number of cyclists doubled 
in two years. Along with an increase in cycling, the general public were more aware of and 
accepted the schemes after their implementation. Although the period of after-evaluation was 
rather short and limited, the number of respondents (298 in 2010 and 98 in 2012 survey), 
meant that the changes appeared substantial and significant. 
  

4.2 CYCLES AND BUSES 

Table 4.2: Achieved Impacts for Cycle and Buses 
City No. Economy 

Energy 
Environment 

Transport Society Comments 

Funchal 6.2 - Cycle racks 
cost about €600 
each 

- 56 cycles were 
transported on 
the cycle racks 
in 2011 

- 75% of citizens 
were aware of 
the service 
- Bus drivers 
found it 
generally 
reasonable 

-Citizens survey carried 
out before andafter 
intervention (n=331 in 
2010 and n=286 in 
2011)   
-Interview with bus 
drivers conducted 
 
 
 
 

Szczecinek 4.6 - Capital cost of 
the campaigns 
€37,756 and 
operating costs 
€31,358 

- Decrease of 
trips by private 
cars from 62.6% 
to 51.6% 
- No significantly 
consistent 
impacts on bus 
use 

- Increased 
awareness of 
the Civitas 
brand and 
implemented 
measures 

-Interview survey, 
sample size 350 for 
each wave, conducted 
in 2009 and 2011 
-Modal split survey 
before-and-after 
intervention (sample 
size =186 for each) 
-Number of public 
transport passengers 
counted 
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The total investment costs for the preparation of measure in Funchal until the official launch 
was €16,853 with each cycle rack costing €600. The cycle racks have not yet been used 
frequently, and in 2011 only 56 cycles were transported by urban buses. However, according 
to the before-and-after surveys, cycle use among the public increased slightly from 6.9% to 
7.6% in a year (2010 to 11). 75% of public were aware of the service, but only a small 
number of people indicated a willingness to use the system in the future.  Promotional 
campaigns in Szczecinek cost €69,114 over a 4-year period. Campaigns carried out at 
various places in Szczecinek were well-attended with 55,000 participants overall and before-
and-after household surveys (sample size = 186 for each) revealed significant modal shift 
from private car to bus and cycle.  
 

4.3 CYCLE RENTAL AND LOAN SCHEME 

Cycle rental and loan schemes were aimed to increase cycle use by providing opportunities 
to those without a cycle available and by increasing the visibility of cycles and cycling across 
the city. 
 

Table 4.3: Achieved Impacts for Cycle Rental and Loan Scheme 
City No. Economy 

Energy 
Environment 

Transport Society Comments 

Aalborg 52 - Operating 
costs €136K a 
year 
-NPV of -€400K 
(non-
quantifiable 
values ignored 
such as city 
image 
enhancement, 
reduced 
accidents) 

-Modal split of cycle 
decreased by 1% 
between 2007 and 
2010 
-Cycles used at least 
1.2 times a day in 
2009 and 1.4 times a 
day in 2012 
-1.2 trips per rental 
cycle at certain time 
(an hour) in 2009, 1.4 
trips per rental cycle at 
certain time (an hour) 
in 2011 

-User satisfaction 
survey revealed 
that 95% of users 
were satisfied with 
the rental system 
and 86% agreed 
with the green 
image of the city 
cycle system 
- Theft rate was 
11.4% over 3 
seasons 

-Modal split data 
from a nation-wide 
travel survey was 
used 
-User satisfaction 
survey in 2010 
(n=60).  No before 
survey was 
undertaken 
-Cycles were 
counted at the 
stations and of 
cycle movements in 
2009 and 2012 
 
 
 
 
 

Bath 6.4 -Capital costs 
€288K, 
maintenance 
costs €42K 
-Revenues of 
€4,491 for a 
year 

-291 users made 764 
trips over a year 
-Served tourism and 
leisure purposes 
-Average 2.18 trips per 
rental cycle per day 

-High acceptance, 
97%, and highly 
valued service by 
the users 
-Low level of 
awareness, 49% 
among non-users 

-Online survey of 
members of the 
bike sharing 
scheme carried out 
in 2012, resulting in 
29 usable 
responses 
-Non-user surveys 
(n=106), with two 
focus groups, and 
stakeholder 
interviews  

Donostia-
San 

58 -Capital costs of 
€238K and 

-Over 5000 
subscribers, 50 more 

-After-intervention 
survey showed 

- On-street surveys 
were conducted in 
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Sebastian maintenance 
cost of €446K 

cycles in use in 2011 
-4.59 uses per cycle 
per day in 2011, 
average duration 
below 15 minutes 

90% approved of 
the system and 
80% believed the 
service helped to 
increase cycling in 
the city 

2010 and 2011 
(n=383 for each) to 
measure society 
indicators 

Szczecinek 6.6 -Capital costs 
€50.2K in total, 
maintenance 
costs about 
€2.7K a year 

-Cycle rental hours 
7,000 in total and 
about 500 rickshaw 
courses completed in 
2011 
-Marginal increase in 
cycling in the modal 
split (1.2%) 

-Awareness 
increased by 13%, 
from 7.2% to 
20.2% 
-Acceptance level 
increased by 7.4% 
from 77.6% to 
84.8% 

Face-to-face public 
surveys conducted 
before, during and 
after the 
implementation 
(n=350 per survey) 

 
Cycle rental schemes normally require large investments to acquire cycles and to construct 
the rental system.  The revenue earned from cycle rental is relatively small as the rental fees 
are usually set low to encourage use. Without the secondary effects of public health 
improvement, emission reduction, free road space, the calculated economic returns will 
generally turn out to be small.  
 
The levels of satisfaction with cycle rental and loan schemes were generally very high, 
although levels of awareness were surprisingly low in some cities, notably, Szczecinek and 
Bath. There was little evidence of changes in modal split. However, this measure clearly has 
the potential to increase the number of  users in the long run, as most survey respondents 
valued the measure highly, and it encouraged leisure cycling activities across the city.  
  

4.4 SAFETY IMPROVEMENT FOR PEDESTRIANS AND CYCLISTS 

Ten measures have been included in this sub-cluster. Two measures (Aalborg and Ljubljana) 
adopted a soft approach dealing with pedestrian and cyclists’ safety issue and the other eight 
measures involved infrastructural interventions. A summary of impacts of these measures is 
shown in Table 4.4.  
 
 
 
 

Table 4.4: Achieved Impacts for Safety Improvement for Pedestrians and Cyclists 
City No. Economy 

Energy 
Environment 

Transport Society Comments 

Aalborg 29 N/A -Increased modal 
split of cycling 
after controlling 
for seasonal 
variation 

-About 80% of school 
children were aware of 
the campaign and 23% 
actively participated in 
both rounds of 
campaign 
-Positive impact on 
attitudes towards 
cycling among school 
children 

-Acceptance survey: 
School children (5-7

th
 

grade of 17schools) 
two times over 2009-
2011 period with 
approximately 2300 
questionnaires 
distributed  
-Modal split: one 
before (8500 
children) and two 
after surveys (2300 
children) 
-Activities on the 
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website monitored 

Bath 5.4 -Capital cost of 
€345K, and 
monthly cost of 
lightening of €182 
-New lighting 
solution gives 
38% improvement 
in energy 
efficiency 
-Negative 
perception of 
noise  

-Overall traffic 
volume at the site 
reduced by 17.5% 
from April 2009 to 
October 2011 

-70% preferred the 
new design of the area 
-Personal safety 
improved 

-On-street 
questionnaire survey 
before-and-after 
implementation 
(n=298 in 2010, 
n=325 in 2011) 
-Qualitative data 
obtained by in-situ 
walk-through before-
and-after 
implementation 

Brighton & 
Hove 

55 -Capital cost of 
€78,750 

-Increased  cycle 
counts of 17% 

-Positive impact on 
public’s perception and 
use of the area  
Increased levels of 
awareness and 
acceptance of 15% 
and 58% respectively  

-On-street interview 
before-and-after 
implementation, with 
a small sample size 
of 30 participants 
each 
-Number of cyclists 
counted using video 
footage 

Brescia 05.03 N/A -Reduced road 
accident related 
deaths from 14 in 
2009 to 6 in 2010 

- Before and after 
surveys revealed 
awareness level 
increased by 4.75% 
(2010/2012 
comparison) 
-9 tagged cycle thefts 
though 15 thefts 
expected in BaU 
scenario 
 
 
 
 

-Telephone surveys 
before-and-after 
implementation, 
conducted targeting 
600 responses 
-Number of cycle 
theft and road 
accidents tracked 

Gent 4.7 N/A -Fewer 
pedestrians 
possibly due to 
construction work 
and related 
inconvenience 

-Functional walking 
map became familiar 
with general promotion 
campaigns  
-Attitude towards 
walking got  worse 

-Walking quality 
questions asked 
before-and-after 
implementation and 
familiarity measured 
after implementation 
only, three targets 
(students, 
pedestrians and 
general citizens) and 
over 4,000 sample 
size 

Gent 5.6 N/A -36% increase in 
cyclists  between 
2010 and 2012 

-88% of the public 
gave support for a 
scenario including the 
cycle street 
-Focus group study 
with 12 regular cyclists 
showed that the 
cyclists were not 
completely 
accustomed to the 

-Number of cyclists 
on the cycle route 
counted 
- 75 residents 
participated in a vote 
determining cycle 
street design 
- Acceptance level of 
the cycle street 
measured from a 
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cycle street but 
appreciated the 
project.  

focus group study 
with 12 cyclists after 
implementation 

Ljubljana M4.6 N/A -Increased cycle 
modal split by 
3.4% 
-Reduced level of 
cyclists‘ injury 

-6820 website visits 
between Sep 2010 
and April 2012 
-High level of 
satisfaction from the 
workshops 

-Modal split 
measured from 
household surveys in 
2009 and 2012, with 
1069 and 1245 
responses each 
-Workshop attendees 
and stakeholder 
interviews (n=82) 

Szczecinek 5.5 -Capital cost of 
€577,750 and 
operation cost of 
€3,915 for 2 years 
 

-Reduced number 
of accidents at the 
target pedestrian 
crossings 

-High level of 
acceptance of the 
improvement  
implemented among 
pedestrians and 
drivers in both before 
and after surveys  
-Increased perception 
of security after 
implementation 
 
 
 
 
 
 
 
 
 
 

-For society 
measures, before-
and-after surveys 
conducted, with 350 
responses for each 
- Number of annual 
transport accidents 
counted  

Tallinn 5.1 -Capital cost of 
€32,313 

-Increased  
number of drivers 
yielding to 
pedestrians by 
24% 
-Less drivers 
exceeding the 
speed limit 
-Less lighting  
luminosity 
difficulty 

-No significant 
increase in awareness 
and acceptance level 
between the 2009 and 
2011 surveys 

-Before-and-after 
telephone survey in 
2009 and 2012 with 
sample size 600~800 
 

Vitoria- 
Gasteiz 

M05.
01 

-Emission of 
reductions, CO2 
by 42%, NOx by 
42%, small 
particulate by 
39% and noise 
perception by 9% 

-Reduced vehicle 
speed on the 
target roads 
- Slightly higher 
modal splits of 
walking and 
cycling, 66% to 
68% and 11% to 
12% respectively 

-Average acceptance 
level of the work 7.43 
on 0-10 scale  
- More pedestrian 
space 

-Telephone survey to 
measure the 
acceptance level 
(n=400) in 2011 
-Manual traffic 
counts by transport 
modes since 2009 

Zagreb 4.8 N/A - Increase 
capacity of cycle 
parking from 
1,028 in 2008 to 
1,178 in 2012  
- About 90% 

N/A -Number of cyclists 
on the target 
corridors counted 
before and after 
implementation 
- No impacts on 
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increase in 
cyclists on the 
target corridor 

economy and society 
addressed 

 

Most measures targeted the general public, but Aalborg’s cycling campaign specifically 
targeted  school children. For the Aalborg’s scheme, modern communication outlets, internet 
and mobile phone, were utilised to maximise impacts, and this brought  an increase of 
cycling for school journeys and a positive attitude towards cycling among school children.  

 
Figure 4.2 Cycle street in Gent 

 
Infrastructural interventions carried out within this sub-cluster included installation of traffic 
signals and signage to enhance pedestrian  and cyclist safety, improvement pedestrian and 
cyclist routes and environment, and the provision of cycle parking spaces.  These 
infrastructural initiatives were aimed to encourage active travel behaviour and, at the same 
time, to reduce accidents to pedestrians and cyclists on the road. These aims were partially 
or fully achieved in all cities except Gent (4.7) in which the number of pedestrians reduced 
and public perception of walking worsened after the implementation of the scheme. However, 
specific problems were caused by construction work and this result cannot be seen as 
representative of the measure. 
 
The impacts of the safety improvements for pedestrians and cyclists were rather variable in 
nature. This may be due in part to the very short after-period for the evaluation of many 
measures. However, most measures were seen as being positive by both pedestrians and 
cyclists and initial indications are of actual improvements in safety.  
 

4.5 SECURITY 

Table 4.5: Achieved Impacts for Security 
City No. Economy 

Energy 
Environment 

Transport Society Comments 

Brighton 
& Hove 

45 -Capital costs 
€107,615 

-Formal cycle 
parking increased 
by 28% 
-Better locking 
practice 
-Cycle thefts rose 
from 51 to 85 

N/A -A survey carried out 
targeting those living near 
the intervention in 2010. 
Only 46 people 
responded (4% response 
rate) 
-Observation of cycle 
parking behaviour were 
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made before and after 
the intervention, 2,984 in 
2009 and 2,421 in 2010  

Gent 8.9 -Capital costs 
€18,393, Operation 
costs €2,216 
-Stolen cycle 
recovery time saving 
about 1 and a half 
hours, equivalent to 
€29.4 
-Benefit Cost Ratio 
0.16  

-Decrease in stolen 
rental cycles of 2% 
after implementing 
measures 
-Increase of number 
of recovered stolen 
cycles by 7.4% 

N/A -Inventory of rental cycles 
was used to record the 
number of stolen and 
recovered cycles 

 
The two cycle security schemes gave conflicting results on theft. Whilst the innovative 
parking in Brighton and Hove led to a substantial increase in safe parking practices, cycle 
thefts also rose slightly. Measures implemented in Gent brought positive results, with a 
decrease in stolen rental cycles and a higher recovery rate for stolen cycles. This shows that 
Gent’s experience has potential to be applied to other cities running public rental cycle 
schemes. Generally, costs were high.  
 

4.6 WAYFINDING 

 
Table 4.6: Achieved Impacts for Wayfinding 

City No. Economy 
Energy 

Environment 

Transport Society Comments 

Bath 4.3 -Capital costs 
€260K, annual 
maintenance 
costs €30K 

-No 
conclusive 
evidence 
supporting 
modal shift 
resulting from  
measure 

-On-street surveys found 
public perception of the 
wayfinding system 
generally improved after 
the implementation 
-66% acceptance of the 
pedestrian information 
system, 43.5% 
acceptance for public 
transport information 
system 

-Both quantitative and 
qualitative evaluation 
were employed.  An  
on-street, face-to-face 
survey was conducted 
in 2010 (n=901) and 
2011 (n=1,291).  
Qualitative data 
obtained through 
wayfinding tasks in 
2010 (n=12) and 2011 
(n=14) 

Gent 8.10 -Capital costs 
€160.5K and 
annual 
maintenance 
costs €4K 

N/A -72% citizens, 69% 
students in higher 
educational institutions, 
and 56% cyclists were 
interested in the cycle 
route planner before the 
implementation 
-25% citizens, 10% 
students and 22% 
cyclists were familiar with 
the cycle route planner 
after the implementation 
-On average 1,740 visits, 
1,228 unique visitors and 
2,013 routes requested 
per month since October 

-Surveys targeting 
three groups, i.e. 
students in higher 
education, cyclists, 
and general public, 
were conducted 
before and after the 
implementation: 3,928 
students, 141 cyclists 
and 284 citizens in 
2010; 4,001 students, 
168 cyclists and 732 
citizens in 2012.  
-Number of visitors to 
the route planner and 
number of requested 
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2010 cycling routes were 
counted 

Funchal 8.2 N/A N/A -88.8% service users 
found the service 
convenient (service 
quality survey) 
-Steady growth of the 
mobile app downloads 
-50% downloads of the 
mobile app to non-
Portuguese phones 

-Expo visitors’ survey 
carried out in 2010 to 
assess acceptance 
and expected public 
support level, 792 
participants 
-Analysis of the 
service website visits 
during summer 2012 
-Online survey to 
measure the service 
quality: 18 participants 

 
The three wayfinding measures were intended to help people to more easily find walking, 
cycling or public transportation routes to complete their journeys. There were large 
differences in the mode of information delivery. The schemes in Bath focused on on-street 
display of route information, Gent implemented an internet-based wayfinding system and 
Funchal’s initiatives used a mobile phone application.  
 

 
Figure 4.3 Bus shelter and pedestrian orientation point at Southgate, Bath 

  
In Bath,  on-street surveys were carried out before and after the implementation and before-
and-after implementation surveys targeting three groups, i.e. students, citizens and cyclists, 
were implemented in Gent whilst Funchal’s survey was undertaken in 2010 using the Expo 
participants. The public acceptance of the Bath and Funchal schemes were positive, but at 
rather lower levels than would perhaps have been expected. It should be noted from Gent’s 
experience that, though people expressed their interest in the cycle route planner, it did not 
necessarily mean that they would use and /or become familiar with it. The use of the mobile 
app in Funchal was potentially encouraging, although the modal split effects could be 
expected to be small. In addition, the prototype of the wayfinding system needs to be 
improved and installed more widely. This implies that further development of these measures 
would lead to greater impacts in the future.  
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4.7 OTHER 

 
Table 4.7: Achieved Outputs and Impacts for other 

City No. Economy 
Energy 

Environment 

Transport Society Comments 

Gdansk 6.1 N/A -Higher level of 
walking, but no 
constant or positive 
changes in cycling or 
public transport use 
-Increased 
willingness to cycle 
more by about 10% 

-Increased 
participation of 
“Bike Fridays“ by 
10% 
-Increase in 
satisfaction of 
the cycling 
infrastructure by 
17% in 2 years 

- On-line and off-line 
surveys conducted in 
2010 and 2011: sample 
size 1,176 in 2010 and 
673 in 2011 
- Interview carried out as 
a part of the ‘Bike 
Fridays’ actions, n=326 in 
2010 and n=459 in 2011 

 
During the project period 2010-2012, the level of walking has increased though no significant 
modal shift toward cycling and public transport has been noted in Gdansk. Also, according to 
the interview data there was a high and increasing satisfaction level rating of the cycling 
infrastructure in the city over the past 5 years.  However, this might be partly due to the wider 
development of cycle networks and facilities within the area. On-line survey results showed 
that 2011 respondents were more willing to cycling more (19.3%) than in 2010 (9.7%).  
 

4.8 OUTCOMES 

More cycling related measures were implemented in CIVITAS Plus which has demonstrated 
increased interest from local governments to promote active travel modes.  The various 
measures have been effective in increasing cycle use and reducing the accident rates for 
cyclists, although longer term accident records are needed.  The results show great support 
from public to extend road network for cycling and walking.  Safety is still a main issue for 
active travel modes particularly for cycling.   
 
Cycling infrastructure: lanes and parking 

 Infrastructural interventions can help cycling becoming a more popular mode of travel 
(e.g. 4% modal shift from car to cycle in Aalborg, higher cycle counts in Iasi) and 
improve attitudes towards cycling and the provision of cycling facilities 

 In the long term, some of the infrastructural interventions were shown to be 
economically beneficial: Donostia- San Sebastian scheme’s benefit cost ratio was 
5.87 and Net Present Value for Szczecinek’s and Vitoria- Gasteiz’s schemes were 
€1,428,579 and €197,087,000 respectively. Gent’s scheme was shown not to be 
profitable because the parking facilities implemented were a trial and thus had a short 
(5-year) life span.   

 

Cycles and buses 

 Cycle and bus measures neither significantly increased cycle travel nor was the cycle 
rack on buses well-used. However, people have became more aware of the measure 
and activities carried out as a part of the measure.  

  
Cycle rental and loan scheme 

 Cycle rental and loan schemes require relatively high initial investment and  
continuous operating costs over the life span.  
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 Cycle rental points are highly visual and therefore could improve the green image of 
the city as well as encouraging more of the public to try cycling without a large 
commitment.  

 Users of rental cycles tended to show high levels of satisfaction and acceptance and 
to value the services. Such services could be used as a step to more wide-spread 
cycling.  

 
Safety improvement for pedestrians and cyclists 

 Safety improvement measures in general resulted in improving safety of pedestrians 
and cyclists as well as encouraging active journeys. In Brescia and Szczecinek 
accidents,  reduced after implementing the measures, and cycling became more 
common in Aalborg, Gent, Ljubljana and Zagreb.  

 Proper use of the traffic signals, signage, and street furniture can prevent potential 
pedestrian accidents and promote safer driving behaviour.  

 Soft interventions without infrastructure construction can effectively encourage modal 
change.  

 
 
Security 

 Properly designed cycle parking plans can encourage cycling and securely park their 
cycles.  Information technology can help the recovery of stolen cycles.  

 
Wayfinding 

 A wayfinding system either in physical or data form can be well-accepted by the 
general public and is a good exercise to encourage more sustainable travel behaviour.  

 
Other 

 The initiatives aiming at enhancing the perception of cycling in the city led to an  
increased satisfaction with cycling and led to have people being more willing to cycle.  
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5. UPSCALING AND TRANSFERABILITY  

5.1 INTRODUCTION 

Up-scaling refers to the potentials for a measure (or group of measures) to be expanded 
more widely across a city.   Several factors need to be considered for up-scaling.  For 
example, there are likely to be geographical/location constraints and perhaps capacity 
limitations.  In addition, a measure considered to be practically possible may well be affected 
by politically acceptability. In the CIVITAS evaluation, all cities were encouraged to assess 
upscaling taking the above factors into consideration. 
 
A main objective of the transferability analysis is to assess whether the success of measures 
in a city are dependent on any particular conditions, and whether the success achieved and 
the lessons learnt in one city can be transferred to other cities.  Successful implementation of 
a measure or a package of measures in a given city should provide ground for transferring 
the experience to other cities, if the right conditions are met. Transferability addresses the 
possibility of transferring/adopting successful measures to a given city.  
 

5.2 UPSCALING 

Cycling infrastructure (lanes and parking) 
Wider improvement and provision of cycle and pedestrian infrastructure were considered 
feasible as part of the future city-wide transport policies in Aalborg, Donostia-San Sebastian, 
Gent, Iasi, Monza, Szczecinek, and Ústí nad Labem. This will bring greater benefits to active 
travellers from well-connected network, safe cycling environment and improved security. The 
measure implemented in Vitoria-Gasteriz already covered the whole city and no upscaling 
was possible.  
 
Cycles and buses 
Funchal’s Bus & Cycle scheme is to be expanded to a new target group, tourists, and to a 
new catchment area, rural areas between 2012 and 2015 in the SEEMORE project.  In  
Szczecinek’s more targeted promotional measures will encourage the use of public transport 
and cycling.  
 
Cycle rental and loan scheme 
More cycles and stations can be installed in Aalborg, Bath, Donostia-San Sebastian, and 
Szczecinek.  
 
Safety improvement for pedestrians and cyclists 
Many measures in this sub category can be upscaled. Similar cycling campaign can be 
introduced at all schools in Aalborg. In Bath, new public space design can be applied to other 
junctions in the city and the use of the LED lighting system city-wide would result savings in 
energy costs. Innovative cycle priority measures can be extended to other areas in Brighton-
Hove and Tallin’s experience proved potential for further implementation of four of five 
innovative solutions intending to improve pedestrian and cyclist safety at crossings. The 
superblock model in Vitoria-Gasteiz and Szczecinek’s measure can be applied to other 
areas.  
 
Security 
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Depending on the longer-term effectiveness, i.e. significant decrease of cycle theft and 
cycling level increases, the measures can be applied in other areas in Brighton & Hove. With 
extentive measures already implemented city-wide in Gent, upscaling is not relevant.  
 
Wayfinding 
Further improvement of the prototypes has been undertaken and a new design already 
installed at 8 additional points in Bath. Some 180 new bus shelters will be installed with the 
upgraded bus shelter prototype. No upscaling is expected in Gent and Funchal. 
 
Other 
In Gdansk, the Tri-CityCycle scheme was not implemented, but will be carried out with the 
selected cycle design.  
 
A summary of the potential upscaling possibilities is presented in Table 5.1. 
 

Table 5.1: Upscaling Possibilities 

City No. Upscaling 

(a) Cycling infrastructure (lanes and parking) 

Aalborg 51 -Establishing 5 more central cycle routes in Aalborg 

Donostia-San 
Sebastian 

24 -Implementation of pedestrian and cycle lanes where need arises 

Gent 4.5 -20 additional cycle bins as a follow-up project  

Iasi 59 -Construction of 2 new cycle lanes  

Monza 62 -Further expansion of cycle networks and facilities serving key areas 

Szczeclinek 6.7 -Similar approach can be applied to other cities with high number of cycle 
users 
 

Ústí nad 
Labem 

60 -Further connection of the existing cycling routes within the city 

Vitoria-
Gasteriz 

06.01 -No upscaling, already the cycle networks widely implemented 

(b) Cycles and buses 

Funchal 6.2 - Similar service targeting tourists visiting rural areas   

Szczecinek 4.6 - Promotional campaigns to targeted groups rather than the general public 

(c) Cycle rental and loan scheme 

Aalborg 52 -More cycles and more rental stations 

Bath 6.4 -More cycles and more rental stations 

Donostia-San 
Sebastian 

58 -More cycles and more rental stations within and nearby the city 

Szczecinek 6.6 -More cycles and more rental stations 

(d) Safety improvement for pedestrians and cyclists 

Aalborg 29 -Campaigns at all schools in Aalborg 

Bath 5.4 -Public space in other areas and city-wide use of new lighting system 

Brighton & 
Hove 

55 -Other areas of the city can utilise the cyclist priority innovations 

Brescia 05.03 -No upscaling, already covered the whole city 

Gent 4.7 -No upscaling 

Gent 5.6 -No upscaling 

Ljubljana M4.6 -No direct upscaling 

Szczecinek 5.5 -Similar measure can be applied in other cities 

Tallinn 5.1 -4 of 5 solutions have potential for more general use 

Vitoria- M05.0 -Implementation of superblocks in areas with similar characteristics first, then 
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Gasteiz 1 expansion to various urban areas 

Zagreb 4.8 -No upscaling 

(e) Security 

Brighton & 
Hove 

45 -Possibly more cycle stands and campaigns in Brighton & Hove 

Gent 8.9 -No upscaling 

(f) Wayfinding 

Bath 4.3 -Further improvement and wider application in progress 

Gent  8.10 -No upscaling 

Funchal 8.2 -No upscaling 

(g) Other 

Gdansk 6.1 -Materialisation of Tri-CityCycle 

 
 
 
 
 

5.3 TRANSFERABILITY 

Cycle infrastructure (lanes and parking) 
Generally, measures aimed at the construction of new and / or improvement of existing cycle 
infrastructures are suitable to transfer to other cities. This is due to the fact cycling and 
walking overall have a positive image: it is healthy, has no polluting effect on the environment 
on the environment, avoids traffic jams in the city, etc. However there are three main points 
that have to be taken into account. Firstly, there is the topography of city. If the city or the site 
is hilly extra investments, like synergies with vertical transport (Donostia-San Sebastian), are 
probably necessary. To avoid unpleasant surprises detailed insight into costs and feasibility 
of the plans are necessary. Secondly, when cycling and walking is not culturally supported 
and there is a lack of suitable legislation, measures cannot be successful without political 
support.  This is needed to approve extra investments as well and the real involvement of 
stakeholders. Thirdly,  it is helpful if cycling and walking is embedded in the mobility system 
and is seen as a part of a multi modal system. This doesn’t mean that there has to be a 
whole network at once, little steps are sometimes very efficient, but it always has to be from 
the multi-modality perspective.  
 
Safety improvements for pedestrians and cyclists  
No one could have any objections against the improvement of the safety of pedestrians and 
cyclists. However, there may be a point of discussion priority of the public space, such as  
the construction of priority lanes for cyclists and pedestrians in certain areas. In the city 
centre stakeholders like shopkeepers, companies, etc. often protest against such plans. 
Therefore involvement of and communication with stakeholders are the number one 
conditions for successful measures of this kind. Measures on the improvement, proper 
maintenance of already existing provisions like traffic signals, zebra crossings, etc., are in 
theory relatively easily transferable. In practice however, this requires maintenance plans 
and available money for the maintenance, i.e. strategic decisions to be made by city 
departments and / or companies. Easy transferable measures for safety improvement aiming 
at increasing awareness include education programs on schools, workshops about safety 
ideas, a cyclist platform for bringing relevant stakeholders together to exchange experiences, 
etc.  

 
Other 
There are a number of different measures within this cluster. In theory it is possible to 
transfer measures of setting up rental bike schemes to every city.  However, in practice, this 
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is not that easy because there are a number of conditions to be met. For example it has to be 
safe to cycle, there have to be enough sites for rental bikes (space consuming), it is 
preferable to have a variety of bikes (men, women, children, sport, etc.), the bikes have to be 
reliable and well maintained, and the payment system must be simple and understandable. 
Setting up cycle rental schemes requires substantial investments in money, time, space and 
organization. Therefore a well conducted feasibility study is absolutely necessary. In a 
number of other measures dealing with route information, way finding and security the 
influence of ICT is substantial. Although ICT is now generally very much incorporated in our 
daily life, it does not mean that these measures are always easy to transfer. The hard- and 
software have to be tested thoroughly and experienced and reliable technical stakeholders 
need to be involved to make this kind of measures successful. Furthermore, one has to 
realize that not everyone is used to modern technology. This means that studies to local 
circumstances, target groups and feasibility have to be conducted to ensure success.  
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6. RECOMMENDATIONS 
 
 

 Generally, the wide range of measures to support and encourage walking and cycling can 
be effective in changing attitudes and behaviours to achieve more sustainable outcomes 
and are to be encouraged strongly.  The evidence of positive impacts is consistent and 
substantial 
 

 Political support is the top priority to implement successful cycling and walking measures 
 

 A long term city plan for sustainable transport with specific attention for cycling and 
walking is strongly recommended. The plan should include both hard and soft measures.  
Such a city plan would act as an official attractor/framework for all cycling and walking 
measures  

 

 Cycling and walking are not to be seen as standalone activities, but as parts of the whole 
city infrastructure. Multimodal connections with bus stations, train stations, residential 
areas, and shopping and business districts are crucial. 
 

 Strong involvement and communication between different partners/stakeholders as well 
as value-guided leadership are essential for the success of walking and cycling measures.   

 

 When several cycling and walking interventions were implemented at the same time or in 
short intervals, the impacts of interventions can be far greater due to their synergistic 
effect.  

 

 Public engagement is important to support a change in modal shift from the private car 
use towards cycling and walking.  

 

 Evaluation of longer-term and wider effects is desirable because behavioural change 
takes time and health and economic impacts resulted from higher physical activity levels 
may be very large and can only be captured in the longer term  
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ANNEX 1: OVERVIEW OF BARRIERS, DRIVERS AND 
ACTIONS FIELDS 
 

Overview of barrier fields and examples 

NR Barrier field Examples of barriers 

1 Political / 
strategic  

Opposition of key actors based on political and/or strategic motives, lack of 
sustainable development agenda or vision, impacts of a local election, conflict 
between key (policy) stakeholders due to diverging believes in directions of solution 

   

2 Institutional  Impeding administrative structures, procedures and routines, impeding laws, rules, 
regulations and their application, hierarchical structure of organizations and programs 

   

3 Cultural Impeding cultural circumstances and life style patterns 

   

4 Problem related Complexity of the problem(s) to be solved, lack of shared sense of urgency among key 
stakeholders to sustainable mobility 

   

5 Involvement,  
communication 

Insufficient involvement or awareness of (policy) key stakeholders, insufficient 
consultation, involvement or awareness of citizens or users 

   

6 Positional Relative isolation of the measure, lack of exchange with other measures or cities 

   

7 Planning Insufficient technical planning and analysis to determine requirements of measure 

implementation, insufficient economic planning and market analysis to determine 
requirements for measure implementation, lack of user needs analysis: limited 
understanding of user requirements 

   

8 Organizational Failed or insufficient partnership arrangements, lack of leadership, lack of individual 
motivation or know-how of key measure persons 

   

9 Financial Too much dependency on public funds (including CIVITAS funding) and subsidies, 
unwillingness of the business community to contribute financially 

   

10 Technological Additional technological requirements, technology not available yet, technological 
problems 

   

11 Spatial No permission of construction, insufficient space  

   

12 Other  ????????? 
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Overview of driver fields and examples 

NR Driver field Examples of drivers 

1 Political / 
strategic  

Commitment of key actors based on political and/or strategic motives, presence of 
sustainable development agenda or vision, positive impacts of a local election, 
coalition between key (policy) stakeholders due to converging (shared) believes in 
directions of solution 

   

2 Institutional  Facilitating administrative structures, procedures and routines, facilitating laws, rules, 
regulations and their application, facilitating structure of organizations and programs 

   

3 Cultural Facilitating cultural circumstances and life style patterns 

   

4 Problem related Pressure of the problem(s) causes great priority, shared sense of urgency among key 
stakeholders to sustainable mobility 

   

5 Involvement,  
communication 

Constructive and open involvement of policy key stakeholders, constructive and open 
consultation and involvement or citizens or users 

   

6 Positional The measure concerned is part of a (city) program and/or a consequence of the 
implementation of a sustainable vision , exchange of experiences and lessons learned 
with other measures or cities 

   

7 Planning Accurate technical planning and analysis to determine requirements of measure 
implementation, accurate economic planning and market analysis to determine 
requirements for measure implementation, thorough user needs analysis and good 
understanding of user requirements 

   

8 Organizational Constructive partnership arrangements, strong and clear leadership, highly motivated 
key measure persons, key measure persons as ‘local champions’ 

   

9 Financial Availability of public funds (including CIVITAS funding) and subsidies, willingness of 
the business community to contribute financially 

   

10 Technological New potentials offered by technology, new technology available 

   

11 Spatial Space for physical projects, experimentation zones 

   

12 Other ????????? 
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ANNEX 2: BACKGROUND INFORMATION GENERAL 
OVERVIEW 
 

Focussed / non focussed measures and quality ratings of process evaluation 

     

  Low quality Medium quality High quality Total 

Focussed 1 6 3 10 

Non focussed 5 9 9 23 

Total 6 15 12 33 

     

  Low quality Medium quality High quality Total 

Focussed 3% 18% 9% 30% 

Non focussed 15% 27% 27% 70% 

Total 18% 46% 36% 100% 

 

Innovative aspects 

Innovative aspect Cluster Yes Cluster No Total Yes Total No 

Innovative aspects 
Conceptual 45% 55% 49% 51% 

Innovative aspects New 
Technonogy 24% 76% 46% 54% 

Innovative aspects New 
mode of transport 24% 76% 14% 86% 

Innovative aspects 
Targeting specific users 52% 48% 38% 62% 

Innovative aspects 
economic instrument 3% 97% 4% 96% 

Innovative aspects policy 
instrument 18% 82% 18% 82% 

Innovative aspects 
organizational 15% 85% 24% 76% 

Innovative aspects 
Physical infrastructure 55% 45% 19% 81% 

Innovative aspects other 0% 100% 5% 95% 

 

Targets 

 Strategic Target Number Percentage 

Increase modal shift towards slow modes or PT 20 61% 

Reduce environmental impact 7 21% 

Reduce congestion 4 12% 

Improve quality of life 3 9% 

Become more energy efficient 3 9% 

Reduce number of vehicles in city centre 2 6% 
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Demand management strategy 2 6% 

 

 

 

 

Tactical Target Number Percentage 

Increase modal split slow modes 14 42% 

Improve quality network for slow modes 9 27% 

Increase safety for slow modes 6 18% 

Combine PT and slow modes 3 9% 

Communication to target group 2 6% 

Reduce pollution 2 6% 

Provide travel information 1 3% 

Implement mobility management 1 3% 

 

Operational Target Number Percentage 

Increase safety and security for slow modes 13 39% 

Increase modal share slow modes 11 33% 

Promote and create awareness for slow modes for target group 8 24% 

Increase quality of infrastructure for slow modes 8 24% 

Implement guidance system for slow modes 4 12% 

Improve availability of bikes 3 9% 

Reduce pollution 2 6% 

Increase intermodal trips 1 3% 
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ANNEX 3: DRIVER AND BARRIER OVERVIEW PER 
SUB CLUSTER 
Sub cluster: Cycle infrastructure (lanes and parking) 
 

Barriers 

  Preparation Implementation Operation 

Political 13% 0% 13% 

Institutional 13% 13% 13% 

Cultural 38% 0% 25% 

Problem related 0% 0% 13% 

Involvement 38% 13% 13% 

Positional 13% 0% 13% 

Planning 0% 25% 0% 

Organizational 25% 0% 0% 

Financial 25% 38% 0% 

Technological 13% 25% 0% 

Spatial 25% 50% 0% 

Other 0% 13% 0% 

 

Drivers 

  Preparation Implementation Operation 

Political 50% 13% 0% 

Institutional 25% 0% 13% 

Cultural 38% 0% 0% 

Problem related 0% 0% 0% 

Involvement 25% 13% 25% 

Positional 0% 25% 25% 

Planning 38% 0% 0% 

Organizational 25% 25% 13% 

Financial 13% 38% 13% 

Technological 0% 0% 0% 

Spatial 13% 0% 0% 

Other 0% 0% 0% 
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Sub cluster: Safety improvements of pedestrians and cyclists 

Barriers 

  Preparation Implementation Operation 

Political 

0% 18% 9% 

Institutional 

18% 45% 9% 

Cultural 
9% 9% 0% 

Problem related 

0% 27% 9% 

Involvement 

9% 18% 9% 

Positional 
0% 0% 0% 

Planning 

0% 0% 0% 

Organizational 

18% 36% 9% 

Financial 

45% 27% 9% 

Technological 
9% 9% 18% 

Spatial 

27% 9% 0% 

Other 

0% 9% 0% 

 

Drivers 

  Preparation Implementation Operation 

Political 
45% 18% 18% 

Institutional 

18% 0% 0% 

Cultural 

9% 0% 0% 

Problem related 
9% 27% 9% 

Involvement 

9% 18% 27% 

Positional 

18% 0% 18% 

Planning 
0% 0% 0% 

Organizational 

27% 27% 0% 

Financial 

18% 18% 27% 

Technological 

0% 9% 0% 
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Spatial 

18% 18% 0% 

Other 

0% 0% 0% 

 

Sub cluster:  Other (Cycle and Buses, Cycle Rental and Loan Scheme, 

Security, Way finding, Other) 

 

Barriers 

  Preparation Implementation Operation 

Political 14% 0% 0% 

Institutional 21% 7% 7% 

Cultural 0% 7% 36% 

Problem related 0% 14% 14% 

Involvement 21% 21% 21% 

Positional 14% 0% 0% 

Planning 0% 0% 0% 

Organizational 21% 29% 0% 

Financial 14% 14% 7% 

Technological 21% 21% 14% 

Spatial 7% 14% 7% 

 0% 21% 0% 

 

Drivers  

  Preparation Implementation Operation 

Political 21% 21% 7% 

Institutional 0% 7% 7% 

Cultural 21% 21% 36% 

Problem related 21% 7% 7% 

Involvement 29% 14% 21% 

Positional 14% 0% 7% 

Planning 0% 0% 0% 

Organizational 14% 21% 14% 

Financial 0% 0% 0% 

Technological 29% 7% 7% 

Spatial 0% 7% 0% 

Other 0% 0% 7% 
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ANNEX 4: BACKGROUND INFORMATION 
RECOMMENDATIONS 
 

Transferability 

Recommendations Number Percentage 

Promotion to target group to get support 17 52% 

Provide information for cyclists and pedestrians 11 33% 

Make sure the infrastructure and materials are 
good 

9 27% 

Combine or integrate with other concepts or 
measures 

6 18% 

Analyse situation before start 5 15% 

Find ways to increase safety and security for 
slow modes 

5 15% 

Aim for multi modal trips 3 9% 

Be aware of high implementation costs 2 6% 

Collaboration and coordination stakeholders 2 6% 

Make sure weather conditions are covered 2 6% 

Add competition to increase engagement 2 6% 

Make sure target the correct group, which is big 
enough 

2 6% 

Cycle culture in city is beneficial 1 3% 

Political commitment 1 3% 

 

Transferability other 

Accounting for local contextual problems needs and 
aspirations 

Conceptual approach was developed instead of new 
infrastructure 

Continuous road construction works to improve safety for 
cyclistss 

Limit number of users to limit difficulties in managing the 
service 

Simple things first 

Some engineering measures are cost efficient and can be 
copied 

Use stepwise development 

Using soft landscaping features 

 

Process 
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Recommendations Number Percentage 

Involvement stakeholders or 
participants 

22 67% 

Combine with other concepts or 
measures 

9 27% 

Use promotion and advertisements 9 27% 

Analyse before start 7 21% 

Political and legislation support 6 18% 

Enough financial resources 5 15% 

Good planning/action plan 3 9% 

Establish a coordinator 2 6% 

 

Process other 

Built road cycle way, not sidewalk cycle way 

Compatibility between the software of the handheld computer and the general 
system 

Develop marketing techniques 

Implement elements campaign in education 

Increase safety around schools 

Install motion detectors 

Keep website up to dat 

Link important locations 

low costs measure with high impact 

More attention to difficulties with urban arrangement 

Research the best material for the bike lanes 

Restriction for motorized traffic 

Strong involvement of, and communication between different communal 
departments are necessary 

The involved staff must be skilled 

Use feedback from social media from cyclists to help in organization of 
exhibition 

 

 

 
 
 


