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FOREWORD

Jean YATES, Emil CALOTA, Denis LEROY

As senior political representatives of the SUCCESS cities we have been personally involved in the
project from its beginnings as a Proposal submitted to the CIVITAS Programme in 2004. We have
been honoured to take part in the second phase of CIVITAS and we have been pleased to see
how well the plans have been implemented in our cities and how our citizens have benefited.
The rich cooperation that has been the hallmark of SUCCESS, both between the cities and
between local partners in each city, has resulted in greater understanding and mutual respect
between different organisations and different cultures. This will have long-lasting effects that will
benefit all who have been involved in the project.
We have been pleased to cooperate with the European Commission and the wider CIVITAS
family, and have contributed to the CIVITAS Political Advisory Committee.
We trust that this document will provide useful lessons for others considering the adoption of
measures similar to those that we implemented in the SUCCESS project.
Denis Leroy, Communauté Urbaine de La Rochelle, Vice Président en charge des transports
Jean Yates, Lancashire County Council, County Councillor
Emil Calota, Primaria Municipiului Ploiesti, Mayor
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1 SUCCESS PROJECT
SUCCESS (Smaller Urban Communities in Civitas for Environmentally Sustainable Solutions) is a 4year project, within the European Research and Demonstration Programme CIVITAS II, with 12
partners including local authorities, transport companies, universities and experts from La Rochelle
(FR), Preston (UK) and Ploiesti (RO). The main objective of SUCCESS is to demonstrate that, with an
ambitious package of mobility and traffic management measures, significant results can be provided
regarding sustainable transport and energy policy in small and medium sized cities. SUCCESS
addresses technical, social, environmental and economic aspects of an integrated mobility strategy.
As a demonstration project, SUCCESS involves extensive investment in the participating cities, along
with a large range of stakeholders and integrated packages of demonstration measures. Several
actions have been engaged in each city ranging from controlled access zones to biofuels, from real
time information systems to alternative modes for transport, from cycle and walking paths to integrated
ticketing. In total, more than 50 different projects have been set up involving a large number of
stakeholders leading to a very wide scope of sustainable mobility management and implementation.

The main goals of SUCCESS are :
−

To demonstrate that vehicles using clean and alternative fuels can be an efficient choice
for urban transport

−

To demonstrate that, with an ambitious package of mobility and traffic management
measures, significant results can be seen regarding sustainable transport and energy
policy

−

To demonstrate that accession countries, soon to be new member states, can learn from
our previous mistakes and contribute to urban collective transport issues, while
implementing at the same time actions promoting alternative transport modes

−

To contribute deeply to many different related research and assessment activities such as
new, all-inclusive training and communication initiatives supporting the project objectives

La Rochelle, Preston and Ploiesti represent well the medium-sized cities in Europe. Most of medium
sized cities are built around an historical city centre. This city centre is quite often rich with several
types of shops as well as craftsmen and small industries, with other commercial or tourist areas
scattered around in the city. Commercial and industrial zones have grown up in the surrounding areas
and are accessible within a short time.
Regarding transport, the main characteristics of such cities are their small surface area, the human
size of relationships and their small investment capacity. Buses often provide the main form of public
transport.
Medium sized cities generally have a low demographic density, with the population often spread over
a large area, sometimes in surrounding small towns which are included in the "life zone". On the one
hand this means short travel times, good accessibility and freedom for travelling, but on the other hand
it makes collective transport very difficult to organise.
In such cities, relationships between citizens and between citizens and politicians are closer. The
proportion of inhabitants involved in the city life is quite often higher than in larger ones: through
different associations and clubs, inhabitants come to know each other more easily and have often
direct access to politicians involved in these motors of the city life. So the city culture is more
widespread and is shared by a many inhabitants.
Smaller cities have in general lower investment capacity; this capacity is not proportional to size and it
is sometimes difficult for the local authority to raise financial levers to fund projects.
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1.1

The Project Consortium Cities

PROJECT CO-ORDINATOR :
Communauté d’Agglomération de La Rochelle (CdA), FR

PARTNERS :
Ville de La Rochelle (Ville de LR), FR
EIGSI, Ecole d’Ingénieurs de Génie de Systèmes Industriels, FR
Lancashire County Council (LCC), UK
Preston Bus Ltd (PB), UK
Transport and Travel Research Ltd (TTR), UK/FR
Preston City Council (PCC), UK
South Ribble Borough Council (SRBC), UK
Primaria Municipiului Ploiesti (PMP), RO
Regia Autonoma de Transport Public (RATPP), RO
Universitatea Petrol-Gaze Ploiesti (UPGP), RO
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1.2

La Rochelle

La Rochelle lies on the Atlantic Coast of Western France. The Urban Community of La Rochelle
includes 17 surrounding towns and La Rochelle itself. 160,000 inhabitants live in this area of 20,650
hectares and the total population may reach 250,000 people in summer. Based on a strong maritime
heritage with several ports (commercial, leisure, fishing), the economic dynamism of the Urban
Community of La Rochelle is the main factor of evolution of the city and the foundation of the urban
strategies among which policies in favour of the framework of life and urban ecology (sustainable
transport and protection of the landscape) stand in first position.

The Urban Community of La Rochelle has been involved for several years in improving urban
transport and more specifically in introducing clean vehicles, developing new concepts for sharing
vehicles, bicycles, in implementing Park + Ride, and even starting the "car-free day". Clean transport
is not the only environmentally friendly improvement introduced in the town. Other actions have
already been started to make the city one of the best in the country for environmental issues. Among
these are "master planning" for wind turbines in urban areas, an observatory for air quality (ATMO
existing since 1976), coastal protection studies (with La Rochelle University) and littoral management,
electric boats for collective transport in the harbour. So SUCCESS is clearly part of the global
environmental strategy of the local authority for improving quality of life in all of the city’s communal
areas.

1.3

Preston

Preston is England's newest city – city status was granted in 2002. It has a population of 129,000 plus
suburban areas in South Ribble (combined population 250,000). Preston is the administrative capital
and largest commercial centre of Lancashire in the North-West of England.
Preston is, however, an ancient place, receiving its Charter in 1179 - its historic Preston Guild is
celebrated every 20 years with the last celebration in 1992. Preston has a strong economic and retail
base. The area is also on the threshold of major regeneration, which will see a transformation of
Preston’s inner urban areas.

This transformation is community-led with the Council and its key

partners giving full support. The Council - in partnership with the private sector - is also working on a
multi million pound scheme to redevelop Preston's City Centre through better retail, transport, housing,
office, leisure and other mixed uses. Preston's student population is acting as a major catalyst too.
With over 30,000 students, the University of Central Lancashire in Preston is the sixth largest and one
of the fastest growing Universities in the UK.
Preston is a already UK leader in the field of transport telematics through its involvement in the UK
UTMC programme and Lancashire County Council was recently awarded the title of UK Local
Transport Authority of the Year 2004. The planned major regeneration of the city centre has created
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an opportunity for SUCCESS to support a step-change in the provision of sustainable transport
systems within the city.

1.4

Ploiesti

Ploiesti City is located in the south of Romania 60 km north of Bucharest, the capital of
Romania. Ploiesti is the capital of Prahova County and is located south of the Sub-Carpathian hills
and north-west of the confluence point of two main rivers, Prahova and Teleajen. The
municipal economy is characterised by a concentration of large and very large businesses.
The population of Ploiesti went from 56,460 as indicated by the December 1912 census
returns, up to 252,715 in January 1992. At the end of the year 2001, the population had
slightly reduced to 248,688.
Ploiesti City (5,844 ha) is intended to become the nucleus of a metropolitan area, which will
include some nearby villages adding around 70,000 new inhabitants to the administrative area.
The road network has a radial-ring structure and extends from the city to the neighbouring
villages. The municipal roads comprise over 800 streets with a total length of 324 km. East
and West ring belts mean around 5,300 vehicles transit Ploiesti each day.
Ploiesti is situated at the crossing of the European Corridors IV and IX.
Ploiesti is a railway hub providing connections between Bucharest, Transylvania and Moldavia. The
city has several railway stations for passenger and goods transportation.
Ploiesti is also an important national and regional motorway hub.

The municipality lies at the

confluence point of the North-South and East-West axes, respectively at the crossroads of
Transylvania-Bucharest (Danube River or the Black Sea) and Moldavia-Oltenia (the sub-Carpathian
connection).
The local transportation company RATP, which is municipality owned, provides connections to all
areas within the city. The municipal vehicle fleet comprised 193 buses, 62 trams and 10 trolleybuses
carrying about 70 million passengers annually.
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2 LA ROCHELLE
2.1

EXTEND THE ACCESS CONTROLLED AREAS

2.1.1

Context

Since 1975, several streets in the city centre of La Rochelle have been ‘pedestrianised’. Although the
shopkeepers were first not all satisfied the initiative finally proved to be popular. These pedestrian
streets were then equipped with rising bollards in order to restrict access to the resident's cars and to
delivery vehicles. With the support of the inhabitants in favour of reducing traffic flows, La Rochelle
has spread access control zones in other parts of the city.

2.1.2

City Objectives

In La Rochelle, the main objectives of this work package are:

-

To reduce bus travel times and to improve the safety for the users, notably cyclists and
pedestrians.

-

To create a strolling zone in the city centre of La Rochelle (Cultural area at the Old Harbour)
with a limited access for deliveries as well as for residents and professionals.

-

To reduce illegal parking in La Rochelle’s historical centre.
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2.1.3

-

Achievements
“Plateau Nautique” area: 2 series of 3 rising bollards and 2 traffic lights have been
implemented, blocking the access to 25 000m² of the industrial park. Only buses and
emergency vehicles are authorised. 2 rising bollards have been installed for the professional
vehicles of the firms implemented in the area and their good deliveries.

-

Beaulieu: a series of 3 rising bollards and a traffic light blocking the access to the dedicated
bus lane.

-

The Coursive strolling area: 12 rising bollards in 5 points and 5 traffic lights have been
installed. Residents, emergency and professional vehicles are authorised.

2.1.4

-

Implementation and operation actions
Identification of the needs

The number of retractable terminals, its location, and its connection to the electricity and telecom
network have been defined in partnership with the Municipality of La Rochelle.

-

Authorized vehicles

It has been decided to give remote controls to bus and taxi drivers. Priority services such as firemen or
police have also some remote controls for their vehicles.

The running and management of the system have been given to the city of La Rochelle, because it
centralised already all the access control zones of the city, and technicians have also the knowledge
to manage them.

a- “Plateau Nautique”
The “Plateau Nautique” is an area regrouping firms specialized in the nautical field. Buses, boatyard
vehicles, bikes but also cars were crossing it. The creation of the access controlled zone improved the
security for professional vehicles, buses of the urban network, and cyclist or walkers passing through
it.
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Buses and emergency vehicles have been equipped with transmitters pooling down the bollards
automatically when they arrive nearby. A contactless smartcard reader located on the traffic lights
allows the authorised vehicles to enter the area.

Another access control have been created at the south of the Plateau Nautique zone, exclusively for
the professional vehicles of the businesses located within the area and their good deliveries.

Safety has been dramatically improved for pedestrians and bikers in this area and buses have a
dedicated bus lane. It also benefits to the nautical businesses implemented in the area, providing them
with better working conditions.

b- Beaulieu dedicated bus lane.
Beaulieu is the biggest commercial area of the Urban Community. The dedicated bus lane is
appropriate, avoiding the main traffic axes. Indeed, the commercial area is accessible via:

-

The ring way going round the city centre

-

The western axis, from Paris and Nantes, going to the city centre

Traffic is intense on these axes, especially at peak hours.
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The bus lane is a real advantage as it represents a quick and easy access for buses and offers a
secured lane for cyclists. In order to prevent non authorised vehicles from taking the bus lane to avoid
the traffic jam, rising bollards have been installed.

In green = entry of the Beaulieu commercial area
In Blue = dedicated bus lane.
Red circle = rising bollards.

c- The Coursive area
This area is a strolling zone in the historical city centre, with restaurants and the Coursive cultural
space (theatre, artistic production) receiving more than 200 000 people a year.
In parallel of the development of the « Coursive » cultural centre and the creation of a new
theater “théâtre Verdière”, a reflexion on the public space around the buildings have been
carried out in order to ,create a strolling zone for pedestrians and cyclists. It lead to the
installation of rising bollards.
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Study: A general study has been carried out, in order to define the perimeter of the zone, the number
of access control, the definition of the equipments needed for making this zone a secured, quiet and
pleasant strolling zone.

Equipment: The works started in Autumn 2007 and were completed by Summer 2008.
12 rising bollards have been installed to close the zone (see figure below). In addition to these
1

equipments, investments have been made for improving the security of pedestrians/cyclists (new
efficient public lighting over the whole zone; installation of security cameras) and for ensuring a
sustainable development of the zone (new service of underground containers for the recycling of the
wastes).Thanks to the installation of cameras and an interphone, urban deliveries to shopkeepers and
to the theatres can be easily carried out.

The first feedbacks collected tend to show that the redevelopment works brought significant
improvements in terms of peace and quiet and in terms of cleanliness. Only a very marginal proportion
(2%) did not perceive any improvement on the zone.

1

These investments were not co-financed by CIVITAS iniative.
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Partnership:

-

District committee

-

Residents of the zone, La Coursive theatres, the diocese, shopkeepers, hotels, restaurants

-

City and Urban Community of La Rochelle

2.1.5

Conclusions

The new rising bollards have been integrated in the central system controlling the existing ones,
managed by the municipality of La Rochelle. The implementation of controlled areas guarantees
pedestrians and bikers’ safety and buses’ regularity. The residents and professionals in these areas
appreciate these developments.
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3

PRESTON

3.1

DEVELOP CLEAR ZONES AND ACCESS MANAGEMENT

3.1.1

City Context

In Preston, the Clear Zone concept is to be applied initially to three different locations:
•

Preston City – University /Adelphi area

•

Preston City Centre

•

Leyland Town Centre

Fig. 1:Preston City Clear Zones

Each location has different characteristics and therefore the general approach has been adapted to
suit the prevailing circumstances and the scale of the task to deliver Clear Zones in each location. In
this way, valuable lessons can be learned about how to evaluate and deliver Clear Zones in a wide
variety of different areas including academic campuses, small shopping centres and compact city
centres.
The Clear Zone concept was an initiative of the UK government’s Department of Trade and Industry in
1995, to bring together a number of different technical aspects associated with the improvement of
quality of life within town and city centres.
Through the application of relevant technology, along with established engineering and planning
techniques, Clear Zones seek to reduce pollution and traffic dominance in town and city centres, whilst
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at the same time supporting the development of the local economy. This can be achieved through a
variety of measures covering different departmental functions within both central and local
government:
•

Public transport;

•

Traffic management (including access management/control) and road safety;

•

Economic regeneration; and

•

Environmental improvement

The Clear Zone concept can therefore be defined as:
“Achieving liveable city and town centres by reducing the impact of road transport, reducing pollution
and noise and tackling congestion whilst maintaining accessibility, viability and vitality.”
Between 1997 and 2005, the UK’s Department for Transport sponsored ‘Trailblazer’ sites for
the Clear Zone initiative, in Bath, Camden, Nottingham and Winchester. These cities have gathered
data and assessed the initial impacts of the measures implemented.
The findings from these cities are that Clear Zones will improve the economy and environment
of towns and cities by tackling the problems of pollution and traffic; and will enhance manufacturing
and export opportunities by promoting the development of relevant technology through partnerships
between cities, industry, academia and the government.

Traffic regulation and calming can include the following actions:
•

Narrower traffic lanes — streets can be narrowed by extending the sidewalk, adding bollards
or planters, or adding a bike lane or parking. Narrowing traffic lanes differs from other road
treatments by making slower speeds seem more natural to drivers and less of an artificial
imposition, as opposed to most other treatments used that physically force lower speeds or
restrict route choice.

•

Speed bumps, sometimes split or offset in the middle to help emergency vehicles reduce
delay

•

Speed humps, parabolic devices that are less aggressive than speed bumps and used on
residential streets

•

Speed tables, long flat-topped speed humps that slow cars more gradually than humps

•

Speed cushions, a series of three small speed humps that slow cars down but allow
emergency vehicles to straddle them so as not to slow response time

•

Traffic circles, which are essentially small roundabouts

•

Chicanes, which create a horizontal deflection causing vehicles to slow as they would for a
curve

•

Raised pedestrian crossings and raised intersection

•

Curb extensions (also called bulbouts) which narrow the width of the roadway at pedestrian
crossings

•

Pedestrian refuges or small islands in the middle of the street
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•

Median diverters to prevent left turns or through movements into a residential area

•

Changing the surface material or texture (for example, the selective use of brick or
cobblestone)

•

Additional give way (yield) signs

•

Converting one-way streets into two-way streets

•

Chokers, which are curb extensions that narrow the roadway to a single lane at points

•

Allowing parking on one or both sides of a street

•

Converting an intersection into a cul-de-sac or dead end

•

Boom barrier, restricting through traffic to authorised vehicles only.

•

Closing of streets to create pedestrian zones

•

Reducing speed limits near institutions such as schools and hospitals

•

Vehicle activated sign, signs which react with a message if they detect a vehicle exceeding a
pre-determined speed.

Initially, the CIVITAS-SUCCESS initiative encouraged the Preston partners to consider Preston City
Centre as suitable for a Clear Zone, taking account of the current problems and opportunities,
previous studies and existing plans/policies in Preston. Later it has become apparent that works
planned for the University/Adelphi area in Preston and Hough Lane shopping area in Leyland town
centre are also likely to deliver Clear Zones.

3.1.2

City Objectives

The Adelphi Area is an area to the north of Preston City where the University of Central Lancashire
(UCLAN) is situated. The area is a mixture of University buildings, student accommodation, small
commercial properties, a primary school, and terraced residential properties. The measure objectives
are to better enforce traffic regulations in the Adelphi Area to:



Minimise pollution impacts (emissions and noise)



Develop the ‘user friendliness’ of the urban area



Protect and enhance the historical inheritance



Support local trade



Improve access and safety



Implement and define best practice for enforcing access control zones.



Increase walking, cycling and public transport patronage



Share best practice and innovative working

A scheme has been implemented that looks at access restrictions to the City centre. The following key
elements were used to develop a scheme design in the area that is known as the Adelphi Quarter of
the City of Preston.
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•

Establishment of a functional road and user hierarchy.

•

A review of the operation of existing traffic regulation orders and access control measures to
improve effectiveness and consistency, existing parking provision, cycling and pedestrian
activity.

•

A review of speed and traffic flow.

•

Consultation with local businesses, residents and people with mobility impairments to fully
understand what needs to be done to increase walking and cycling activity.

•

Independent street audit commissioned by Living Streets.

•

Consultation on proposed designs including public exhibition and leaflet drops.

•

Traffic Regulation Orders to implement proposals as amended by consultation.

•

Create momentum towards further pedestrianisation as part of future developments.

Within the Adelphi Quarter area, a series of traffic calming measures have been constructed in
partnership with a 20mph zone. This scheme design was the result of detailed public consultation with
the key stakeholders for the area. The stakeholders included the University of Central Lancashire
(UCLAN), the local residents, businesses and road user users with mobility impairments, Preston City
Council and Lancashire County Council.

3.1.3

Achievements

The innovative aspects of the measure are as follows:
•

20mph Zone in a mixed residential/education-based area of the City – This is the
introduction of a 20mph zone over the Adelphi area, now named The Adelphi Quarter. This
has been introduced to the area for several reasons.

It has been introduced to enhance the

area for pedestrians and cyclists, whilst maintaining the route into the City for buses and
private vehicles. The scheme also aims to promote the feeling of one University campus,
reducing the feeling that Adelphi Street is a barrier between two sites.
•

LCC/UCLAN/PCC partnership – The partnership of LCC, UCLAN and Preston City Council
has been formed in order to achieve the best possible design for the area, using consultation
with the key stakeholders to identify wants and needs in preferential order.

The key results are as follows:
•

The implementation of the scheme has encouraged more walking within the Adelphi area

and created a ‘campus feel’ by reducing the dominance of motor traffic.
•

Reduced vehicle speeds and volume of traffic in the area

•

More crossing places

•

Improved pedestrian signage
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•

Improved street furniture, benches, litter bins and high quality materials has improved the

attractiveness of the area for pedestrians,
•

Initial statistics suggest that the number of traffic related accidents in the area have

reduced,
•

Air quality and emissions data suggest that the air quality experienced within the Adelphi

Area has generally reduced in line with the reductions calculated within the City cordon area,
but emission levels on links within the improvement area subject to 20mph speed restrictions
may not have reduced as much.
•

A commitment to a rolling programme of improvements

•

Development of initiatives by UCLan as a direct result of the scheme to increase walking

and cycling levels and improve the environment including
1. Installation of CCTV cameras
2. Provision of a safety bus and shelter
3. Improved signage around the campus
4. Working with Students Union to develop attractive meeting places in the vicinity of the
Students Union
5. Car sharing clubs
6. University Travel Plan
7. Provision of cycle racks
8. Developmentof cyclist user group
9. Plans for a cycle park
10. Contributed to development of Preston Cycle map
11. Distribution of information to staff and students
12. Permission granted to disabled cyclists local cyclists to use their cycle race track and
arena

More details relating to key findings
3.1.3.1

Environment: Pollution/Nuisance: Air Quality

The post implementation data of the ‘Air Quality’ indicators have been included in the baseline data.

Changes that may affect the air quality experienced at any location can include:
•

Weather Conditions,

•

Changes in Land Use, i.e. Changes from industrial/light industrial use to residential properties,
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•

Traffic Numbers and Composition,

Carbon Monoxide concentrations recorded in Preston between 2006 and 2008.
January figures for 2007 and 2008 are half that of the 2006 level.

NOx and PM10 levels recorded in Preston between 2006 and 2008.
Due to the changeable nature of the levels of NOx and PM10 affected by weather conditions, it is
difficult to compare the emissions data, however by averaging the annual recordings the NOx and
PM10 levels have reduced each year considered.

The reduction in emissions recorded within Preston City centre may be due to the change in land use
within the City boundaries. Within the Adelphi Quarter, it may be that one or more businesses have
either moved location or have altered their processes resulting in lower emissions. In addition to this,
engine technology and the promotion of sustainable modes of transport may have contributed to a
lowering of emissions.

The promotion of school travel planning, personal and business travel

planning, all included within the Civitas project, may also have had an impact on modal choice.

In the Adelphi Quarter, N02 levels have reduced in the range of 15.01% and 25.00%.

PM10 calculated emissions for 2008 are between 26ug/m3 and 31ug/m3. The the percentage change
between 2001 and 2007 calculated levels is in the region of a reduction of between 10% and 22%.

The percentage change of carbon monoxide between 2001 and 2007 levels has been calculated as a
reduction of between 20% and 40%.

In particular the area around the Adelphi Quarter ranges

between reductions of 20% and 35%.

Society: Acceptance and Accessibility

The 2006 attitudinal on-street and postal survey was repeated in 2008. The results of this survey are
depicted below:

Figure C41: Usual mode of transport within the Adelphi Quarter
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Usual mode of transport within the Adelphi
Quarter
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Question 2 asked respondents what their usual mode of transport was. Out of the 198 responses to
this question, just over 50% stated that their usual mode is to walk. This figure corresponds with the
2006 survey, para.C1.2.7.

Figure 42: How do respondents’ rate the facilities for pedestrians?
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Scale 1 to 4, where 4 = very good.

The graph above demonstrates that respondents thought that the facilities for pedestrians in the area
are good (45%) to very good (32%). As shown previously, pedestrians are one of the main modes of
transport within the area so this is a very positive response to the area improvements, showing that
the needs of the pedestrians have been met.

Figure 43: How do respondents’ rate the facilities for cyclists?
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Figure 43 shows how respondents rate the facilities for cyclists. Of the 101 responses to this question,
36 (35%) respondents considered that the new facilities for cyclists are good.

Figure 44: How do respondents rate the new facilities for bus users?

On a scale of 1 to 4 - How do you rate the new
facilities for bus users
80
70
60
50
40

Bus

30
20
10
0
1

2

3

4

Scale 1 to 4, where 4 = very good.
Figure 44 shows how respondents rate the facilities for bus users. Of the 135 responses to this
question, 62 (46%) consider that the facilities are good and 27 (20%) consider the facilities to be very
good.
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Figure 45: Have the new measures encouraged you to cycle during the day?

Have the new measures encouraged you to cycle during
the day?
12%

Yes

No

88%

Figure 46: Have the new measures encouraged you to cycle during the night?

Have the new measures encouraged you to cycle during
the night?
3%

Yes
No

97%

Figures 45 and 46 demonstrate that the new facilities have not encouraged many respondents to cycle
during the day or night, whereas the new facilities have encouraged more walking, as the figures show
below:
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Figure 47: Have the new measures encouraged you to walk in the area during the day?

Have the new measures encouraged you to walk in the
area during the day?

Yes
39%
No

61%

Figure 48: Have the new measures encouraged you to walk in the area during the night?

Have the new measures encouraged you to walk in the
area during the night?
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C2.4.2 Society: Security

Figure 49: How safe do you feel when walking or cycling in the area?
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The graph above shows that out of the 154 responses to this question 82 (53%) felt very safe walking
in the area.

Figure 50: How safe do you feel in the area in the evening?
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However, out of the 135 respondents to this question, 60 (44%) respondents did not feel safe walking
in the evening.

Figure 51: How do you rate the new layout for pedestrians, cyclists or the attractiveness of the area?
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On a scale of 1 to 4, where 4 = very good, how do you
rate the new layout for the following?
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A total of 151 responses were received with regard to rating the new layout for pedestrians, 59 (39%)
responses considered that the new layout is very good. Of the 100 responses regarding the provision
for cyclists, 38 (38%) considered the new layout to only achieve a rating of 2 out of 4. The general
question asking about the improvements to the attractiveness of the area received 124 responses, of
these 41 (33%) considered the improvements to be good.

The table shows that pedestrians appear to be the most satisfied with the improvements to the area.

Transport: Transport Safety
Figure 52: Adelphi Area Accident Data
Adelphi Area Accident Data
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Table C5: Summary of accidents within Adelphi Street area.
Number of Accidents

Junction

2004

2005

2006

2007

2008 to May

Adelphi St/Victoria St

3

2

4

2

2

Adelphi St/St Peter's St

0

4

2

1

0

Adelphi St/Springfield St

1

1

2

1

0

Adelphi St/Uni R'bt

2

1

1

1

1

Fylde Rd/Brook St

4

1

1

1

2

Fylde Rd/Greenbank St

1

0

2

0

0

Fylde Rd/St Peter's Sq

2

1

0

1

1

Moor Ln/St Peter's St

0

1

2

1

1

Moor Ln/Victoria St

0

1

0

0

0

Moor Ln/Moorbrook St

2

1

1

0

0

Brook St/Harcourt St

1

1

0

0

0

Fylde Rd/Maudland Rd

1

0

0

0

0

Friargate/Hope St

1

0

0

0

0

Friargate/Great Shaw St

1

0

0

0

0

Total

19

14

15

8

7

3.1.3.3

Table C5 summarises the STATS19 data. It should be noted that the 2008 data is only
for five months.

However, looking at 2007 accident figures, when the area

improvements were implemented, it can be seen that accident numbers have
significantly decreased in the area when compared to the 2004, 2005, and 2006
figures.

There has been an increase in buses along Adelphi Street to the north of Victoria Street, of around
50% within the peak hours. Travelling on pedal cycles and motorcycles within the peak hours has
reduced.
When comparing the passenger car usage on Adelphi Street to the south of Victoria Street during the
morning and evening peaks, the numbers have reduced. In the morning peak there has been a
reduction from 493 to 389 vehicles, this is a reduction of 21%. During the PM peak, there has been a
reduction from 447 to 360 vehicles, this equates to a reduction of 19%.

On Adelphi Street to the north of Victoria Street, the number of pedal cycles counted during the peak
hour has risen slightly during the AM Peak, but remained unchanged during the PM Peak. Again, as
to the south of Victoria Street, the number of buses has increased. Freight has reduced from 23 to 15
vehicles during the AM Peak.
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As experienced to the south of Victoria Street, the number of vehicles counted to the north of Victoria
Street during the peak hours has been reduced. During the AM Peak, there has been a reduction of
164 vehicles (28%), and during the PM Peak a reduction of 65 vehicles (12%).

During the AM Peak along Victoria Street, pedal cycles counted increased from 2 to 8 cycles.
Motorcycles counted reduced by one, from 4 to 3, and freight remained the same as in 2007. During
the PM Peak hour, there was a reduction of pedal cycles of one, from 8 to 7 and motorcycles reduced
from 2 to 1. These changes are relatively minor and show no significant changes.

Automatic traffic counters also collected data from a counter that was situated to the west of Adelphi
Street. This data also reflects a reduction in traffic during the Monday to Friday period. Reductions
range between 3% and 16% during the AM Peak, and 5% and 11% during the PM Peak. It should be
noted however that there have been significant long term roadworks on the eastern section of
Aqueduct Street which may have affected traffic accessing this area of Preston City.

Traffic flows of light vehicles have reduced along Adelphi Street to the north and south of Victoria
Street in the region of between 12% and 28% during the AM and PM peaks. During this same period,
flows along Brook Street have increased between 18% and 44%. Flows along Victoria Street have
also experienced a small increase. This transfer of traffic may be a direct result of the traffic calming
measures that have been installed as part of the Adelphi Area scheme.

Freight Movements

Freight vehicles that has been recorded through the Adelphi Quarter from 2007 to 2008.

Along

Adelphi Street, to the south of Victoria Street, during the AM Peak, there has been a reduction of 50%
(from 18 vehicles to 9 vehicles), and during the PM Peak, there has been an increase of 66% (from 3
vehicles to 5 vehicles).
Along Adelphi Street, to the north of Victoria Street, there has been a reduction of 53% (23 to 15
vehicles) of freight vehicles during the AM Peak.
During the PM Peak, there has been a small decrease from 3 freight vehicles to 2 freight vehicles
counted along Adelphi Street to the north of Victoria Street.

3.1.4

Implementation and operation actions

The measure was implemented in the following stages:
Stage 1: Identification of scheme area and extents (September 2006 – February 2007)
The University of Central Lancashire (UCLAN) with its 15,700 student population and over 3000 staff
and visitors per year was identified as having significant potential for increasing walking, cycling and
public transport use, particularly since the student population is expected to increase further over the
coming years. The increase in numbers is expected to come in the main from part time students who
tend to generate more travel movements than full time students living in the vicinity of the University.
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A review of the existing situation was established by collecting data regarding speed and vehicle
flows, pedestrian and cycling activity, parking arrangements and an independent street audit
undertaken by Living Streets.
Stage 2: Consultation of stakeholders (March 2007 – July 2007)
Together with Preston City Council and UCLAN consultation was undertaken with local businesses,
residents and people with mobility impairments to indentify barriers that might discourage people from
walking, cycling or using public transport in the area. The over-riding barrier was the need to redress
the balance of needs between vulnerable road users and motor traffic.
Stage 3: Construction of the scheme (July 2007 – December 2007)
Construction of the scheme began in July 2007 to coincide with University holidays and to limit the
amount of disruption in the area. Several technical difficulties had to be overcome that were only
identified once the work had begun but construction was completed within the allotted timescale.
Minimal complaints were received during the progression of the works and it is generally
acknowledged that the works were completed with the minimum of disruption.
The scheme consisted of the following:
•

Traffic calming road humps throughout streets within the area,

•

The closure of part of Victoria Street, preventing access from Victoria Street onto Greenbank
Street,

•

Junction realignments,

•

A series traffic calming treatments including chicanes with priority routes,

•

Introduction of additional informal pedestrian crossing places along Fylde Road,

•

A cohesive parking strategy for the area.

•

Installation of additional cycle racks.

•

Improvements to bus stop locations.

Stage 4: Scheme Evaluation (March 2008 to date)
The evaluation of the scheme began in March 2008, three months after completion of the works. The
evaluation included quantitative data including walking and cycling counts, traffic speed and flow
patterns, parking within the area and qualitative data from a public consultation exercise amongst local
residents and businesses to determine what aspects of the scheme were working well and what could
be improved.
The deviations from the original plan comprised:
Rising Bollard – Originally it was proposed to restrict vehicular access from travelling along Adelphi
Street by installing a rising bollard. The bollard would allow public transport and approved users to
pass through only. This plan was not progressed following consultation as local residents and users
of the area considered that it would be incompatible with their needs.
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Partnership
The project has been underpinned by partnership working and has generated exemplar commitment
and cooperation from all partners. Close working relationships between the County Council, Preston
City Council and the University have brought together different professional disciplines and expertise
and political support that has culminated in a package of measures that includes addressing traqffic
management issues, public realm and street scene considerations and behavioural change. The
scheme, from inception to construction, was delivered within a 12 month period which is testament to
the success of our partnership working.

3.1.5

Conclusions

Barrier 1 – Political reluctance to use a rising bollard to limit traffic flow along Adelphi Street resulted
in the installation of traffic calming features as a compromise solution. The measures have resulted in
reduced vehicle speeds and flows and improving the environment for pedestrians and cyclists.
Barrier 2 – The lack of a public realm strategy available to improve environmental features within the
timescale available has resulted in this work being the second phase of the project instead of being an
integral part of the initial scheme as first envisaged. The consultation exercise undertaken post
opening of the scheme supports the fact that while the scheme has helped pedestrians to access the
area more easily and has encouraged more pedestrian activity, environmental improvements would
help to improve the attractiveness of the area and may encourage even more pedestrian activity.
Lessons learned
1. Secure political support as early as possible in scheme concept and design.
2. Ensure consultation exercises involve immediate and surrounding areas
3. Develop highway improvements in conjunction with environmental improvements
Partnership working with committed members can deliver successful schemes in a short
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3.2

CITY CENTRE CLEAR ZONE

3.2.1

Context

The CIVITAS Clear Zone initiative aims to improve public space using good urban
design, reduce the impact of through-traffic, and give priority to sustainable transport.

The Preston Clear Zone is focused on the historical retail centre of the city. Major changes are
planned in other areas of the city, and it will be important that the area covered by the Clear Zone is
not left behind. The aim is to enhance the city centre as an attractive place for visitors, workers and
shoppers.

This CIVITAS Clear Zone measure will result in the enhancement and added value to Preston City
Centre area, and will complement proposed works in other areas of the City, such as WP6.5 Access
Control in the Adelphi Area.

Fig.1 – Preston City Centre Clear Zone study area

In addition to the enhancements to the area, this objective will increase public awareness of air quality
issues and the relationship with road transport.

Areas of improvement include;
•

vehicle access controls
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•

traffic management including a 20mph zone

•

streetscape improvements to renew and replace pavement and road surfaces as well as
investing in high quality street furniture and public spaces

•

improved parking management and coordination

•

improved freight delivery and servicing arrangements, including promoting low emission
vehicles

•

improved cycling access, convenience, security and safety

•

improved pedestrian access, convenience, security and safety

•

enhancement of City Centre residential areas

•

elimination or reduction of traffic in sensitive areas

3.2.2

Objectives

The strategic objectives of this measure were:
-

To develop the ‘user friendliness’ of the central urban area for pedestrians and cyclists by
improved accessibility and safety.

-

To protect and enhance the historic parts of the city.

-

To support trade by increasing the attractiveness of shopping areas.

-

To minimise pollution impacts (emissions and noise) in sensitive areas by implementing a
Clear Zone.

-

3.2.3

To provide suitable routes for delivery vehicles and public transport within the Clear Zone

Achievements

The achievements were as follows:•

New Policy - 20 MPH Zone for City Centre. This is the introduction of a 20 MPH Zone
over the entire city centre area. In addition to acting as an accident reduction measure,
the scheme has been introduced for environmental reasons and to improve access to the
area for all modes.

•

New Physical Infrastructure Solutions - Re-Design layout of Friargate/Ringway
Junction.

Collaboration of LCC with Preston City Council’s Urban Design Team has produced a junction design
that has reduced the severance that has previously been experienced between the two areas of
Friargate that are bisected by Ringway. The junction was considered as a whole scheme, looking at
not just the signalised junction but also at each element of the surroundings, such as the surfaces and
the street furniture, to provide a cohesive design. A standard crossing width is 3.2m wide but here we
have increased the width to 5.4m to enable mixed modes and larger numbers of pedestrians to cross
safely. The redesigned junction layout has eased the flow of pedestrians and cyclists across Ringway
between the University area and the City Centre. This type of design has not been used previously by
Lancashire County Council.
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Figure 1: Ringway-Friargate Junction

Figure 2: Ringway – Friargate Junction

High level repeater pedestrian signals have been introduced at the crossings in the new design. This
type of signal, which aids the crossing of large pedestrian volumes by allowing greater visibility of the
signs, has not previously been used in Lancashire.
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Figure 3 – High Level Repeater Signal

This junction is the first in Lancashire to have low voltage controllers (ELV). These controllers use
50V as opposed to 240V. The advantages are that the energy use is reduced producing a smaller
carbon footprint; and maintenance teams can safely work on individual signals at junctions without the
need to switch off power to a whole junction, reducing traffic delays and maintaining the safe working
of the junction. Prior to installation of the ELV system, energy use was recorded. A comparison of the
energy use before and after installation is included in Section C to this report.
An artist’s impression of the proposed new junction layout, refer to Figure 8, was used during the
Public Consultation process. This is the first time that LCC have used this approach, and it was
considered very successful by the public and local press, enabling the renovation to be visualised.
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•

New Physical Infrastructure solutions - Rising Bollard on Cheapside.

This is the introduction of an automatic rising bollard at the junction of Fishergate and Cheapside to
control vehicle access to the pedestrian areas around the Flag Market and Friargate. The bollard will
be used to enforce an existing access restriction along Cheapside. This will improve the environment
for pedestrians by reducing the number of vehicles using the area as a ”rat-run” across the city centre
and help control freight deliveries to the market and the shops in The Mall. This element is part of a
‘whole area’ scheme that has been designed in partnership with Preston City Council’s Urban Design
Group and LCC.
•

Use of New Technology and New Organisational Arrangements - Technical
Communications.

Communications for the rising bollard will be shared between Lancashire County Council and Preston
City Council with new telecommunication links and system protocols being created between the two
council’s traffic systems.
The intercom system uses Voice Over IP (VOIP), and is the first LCC/PCC shared use of
infrastructure. By sharing the infrastructure in this way, both capital costs and ongoing costs will be
reduced. Refer to Appendix B: Cheapside Access Control System Architecture.
This is the first time LCC and PCC have used ‘proximity passes’ for access control. Additionally, a
mobile phone facility to lower the bollard has been incorporated into the design to facilitate access to
the area for emergency services.

3.2.4

Implementation and operation actions

The measure will be implemented in the following stages:
Stage 1: Concept Development (July 2006) –Following a ‘Peer Review’ that was undertaken in-house
at Lancashire County Council; informal discussions with key stakeholders and partners were
undertaken to discuss various smaller City Centre projects that could be brought together to
form a ‘whole city’ clear zone scheme.
Stage 2: Development of a Clear Zone Strategy (July 2006) - The strategy was defined in July 2006.
Stage 3: Public Consultation (October 2006) – A public consultation occurred including obtaining
opinions and representations from partners, stakeholders, local businesses,

town centre

users and local residents.
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Media / Events
•

Preparation of consultation booklet with post back questionnaire,

•

Preparation of Web-site with online questionnaire,

•

Preparation of display stand,

•

Consultation launch, County Hall including presentation to Preston City Councillors &
County Councillors,

•

Press releases in local newspapers,

•

Staffed display in St. Georges Shopping Centre and Fishergate Shopping Centre,

•

Mail shot with consultation information to all business premises in Clear Zone area

•

Distribution of consultation information to Chamber of Commerce for redistribution to all
relevant members,

•

Distribution of consultation information to all County Councillors and all Preston City
Members,

•

Presentation to Preston Urban Vision Board,

•

Display with consultation information & feedback questionnaires in Preston City Council
and County Hall.

Stage 4: Implementation
Phase 1 (Nov 2007 to Oct 2008) – Phase one is the only phase that can take place during the
CIVITAS initiative timeframe.
Phase one included the installation of traffic calming measures around the south and west
side of the clear zone, the improvements to the Ringway/Friargate junction to improve
pedestrian traffic flow between the University area and the city centre and the introduction of
access control to the Cheapside/Flag Market area by use of a rising bollard.
Some evaluation of these measures has been carried out using an on-street questionnaire.
Results of this survey are included as part of section C to this report.

Copies of the

questionnaire are included as Appendix A to this report.
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Fig. 5 – Preston City Centre Clear Zone Phase One Actions

Ringway / Friargate
junction

Cheapside access
management

Avenham Lane / Ribblesdale
Place 20 MPH Zone traffic

Figure 6 - 20 mph Zone - Traffic calming along Avenham Lane and Ribblesdale Place
(July 2008).
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A series of traffic calming humps and junction tables were installed along Avenham Lane and
Ribblesdale Place between Syke St and Chapel Street as part of the 20 mph zone set up
around the city centre
Figure 7 - Ringway / Friargate junction improvements

Figure 8 - Cheapside access management
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The Rising Bollard has will now be part of Phase 2 of the scheme. Phase 2 and phase 3 are
expected to start after the CIVITAS period.
Stage 5: Phase 1 monitoring (Feb 2009 onwards) – Monitoring of all three phases will continue
beyond the timeframe of the CIVITAS initiative.

3.2.5

Conclusions

3.2.5.1

Barriers
•

Costs – The costs of creating the Clear Zone were seen as a barrier to the scale of the

improvements, with the full level of improvements being viewed as too expensive to commit to
within a short timescale.
•

Politics – The measures suggested to create the Clear Zone were viewed by some local

politicians and managers as being too controversial to be accepted easily and timescales had
to be agreed on in order to gain their support.
•

Resources / Timescale – The CIVITAS initiatives were accorded a low priority by some

managers and not enough resources were made available to see the Clear Zone scheme
through to its conclusion within the CIVITAS study time. The timescales may have been too
short for Local Government procedure to deal with such large amounts of innovative schemes.
3.2.5.2

Drivers
•

CIVITAS – The Clear Zone measure was developed by combining many smaller schemes

that had been identified within the City Centre. The Civitas funding enabled the problems
within the City Centre to be addressed using a ‘whole city’ strategy, with the smaller projects
forming a basis for the larger scheme.
•

Proposed large scale city centre developments – The development of the area to the

east of the City Centre by the large Tithebarn development proposals led LCC and PCC to
improve the other areas of the City so as to protect against deterioration through lack of
investment.
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•

Existing LCC Projects – The Clear Zone project was put together from data and

information previously collected for other LCC projects within Preston city centre.
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4 PLOIESTI
4.1
4.1.1

DEVELOPMENT OF A CLEAR ZONE
City Context

Ploieşti is the capital city of Prahova County and is situated in the historical region of Wallachia,
Romania. The city is located 56 km (35 miles) north of Bucharest and has a population of 233,000
(according to the 2002 census), making it the ninth-largest city in Romania. Ploieşti is also a
developed textile manufacturing center. Although oil production in the region is constantly declining,
there is still a flourishing processing industry that includes four oil refineries linked by pipelines to
Bucharest, the Black Sea port of ConstanŃa and the Danube port of Giurgiu
Location of Ploiesti

.
Placed at an old commercial roads cross, Ploiesti city is today also an important railway and roads
junction. Through Ploiesti pass international roads (E60), connecting it with Bucharest (60 km) and
Brasov (111 km), the national road 1A, connecting it with the same cities, national road 72, to
Târgoviste (51 km), national road 1B, to Buzău (64 km), national road 1D, to Urziceni (65 km).
Ploiesti is placed in a piedmont high plain, Ploiesti Plain, which is part of the Romanian Plain. it is
bordered to the south by the sub-Carpathian hills of the line Băicoi-Boldesti-Scăieni-UrlaŃi, to the west
by the rivers Cricov and IalomiŃa and to the east by the River Cricovu Sărat.
Ploiesti municipality population, (as at 2002) was of 232.452 inhabitants (without surrounding
communes), it has the ninth largest population of the cities in Romania and is the second most
densely populated after Bucharest.
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There is a local tradition based on the production and the exportation of oil, chemical and
petrochemical equipments (UPETROM, UZUC, UZTEL, 24 IANUARIE), heavy bearings, detergents,
fabrics, cables and the research and planning of the prospecting, of the oil and gases extraction, of the
oil equipment, of the processing of crude oil and chemification are represented by specialized
institutes.
The city is an important railway centre connecting Bucharest with Transylvania and Moldavia.
Ploiesti’s public transport system consists of an extensive network of buses, trolleybuses and trams.

There are insignificant schemes of access control in Ploiesti. As a result, the congestion and the
pollution are high. The decision makers and the traffic specialists do not have enough knowledge of
the modern policies and instruments.
The traffic participants are not prepared to understand restrictions. Historic areas not protected from
the effects of traffic. There are safety issues caused by conflict between road users and particularly
with pedestrians.

4.1.2

City Objectives

The redevelopment of Ploieşti city centre represents a priority in local policy agenda and is also one of
the important objectives of the involvement with CIVITAS SUCCESS. Ploieşti City initiated and is
going to continue with the Clear Zone pedestrianisation campaign, in order to encourage and support
walking as a means of transportation and social development. The implementation of the pedestrian
area has created an attractive environment, where people feel free to walk in safety.
CiViTAS SUCCESS has helped us to achieve this through a reinforced urban strategy including
transportation, environmental and parking policies; placing limitations upon the mobility of the car and
thus improving the quality of life and road safety while reducing both noise levels and air pollution.
CIVITAS-SUCCESS clear zone is a major event in personalising a city with oil tradition, on new clean
coordinates, in a regional competitive context.
In the framework of sustainable development, Ploiesti City Hall acknowledges and sustains the value
of pedestrian areas not only from aesthetic point of view, but also from economic and tourism
development reasons.

The most important objectives for Clear Zones and further pedestrian tracks are:
•

Minimise pollution impacts (emissions and noise).

•

Protect and enhance the historical inheritance

•

Improve access and safety

•

Increase pedestrian’s ways and public spaces.

•

Improve urban image

•

Improve the quality of urban life

•

Ensure traffic calming and pedestrianization in the central area of Ploiesti.
The necesity of clear zone development in the city center came from:
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•

Concerns regarding a sustainable traffic system in the city in the context of an increasing
traffic congestion and air pollution;

•

The need of coordinating - at a future urban development level - the high density zones and
pedestrian facilities needed for traffic safety and increased recreation facilities;

•

The important number of inhabitants with no access to a car and for whom daily walking is a
must;

•

Increased number of elderly people for whom walking is important and benefic
A car free area represents an ideal space for meetings, trade, musical, art or other community
activities.

Clear central zone propose an integrated design for cycling and pedestrian facilities, urban functions
and green areas

4.1.3

Achievements
A lot of European cities are affected by a constantly increase of motorised transport.
Alternative transport modes like walking and cycling or public transport play an important role
in the whole concert of measures and actions to influence mobility behaviour.
Citizens must get to the stage of accepting that their behaviour can influence transportation
problems in the city.
In the framework of sustainable development, Ploiesti City acknowledges and sustains the
value of pedestrian and cycling environment, sustainable traffic system for a new urban space
structure.
The necessity of coordinating the high density zones and pedestrian facilities needed for traffic
safety and increased recreation facilities appeared in the context of an increasing traffic
congestion and air pollution.

Among the achievements after almost 4 years it worth mentioning the:
•

Collect traffic and parking data

•

A public survey for the central area

•

Elaboration of a strategic scheme for development of a Clear zone (Regulations and
measures for the Clear Zone)

•

Technical project,

•

Technical specifications for control technologies acquisition

•

Call for tender organisation in order to buy control equipment, for the pavement and for the
lighting signs

•

Control access of the whole zone implementation

•

Building of new controlled parking in central area - There is a parking project proposal for the
Cuza Voda str. (right next to the access controlled zone)

•

Acquisition of control technologies

•

Implementing control technologies.

•

Replacement of curbs, footpaths, urban furniture etc.
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4.1.4

Implementation and operation actions

Therefore, Ploieşti City benefits, at the moment, of 1 sqkm controled access pedestrian area, having
two main aims: to increase the quality of Ploieşti citizens’ life and to improve the urban image.
In the first stage has been achieved the pavement of the central area. In parallel, some of the streets
have been closed, being created a controlled access perimeter for vehicles.
Streets blocking has been achieved by setting some recanting bollards and some flower stands, which
do not disturb the pedestrian flow and, at the same time, do not allow vehicles’ access. The cars for
interventions can move the above mentioned bollards by using some magnetic cards. The economic
agents have the access guaranted in the pedestrian area through blocks of flats’ internal yards,
according to a well set supplying program.
The project includes also the setting of some gate between Ştefan Greceanu street and Poştei street,
allowing the connection on East – West axis of the city.
At the same time, the area of Prahova Hotel is going to be rearranged and revamped, using funds
from the local budget, following to be extended the number of parking lots in the due perimeter.
The promenade area also includes a fountain, disposing also of a pleasant lightning system, provided
by modern lamps and some lighting spots inserted into pavement.
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Partnership
No local authority can achieve sustainable mobility on its own. It is a long process that requires
political support but also committed partnerships.
The project methodology aims at covering this interaction between transport infrastructure
development and spatial planning in a very broad sense covering wide areas such as economic
development, social integration, employment creation, etc. along the studied corridors.
The measure regarding the clear central zone zone in Ploiesti was implemented in close relation with
the measure for setting up the cycle lanes.
When the town centre has been remodelled for pedestrians, cyclists can now find their place in them
quite naturally. Wherever cars are no longer taking up all the space, bicycles pop up.
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Promotion
The deployment of promotion activities dedicated to the means of sustainable transportation had the
objective to aware people concerning the necessity to change the behavior toward the mobility
concept, public transportation and, especially, the use of personal car into the urban area.
The municipality organize different activities in different occassions to promote all the Success
measures. Europe Day, Mobility Week, different local trades or exhibitions were good occasion to
present the actual stage of the project, the future steps and also the innovative aspects and the impact
on the urban life.

Ploiesti Poster for the Public Debate regarding the Clear Central Zone
Training
The European Mobility Week gives us, every year, the opportunity to initiate a wide range of
activities and represents a platform for local authorities to:
•

promote their existing policies, initiatives and best practices related to sustainable urban
mobility;

•

contribute to raising citizens’ awareness on the damages that current urban mobility trends
generate on the environment and the quality of life;

•

establish performing partnerships with local stakeholders;

•

be part of a Europe wide campaign, sharing a common goal and a common identity with other
towns and cities;

•

emphasize the local commitment towards sustainable urban transport policies;
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In Ploieşti in 2007 the European mobility week was marked by two important events:
-

the “Streets for People” workshop consisting of two parts
- training for the Clear Zone to be implemented in Ploieşti centre
- Task Force

-

the municipality bicycle fleet launch

Issues discussed:
-

problems encountered in the implementation of the Clear Zone and solutions for them

-

Bucharest best practices and problems encountered

-

bring problems faced in implementing our project regarding the depreciation rules to the high
institutions for a possible collaboration along with the AMR and CIVITAS cities to find the best
solutions

On the last day of the Mobility Week, 2008, Ploieşti City Hall, in cooperation with RATP (Local Public
Transportation Company) and the Environmental Office of RASP (Public Services) gathered pupils
from all the high schools of Ploieşti, for the workshop on the thematic: “Ploiesti City Center – Clean air
for all!”
Therefore, the event represented one more time an opportunity to promote the SUCCESS project, to
show, by comparison, why the reconsideration of the central space of Ploieşti City represents a priority
for the local politics agenda and also one of the most important objectives of the CIVITAS II –
SUCCESS European partnership

4.1.5

Conclusions

Due to the city road network which has a radial-concentric structure and its current configuration,
characterized by its discontinuousness into the central area, the traffic is really difficult. This happens
because of the lack of continuity when crossing the city from East to West, the road network being
mainly made of narrow streets crossing mostly some points which do not facilitate the arrangement of
some crossings where the swerving could be achieved fluently and which also do not provide visibility.
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The future problems we have to deal with are mainly:
•

Crossings not enough arranged with view to the current density of traffic;

•

Heavy and transitory traffic developed also through the central and residential areas;

•

Insufficiency of parking places number in the central area;

•

The diminished number of underground pedestrian passages;

•

Very intense traffic in the central area caused by the lack of some ring roads which to make a
detour of the central area.
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