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EXECUTIVE SUMMARY 

Objective 

Deliverable 2.2.1: Guide for efficient and environmental urban freight transport measures for 
Polish and Norwegian cities is the major output of work package 2 of the GRASS project. 
The document is a handbook to be used by involved stakeholders and researchers when it 
comes to choosing between urban freight transport (UFT) measures for implementation. The 
deliverable both displays an updated “good practices”-list of UFT measures, and provides an 
overview of methodologies and tools for transferability and implementation. With this 
document in hand, policy makers that have identified a UFT problem are able to choose from 
a menu of methodologies for implementation, evaluation and transferability, and based on 
this find the right measure from the menu of good practices. Taking into account lessons 
learned and transferability considerations of earlier attempts, this should facilitate 
implementation and prevent getting into previously identified pitfalls and end up with 
inefficient ad hoc solutions. This is also the purpose main of this document; to ensure that 
stakeholders wanting to implement a UFT measure use a transparent and systematic 
approach to identify a list of possible solutions, and choose and adapt measures from this 
list. By using a transferability methodology for solving UFT problems, decision makers can be 
aware of undesirable and indirect effects and implement solutions as efficiently as possible 
based on lessons learned from other similar conditions. 

 

Method 

The procedure utilized in this work package can be described in four parts: 

1. Collecting good practices based on clearly defined selection criteria (see chapter 2.1 
and appendix A) and classifying them by means of four different spatial layers (see 
chapter 2.2). In total, 30 good practices have been collected;  

2. Reviewing four different methodologies for transferability (see chapter 2.3) and 
concluding that the transferability methodology used in the METEOR and TURBLOG 
projects (Macário and Marques, 2008) is the most extensive (see chapter 2.4);  

3. Conducting a literature review of material relevant for transferability purposes in the 
form of a guide for transferability following the METEOR-TURBLOG transferability 
methodology (see chapter 3); and finally 

4. Following the guide as a desk exercise for Oslo (see chapter 4). This part serves as 
an example of the methodology as well as proving the usability of the guide. 

The applied METEOR and TURBLOG transferability methodology (MTTM) has the following 
10-step approach: 
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Conclusions and lessons learned 

About good practices in UFT: Conclusions and lessons learned that are generic for 
multiple of the good practices collected are displayed in the following bullet points: 

 It is difficult to measure air quality improvements directly connected with various 
measures and policies. It is therefore often more beneficial to model such air quality 
improvements based on available input data, like fuel consumption. 

 Public-private discussions facilitate stakeholder cooperation, and are thus vital for 
successful implementation of any measure that involves a public-private interface. 

 Extensive involvement of citizens from an early stage increases local approval of 
measures, which is important both from the industry’s point of view and from the local 
authorities’ point of view. 

 Small firms are not likely to be economically fit to deal with the uncertainty involved 
with implementation of UFT measures, even if the measure could be economically 
viable in the long run. Public funding for the start-up is therefore normally necessary, 
and may lead to a financially viable concept in the long term under the right 
conditions. 
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 A lot of measures have positive synergies. This should be noted and utilized when 
constructing packages of measures. For instance, increased regulations may facilitate 
the establishment of commercial/profitable urban consolidation centres. 

About transferability and implementation: The main lessons learned in relation to 
transferability and implementation of measures in other cities structured based on the 10 
steps of the METEOR-TURBLOG transferability methodology are displayed in the following 
bullet points: 

 Good data is the key to any successful implementation. Therefore, it is vital that (1) 
there is good utilization of relevant available data and (2) enough resources are put 
into gathering data that is not available. The first part of the methodology consists of 
gathering data regarding the UFT problems encountered (step 1 of the MTTM) and 
the city context in the receptor city where the measures will be implemented (step 2 of 
the MTTM). For Polish and Norwegian cities, GRASS deliverable 1.3.1 (Iwan and 
Kijewska, 2014) should be the first reference for this. However, more detailed data on 
a micro-level have to be gathered to ensure a successful implementation, preferably 
on street level. Encouraging the city administration to be a facilitator when it comes to 
data collection could increase the available data and hence make successful 
implementations more probable. Interviews with main stakeholders should be 
conducted. Utilizing available data will ensure cost efficiency of implementing 
measures. 

 For analysis of the city context (step 3 of the MTTM), we recommend to use the 
TURBLOG framework of city logistics profile (TURBLOG, 2011a). This is a 
transparent method for categorizing parts of the city based on the most important 
product characteristics, city area features and delivery profiles. This is partly done in 
the practical example for Oslo, see chapter 4.3. 

 When looking around for similar contexts and collecting a first list of appropriate 
measures (steps 4 and 5 of the MTTM), the list of measures in appendix A should be 
the main reference for Polish and Norwegian cities. However, we recommend 
supplementing these measures with more extensive collections of good practices. 
This is an important part of the methodology, since the initial list of measures is 
determinative when it comes to the final packages of measures that are going to be 
implemented. References to other lists of best practices are provided in chapter 3.3. 

 For identifying the appropriate measures with potential for transfer (step 6 of the 
MTTM), it is important to define proper criteria. We have provided suggestions for 
criteria in chapter 4.5. However, these criteria depends on the amount of data 
available, the city context and the type of measures, so our suggestions are only 
meant as guidelines. Another way of selecting measures is to subject the list of 
proposed measures to a peer review, as proposed by Macário and Marques (2008). 

 For packaging and dimensioning of measures (step 7 of the MTTM), it is important to 
be aware of synergies between different measures. It is also important to ensure 
viability by choosing a mix of measures in such a way that the losing stakeholders are 
compensated through other channels. The STRAIGHTSOL project is the proposed 
project to look to when preforming the ex-ante assessment of a package of measures 
(step 8 of the MTTM). It is important to ensure that enough data is available for the 
ex-ante assessment, alternatively gather own data. 

 After step 8 is completed, one should have obtained enough data to identify needs for 
adjustments (step 9 of the MTTM). Lastly, a plan for the implementation process (step 
10 of the MTTM) must be worked out. The minimum requirements are a prioritization 
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between the packages of measures and a time plan for each package of measure to 
ensure a smooth implementation process.  
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1 INTRODUCTION 

1.1 Background and objectives 

The current document is deliverable D.2.2.1: The guide for efficient, environmental urban 
freight transport in Polish and Norwegian cities based on good practices. This is the major 
output of work package 2 (WP2) of the GRASS project, and a handbook for involved 
stakeholders and project researchers when it comes to choosing and implementing urban 
freight transport (UFT) measures. 

WP2 is named State of the art review and requirements for environmental friendly urban 
freight transport. The main objective of WP2 is to analyse opportunities for implementation of 
European and world initiatives for environmentally friendly UFT, and preparing the 
requirements for transferring these to Norwegian and Polish cities and regions. The WP2 
analyses and assessments revolve around two tasks: 

 Task 2.1: Analysis and classification of good practices in environmental urban freight 
transport. 

 Task 2.2: Assessment of requirements for energy efficient and sustainable urban 
freight transport in Poland and Norway. 

For task 2.1 the literature review consisted of identifying, classifying and describing good 
practices. For task 2.2 the literature review consisted of identifying criteria under which these 
good practices can be implemented in Norwegian and Polish cities. The current deliverable 
consists of four main parts, each described in the section below.  

Part 1. Collection and classification of good practices: The first part of this deliverable 
consists of a collection and classification of good UFT practices. Good practices are 
collected using clear selection criteria (see section 2.1), and are classified based on a 
system of different spatial layers (see section 2.2). Lists of good practices have been 
collected numerous times (see for instance Allen et al., 2007; SUGAR, 2011; BESTFACT, 
2013; Roche-Cerasi, 2012; and TURBLOG, 2011b). This deliverable presents a list of the 
most important best practices identified. Because of the large number and good quality of 
already existing lists of best practices, the work was mainly a meta-study of the 
aforementioned documents. However, some additional measures were added to this list to 
ensure that the collection is up to date. This collection of good practices is the major output 
of task 2.1 and can be found in appendix A. 

Part 2. Reviewing and comparing transferability methodologies: This part of the 
document aim to give a state of the art literature study on developed methodologies for 
transferability. The purpose of this is to provide policy makers with tools when a city wants to 
transfer a measure on urban freight transport (UFT) from another city to their own. We 
expect that with the right tools, there will be an increased probability that the policy makers 
will choose the right measures from other cities, adjust them and implement them correctly. 
In this document we use the definition of transferability used in the project TURBLOG and 
adapted from Macário and Marques (2008), and further elaborated in section 2.3.1: 

Transferability is the ability to transfer/adopt in a given city successful 
measures previously adopted elsewhere, and achieve comparable results. 

Four transferability methodologies are analyzed and compared: (1) The METEOR-
TURBLOG transferability methodology, (2) the ALTER MOTIVE transferability methodology, 
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(3) the NICHES+ transferability methodology and (4) Janjevic et. al.’s methodology for 
transferability of micro-consolidation schemes.  

In our review of the literature on transferability methodologies, one methodology stands out.  
This is the METEOR-TURBLOG transferability methodology, developed in the CIVITAS 
METEOR project, that was a part of CIVITAS I (METEOR, 2006). The methodology was 
further elaborated in Transferability of sustainable urban mobility measures (Macário and 
Marques, 2008). It was later adopted into the TURBLOG WW project and applied in four city 
settings. For the rest of this document, the 10-step transferability methodology used in 
METEOR and TURBLOG WW will be referred to as the MT transferability methodology, or 
the MTTM. The MT transferability methodology provides guidance from the very start of a 
project on how to improve a city’s UFT, with a needs assessment, and then proceed through 
a logical framework in a step by-step approach, right up to the last step with implementation 
and steering results. This methodology thus captures the entire life span of a project, 
whereas many of the others only focus on certain phases of the project. The MT 
transferability methodology also seems to be the most systematic of the reviewed 
methodologies, and is therefore used as a basis for further analysis. 

Part 3. The METEOR-TURBLOG transferability methodology and connected literature: 
This part of the document is the actual literature review guide. The conclusion of the 
discussion on different transferability methodologies lay the basis for the structure of this 
part; the logic of the MTTM will be followed from start to finish. At each step of this 
methodology, we will provide a review of the vast literature that can provide tools, guidance 
and inspiration. By using the tools and methods provided in the suggested literature, policy 
makers should be able to increase the probability of successful implementation of measures 
in a particular receptor city. This, in combination with part 2, constitutes task 2.2 of the 
GRASS project. 

Part 4. An example of the methodology for Oslo: This part consists of a desk research 
exercise in how to apply the methodology; the first six steps of the MTTM are applied for 
Oslo. This should not be considered as a real application of the methodology; the data used 
is too limited. However, it is meant as an inspiration for how the guide may be applied, 
showing how the various literature described in part 3 can be utilized.  

Purpose of the document: The main added value of this deliverable is creating an updated 
“best practices”-list of UFT measures and providing an overview of methodologies and tools 
for transferability and implementation. With this document in hand, policy makers that have 
identified a problem with the current situation should be able to choose from a menu of 
methodologies for implementation, evaluation and transferability, and based on this find the 
right type of measure from the menu of best practices. Taking into account lessons learned 
and transferability considerations of earlier attempts, this should facilitate implementation and 
prevent making the same errors twice. 

1.2 Content of the deliverable 

The deliverable is organised as follows:  

 Chapter 2 describes the methods and approaches. This consists of describing the 
selection criteria utilised for collecting good practices and the classification scheme 
used for structuring these practices (corresponding to part 1 in section 1.1). In 
addition, the different transferability methodologies are described, contrasted and 
compared (corresponding to part 2 in section 1.1); the conclusion of which is that the 
MTTM is the most extensive methodology; 
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 Chapter 3 is the guide for implementation of efficient solutions in Norwegian and 
Polish cities (corresponding to part 3 in section 1.1). It describes the state of the art 
analysis conducted in WP2 in relation to transferability and implementation. This 
chapter has sections corresponding to the steps in the MTTM framework, and for 
each section, subsections describe relevant literature from the literature review; 

 Chapter 4 describes an example in which steps 1 to 6 of the recommended 
methodology is used for Oslo (corresponding to part 4 in section 1.1). By reading this 
example, policy makers are provided with a suggestion for how to use the guide that 
is outlined in chapter 3. 

 Chapter 5 summarises the process, and chapter 6 gives and overview of the main 
conclusions from WP2 and outlines lessons learned in the process. This is beneficial 
information for all stakeholders attempting to follow the 10-step methodology. 

 Finally, in appendix A, the list of good practices is included with descriptions of (1) the 
city in which the measure is implemented, (2) a general description of the measure, 
(3) special characteristics, (4) main results, (5) transferability considerations and 
(6) lessons learned. 
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2 METHOD AND APPROACH 

In this chapter we describe the methods and approaches that build the framework for this 
deliverable. Section 2.1 describes the collection process of good practices, which is a major 
part of task 2.1 in WP2. The list of good practices is available in appendix A. Section 2.2 
describes the structure used for classifying the good practices that are described in section 
2.1. Section 2.3 and section 2.4 describe the reasoning behind structuring chapter 3 based 
on MTTM. The first of these sections is a literature review of transferability methodologies, 
while the second consists of a comparison analysis of these transferability methodologies. In 
this comparison analysis, we conclude that the MTTM framework is the most extensive and 
that it is appropriate as a framework for the guide described in chapter 3 as well. 

2.1 Collection of good practices 

Efficient and environmentally friendly UFT has received a lot of attention lately, both from the 
industry and from researchers’ point of view. Therefore, numerous UFT measures for 
increasing both efficiency and sustainability have been implemented. Furthermore, a lot of 
these measures have been thoroughly documented and evaluated. UFT measures are 
usually in the form of business initiatives (with the intention of increasing efficiency or 
providing a greener image), government initiatives (by means of taxes, subsidies, regulations 
or publically financed UFT services) or part of research projects (in form of ex-ante 
evaluations or demonstrations of promising concepts in cooperation with business partners). 

Even though not all measures are successes, a vast range of good practices have been 
identified and documented during the last couple of years. Lists of good practices have also 
been collected numerous times (see for instance Allen et. al., 2007; SUGAR, 2011; 
BESTFACT, 2013; Roche-Cerasi, 2012; TURBLOG, 2011b). Analyses of good practices 
have been collected, and this deliverable presents a list of the most important good practices 
identified in appendix A. Because of the large number and good quality of existing lists of 
best practices, this work was mainly a meta-study of the aforementioned documents. 
However, some additional measures were added to ensure it to be up-to-date. The 
implemented measures described in this document satisfy the following requirements: 

 The measure is regarded as a “good practice”; 

 The measure is currently operating, or have been operating, long enough to draw at 
least some relevant conclusions; 

 The measure is thoroughly documented; 

 The measure contains stakeholder interaction (public-private, public-public or private-
private); 

 Implementation of the measure involved a learning process, such that improvements 
of similar implementations in the future are facilitated; 

 The measure, the concept, or parts of the concept is transferable to other cities and 
other contexts; 

 Even though a demonstration receives public or external funding, the demonstrated 
measure should be based on a business model which is (at least under some 
circumstances) viable. 

The list of measures satisfying the above requirements is limited to a reasonable1 number 
based on the following criteria: 

                                                
1
 «Reasonable» in this context refers to readability of the document and project budget considerations. 
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1. Innovative measures are favoured; 
2. The list of measures is composed to contain geographical diversity, different target 

groups and a range of different concepts; 
3. At the same time, the number of measures within each concept is kept as high as 

needed for comparability purposes. 

As previously mentioned, the complete list of good practices is available in appendix A. This 
list consists of 30 good practices in total. 

2.2 Classification of good practices 

In this section, the classification scheme for the good practices that is utilised in this 
deliverable will be described. The classification scheme utilised is adapted from the Green 
Urban Distribution (GUD) project (Roche-Cerasi, 2012), and is based on spatial layers. The 
urban zone is the top layer. Within the urban zone, the next layer is the city centre. Within the 
city centre, the next layer is the street area. Lastly, within the street area, the next layer is 
delivery spaces. For each of these four spatial layers, different categories of good city 
logistics practices are identified. This particular way of classifying good practices is inspired 
from Boudouin (2010). The reason for choosing this classification scheme is that it is the 
most comprehensive identified from the reviewed literature in task 2.1. The classification 
scheme, including spatial layers and classes of measures, is displayed in Table 1. 

Table 1. Classification of good practices. 

Spatial layer Classification of measures 
Number of 
measures 

Urban zone 

Urban logistics plan  3 

Urban consolidation centre  3 

Freight quality partnership  2 

City centre 

Low emission zones  2 

Access restrictions  2 

Distribution plan  1 

Street area 

Multiple use lane  2 

Optimisation of routes  1 

Environmental friendly vehicles  3 

Intelligent traffic management  2 

Delivery spaces 

Delivery times  2 

Delivery space booking  2 

Alternative delivery systems  5 
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2.3 Review of methodologies for transferability  

In this section, we aim to give a state of the art literature study on developed methodologies 
for transferability. The purpose of this is to provide policy makers with an overview of tools 
relevant for a project where a city wants to transfer a measure for improving urban freight 
transport (UFT) from another city to their own. We expect that with the right tools, there will 
be an increased probability that the policy makers will choose the right measures from 
other cities, adjust them and implement them correctly. Because of this, it is important 
that the right transferability methodology is chosen for further analysis in this report. 

We will first give some historic background of the concept of transferability and how it is 
defined in this paper. We will then give an overview of the METEOR-TURBLOG 
transferability methodology, the ALTER-MOTVE transferability methodology, the NICHES+ 
transferability methodology and the methodology described by Janjevic et al. The next 
section contrasts and compares these methodologies. 

2.3.1 On transferability in general 

Governments drawing lessons from other governments’ successes and failures and 
transferring policy measures has been common for centuries. The learning possibilities and 
possibilities for transferring policy measures between governments have increased over the 
past decades due to improved communication possibilities. However, there is limited 
literature on policy transfer and lesson drawing in general (ALTER-MOTIVE, 2010). Evans 
and Davies (1999) point out that this could stem from that policy transferability has been 
studied via different disciplines (political science, comparative politics, etc.) and does not 
have a common theoretical or methodological discourse. More common in literature are 
analysis of the transfer of specific policies between two or more countries (or cities).  

In this deliverable we will apply the definition of transferability that is used in TURBLOG WW 
that was adopted from Macário and Marques (2008): 

Transferability is the ability to transfer/adopt in a given city successful measures 
previously adopted elsewhere, and achieve comparable results. 

It should be noted that this definition takes into account both direct transfers of solutions and 
adaptability of solutions, i.e. solutions that in some ways are adapted to better fit the context 
of the receptor city (adaptation of measures is a part of step 7 of the MT transferability 
methodology). Hence, our definition of transferability is a broad term that captures both (1) 
the term adaptability and (2) the term transferability in the narrow sense, i.e. direct transfers. 

2.3.2 The METEOR and TURBLOG WW transferability methodology 

This methodology was developed in the CIVITAS METEOR project, that was a part of 
CIVITAS I (METEOR, 2006). The methodology was further elaborated in Transferability of 
sustainable urban mobility measures (Macário and Marques, 2008). The MTTM was later 
adopted into the TURBLOG WW project and applied in four city settings (TURBLOG, 2013c). 
It was also adopted in the C-LIEGE project (C-LIEGE, 2013b). In other words, this 
methodology has received a large degree of acceptance in the current literature.  

The MTTM follows ten main steps, described below and illustrated in Figure 4 in the next 
chapter. The steps are elaborated in Macário and Marques (2008) and TURBLOG (2011c), 
but we provide a brief explanation of each step here: 

1. Diagnostic of the problems: A first step is to develop a structured analysis of the 

situation and assess the need to take actions. 
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2. Characterization of the city: A detailed identification of the characteristics of the city 

environment and urban structure is required in the transferability process. It will be 

important later to check whether candidate measures that were successful elsewhere 

in mitigating similar problems did share similar contexts. 

3. Analysis of the city context and implications of problems identified: Based on the 

previous steps, it will be necessary to set up a city profile based on a set of variables 

describing the main characteristics of the receptor city’s specific context and the 

results of the diagnostic steps. This will allow case-by-case city comparisons. 

4. Look around for similar contexts: Identify groups with similar characteristics, calling 

for an existing stock of situations against the situation set in step 3. 

5. Selecting examples of source urban contexts: In this step the search narrows down to 

cities that have implemented measures to deal with the problems in their particular 

context, i.e. potential sources for transfer 

6. Identify measures with potential for transfer: Looking at potential sources for transfer, 

identify measures that can be considered for transfer based on considerations of 

operational viability, cost effectiveness and community acceptance in the receptor 

city. 

7. Packaging and dimensioning the measures for transferring: The analysis of 

transferability should consider not only individual measures considered as eligible, 

but also the relationships between measures that may enhance their impact, i.e. 

packaging. Optimal scale of the measure will depend on the characteristics of the 

measure. 

8. Ex-ante assessment of measures to transfer: Pre-assess relevance, efficiency, 

effectiveness, utility and sustainability. Compare two future scenarios, one where the 

measures are not implemented (baseline) and one where they are implemented. 

9. Identify need for adjustment: Review the conditions for transferability in the receptor 

city (institutional, physical etc.) and consider whether conditions or measures need to 

be adjusted. This will depend on the adaptability of both the policy measure, and the 

receptor city. 

10. Implement measures and steer results: A detailed description of measures together 

with a quantification of the associated operational objectives for monitoring should be 

contained in the program drawn up at city level. 

2.3.3 ALTER MOTIVE transferability methodology 

The ALTER-MOTIVE project is set to derive an action plan for implementing effective least-
cost policy strategies (for the EU, specific countries and regions) to achieve a significant 
increase in innovative alternative fuels (AF) and correspondingly more efficient automotive 
technologies (AAMT) to head towards a sustainable individual and public transport system. 

As a part of the project, a study on transferability was conducted in WP 5, called “Copy-paste 
policies: Analysis of transferability of successful policies related to alternative fuels and 
alternative automotive concepts in transport”. The study notes that investigating the 
transferability of a policy requires the analysis of the relevant factors (the policy target, the 
policy instruments, external factors etc.). They have developed a four-step approach to 
support policy makers in the development of new and/or improved policies that are based on 
existing policies (ALTER-MOTIVE, 2010). This is captured in the figure below: 
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Figure 1. The ALTER-MOTIVE four step approach (ALTER-MOTIVE, 2010). 

The method described in the figure above will be referred to as the ALTER-MOTIVE 
transferability methodology in the following. Brief explanations to each step are provided: 

Step 1: Define the aim of the new policy, the impact that it should have, e.g. have citizens 
buy more electric cars, or sell more biofuels.  

Step 2: Investigate what policies currently exist in other situations (other countries, 
technologies etc.) that have been successful in reaching similar aims.  

Step 3: Investigate in detail the elements that influence the success of these uncovered 
existing policies. A combination of elements influences the success of each policy. 
This combination of elements is unique in every case and consists of:  

 The external factors that cannot be influenced (easily) by the policy maker. These 

include financial and economic factors, social and environmental factors, technical 

factors and cultural and demographic factors.  

 The characteristics of the policy that can be influenced and changed by policy 

makers. These include the objectives and the policy instruments it consists of.  

The external factors should be investigated first. When these are similar to those in 
the receptor city, the chances for a successful policy transfer increase. When they 
are not similar, little chances for successful transfer exist and it is recommended to 
look for other policies with more similar external factors. When the external factors 
are similar to your own situation you can continue with investigating the 
characteristics of the existing policy. These characteristics are the base for your new 
policy. 

Step 4: Design your new policy based on the characteristics of the existing policy that is 
eligible for successful transfer based on the previous steps. This design should be 
based on a detailed investigation of what elements of the existing policy that can be 
transferred (whole policy or only the policy goals, structure and content, instrument, 
administrative techniques, institutions involved, ideas etc.). The parts that cannot be 
transferred should be replaced by other elements. 

2.3.4 NICHES+ transferability methodology 

The NICHES+ transferability methodology is used for assessing the success factors and 
barriers to implementation and in particular, the practicality of trying to transfer an Innovative 
Concept (IC) implemented in one city to another where the context may be different. The 
methodology uses a 6 step framework that is shown in the figure below (NICHES+, 2011): 

1. Define the aim 
and impact of the 
new policy

2. Investigate 
existing successful 

policies

3a. Investigate 
external factors 

that influence the 
success of 

uncovered policies

3b. Investigate 
characteristics of 

the policies 
themselves

4. Design new 
policy based on 

the characteristics 
which is eligible 

for successful 
transfer 
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Figure 2. The NICHES+ six-step methodology (NICHES+, 2011). 

The methodology and its application in NICHES+ is more thoroughly described in the third 
deliverable of the project, which is a report on implementation issues and transferability of 
innovative concepts (NICHES+, 2009). 

2.3.5 Janjevic et.al. on transferability framework for micro-consolidation schemes 

Janjevic and Ndiaye (2013) identify the common characteristics of micro consolidation 
initiatives and outline a common framework for transferability. The purpose of the 
transferability framework is to find the best match between the micro-consolidation initiative 
and the target environment. The framework builds on the idea of logistic profiles, i.e. the 
analysis of the interactions that exist between a certain logistic solution and the environment 
in which it is implemented. Logistic profiles are defined through a series of attributes and 
indicators. Attributes and indicators for more than 20 case studies are described in Janjevic 
et.al. (2013). In this report they also discuss how the attributes’ importance vary according to 
the characteristics. In this report, the methodology will be called the Janjevic et. al. 
methodology, and an overview of the framework is shown in Figure 3. 
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Figure 3. Overview of transferability framework for micro-consolidation schemes (Janjevic et.al., 2013). 

The framework entails studying the micro-consolidation initiative and its original environment 
as well as the target city area, and comparing them on the three dimensions relevance, 
suitability and feasibility.   

2.4 Transferability methodologies contrasted and compared 

From the previous section describing various transferability methodologies, we conclude that 
the MTTM is the most extensive. This methodology captures the entire life span of a project, 
whereas many of the others only focus on certain phases of the project. Looking at the 
various elements of which the methodologies consist it is clear that there is a large degree of 
overlap; however, most of the elements from other methodologies are contained in MTTM. It 
also seems to be the most systematic of the reviewed methodologies. The following 
subsections support this conclusion by comparing the MT transferability methodology to the 
other methodologies. 

2.4.1 Contrasting and comparing ALTER-MOTIVE with the MTTM 

The ALTER-MOTIVE methodology (AMM) contains more or less the same steps as the 
MTTM with one major exception; however less detailed and in a slightly different order. This 
exception is that the first step of AMM is to define the aim and impact of a policy. In the 
MTTM however this corresponds to mapping the main UFT problems, describing the context 
of the city and then look through transferable good practices implemented elsewhere for 
inspiration for how the policy may be shaped. Hence, the AMM requires the policy maker to 
have some opinion of what should be implemented beforehand. The MTTM at the other hand 
is more extensive and more systematic, since it enables policy makers to start with very little 
information, and to follow a systematic approach, which ends in implementation of a package 
of measures. 
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2.4.2 Contrasting and comparing NICHES+ with the MTTM 

The NICHES+ methodology (NM) starts with its first step when an innovative concept (IC) 
already has been chosen. A city starts by choosing an IC, and then going through likely 
impacts and measures of success provide the essential justification and supporting evidence 
for why an IC should be considered. This would be the equivalent of starting at step 6 in the 
MTTM. The NM’s six steps cover the steps 6 to 9 in the MTTM, although in a different order 
and with different emphasis. The NM emphasizes the “components” of the innovative 
measure (such as strategies and policies, target population, etc.) and their “characteristics”. 

2.4.3 Contrasting and comparing Janjevic et.al.’s methodology with the MTTM 

Janjevic et.al. have established a methodology that is specialized for micro-consolidation 
initiatives, while MTTM is more general. The methodology starts with the assumption that a 
micro-consolidation initiative is up for consideration, which in MTTM could be a result after 
the first five steps. However, the MTTM, could also lead to a conclusion that micro-
consolidation initiatives were irrelevant for the target city context. This shows that the MTTM 
is more extensive. However, the fact that Janjevic et.al.’s methodology goes more in-depth is 
a reason to take into account aspects of this methodology if a micro-consolidation scheme is 
chosen for implementation. 
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3 THE METEOR-TURBLOG TRANSFERABILITY METHODOLOGY AND 

CONNECTED LITERATURE 

The MT transferability methodology (briefly reviewed in section 2.3.2) provides guidance 
from the very start of a project on how to improve a city’s UFT. It starts with a needs 
assessment, and then proceed through a logical framework in a step by-step approach right 
up to the last step, which is implementation and steering of results. This methodology thus 
captures the entire life span of a project, whereas many of the others only focus on certain 
phases of the project. It also seems to be the most systematic of the reviewed 
methodologies.  

In section 2.4 the MT transferability methodology was found to be the most comprehensive of 
all reviewed transferability methodologies. Findings from that section lay the basis for the 
structure of this chapter. We will follow the logic of the MT-transferability methodology 
(MTTM) from start to finish. At the different steps of this methodology, we will provide a 
review of literature that can provide tools, guidance and inspiration at that particular step. 
The MT transferability methodology was described in the aforementioned sections, and is 
illustrated in Figure 4.  



    
 

25/77 
 

 

Figure 4. The Meteor-Turblog Transferability Methodology (Macário and Marques, 2008). 

This chapter is organised as follows: each of the following sections will describe one or more 
of the different steps from the MTTM. For each of these sections, the subsections will 
describe other relevant litterature that was part of the comprehensive litterature survey 
conducted as a part of WP2, task 2.2. 

3.1 Diagnostic of problems and city context (steps 1-3)  

The first step is “Diagnostics of the problems”. This step involve a structured analysis of the 
current situation as well as the need to take action. When the city has identified the most 
prominent problems, it is ready to move to the next step. Both urban problems/obstacles that 
have impact on the freight system as well as major freight problems should be considered. If 
the relevance of the identified problems also is indicated, it will be easier to prioritize between 
different measures for implementation in subsequent steps. 

The second step is “Characterization of the city”. A detailed identification of the 
characteristics of the city environment and urban structure is required in the transferability 
process. It will be important to check whether candidate measures that were successful 
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elsewhere in mitigating similar problems did share similar contexts. The city should be 
characterized in several dimensions; this includes geographical, structural, demographic, 
architectural and cultural. The most important dimensions however are those that are directly 
related to the transport sector and city distribution. In the C-LIEGE project, these dimensions 
were divided in two groups; physical variables and institutional variables (C-LIEGE, 2013b). 

The third step is “Analysis of the city context and implications of problems identified”. Based 
on the previous steps, it will be necessary to set up a city profile based on a set of variables 
describing the main characteristics of the receptor city’s specific context and the results of 
the diagnostic steps. To do this it can be useful with case-by-case city comparisons. In the 
literature review, the TURBLOG city profile system is identified to be the most extensive 
methodology for conducting this third step TURBLOG (2011a). 

Our literature review identified BESTUFS, the ELTIS portal, C-LIEGE, CIVITAS and 
TURBLOG to be the most important research projects with connected literature. Literature 
that may provide insight to policy makers are described in the following subsections, related 
to each of these projects. See the project list at page 61 for references for these projects in 
general. 

3.1.1 BESTUFS (I and II) 

BESTUFS I and BESTUFS II have various work packages and documents that can be 
considered relevant. Each of these items are described below. 

Best practices handbook (BPH): In BESTUFS I, the best practices handbooks, there are 
chapters on “Statistical data, data acquisition and data analysis regarding urban freight 
transport” that will be relevant for steps 1, 2, 3 and 8 (BESTUFS I, 2000; BESTUFS I, 2001; 
BESTUFS I, 2002; BESTUFS I, 2003). Here the best practices within BESTUFS show 
examples of procedures and methods that were successfully used, especially regarding:  

 Identifying already available data sources of statistics and surveys 

 Methods and experiences on how to acquire data and information 

 The usage of statistical data (analysis and conclusions) 

 The quality of data collection and results (in particular the comparability to other data 

collections) 

Data collection, modelling approaches and application fields for urban commercial 
transport models: The objective of WP 3: Urban freight data harmonization and modelling 
is:  

 To collect, compare and describe different data collection approaches, transport 

models and transport modelling use cases with respect to urban commercial activities 

(Urban Goods Movement - UGM). 

 To provide a platform for urban freight transport modelling experts to exchange their 

expertise and practical experiences. 

 To contribute to a harmonization and standardization of data collection methods in 

the European countries. 

This work package can be relevant for steps 1, 2, 3 and 8 as input and guidance to gathering 
and analyzing data relevant to urban freight transport, with deliverables 3.1 and 3.2 at center 
(BESTUFS II, 2006b; BESTUFS II, 2008b). The deliverables also have extensive lists of 
references for further reading on UFT data collection and modeling.  
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Quantification of Urban Freight Transport Effects: Within the BESTUFS working field, 
facts and effects with regard to urban freight transport are collected and presented, including 
(BESTUFS II, 2006c): 

 The Role of urban freight transport in the context of the whole urban traffic 

 External effects of urban freight transport: noise, air pollution, accidents, etc. 

 Contributions to EC policy objectives of changes in urban freight transport 

This work package can be relevant as input to choosing relevant variables for analyzing the 
problems, the city context and steering results (steps 1, 2, 3, 8 and 10). 

3.1.2 ELTIS-portal 

The ELTIS portal is an online portal with a lot of information regarding urban logistics. At the 
time of writing, the ELTIS portal has 76 case studies on the topic Urban freight/City Logistics. 
ELTIS is also a portal for tools such as guides, handbooks, statistics etc. for planning and 
implementation, monitoring and evaluation, etc. The ELTIS-portal contains information from 
various other UFT projects, including SUGAR, BESTUFS, NICHES and CIVITAS. Some of 
the case studies in the ELTIS portal are directly related to freight, and one to policy transfer. 

In a transferability process, the tools provided in the ELTIS portal can be useful. They can 
provide insight and inspiration at any step in the transferability process, but the use of the 
tools will be most relevant in steps 1, 2, 3, 8 and 10. The URL for the ELTIS portal is 
provided in the “Research projects” section at page 61. 

3.1.3 C-Liege 

C-Liege provides tools for the necessary context analysis that needs to be done before 
measures are chosen, e.g. a stakeholder engagement manual (C-LIEGE, 2012d), guideline 
for the development of urban freight mobility plans (C-LIEGE, 2012b) and experiences from 
Premium Quality Partnerships (C-LIEGE, 2013a). 

An interesting approach to choosing, adjusting and implementing policies on UFT is to assign 
a City Logistics Manager to be a real intermediary between the various local stakeholders 
and the Public Body, responsible for communication and coordination. C-Liege has a report 
describing the City Logistics Manager’s toolbox (C-LIEGE, 2012c). The City Logistics 
Manager’s task is to reconcile the needs and demands of the different companies, 
businesses and associations with those of the Public Administration and to select proposals 
for shared actions and plans. 

3.1.4 CIVITAS 

CIVITAS has provided a guide for the urban transport professional that helps assess a city’s 
urban challenges, which can work as input for steps 1 to 3 (CIVITAS, 2012). In addition, the 
guide offers possible solutions and their ingredients for success. This guide can also provide 
insights and inspiration in steps 5 and 6. 

3.1.5 TURBLOG 

In TURBLOG’s deliverable one, A Worldwide Overview on Urban Logistic Interventions and 
Data Collection Techniques, an overview of UFT policy interventions is provided (individual 
measures and packages) for the main categories loading/unloading, urban transport and 
land-use planning, business arrangements and technology. The deliverable also summarizes 
the status and worldwide trends within data collection within UFT (TURBLOG, 2010). 
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In TURBLOG’s deliverable two, Business Concepts and models for urban logistics, they 
analyze case studies from 8 cities in terms of business concepts and models within a 
business model canvas framework. They also establish the logistic profiles for the case 
studies in these cities in terms of the three key variables agent needs, characteristics of the 
urban area and characteristics of the products/type of delivery (TURBLOG, 2011a). 

In the Transferability Guidelines report’s chapter 4, the four case study cities are analyzed in 
terms of their city problems concerning urban freight, city characteristics and current urban 
freight policies. Although not completely according to the textbook MTTM, this is how 
TURBLOG assesses the city context during steps 1-3, which can serve as an example 
(TURBLOG, 2011c).  

3.1.6 Other literature 

The following literature can provide insights and inspiration at these steps: 

 Allen, J., and Browne, M. (2008). Review of Survey Techniques Used in Urban 
Freight Studies. 

3.2 Look around for similar city contexts (step 4) 

The fourth step is “Look around for similar contexts”. When the diagnostic of problems is 
completed and the city context is thoroughly mapped, it is time to identify cities with similar 
characteristics. The characteristics identified as most important in previous steps will also be 
the most important when comparing the receptor city to other cities. The output of this step 
should be an existing stock of cities and situations that are similar to and compared against 
the situation set identified in the receptor city during step 3. 

Our literature review identified C-LIEGE, TURBLOG and CIVITAS to be the most important 
research projects with connected literature. Literature that may provide insight to policy 
makers are described in the following subsections, related to each of these projects. 

3.2.1 C-LIEGE 

The seven C-LIEGE sites (Parma, Leicester, Newcastle, Stuttgart, Szczecin, Montana and 
Malta) have descriptions of city contexts, with facts about the cities and their key challenges 
within UFT (C-LIEGE, 2012a). 

3.2.2 TURBLOG 

In TURBLOG’s deliverable D3, a list of nine case studies is compiled (Paris, Utrecht, Belo 
Horizonte, Mexico City, Santiago, Tokyo, Beijing, New York and Mumbai) with a report for 
each case study plus a synthesis report (TURBLOG, 2011b). In chapters two and three in the 
case study reports, the relevant cities’ contexts are described thoroughly.  

3.2.3 CIVITAS 

In the four phases of the CIVITAS initiative, there has been 16 projects in more than 60 
demonstration cities. The CIVITAS initiative have tested and evaluated measures related to 
logistics and goods distribution in 10 of these cities. The cities are Burgos, Genoa, Krakow, 
La Rochelle, Norwich, Toulouse, Malmö, Ploiesti, Preston and Venice. Transport contextual 
information of each of these cities are available on the CIVITAS web site; see the list of 
research projects at page 61 for the exact URL. 



    
 

29/77 
 

3.3 Selecting good practices and identify measures with potential for 
transferability (step 5-6) 

The fifth step is “Selecting examples of source urban contexts”. In this stage, one should 

focus on the practices that are adopted in the similar cities from step 4, based on the 

probability that these practices are transferable in a form adapted and scaled to fit the 

receptor city. Step five narrows the search down to cities that already have implemented 

measures to deal with problems related to the receptor city’s particular context, i.e. finding 

potential sources for transfer. The main output of step 5 should thus be a list of good 

practices from the cities with similar contexts as the receptor city identified in step 4. 

The sixth step is “Identify measures with potential for transfer”, and consists of choosing the 

appropriate measures from the list compiled in step five. Measures can be considered for 

transfer based on e.g. considerations of operational viability, cost effectiveness and 

community acceptance in the receptor city. When step five is completed, one should have a 

list of measures that has the potential to be transferred or adapted from the cities where they 

are implemented to the receptor city. 

In other words, these steps result in a pre-selection of measures that should be considered 
for transferring. There are many ways in which this can be done. Inspired by Macário and 
Marques (2008), one way is by proceeding as follows: 

 Identify a group of relevant source urban contexts; 

 Select from all measures adopted in the source urban contexts, those that have 
reached success thresholds, according to the receptor cities target success criteria; 

 Subject the resulting list to peer review; 

 Build a list of candidate measures, including specific remarks on crucial conditions of 
applicability identified in the peer review, as well as other pertinent comments. 

There is a lot of literature available that provide inspiration in other ways to conduct these 
steps. The most relevant branch of the literature however are lists of good practices. It is 
important to emphasize this; the final result of implementation depends on the quality of the 
package of measures that are implemented, and the package of measures to be 
implemented is prepared based on the list of good practices that are considered for transfer. 
Therefore, a major part of the resources should be allocated to the purpose of looking around 
for good practices in similar contexts. 

 The list of good practices collected in Task 2.1 of the GRASS project that is included in 
appendix A constitutes an up-to-date list of carefully selected measures. However, lists that 
are more comprehensive exist, and the user of this guide is recommended to look elsewhere 
as well to ensure that the menu of candidate measures will include the good practices that 
are best suited for transferability to the receptor city. References for relevant literature for this 
part is included in the subsections below, from the projects BESTUFS, the ELTIS-portal, 
NICHES+, C-LIEGE, STRAIGHTSOL, BESTFACT, Janjevic et al., TURBLOG, CIVITAS and 
SUGAR, respectively. 

3.3.1 BESTUFS (I and II) – Best practices handbook (BPH) 

Most of the Best practices handbook is relevant in step five and step six. When a 
transferability process has reached step five, the best practices handbook provides several 
examples of measures for improving urban logistics. Some of the examples (but not all) are 
supplemented with “lessons learned” with notes on the measure potential for transfer, which 
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could give some input to step six. The description of Background and Objectives for each 
presented case can provide some input to step four. 

3.3.2 ELTIS-portal 

At the time of writing (February 2014), the ELTIS portal has 76 case studies on the topic 
“Urban freight/City Logistics”, excluding what might be found in the archives. The case 
studies are submitted individually, so ELTIS does not present any specific methodology for 
transferability other than what could be found in the individual case studies. The case studies 
are relevant for both steps five and six. 

3.3.3 NICHES+ 

As discussed previously (see section 2.3.4), NICHES+ has its own transferability 
methodology that could serve as an alternative to MTTM. We conclude, however, that 
NICHES+ does not cover the entire transferability process, but becomes applicable after a 
concept is chosen. The methodology does not help the policy maker choosing the right 
concept in the first place. 

After following the first five steps of the MTTM, it could be possible to follow the NICHES+ 
methodology and end up with the same result as following the steps 6-9 in MTTM. It would 
be a question of preference of the policymaker. The policy maker might have chosen one of 
the practices from the NICHES+ project, and might prefer the different sequence of steps in 
the NICHES+ methodology. 

3.3.4 C-Liege 

C-Liege has a database containing 98 good practices (available as excel sheets online, see 
the project list at page 61 for the exact URL) and an elicitation report (C-LIEGE, 2012a) 
where 27 good practices have been selected and in-depth elicited by a SWOT analysis. 45 of 
the 98 good practices have been further analyzed in another database, e.g. in terms of their 
push and pull properties (C-LIEGE, 2012c). Some of the measures are analyzed in terms of 
their ability for transferability. 

3.3.5 STRAIGHTSOL 

WP 5 of the STRAIGHTSOL project, titled “Impact Assessments” provides insights, 
examples and an analytical framework that can be used in a transferability process from 
steps 6 to 10. For step 5, it has analyzed different packages of measures for six different 
European cities (STRAIGHTSOL, 2013a). 

In deliverable 5.3, a framework for assessing the critical choices that need to be made for a 
broad set of urban transport solutions, i.e. defining their business concept, is provided 
(STRAIGHTSOL, 2014a). In the evaluation of the potential for transfer, the compatibility of 
the measure and the city can be assessed through their fit with the business concept. 
STRAIGHTSOL has provided business concepts for four main topics, namely urban 
consolidation centers, data sharing in the supply chain, automatic parking monitoring and 
dynamic routing through monitoring. 

3.3.6 BESTFACT 

Within the BESTFACT project, a deliverable called the “Best practices handbook 1” (BPH1) 
is published (BESTFACT, 2013). Most of the BPH1 is relevant in step 5 and step 6. When a 
transferability process has reached step 5, the best practices handbook provides several 
examples of measures for improving urban logistics. BESTFACT has at the time of writing 
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evaluated more than 90 case studies, which have Quick Info Sheets (2 pages each that 
includes technologies, management, costs, impacts and contact information) on the website 
(the URL is available at the project list, at page 61). Of these 90 case studies, 50 are 
described in the BPH1. Of these 50 case studies, 12 are reviewed in depth. All the in-depth 
cases are described with transferability assessments, which is a part of each case’s 
evaluation score. Such lessons could be useful for step 6.  

3.3.7 Janjevic et al. 

If the previous steps led to the conclusions that micro-consolidation initiatives are up for 
consideration, then this framework could be applied. The framework is described in section 
2.3.5 and can help the target city fine-tune different versions of the initiative to different areas 
based on analysis of the initiatives characteristics, and the transferability of the target city 
attributes. Janjevic and Ndiaye (2013) apply the methodology to transfer the measures from 
the ELP initiative in Boudreaux to Brussels. The methodology involves to some degree 
making an ex-ante assessment, which makes it potentially useful for step 8 as well. 

3.3.8 TURBLOG 

If any of the nine case studies in TURBLOG are relevant source urban contexts, the best 
practices (i.e. successful measures) from these contexts can be selected in step 5. Lists of 
best practices from these case studies can be found on the TURBLOG website (the URL is 
displayed in the project list section at page 61). However, TURBLOG does not show exactly 
how the selection process for the transferrable measures is conducted, and it is partially 
combined with the packaging process in step 7. 

3.3.9 CIVITAS 

The CIVITAS GUARD cluster report for logistics and goods distribution provides an overview 
of their evaluation of 17 measures divided into the three main sub-clusters (1) New 
distribution schemes - their regulation and deployment, (2) Vehicle and driver support and (3) 
Freight partnerships (CIVITAS GUARD, 2010). These 17 measures have been tested in 10 
of CIVITAS’ demonstration cities. More detailed information of each of the 17 measeres can 
be found through the CIVITAS website. 

The CIVITAS MOBILIS Final Transferability report applies a 4 step method for assessing 
whether a measure implemented in one of the cities is transferable to other cities (CIVITAS 
MOBILIS, 2009). They apply this method mainly on non-freight mobility measures, but it 
could still serve as an example for a methodology for e.g. a peer review for the pre-selection 
of candidate measures. 

The aforementioned CIVITAS guide to the urban transport professional can also provide 
inspiration and insight at these steps (CIVITAS, 2012). 

3.3.10 SUGAR 

The SUGAR project (Sustainable Urban Goods Logistics Achieved by Regional and Local 
Policies) has made a Best Practices Handbook for Authorities that could be relevant in step 5 
and step 6 (SUGAR, 2011). When a transferability process has reached step 5, the 
handbook provides 44 European examples of best practices for improving urban logistics. 
Some of the examples (but not all) are supplemented with “lessons learned” and 
“transferability considerations”, which can give valuable inputs to step 6. 
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3.3.11 Other literature 

The following literature can provide insights and inspiration at these steps: 

 CITYLOG (2013) tested and analyzed telematics services such as pre-trip planner, 
dynamic navigation service, last mile parcel tracking, and ad hoc maps, new 
loading/unloading functionality, vehicle-to-vehicle transshipment and BentoBoxes. 

3.4 Packaging and dimensioning of transferable measures (step 7) 

The seventh step is called “Packaging and dimensioning the measures for transferring”. This 
step consists of dimensioning and adapting the measures to meet specific problems within 
the receptor city. The synergy between different measures must also be considered, and 
hence this step must be conducted for all measures simultaneously. Combining measures to 
enhance the individual success of each measure is important in order to end up with the 
optimal package of measures. By choosing from the menu of measures from step six, after 
step seven is successfully conducted one should have one or more packages of measures, 
adapted, scaled and specifically designed to solve problems in the receptor city identified in 
step one. 

The most relevant literature for this step is listed within the subsections below. In our 
literature review, we found C-LIEGE, TURBLOG and STRAIGHTSOL to be specifically 
important. 

3.4.1 C-LIEGE 

In C-LIEGE’s deliverable 7.1, round table discussions for all pilot sites are compiled, lessons 
learned from all the pilot sites are outlined, and barriers and enablers are identified (C-
LIEGE, 2013b). They work with two general approaches for overcoming the barriers: 

 The measure can be combined with one or more other measures (in a policy 
package) which counteract the barrier concerned. For example a high-cost measure 
(involving a financial barrier) can be combined with a revenue generating measure. 

 The transferred measure can be adapted in order to remove, or at least lessen the 
importance of, those aspects of the measure that are undermined by barriers. 

Following the exercise conducted in these round table sessions could be useful both in step 
7 and in step 9. 

3.4.2 TURBLOG 

In section 5.2 of the Transferability Guidelines, TURBLOG describes how they packaged and 
scaled the different measures for the four cities subject to the transferability process (Belo 
Horizonte, Gamarra, Cariacica and Lisbon). The packages of measures for the different cities 
are also systematically compared (TURBLOG, 2011c).  

3.4.3 STRAIGHTSOL 

The compatibility of a measure and a receptor city can be assessed through evaluating their 
fit with one of the business concepts described in STRAIGHTSOL (2014a). The study 
provides guidance to assessing both criteria for scaling and circumstances for different 
packaging of measures in order to fit with the business concept. In the study, they evaluate 
the fit along the dimensions customer model, organizational architecture, value network and 
financial model. 
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A forthcoming deliverable from the STRAIGHTSOL project will also deal solely with scaling, 
based on the seven STRAIGHTSOL pilot studies (pay attention to the STRAIGHTSOL 
website, for which a URL is provided in the project list at page 61).  

3.4.4 Other literature 

As mentioned earlier, the following literature can provide insights and inspiration: 

 NICHES+ (2009), Report on implementation issues and transferability of innovative 
concepts, and NICHES+ (2011), Guidelines for assessing the Transferability of an 
Innovative Urban Transport Concept. 

3.5 Ex-ante assessment (step 8) 

The next step is “Ex-ante assessment of measures to transfer”. In this step, the idea is to 
evaluate the impacts of the packages of measures by comparing two future scenarios: a 
baseline scenario where the measures are not implemented and a scenario in which the 
measures are implemented. Relevance, efficiency, effectiveness, utility and sustainability 
should be pre-assessed. 

According to the literature review, the two most important sources for such pre-assessments 
are STRAIGHTSOL and TURBLOG, each described in the subsections below. There is, 
however, a lot of other relevant literature as well, described in the last subsection. 

3.5.1 STRAIGHTSOL 

This study provides guidance to assessing measures for transferring, both horizontally (to a 
new location) and vertically (scaling). The assessment methods can be grouped in (1) 
qualitative analysis through an indicator framework (STRAIGHTSOL, 2013a; 
STRAIGHTSOL, 2013b), (2) business model analysis by means of a business model canvas 
(STRAIGHTSOL 2014a) and (3) stakeholder evaluations through MAMCA; a Multi-Actor, 
Multi-Criteria Analysis framework (STRAIGHTSOL 2014b). STRAIGHTSOL is the first project 
that tries to compile a general framework for evaluating urban freight transport measures, 
and creating a methodology that is able to compare different measures in a consistent 
manner. 

3.5.2 TURBLOG 

In chapter 6.2 of the Transferability guidelines, TURBLOG describes the ex-ante assessment 
for the four cities tin the transferability process (TURBLOG, 2011c). The measure packages 
are assessed ex ante and evaluated along the dimensions relevance, efficiency, 
effectiveness, utility and sustainability. Each measure in each package is given an internal 
rating. 

3.5.3 Other literature 

As mentioned earlier, the following literature can provide insights and inspiration: 

 Ambrosini et al. (2013). A design methodology for scenario-analysis in urban freight 
modelling. 

 Gonzalez-Feliu and Routhier (2012). Modelling urban goods movement: how to be 
oriented with so many approaches?  

 BESTUFS: Best Practices Handbooks - Statistical data, data acquisition and data 
analysis regarding urban freight transport (BESTUFS I, 2000; BESTUFS I, 2001, 
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BESTUFS I, 2002; BESTUFS I, BESTUFS II, 2003; BESTUFS II, 2005; BESTUFS II, 
2006a; BESTUFS II, 2007; BESTUFS II, 2008a). 

 BESTUFS II (2006b). Best Practice in data collection, modelling approaches and 
application fields for urban commercial transport models - Theme: Urban freight data 
collection - synthesis report. 

 BESTUFS II (2006c). Quantification of Urban Freight Transport Effects II. 

 The ELTIS-portal (accessible online, see page 61 for an URL). 

 NICHES+ (2011). Guidelines for assessing the Transferability of an Innovative Urban 
Transport Concept 

 Janjevic and Ndiaye (2013), Development and Application of a Transferability 
Framework for Micro-consolidation Schemes in Urban Freight Transport, and Janjevic 
et.al. (2013), Downscaling the consolidation of goods – state of the art and 
transferability of micro-consolidation initiatives. 

3.6 Identify needs for adjustment (step 9) 

The next step is called “Identify need for adjustment” In this step, the idea is to review the 
conditions for transferability in the receptor city (institutional, physical, etc.) and consider 
needs for adjustment. This will depend on the adaptability of the policy measure and the 
possibility to adapt the measure to the receptor city. In particular, after the pre-assessment 
one should see if any changes are required in relation to either of the steps six or seven. If 
this is the case, changes should be made and step eight and nine should be conducted once 
more. This should continue as an iterative process until one is satisfied with the pre-
assessment conducted in step eight. When this is the case, one may precede to step ten. 

The most relevant literature for this step is identified from the literature review to be 
STRAIGHTSOL and TURBLOG. These are described in separate subsections below. 

3.6.1 STRAIGHTSOL 

In this study, when overall assessment of each case study using the viability-fit analysis is 
conducted, prerequisites for successful implementation are identified (STRAIGHTSOL, 
2014a). In many of the case studies, the prerequisites for successful implementation required 
adjustment to the measures. The analytical approach from the STRAIGHTSOL study leads 
to identification of needs for adjustment. The assessment of the cases studies can serve as 
examples (STRAIGHTSOL, 2013a). 

3.6.2 TURBLOG 

Chapter 6.3 and 6.4 in Transferability Guidelines give a description of recommended 
adjustments raised by stakeholders, and barriers to implementation in a predefined 
framework (TURBLOG, 2011c). This could give inspiration to how to adjust and tweak the 
measures to accommodate important stakeholders or overcome barriers.   

3.6.3 Other literature 

The following literature can provide insights and inspiration: 

 NICHES+ (2011). Guidelines for assessing the Transferability of an Innovative Urban 
Transport Concept. 

 C-LIEGE (2013b). Transferability plan for local government on energy saving and 
sustainable demand management in urban freight transport sector. 
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3.7 Implement measures and steer results (step 10) 

The last step is called “Implement measures and steer results”. In addition to the actual 

implementation, some information is necessary to monitor the implementation process and 

develop an implementation strategy. This step should therefore contain a detailed description 

of measures for implementation. A quantification of the associated operational objectives for 

monitoring should also be contained in the implementation strategy. 

A short description of relevant literature, specifically regarding CIVITAS, STRAIGHTSOL, 

ELTISPLUS and TURBLOG is provided in the subsections below. 

3.7.1 CIVITAS 

In the steering of results, evaluation can be useful tool. CIVITAS provides an extensive 
framework for evaluation (CIVITAS, 2013). CIVITAS does also provide “A project 
management and stakeholder engagement handbook” for the transport sector, which could 
be useful in the implementation phase (GUIDEMAPS, 2004). 

3.7.2 STRAIGHTSOL 

This study provides tools for evaluation through viability-fit analysis and constructing future 
scenarios, which can be useful in steering results (see e.g. STRAIGHTSOL, 2013a; 
STRAIGHTSOL, 2013b; STRAIGHTSOL, 2014a; STRAIGHTSOL, 2014b). 

3.7.3 ELTISPLUS 

Guidelines for developing and implementing a sustainable urban mobility plan (SUMP) are 
developed within the ELTISPLUS project (ELTISPLUS, 2014). Even though these guidelines 
can be applied to a city’s big picture policies on mobility, thus making the transferability issue 
simply one of many components of a SUMP, it can also be used at step 10 in the 
transferability process. This is because it also provides guidelines and sources to literature 
regarding the nitty-gritty activities of budgeting, stakeholder management, project planning, 
project management etc. for implementing mobility-improving measures.  

3.7.4 TURBLOG 

Chapter 6.3 and 6.4 in the TURBLOG Transferability Guidelines (TURBLOG, 2011c) give a 
description of recommended adjustments raised by stakeholders, and barriers to 
implementation in a predefined framework. This could give inspiration to how the 
implementation phase needs to be defined in order to accommodate important stakeholders 
and overcome barriers to implementation.   

3.7.5 Other literature 

The following literature can provide insights and inspiration: 

 Dziekan et al. (2013), Evaluation Matters: A practitioners’ guide to sound evaluation 
for urban mobility measures. 
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4 USING THE METHODOLOGY: A PRACTICAL EXAMPLE FOR OSLO 

In chapter 3 a state of the art review of literature and tools that can be applied when following 
the 10-step MTTM was conducted. This provides a framework for any city that wishes to take 
advantage of good practices elsewhere and implement them in their own city. However, 
chapter 3 can be cumbersome to read because of the large number of references for each 
step. Therefore, to ease the process of applying the guide described in the previous chapter, 
this chapter is included as a reference. 

In this chapter, we will follow the first six steps of the 10-step MTTM in a desk research 
analysis in order to find the appropriate measures for more sustainable UFT in Oslo. This will 
provide added value for two reasons: (1) it serves as an example for how to use the 
methodology, and (2) it entails our suggested approach for how to prioritize between the 
wide varieties of sources from the literature review and is hence the procedure we deem as 
most appropriate. Regarding the second point, it is important to note that the preferred 
approach will depend both on the context of the city and of the available data before the 
transferability methodology is implemented. Therefore, the six steps in this chapter should 
not be followed blindly. However, it should contribute as inspiration to other cities that wish to 
apply the methodology, and in this way enhance the user-friendliness of the guide. 

This deliverable is a guide for efficient urban freight transport in both Polish and Norwegian 
cities. The reason a Norwegian city is chosen in this chapter is because of the mentor role 
Norway has towards Poland in the GRASS project. Hence, both Norwegian and Polish cities 
should be able to benefit from this example. The reason Oslo is chosen as the Norwegian 
city is two-fold; firstly, Oslo is the largest city in Norway with most congestion and most 
problems in relation to urban freight transport; secondly, a lot of work relating to mapping 
urban freight transport problems for Oslo has already been conducted in another project 
(GUD – Green Urban Distribution in Oslo). By drawing on this knowledge and the data 
gathered, we are therefore better able to show the methodology in practice within the budget 
constraints. 

It is important to note that this chapter only contains a desk research example of the 
methodology. In other words, the results are not valid in terms of mapping the most efficient 
urban freight measures for Oslo; too little work has been put into the analysis and all results 
are based on already available data (no new data for Oslo is gathered). For such an analysis 
to be complete, some data regarding the receptor city must be gathered. The obvious reason 
for this is that there are no resources in WP2 to apply the methodology as WP2 is only the 
literature review. The actual finding and pilot testing of measures will be done in WP 5 for 
Szczecin. Lack of data is also the reason for why step seven is not conducted. Step eight is 
not conducted since (1) it is based on step seven and (2) this is a resource-intensive step, 
since it requires in-depth analyses. Step nine must be based on step eight, and step ten is 
obviously not conduced since it is the actual implementation. However, this chapter is vital, 
as it gives additional explanation of the methodology and provides suggestions for how to 
apply it. 

Each of the following sub-sections contain steps from the MTTM; for a refresher of the steps, 
see the subsections of the previous chapter, Macário and Marques (2008) or TURBLOG 
(2011). 
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4.1 Step 1: Diagnostic of the problem 

In a pilot study, the research project GUD has mapped the challenges for UFT in Oslo (Sund 
and Norvik, 2011). The four main challenges according to the study are: 

1. Lack of coordination between agents in the logistics supply chain; 
2. Poor access to pick-up and drop-off spots; 
3. Inefficient receiving and handling of goods at retailers; and 
4. Need for improvisation when there are unforeseen logistical disruptions (e.g. closed 

stores, lack of parking space). 

There are obviously other urban freight problems in Oslo as well. However, these four 
problems will be used as a basis for step one for our desk exercise for Oslo without more 
justification. If this was a real implementation of the MTTM methodology, the reasons for 
choosing these four problems should be thoroughly substantiated. Moreover, gathering data 
regarding UFT problems on a more detailed level would facilitate the accuracy of the 
choosing of measures. 

4.2 Step 2: Characterization of the city 

General city characteristics for Polish and Norwegian cities were identified in GRASS WP1 
(Iwan and Kijewska, 2014). These will be crucial when step 2 is conducted for Polish and 
Norwegian cities. However, characteristics on a more detailed level is also needed in order to 
find the appropriate measures. The three key UFT characteristics of Oslo used in this step 
are obtained from a project paper from the research project GUD (Nordtømme et. al., 2013). 
The key UFT characteristics of Oslo are defined as follows: 

 Fast growing: Today’s population is approximately 600 000, but is expected to 
increase up to nearly 800 000 by 2030. This leads to expectation of increased 
transport demand, with expectations of 50 % increase in UFT in the Oslo-region from 
current levels by 2030.  

 UFT origin and time of day: Most of the goods delivered in the city center come 
from outside the city or from terminals and warehouses on the outskirts of the city. 
Large volumes are delivered before 7 a.m. or between the morning rush and noon, in 
order to avoid heavy traffic.  

 Congestion and conflicting interests with public transportation: In a survey of 
carriers’ traffic experience in Oslo, almost all respondents said they had mobility 
problems outside of rush hour, and that it was even worse during rush hour. More 
than 70 per cent of the respondents considered this a large, or very large, problem. 
Carriers also experience that their parking needs often conflicts with either the 
mobility of public transportation or the need of dedicated bicycle lanes. An example of 
this is how poor parking conditions cause carriers to park in bus lanes or on tram 
tracks. This problem is expected to grow as both population and public transport 
share grows, unless measures are taken.  

Secondary characteristics can also be identified. E.g: 

 Many formal traffic regulations that are enforced 

 A population with a high average income (i.e. high value of time) 

 A relatively rule-abiding population 

 A relatively (on average) technologically skilled population (close to 100 % with 
internet access, high density of smartphones etc., high degree of electronic payment) 
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 Formal sector large compared to informal sector 

 Potentially rough and snowy winter conditions, where snow banks can cause access 
problems to pick-up and drop-off points, and increase the conflict between UFT and 
public transportation  

 Relatively high wages, low unemployment and rigid labor laws 

4.3 Step 3: Analysis of the city context and implications of problems 
identified 

In this section, we will set up city profiles based on a set of variables describing the main 
characteristics of the city’s specific context and the results of the diagnostic steps. This will 
allow case-by-case city comparisons. 

We will apply the same methodology for establishing city profiles as in TURBLOG (2011a). 
Based on different variables related to city area features, product characteristics and agent 
profile/ delivery profile, it is possible to establish a logistical profile. The framework in which 
all logistic profiles are defined is described in the table below. 

Table 2. Framework for logistic profiles (TURBLOG, 2011a). 

 Classification of 
characteristics and 
features 

Possible characteristics of logistic profiles 

City Area 
features 

Commercial density  Low Medium High 

Homogeneity  Low Medium High 

Logistic acessibility  Bad Reasonable Good 

Restrictions applied  Yes No  

Product 
Charac-teristics 

Easiness of handling  Difficult Reasonable Easy 

Special conditions  Special needs Might have 
special needs 

No special 
needs 

Agent 
Profile/Deliver-
ies Profile 

Urgency of deliveries  Irrelevant Relevant Urgent 

Frequency of deliveries  Low Medium High 

Amounts to be delivered  Few Several Many 

Planned deliveries  No defined 
routine 

Defined routine  

 

This framework is identified from the literature review as the best available for taking into 
account all relevant characteristics of a logistic profile. 

There are five main categories of logistical profiles, A to E: 

A. Cluster of shops specialized in one specific type of service/product 
B. Hotels, restaurants, small grocery stores, neighborhood markets 
C. Business center (courier, small deliveries, B2C) 
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D. Large commercial (retail, shopping centers, distribution warehouses) 
E. Residential areas with local trade 

The main area for consideration in Oslo in this particular work package is the city center; in 
other words the city area within the boundaries of Ring road 1;. Here UFT face most 
complications on a regular basis, relative to the rest of the city. Complications such as 
congestion, lack of parking, lack of maneuvering space, conflicts with public transportation 
etc. are highly pertinent in the city center. 

Even after narrowing our focus to the city center, it is hard to establish a single logistical 
profile for this area. It comprises of several heterogeneous neighborhoods. Therefore, as a 
simplification, we have chosen one primary and one secondary logistic profile: 

 The primary logistical profile of the city center is profile C – Business center. Most 
of the buildings are either office buildings or have a large share of office space. 

 The secondary logistic profile of the city center is profile B – Hotels, restaurants, 
small grocery stores, small neighborhood markets. Several neighborhoods fall 
under this profile, such as Tullinløkka and Kvadraturen. 

The logistic profiles B and C are presented in Table 3 and Table 4, as they are defined in the 
TURBLOG project. The logistic profiles are defined within the boundaries of the categories 
marked “green” in these tables. 

 

Table 3. The primary logistic profile. Profile C: Business centre 

 Classification of 
characteristics and 
features 

Characteristics of logistic profile C: BUSINESS 
CENTRE 

City Area 
features 

Commercial density  Low Medium High 

Homogeneity  Low Medium High 

Logistic acessibility  Bad Reasonable Good 

Restrictions applied  Yes No  

Product 
Charac-teristics 

Easiness of handling  Difficult Reasonable Easy 

Special conditions  Special needs Might have 
special needs 

No special 
needs 

Agent 
Profile/Deliver-
ies Profile 

Urgency of deliveries  Irrelevant Relevant Urgent 

Frequency of deliveries  Low Medium High 

Amounts to be delivered  Few Several Many 

Planned deliveries  No defined 
routine 

Defined routine  

 

This profile corresponds to areas with a concentration of retail, commercial buildings and 
offices, in addition to public buildings such as administration and social amenities like 
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cinemas and theatres. Well connected to public transport; however, densely build with high 
levels of road traffic and congestion, and therefore low logistic accessibility.  

 

Table 4. The secondary logistic profile of Oslo. Profile B: Hotels, restaurants, small grocery stores, small 
neighborhood markets 

 Classification of 
characteristics and 
features 

Characteristics of logistic profile B: HOTELS, 
RESTAURANTS, SMALL GROCERY STORES, 
SMALL NEIGHBORHOOD MARKETS 

City Area 
features 

Commercial density  Low Medium High 

Homogeneity  Low Medium High 

Logistic acessibility  Bad Reasonable Good 

Restrictions applied  Yes No  

Product 
Charac-teristics 

Easiness of handling  Difficult Reasonable Easy 

Special conditions  Special needs Might have 
special needs 

No special 
needs 

Agent 
Profile/Deliver-
ies Profile 

Urgency of deliveries  Irrelevant Relevant Urgent 

Frequency of deliveries  Low Medium High 

Amounts to be delivered  Few Several Many 

Planned deliveries  No defined 
routine 

Defined routine  

 

This logistic profile is mainly defined by product characteristics, with a high degree of 
products from the food sector. These products needs special conditions due to factors such 
as high degrees of fragility and perishability. Establishments within this logistic profile usually 
require a high distribution frequency with daily deliveries. Some of the products also need to 
be delivered early in the morning. 

Table 5 takes one step further in defining logistic profiles for Oslo, by narrowing down the 
green categories described in the figures above (the general TURBLOG logistic profiles) to 
the columns with the best fit for Oslo (the Oslo logistic profiles). Furthermore, these profiles 
are compared and differences are highlighted. 
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Table 5. Logistic profiles for Oslo defined and compared. 

 Classification of 
characteristics and 
features 

Primary 
logistic 
profile: C 

Secondary 
logistic 
profile: B 

Main 
differences 

City Area 
features 

Commercial density  High High No large 
differences 

Homogeneity  Low Low 

Logistic acessibility  Bad Bad 

Restrictions applied  Yes Yes 

Product 
Characteristic
s 

Easiness of handling  Easy Reasonable Special 
conditions: 

Fragility 

Perishability 

Special conditions  No special 
needs 

Fragile 
products 

Perishable 
products 

Agent 
Profile/Delive
ries Profile 

Urgency of deliveries  Urgent Urgent Amounts to be 
delivered 

Routines for 
planned 
deliveries 

Frequency of deliveries  High High 

Amounts to be delivered  Few/Several Several 

Planned deliveries  No defined 
routine 

Defined routine 

 

To summarize, the Oslo city center is an area corresponding to a logistical profile C with 
certain neighborhoods corresponding to profile B. Specific characteristics of these profiles for 
Oslo are displayed in Table 5. These characteristics are not expected to change. 

If measures are not taken, the consequences of the main challenges (1) lack of coordination 
between agents, (2) poor access to pick-up and drop-off spots, (3) inefficient receiving and 
handling and (4) need for improvisation when there are unforeseen logistical disruptions will 
increase in magnitude, as the city will grow rapidly in both inhabitants and GDP. The conflict 
of interest with public transportation and bicycles for street space occupancy will also 
increase. 

4.4 Steps 4 and 5: Look around for similar contexts and selecting examples  

In this chapter, we will look for contexts where there has been implemented measures 
related to UFT. We will mainly consider cities with logistic profile C, but also some cities with 
logistic profile B. We will start with an initial list where cities that fit the general profile 
description are included. In the next section, this list will be trimmed after further analysis and 
consideration. 

When looking for city contexts and selecting examples, we have been going through about 
50 different city contexts from three different studies: TURBLOG, GUD (meta-study, that 
specifically had Oslo in mind) and C-LIEGE (meta-study). The initial list, containing city, 
profile, study and measures, is available in Table 6 below. The primary study will be 
displayed as the appropriate reference when available; if not the aforementioned meta-
studies will be displayed. 
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The main output of step 4 is looking for cities where some of the conditions are similar. This 
is displayed in column one. The main output of step 5 is looking for appropriate measures 
within these cities. This is displayed in column four. A lot of these measures are part of the 
collected measures in appendix A; however, here their primary reference will be included.  

Table 6. Initial list of measures. 

City/ Area Profile Study Measures 

Chronopost in 
Paris, France 

C TURBLOG Electric delivery vehicles are used for final 
deliveries. An underground parking lot is 
used as an Urban Logistics Space (ULS). 

La petite Reine 
in Paris, 
France 

C TURBLOG “Cargo cycles” or electrically powered 
tricycles are used in the densest areas. 
The city provides 2 underground ULS.  

Paris, France C TURBLOG Monoprix Rail Project 

Beijing, China C TURBLOG Beijing Tobacco Logistics Centre 

Mumbai , India B TURBLOG The Mumbai Dabbawalas 

Tokyo, Japan C TURBLOG Shinjuku joint delivery system 

New York, USA C TURBLOG Off-hour Delivery program Programme  

Utrecht, The 
Netherlands 

E TURBLOG Low Emission Zone 

City Distribution Centres;  

Beer Boat  

Cargohopper; 

Belo Horizonte, 
Brasil 

B TURBLOG Requirements of loading and unloading 
spaces inside companies with large traffic 
movements (large traffic generators) 

Internet/telephone sale and deliveries 
from producer to customer through 
planned routes 

La Rochelle, 
France 

C CIVITAS SUCCESS/ 
ELCIDIS/SUGAR 

Strategic extension of city logistics plan, 
based on experiences from Electric City 
Distribution Centre 

Bologna, Italy C CIVITAS MIMOSA Urban freight delivery plan 

Bristol, UK C CIVITAS VIVALDI/ SUGAR 
START/ C-Liege database 

Freight consolidation scheme 

Access Management and Priority 
Measures 

Bremen, 
Germany 

C CIVITAS VIVALDI Improving city logistics 

Börlange, 
Sweden 

E TRAILBLAZER Consolidation of deliveries to four 
Swedish municipalities 

Norwich, UK C CIVITAS SMILE Establishing an urban transhipment 
centre 

Priority access for clean goods vehicles 

Developing a strategic freight holders club 

London, UK C SUGAR Construction Consolidation Centre 

Low emission Zone and congestion 
charging zone 

Ploiesti, 
Romania 

C CIVITAS SUCCESS Freight partnership, planning and routing 

Several cities Several START Local freight network 

Several cities Several Quak (2012) TransMission 

Aalborg, 
Denmark 

C CIVITAS ARCHIMEDES Environmental zone 

Burgos, Spain C CIVITAS CARAVEL New goods distribution scheme in Burgos 
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City/ Area Profile Study Measures 

Ravenna, Italy C START Access restriction 

Riga, Latvia C START Access restrictions and incentives 

Gothenburg, 
Sweden 

C START Incentives and access restrictions 

Ljubljana, 
Slovenia 

C START/ C-Liege database Access restriction and consolidation of 
delivery 

Vitoria-Gasteiz, 
Spain 

C CIVITAS MODERN Urban Freight Logistics (multiple 
measures, including access restrictions) 

Sutton, UK C TRAILBLAZER Delivery and servicing plan 

Barcelona, 
Spain 

C CIVITAS MIRACLES New concepts for good distribution 

Night deliveries 

Tallinn, Estonia C CIVITAS MIMOSA Marking routes for smooth freight and city 
logistics 

Parma, Italia C/B ECOLOGISTICS/ C-Liege 
database/ SUGAR 

Urban Distribution Centre 

Data transmission platform 

Environmental-friendly Light 

Commercial Vehicles  

New regulation on UFT (license to enter 
city center) 

Bath, UK C CIVITAS RENAISSANCE Freight transshipment 

Demand management for goods vehicles 

Amsterdam, 
The 
Netherlands 

C Roche-Cerasi (2012) Broadening of loading and unloading 
times 

Amsterdam, 
The 
Netherlands 

C ELTIS Goods delivery by Cargo Tram 

Ile de France Several C-LIEGE (2012a) Night and off-hours deliveries 

Bordeaux, 
France 

C ELTIS, SUGAR Local delivery spaces 

Bilbao, Spain C Roche-Cerasi (2012) Delivery space booking 

Lyon, France C Citylog Freight bus and delivery van 

BentoBox 

Brussels, 
Belgium 

C STRAIGHTSOL Mobile depot and tricycles 

Germany  C-LIEGE (2012a) Packstations  

Norway  http://slus.no/ SLUS unmanned warehouse  

Leicester C C-LIEGE (2012a) Freight Quality Partnerships 

Intelligent Control of Traffic Lights 

Restriction of Urban Freight Transport 
Routes 

Newcastle C C-LIEGE (2012a) Tyne and Wear Freight Partnership 

Individual destination maps 

Tyne and Wear Freight Consolidation 

Centre in Newcastle upon Tyne 

Delivery and Service Plans 

Stuttgart C C-LIEGE (2012a) Truck Routing Concept “Filder” 

Szczecin city C C-LIEGE (2012a) Packstations 24/7 

Montana city C C-LIEGE (2012a) N/A 

Malta City, 
Malta 

C C-LIEGE (2012a) Malta Freeport 
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It is important to acknowledge the impact of steps 4 and 5 on the final result. Since steps 4 
and 5 provide the list of measures used as a basis for the final package of measures, it also 
constitutes the baseline on which the results of the implementation depend. Therefore, an 
extensive list of best practices should be analyzed when steps 4 and 5 are conducted.   

4.5 Step 6: Identify measures with potential for transfer 

This step consists of pre-selecting measures with potential for transfer to the receptor city. 
We will assess each measure based on the criteria displayed in Table 7, using color codes. 
The measures displayed in Table 8 are assessed based on these criteria. 

Table 7. Criteria for identifying measures with potential for transfer. 

Criteria for consideration Green Grey Red 

Whether the city context is 
relevant for Oslo 

Relevant (for now) N/A Not relevant 

Whether the measures address the 
main problems for Oslo 

Yes, with number of 
problem it mainly 
addresses 

Perhaps indirectly, 
but not directly 

No 

Whether the measures were 
deemed successful 

Described and 
deemed successful 

Not described or 
very mixed results 

Described and 
deemed 
unsuccessful 

Whether the measures were 
deemed transferable under 
certain circumstances 

Described and 
deemed transferable 

Not described or 
mixed 

Described and 
deemed 
untransferable 

Overall assessment Relevant for further 
review 

Not sufficiently 
described or directly 
assessing the 
problem, but could 
be relevant 

Not relevant for 
further review 

 

Based on the criteria above it is important to notice that “grey” measures may be just as 
suitable as “green” measures. The main problem with gray measures however is that there is 
information missing. Regarding the second criterion, the main problems for Oslo are 
repeated below for convenience: 

1. Lack of coordination between agents in the logistics supply chain 
2. Poor access to pick-up and drop-off spots 
3. Inefficient receiving and handling of goods at retailers 
4. Need for improvisation when there are unforeseen logistical disruptions (e.g. closed 

stores, lack of parking space) 

Each of the measures from Table 6 are assessed in relation to the criteria above, and finally 
the overall assessment criterion is based on the previous criteria and judgment. The list of 
measures with evaluations according to the criteria is displayed in Table 8. 
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Table 8. Initial list of measures with criteria scores. 

City/ Area Measures 

C
o

n
te

x
t 

re
le

v
a
n

t 

A
d

d
re

s
s

e
s
 

m
a
in

 p
ro

b
le

m
s

 

S
u

c
c

e
s
s
fu

l 

T
ra

n
s
fe

ra
b

le
 

O
v
e
ra

ll 

a
s
s
e

s
s
m

e
n

t 

Chronopost in 
Paris, France 

Electric delivery vehicles are used for final 
deliveries. An underground parking lot is used 
as an Urban Logistics Space (ULS). 

     

La petite 
Reine in 
Paris, France 

“Cargo cycles” or electrically powered 
tricycles are used in the densest areas. The 
city provides 2 underground Urban Logistic 
Spaces (ULS).  

 2    

Paris, France Monoprix Rail Project      

Beijing, China Beijing Tobacco Logistics Centre      

Mumbai , 
India 

The Mumbai Dabbawalas      

Tokyo, Japan Shinjuku joint delivery system  3    

New York, 
USA 

Off-hour Delivery program Programme   2    

Utrecht, The 
Netherlands 

Low Emission Zone      

City Distribution Centres;       

Beer Boat       

Cargohopper      

Belo 
Horizonte, 
Brasil 

Requirements of loading and unloading 
spaces inside companies with large traffic 
movements (large traffic generators) 

     

Internet/telephone sale and deliveries from 
producer to customer through planned routes 

     

La Rochelle, 
France 

Strategic extension of city logistics plan, 
based on experiences from Electric City 
Distribution Centre 

 2    

Bologna, Italy Urban freight delivery plan      

Bristol, UK Freight consolidation scheme  2    

Access Management and Priority Measures  2    

Bremen, 
Germany 

Improving city logistics      

Börlange, 
Sweden 

Consolidation of deliveries to four Swedish 
municipalities 

     

Norwich, UK Establishing an urban transhipment centre      

Priority access for clean goods vehicles      

Developing a strategic freight holders club      

London, UK Construction Consolidation Centre      

Low emission Zone and congestion charging 
zone 

     

Ploiesti, 
Romania 

Freight partnership, planning and routing      

Several cities Local freight network      

Several cities TransMission      
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City/ Area Measures 
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Aalborg, 
Denmark 

Environmental zone      

Burgos, Spain New goods distribution scheme in Burgos      

Riga, Latvia Access restriction      

Ljubljana, 
Slovenia 

Access restrictions and incentives      

Gothenburg, 
Sweden 

Incentives and access restrictions      

Ljubljana, 
Slovenia 

Access restriction and consolidation of 
delivery 

     

Vitoria-
Gasteiz, 
Spain 

Urban Freight Logistics (multiple measures, 
including access restrictions) 

     

Sutton, UK Delivery and servicing plan  2    

Barcelona, 
Spain 

New concepts for good distribution  2    

Night deliveries  2    

Tallinn, 
Estonia 

Marking routes for smooth freight and city 
logistics 

     

Parma, Italia Urban Distribution Centre  1, 2    

Data transmission platform  1, 2    

Environmental-friendly Light Commercial 
Vehicles  

 1, 2    

New regulation on UFT (license to enter city 
center) 

 1, 2    

Bath, UK Freight transshipment      

Demand management for goods vehicles      

Amsterdam, 
The 
Netherlands 

Broadening of loading and unloading times  2    

Amsterdam, 
The 
Netherlands 

Goods delivery by Cargo Tram      

Ile de France Night and off-hours deliveries  2    

Bordeaux, 
France 

Local delivery spaces  2    

Bilbao, Spain Delivery space booking  2    

Lyon, France Freight bus and delivery van      

BentoBox      

Brussels, 
Belgium 

Mobile depot and tricycles  2    

Germany Packstations   2    

Norway SLUS unmanned warehouse   2    

Leicester Freight Quality Partnerships      

Intelligent Control of Traffic Lights      

http://www.civitas-initiative.org/content/environmental-zone
http://www.eltis.org/index.php?id=13&lang1=en&study_id=2392
http://www.civitas-initiative.org/sites/default/files/documents/modern_vg_m07.01.pdf
http://www.civitas-initiative.org/sites/default/files/documents/modern_vg_m07.01.pdf
http://www.trailblazer.eu/files/66219435.pdf
http://www.civitas-initiative.org/content/multi-use-lanes-and-night-time-delivery
http://www.civitas-initiative.org/sites/default/files/documents/MIMOSA_Final_Evaluation_Report_Part_TAL7_1.pdf
http://www.civitas-initiative.org/sites/default/files/documents/MIMOSA_Final_Evaluation_Report_Part_TAL7_1.pdf
http://www.civitas-initiative.org/content/demand-management-goods-vehicles
http://www.eltis.org/index.php?id=13&lang1=en&study_id=1284
http://ec.europa.eu/information_society/apps/projects/logos/0/238930/080/deliverables/001_DFL23Bilbaoprototype.pdf
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City/ Area Measures 
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Restriction of Urban Freight Transport Routes      

Newcastle Tyne and Wear Freight Partnership      

Individual destination maps      

Tyne and Wear Freight Consolidation Centre 
in Newcastle upon Tyne 

     

Delivery and Service Plans      

Stuttgart Truck Routing Concept “Filder”      

Szczecin city Packstations 24/7  2    

Montana city N/A      

Malta City, 
Malta 

Malta Freeport      

 

Based on this step 6 assessment, we have an initial list of candidate measures that can be 
transferred to Oslo. I.e. green category measures, that through the assessment process 
seem to be transferable in terms of (1) context relevance, (2) that it addresses the problems 
in Oslo, (3) that it was a success in the originator city and (4) that it has either been 
transferred or that transferability is considered feasible. The list of green category measures 
is displayed in Table 9. 

Table 9. List of green category measures, classified according to city. 

City Description of measure 

La petite Reine in Paris, France 

“Cargo cycles” or electrically powered tricycles are used in the 
densest areas. The city provides 2 underground Urban Logistic 
Spaces (ULS).  

Tokyo, Japan Shinjuku joint delivery system 

New York, USA Off-hour Delivery program Programme  

La Rochelle, France 
Strategic extension of city logistics plan, based on experiences 
from Electric City Distribution Centre 

Bristol, UK 
Freight consolidation scheme 

Access Management and Priority Measures 

Burgos, Spain New goods distribution scheme in Burgos  

Sutton, UK Delivery and servicing plan  

Barcelona, Spain 
New concepts for good distribution  

Night deliveries  

Parma, Italia 

Urban Distribution Centre 

Data transmission platform 

Environmental-friendly Light Commercial Vehicles  

New regulation on UFT (license to enter city center) 

Bordeaux, France Local delivery spaces  

 

http://www.eltis.org/index.php?id=13&lang1=en&study_id=2392
http://www.trailblazer.eu/files/66219435.pdf
http://www.civitas-initiative.org/content/multi-use-lanes-and-night-time-delivery
http://www.civitas-initiative.org/content/multi-use-lanes-and-night-time-delivery
http://www.eltis.org/index.php?id=13&lang1=en&study_id=1284


    
 

48/77 
 

We also have a list of grey category measures, where due to mixed results or lack of 
documentation hinders us from considering them to be relevant or not. The grey category 
measures list is displayed in Table 10. 

Table 10. List of grey category measures, classified according to city. 

City Description of measure 

Chronopost in Paris, France 

Electric delivery vehicles are used for final deliveries. An 
underground parking lot is used as an Urban Logistics Space 
(ULS). 

Bremen, Germany Improving city logistics 

Norwich, UK 

Establishing an urban transshipment centre 

Priority access for clean goods vehicles 

Developing a strategic freight holders club 

London, UK 
Construction Consolidation Centre 

Low emission Zone and congestion charging zone 

Ploiesti, Romania Freight partnership, planning and routing 

Aalborg, Denmark Environmental zone  

Riga, Latvia Access restriction 

Ljubljana, Slovenia Access restrictions and incentives 

Gothenburg, Sweden Incentives and access restrictions 

Ljubljana, Slovenia Access restriction and consolidation of delivery 

Vitoria-Gasteiz, Spain 
Urban Freight Logistics (multiple measures, including access 
restrictions)  

Tallinn, Estonia Marking routes for smooth freight and city logistics  

Bath, UK 
Freight transshipment  

Demand management for goods vehicles  

Amsterdam, The Netherlands Broadening of loading and unloading times 

Bilbao, Spain Delivery space booking  

Lyon, France 
Freight bus and delivery van 

BentoBox 

Germany Packstations  

Norway SLUS unmanned warehouse  

Leicester 

Freight Quality Partnerships 

Intelligent Control of Traffic Lights 

Restriction of Urban Freight Transport Routes 

Newcastle 

Tyne and Wear Freight Partnership 

Individual destination maps 

Tyne and Wear Freight Consolidation Centre in Newcastle upon 
Tyne 

Delivery and Service Plans 

Szczecin city Packstations 24/7 

 

In Table 11 the green category measures are classified according to the classification 
scheme used in Task 2.1, i.e. based on spatial layers and type of measure. This shows the 
diversity of the identified measures; measures are collected from all measure types except 
from Freight Quality Partnership and Optimization of routes. 

http://www.civitas-initiative.org/content/environmental-zone
http://www.civitas-initiative.org/sites/default/files/documents/modern_vg_m07.01.pdf
http://www.civitas-initiative.org/sites/default/files/documents/modern_vg_m07.01.pdf
http://www.civitas-initiative.org/sites/default/files/documents/MIMOSA_Final_Evaluation_Report_Part_TAL7_1.pdf
http://www.civitas-initiative.org/content/demand-management-goods-vehicles
http://www.civitas-initiative.org/content/demand-management-goods-vehicles
http://ec.europa.eu/information_society/apps/projects/logos/0/238930/080/deliverables/001_DFL23Bilbaoprototype.pdf
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Table 11. Green category measures classified according to types and spatial layers. 

Spatial 
layer 

Type of measure Green category measures 

Urban 
zone 

Urban Logistics plan 
Strategic extension of city logistics plan, based on 
experiences from Electric City Distribution Centre (La 
Rochelle) 

Urban Consolidation 
Centre 

Freight consolidation scheme (Bristol), 

UCC (Parma) 

Freight Quality 
Partnership 

N/A 

City 
centre 

Low Emission Zones New goods distribution scheme in Burgos 

Access restrictions 
Access Management and Priority Measures (Bristol), 

New regulation on UFT (Parma) 

Distribution Plan Delivery and servicing plan (Sutton) 

Street 
area 

Multiple use lane New concepts for good distribution (Barcelona) 

Optimization of routes N/A 

Environmentally 
friendly vehicles 

“Cargo cycles” (Paris) 

Environmental-friendly Light Commercial Vehicles (Parma) 

Intelligent traffic 
management 

Data transmission platform (Parma) 

Delivery 
spaces 

Delivery times  
Off-hour Delivery program Programme (New York)  

Night deliveries, (Parma) 

Delivery space 
booking 

Local delivery spaces (Bordeaux) 

Alternative delivery 
systems 

Shinjuku joint delivery system (Tokyo),  

 

This seems at first sight to correspond to TURBLOGs identification of which business models 
best suits each logistic profile. In their analysis, business models of last Mile Solutions/ 
Micrologistics Centre and Logistic Parks/ Centres were more suitable to logistic profile C, 
than Optimization/ Intermodal distribution.  

4.6 Steps 7 through 10: The way to proceed 

Since no data regarding Oslo on a micro-level is gathered, the three lasts steps are 
impossible to describe within a desk exercise like this one. However, ways to proceed if data 
had been available will be outlined in this section. 

Step 7 consists of packaging and dimensioning the measures for transferring. To do this, one 
needs two types of information: (1) detailed information regarding individual components of 
the measures identified and collected in steps 4-6, including as much information as possible 
about transferability considerations and possibilities for scaling, and (2) detailed information 
regarding the problems in the receptor city and the needs of particular stakeholders on a 

http://www.eltis.org/index.php?id=13&lang1=en&study_id=2392
http://www.trailblazer.eu/files/66219435.pdf
http://www.civitas-initiative.org/content/multi-use-lanes-and-night-time-delivery
http://www.civitas-initiative.org/content/multi-use-lanes-and-night-time-delivery
http://www.eltis.org/index.php?id=13&lang1=en&study_id=1284
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micro-level. When specific problems/needs in the receptor city is identified, this should be 
paired with measures (or components of measures) identified from steps 4-6 that are able to 
meet the particular need or solve the particular problem, and which are scaled appropriately. 
Since numerous stakeholders are co-dependent of each other (e.g. the transporter and the 
receiver or shops in the same street area, competing for the same customers and/or the 
same freight delivery space) it is beneficial to consider some measures in relation to each 
other (e.g. measures with positive or negative side effects for other stakeholder groups). 
Hence, packages of measures, established based on components from previously identified 
measures and scaled appropriately to cope with the problems/meet the demand will be the 
main output of task 7. These packages should be independent of each other, and each 
package should affect clearly defined stakeholder groups. 

Step 8 consists of pre-assessing each individual package of measures. This step follows 
from step 7, and is therefore out of scope of this desk-study. However, this should be done 
through defining a baseline scenario (which in most cases should be the business as usual 
scenario), and then comparing it to a scenario where the measures are implemented. To be 
able to conduct this step, it is likely that more data will have to be gathered (e.g. interviews 
with affected stakeholder groups or vehicle counts in specific areas where the measures are 
planned to be implemented). The ex-ante evaluation should be based on a consistent 
evaluation framework (the evaluation framework developed in STRAIGHTSOL is the most 
complete as identified in the literature review from the previous chapter). With clear 
hypotheses regarding what is believed to happen, a clear evaluation framework and a clear 
package of measures from step 7, it should be possible to identify what data that needs to be 
gathered. After the data collection, an analysis should be conducted where the mix of 
measures are viewed in relation to each other. 

Step 9 is an iterative procedure in which needs for adjustment are identified. Since this step 
is based directly on step 8, it is out of scope for this study. However, a short description of 
the way to proceed will be provided here. Most likely, some unforeseen indirect effects will be 
identified in the ex-ante assessment of the packages of measures. In addition to this, the 
foreseen direct and indirect effects will to some extent be quantified. Therefore, more 
information regarding the impact of the package of measures will be available than prior to 
step 8. This will shed light on negative effects of the package and which stakeholders that 
needs to be compensated for the package of measures to be viable and/or (more) beneficial. 
Hence, it is likely that some adjustments will be identified that increase the attractiveness of 
the package of measures. Attractiveness should in this setting be considered as (1) fairness 
between stakeholders, (2) economic viability (3) impact for the society and (4) environmental 
impact. If so, one should move back to step 7, conduct the adjustments and proceed through 
the steps iteratively until no further beneficial adjustments can be identified. 

Step 10 is the actual implementation of the packages of measures, and therefore naturally 
out of scope of this desk study. However, some points are important to have in mind for this 
step. Firstly, as all packages of measures were evaluated in step 8, the prioritization of which 
package of measures to implement first should be given. Secondly, it is important to find the 
optimal order of implementation for the specific components within each package of 
measures. Ensuring that all freight receivers have the possibility to receive freight during the 
whole implementation process is the minimum requirement. Thirdly, a plan for how to steer 
the implementation process in the right direction should be worked out. This must include 
communication between the involved stakeholders on some level and should preferably draw 
knowledge from lessons learned from the good practices identified in steps 4-6 on which the 
packages of measures are based. 
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5 SUMMARY AND OUTPUT 

This chapter will be structured in four sections based on the list below, describing the 
process of writing this guide in four steps. The same steps are used in the introduction (see 
section 1.1). The steps consist of: 

(1) Collecting good practices (see section 2.1 and appendix A) and classifying them by 
means of four different spatial layers (see section 2.2);  

(2) Reviewing methodologies for transferability (see section 2.3) and concluding that the 
METEOR-TURBLOG transferability methodology is the most extensive (see section 
2.4);  

(3) Conducting a literature review of material relevant for transferability purposes in the 
form of a guide for transferability following the METEOR-TURBLOG transferability 
methodology (see chapter 3); and finally  

(4) Following the guide as a desk exercise for Oslo (see chapter 4). This is done both to 
serve as an example as well as to prove the usability of the guide. 

5.1 Collection and classification of good practices 

A lot of work has been done previously to collect good practices for urban freight transport. 
Among these efforts, the research projects SUGAR, BESTUFS I and II, BESTFACT, C-
LIEGE and GUD can be mentioned (see section 3.3 for more information). Within the 
GRASS project it has been an attempt to benefit from these collections by performing a 
meta-study and collect the most relevant good practices based on clearly defined selection 
criteria (see section 2.1 for an overview of these criteria). The meta-study has also 
information about some of the newest UFT concepts that are still not included in any of the 
aforementioned collections, to ensure up-to-dateness. 

In total, information regarding 30 good practices has been collected. The list of collected 
good practices is included in appendix A with information along the following dimensions: (1) 
city in which the measure is implemented; (2) general description; (3) special characteristics; 
(4) main results; (5) transferability considerations; (6) lessons learned; and (7) a reference for 
where to find more detailed information. When collecting these good practices, some 
conclusions and lessons learned that are generic for multiple measures becomes apparent. 
These can be found in chapter 6. 

The second output of this part of the deliverable is the classification scheme utilized, adopted 
from Roche-Cerasi (2012). This classification of good practices is based on the concept of 
spatial layers, where the top layer is the urban zone. Within the urban zone, the next layer is 
the city center. Within the city center, the next layer is the street area, and within the street 
area the next layer is the delivery spaces. Within each of these four spatial layers, three or 
four groups of logistics measures are defined. This totals to 13 classes of logistics measures.  

This classification scheme is chosen because it represents the most extensive of the various 
classification schemes we came across in the collection process. In addition, the structure 
based on spatial layers makes the classification easy-to-follow. This is of particular 
importance since a complete overview of good practices is a vital part of the guide for 
efficient and environmental urban freight transport in Polish and Norwegian cities. The 
classification scheme is displayed in Table 12. 
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Table 12. Classification of good practices. 

Spatial layer Classification of measures 
Number of 
measures 

Urban zone 

Urban logistics plan  3 

Urban consolidation centre  3 

Freight quality partnership  2 

City centre 

Low emission zones  2 

Access restrictions  2 

Distribution plan  1 

Street area 

Multiple use lane  2 

Optimisation of routes  1 

Environmental friendly vehicles  3 

Intelligent traffic management  2 

Delivery spaces 

Delivery times  2 

Delivery space booking  2 

Alternative delivery systems  5 

 

The collected and classified good practices are carefully selected measures based on the 
aforementioned selection criteria; however, it is generally recommended to supplement this 
list with good practices from more extensive reviews as well. 

5.2 Methodologies for transferability 

Although in need of continuous updates, the work of identifying and classifying best UFT 
practices is close to complete, when taking into consideration the wide range of “state of the 
art”-analyses conducted described in the previous section (see appendix A as well as 
references in section 3.3 for more information). However, there are still problems when it 
comes to roll-out, up-scaling and transferability to other cities. This gravely undermines the 
usefulness of such good practice lists. It is not currently possible to isolate the factors that 
facilitate transferability of a good practice. Local traffic systems and interaction patterns 
between important stakeholder groups are too complex for being able to identify in what way 
specific area characteristics affect the transferability potential of a measure in a singular 
manner. Furthermore, there is a need for a coherent set of rules by which UFT measures are 
evaluated (see for instance literature from the STRAIGHTSOL project). Thus, evaluation 
procedures are to some degree characterised by eclecticism and subjectivity, which makes it 
difficult to compare different measures even though they are implemented under similar 
conditions. 

Because of these and related problems, and the increasing supply of good practices 
available, methodologies for transferability and adaptability become more and more 
important. In section 2.3, four such methodologies are described: (1) The METEOR-
TURBLOG Transferability Methodology (MTTM), (2) the ALTER-MOTIVE Transferability 
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Methodology, (3) the NICHES+ Transferability Methodology and (4) the Janjevic et. al. 
Methodology for Transferability of Micro-Consolidation Schemes. The methodologies are 
compared in section 2.4, and the conclusion is that the MTTM is the most comprehensive 
methodology. This is also supported by other state of the art literature in this field, which tend 
to use the MTTM as a reference. We argue that for a guide for efficient, environmental urban 
freight transport (UFT) in Polish and Norwegian cities based on good practices to be 
complete, it should follow a transferability methodology. Based on the discussion in section 
2.4, the MTTM is chosen for this purpose. 

5.3 The guide following the METEOR-TURBLOG transferability methodology 
and connected literature  

This is the actual guide for how to solve UFT problems in Polish and Norwegian cities, 
described in chapter 3. The guide follows the 10 steps of the MTTM, which starts with 
identification of problems and characterization of the city and city context. It then continues 
by looking around for situations similar to that of the receptor city, finding good practices 
implemented in such similar contexts and selecting a list of these practices based on clearly 
defined criteria. The next step is packaging of relevant measures from the list. These 
packages are adapted and scaled to fit the situation in the receptor city. Next, an ex-ante 
assessment of the packages of measures must be conducted. After identifying needs for 
adjustment based on the ex-ante assessment through an iterative process, the measures 
can be implemented and the results steered through the implementation process. 

By following this 10-step methodology, chapter 3 describes the results of an extensive 
literature review with literature referred to for each of the relevant steps. The guide is not 
meant to be read alone; rather, it refers the reader to branches of the literature that is 
relevant for each specific part of the process. The main projects that are contained in this 
review are BESTUFS I and II, the ELTIS-portal, C-LIEGE, CIVITAS, TURBLOG, NICHES+, 
STRAIGHTSOL, BESTFACT, SUGAR and ELTISPLUS. Other projects and articles are also 
referred to, although to a smaller extent. See the “Research projects” section at page 61 for 
an overview of the projects. 

By following this guide, decision-makers can avoid getting into previously identified pitfalls 
and end up with inefficient ad hoc solutions. This is also the purpose of this document; to 
ensure that stakeholders wanting to implement a UFT measure use a transparent and 
systematic approach to identify a list of possible solutions, and chooses and adapts 
measures from this list. By using a transferability methodology for solving UFT problems, 
decision makers can be aware of undesirable and indirect effects and implement solutions as 
efficiently as possible based on lessons learned from other similar conditions. 

5.4 Using the methodology: a practical example for Oslo 

Chapter 4 includes an application of the methodology. This is a desk research example to 
provide insight of how the methodology may be applied. In other words, the results are not 
valid in terms of mapping the most efficient urban freight measures for Oslo; too little work 
has been put into the analysis and all results are based on already available data (no new 
data for Oslo is gathered). For such an analysis to be complete, some data regarding the 
receptor city must be gathered. This is not done within WP2, as this WP is the literature 
review only. The actual finding and pilot testing of measures will be done in WP 5 for 
Szczecin in forthcoming deliverables. Due to lack of data, only steps 1 to 6 are conducted; 
however, the chapter also gives insight to how one might proceed with the following steps. 
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There are two main ways in which this chapter provides added value: (1) it serves as an 
example for how to use the methodology, and (2) it entails our suggested approach for how 
to prioritize between the wide varieties of sources from the literature review and is hence the 
procedure we deem as most appropriate. Regarding the second point, it is important to note 
that the preferred approach will depend both on the context of the city and of the available 
data before the transferability methodology is implemented. Therefore, the six steps in this 
chapter should not be followed blindly. However, it should contribute as inspiration to other 
cities that wish to apply the methodology, and in this way enhance the user-friendliness of 
the guide. 

This deliverable is a guide for efficient urban freight transport in both Polish and Norwegian 
cities. The reason a Norwegian city is chosen in this chapter is because of the mentor role 
Norway has towards Poland in this project. Hence, both Norwegian and Polish cities should 
be able to benefit from this example. The reason Oslo is chosen as the Norwegian city is 
two-fold; firstly, Oslo is the largest city in Norway with most congestion and most problems in 
relation to urban freight transport; secondly, a lot of work relating to mapping urban freight 
transport problems for Oslo has already been conducted in another project (GUD). By 
drawing on this knowledge, we are therefore better able to show the methodology in practice 
within the budget constraints. 

Completion of steps 1-6 have resulted in a list of green category measures with the potential 
for implementation in Oslo, or with components that are viable for the context of Oslo, that 
also are specifically designed to solve the problems identified for this city. This list is 
repeated in Table 13. 
 
Table 13. Green category measures classified according to types and spatial layers, repeated. 

Spatial 
layer 

Type of measure Green category measures 

Urban zone 

Urban Logistics plan 
Strategic extension of city logistics plan, based on Electric 
City Distribution Centre (La Rochelle) 

Urban Consolidation 
Centre 

Freight consolidation scheme (Bristol), 

UCC (Parma) 

Freight Quality 
Partnership 

N/A 

City centre 

Low Emission Zones New goods distribution scheme in Burgos 

Access restrictions 
Access Management and Priority Measures (Bristol), 

New regulation on UFT (Parma) 

Distribution Plan Delivery and servicing plan (Sutton) 

Street area 

Multiple use lane New concepts for good distribution (Barcelona) 

Optimization of routes N/A 

Environmentally friendly 
vehicles 

“Cargo cycles” (Paris) 

Environmental-friendly Light Commercial Vehicles (Parma) 

Intelligent traffic 
management 

Data transmission platform (Parma) 

Delivery 
spaces 

Delivery times  
Off-hour Delivery program Programme (New York)  

Night deliveries, (Parma) 

Delivery space booking Local delivery spaces (Bordeaux) 

Alternative delivery 
systems 

Shinjuku joint delivery system (Tokyo),  

 
  

http://www.eltis.org/index.php?id=13&lang1=en&study_id=2392
http://www.trailblazer.eu/files/66219435.pdf
http://www.civitas-initiative.org/content/multi-use-lanes-and-night-time-delivery
http://www.civitas-initiative.org/content/multi-use-lanes-and-night-time-delivery
http://www.eltis.org/index.php?id=13&lang1=en&study_id=1284
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6 CONCLUSIONS AND LESSONS LEARNED 

6.1 List of good practices 

When collecting the good practices, some conclusions and lessons learned that are generic 
for multiple measures became apparent. The most important amongst these are: 

 It is difficult to demonstrate measures of air quality improvements directly connected 
with various policies. It will therefore often be more beneficial to model such air quality 
improvements based on available input data, like fuel reduction. 

 Public-private discussions facilitate stakeholder cooperation, and are thus vital for 
successful implementation of any measure that involves a public-private interface. 

 Extensive involvement of citizens from an early stage increases local approval of 
measures, which is important both from the industry’s point of view and from the local 
authorities’ point of view. 

 Small firms are not likely to be economically fit to deal with the uncertainty involved 
with implementation of UFT measures, even if the measure could be economically 
viable in the long run. Public funding for the start-up is therefore usually necessary, 
and may lead to a financially viable concept in the long term under the right 
conditions. 

 A lot of measures have positive synergies. This should be noted and utilized when 
constructing a package of measures. For instance, increased regulations (LEZ or 
access restrictions) may facilitate the establishment of commercial/profitable UCCs. 

6.2 Transferability methodology 

In this section, the main lessons learned in the process of conducting the literature review in 
relation to the METEOR-TURBLOG transferability methodology (and preceding with a 
practical example for Oslo) will be outlined: 

 First of all, good data is the key to any successful implementation. Therefore, it is vital 
that (1) all relevant available data is utilized and (2) enough resources are put into 
gathering the data that is not available. The first part of the methodology consists of 
gathering data regarding the UFT problems encountered (step 1 of the MTTM) and 
the city context in the receptor city where the measures are going to be implemented 
(step 2 of the MTTM). For Polish and Norwegian cities, GRASS WP1 should be the 
first reference for this. However, more detailed data on a micro-level will need to be 
gathered to ensure a successful implementation, preferably on street level. 
Encouraging the city administration to be a facilitator when it comes to data collection 
could greatly increase the data available and hence make successful 
implementations more probable. Interviews with main stakeholders should be 
conducted. Utilizing available data will ensure cost efficiency. 

 For analysis of the city context (step 3 of the MTTM), we recommend to use the 
TURBLOG framework of city logistics profile (TURBLOG, 2011a). This is a 
transparent method for categorizing parts of the city based on the most important 
product characteristics, city area features and delivery profiles. This is partly done in 
the practical example for Oslo, see section 4.3. 

 For looking around for similar contexts and collecting a first list of appropriate 
measures (steps 4 and 5 of the MTTM), the list of measures in appendix A should be 
the main reference for Polish and Norwegian cities. However, we recommend that 
this list is supplemented with more extensive collections of good practices. This is an 
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important part of the methodology, since the initial list of measures is determinative 
when it comes to the final package of measures that are going to be implemented. 
Hence, it is important that enough resources are used on this step to ensure that the 
initial list of measures is extensive enough. This will increase the probability for 
finding the right measures. References to other lists of best practices are provided in 
section 3.3. 

 For identifying the appropriate measures with the potential for transfer (step 6 of the 
MTTM), it is important that proper criteria are defined. We have provided some 
suggestions for criteria in section 4.5. However, what these criteria should be 
depends on the amount of data available, the city context and the type of measures, 
so our criteria should only be used as guidelines. Another way of selecting measures 
is to subject the list of proposed measures to a peer review, as proposed by Macário 
and Marques (2008). 

 For packaging and dimensioning of measures (step 7 of the MTTM), it is important to 
be aware of synergies between different measures. It is also important to ensure 
viability by choosing a mix of measures such that the loosing stakeholders are 
compensated through other channels. A forthcoming deliverable in the 
STRAIGHTSOL project will deal solely with scaling of measures. STRAIGHTSOL is 
also the proposed project to look to when preforming the ex-ante assessment of the 
package of measures (step 8 of the MTTM), since STRAIGHTSOL is the first project 
that has developed a consistent methodology in which measures can be evaluated 
and compared (see e.g. STRAIGHTSOL, 2013b; STRAIGHTSOL, 2014a; 
STRAIGHTSOL, 2014b). It is important to ensure that enough data is available for the 
ex-ante assessment, alternatively gather own data. 

 After step 8 is completed, it is important to have obtained enough data so that needs 
for adjustment can be identified (step 9 of the MTTM). Lastly, a plan for the 
implementation process (step 10 of the MTTM) must be worked out. The minimum 
requirements are a prioritization between the packages of measures and a time plan 
for each package of measure to ensure a smooth implementation process. 
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APPENDIX A: LIST OF GOOD PRACTICES 

This annex displays the list of good practices. The selection criteria for good practices are 
discussed in section 2.1, while the classification scheme adopted is discussed in section 2.2. 
The various classes of measures as well as the number of measures within each class is 
displayed below: 

Spatial layer Classification of measures 
Number of 
measures 

Urban zone 

Urban logistics plan  3 

Urban consolidation centre  3 

Freight quality partnership  2 

City centre 

Low emission zones  2 

Access restrictions  2 

Distribution plan  1 

Street area 

Multiple use lane  2 

Optimisation of routes  1 

Environmental friendly vehicles  3 

Intelligent traffic management  2 

Delivery spaces 

Delivery times  2 

Delivery space booking  2 

Alternative delivery systems  5 

 

In total, 30 measures are gathered. Measures regarding the urban zone are described in 
Table 14 at page 63; measures regarding the city centre are described in Table 15 at page 
67; measures regarding the street area are described in Table 16 at page 70; and measured 
regarding delivery spaces are described in Table 17 at page 74. 
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Table 14. List of good practices. Urban zone. 

 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 

U
rb

a
n

 lo
g

is
tic

s
 p

la
n

 

Mobility 
Master Plan, 
including 
freight 

Paris, 
France 

The MMP aims at 
improving air quality 
and public health, 
promoting 
accessibility and 
social justice, 
making the city more 
pleasant and 
increasing economic 
performance. 

Strong political 
commitment in the 
area of freight prior to 
the MMP made it 
natural that freight 
policies were a large, 
integrated part of the 
MMP. 

Numerous measures 
relating to more 
sustainable UFT are 
conducted as a result 
of the master plan. 
For quantitative 
results, see each 
individual measure. 

For freight policies to 
be a major part of a 
MMP, close public 
private collaboration 
is needed, and also 
strong political will. 

Public private 
discussions is a key 
factor to a successful 
MMP where freight is 
included. 

SUGAR 
(2011), 
pg. 31-
33. 

Technical 
guidelines for 
delivery 
spaces 

Paris, 
France 

Specific metrics and 
rules when designing 
on-street delivery 
bays. 

Content of the 
guidelines were 
defined by the Paris 
freight unit in 
collaboration with the 
French research unit 
in charge of the urban 
freight surveys. A 
national delivery 
guidebook was 
issued in 2009. 

Considered a 
success: Good 
feedback from users 
and transport 
companies’ 
organisations. Also 
leads to increased 
attention towards 
freight transport. 

Logistics indicators, 
which are used for 
deciding how the on-
street delivery bays 
should be designed, 
are often similar from 
one city to another. 
The delivery 
guidelines, therefore, 
are useful in any city 
in France. 

It is important for large 
cities to establish a 
coherent set of rules 
based on the need of 
freight drivers. The 
bays must 
accommodate the 
dimensions of delivery 
trucks and through 
adequate design make 
deliveries easier. 

SUGAR 
(2011), 
pg. 34-
36. 
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 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 

Urban freight 
delivery plan 
(UFDP) 

Bologna, 
Italy 

The UFDP aim to 
promote integration 
of road pricing 
policies with 
technological tools to 
optimise vehicle trips 
for freight delivery. 

The UFDP consists of 
(1) analysis of freight 
distribution, (2) 
promoting integration 
of systems to create a 
shared electronic 
platform and (3) to 
introduce new access 
policies to the city 
centre to reduce 
polluting vehicles. 

Expected results: A 
25% reduction in 
freight vehicle access 
to the limited traffic 
zone; An average 
10% reduction in 
deliveries a year;  
Improved availability 
of parking areas for 
loading and 
unloading of goods; 
and an average 
reduction of the 
occupation rate of 
parking spaces for 
loading and 
unloading of goods  
 

This type of measure 
is transferable to all 
situations where road 
pricing policies are 
appropriate. For the 
shared electronic 
platform, cooperation 
with a critical mass of 
the transport 
operators is needed. 
This can be obtained 
through extensive 
dissemination 
activities.  

Such urban freight 
delivery plans serve to 
rationalise and 
optimise goods 
delivery and 
decreasing the 
distance covered while 
maintaining the same 
level of service. Real 
time monitoring 
through innovative 
technology helps 
checking availability 
and penalizing 
unauthorized parking. 

Roche-
Cerasi 
(2012), 
pg. 9-
10. 

U
rb

a
n

 c
o

n
s
o

lid
a

tio
n

 

c
e

n
tre

 

London 
Construction 
Consolidation 
Centre 

London, 
UK 

A distribution centre 
and delivery service 
area for construction 
materials to four 
major building 
projects in Central 
London (projects are 
250,000 + 180,000 + 
200,000 + 154,500 
sq ft altogether). 

The LCCC is a part of 
the Delivery and 
Servicing Plans, 
which is a part of 
London Freight Plan 
of June 2008. 
Vehicles were also 
bringing recyclable 
packing and unused 
material back to the 
LCCC. 

An estimated CO2 
reduction of 70-80% 
compared with the 
baseline scenario. A 
70% decrease in the 
number of delivery 
vehicles. 

The project 
demonstrated the 
operational feasibility 
of construction centre 
logistics. However, 
there is a need for 
appropriate 
organization, set-up 
and commitment 
from the various 
parties involved. 

If manufacturers, 
suppliers, retailers and 
builders actively work 
in partnership with a 
consolidation centre 
then each relevant 
party can reap the 
benefits of enhanced 
efficiency and 
reliability. 

SUGAR 
(2011), 
pg. 54-
59. 
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 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 

Binnenstad-
service in 
Dutch cities 

The 
Nether-
lands 

Goods consolidation 
and transportation 
service in nine Dutch 
cities (Den Bosch, 
Arnhem, Gouda, 
Nimegue, 
Amsterdam, 
Maastricht, 
Rotterdam, Tilburg 
and Utrecht). 

The creation of this 
company is linked to 
the set-up of low 
emission zones in the 
Netherlands 
(currently applying to 
heavy-duty diesel 
lorries over 3.5 
tonnes). The 
company also 
cooperates with Van 
Gansewinkel for a 
reverse logistics 
service. 

Large environmental 
benefits. Also the 
number of trucks is 
reduced (1 lorry 
replaces 7 or 8 in the 
baseline scenario). 
Retailers report 
higher service levels. 

Retailers needing 
more than six pallets 
a day were not able 
to utilize the service. 
These sort of UCCs 
are most efficient 
right outside of but as 
close to the city 
centre as possible, 
and in combination 
with LEZs or access 
restrictions. 

If retailers request too 
frequent deliveries, the 
UCC may not meet the 
original objective, 
namely to reduce 
urban vehicle 
movements. This 
company shows that 
consolidation services 
that comes from a 
private initiative may 
be very efficient. 

SUGAR 
(2011), 
pg. 111-
115. 

“Ecologistics” 
Parma 

Parma, 
Italy 

A freight distribution 
system that 
combines an urban 
consolidation centre, 
a low-emission 
vehicle fleet and 
local restrictive 
policies to limit and 
control the access to 
the historical city 
centre.  

It was necessary to 
reorganize the overall 
regulation concerning 
both transit and 
parking of freight 
transport inside the 
historical centre. A 
terminal was created 
and six methane 
vehicles were bought. 
Fresh products were 
also consolidated. 

Optimized vehicle 
loadings and delivery 
rounds.  CO2 
reduction has been 
observed. Retailers 
and transport 
companies 
demonstrate 
appreciation of the 
service. 

For this exact 
concept to be 
transferred to another 
city, it is required (1) 
good accessibility for 
carriers, (2) good 
accessibility in the 
historical centre for 
shop deliveries, (3) 
proximity to the 
junction of the 
motorway and (4) 
large areas for 
manoevres. 

A potential problem is 
the need to grant 
exemptions for certain 
types of deliveries, 
which potentially 
results in unequal 
treatment. A success 
factor was the flexibility 
of the project, which, 
instead of finding a 
rigid solution, leaves 
the operators the 
choice of whether to 
get a lable for their own 
vehicle, or use the last-
mile service of an 
authorized terminal. 

SUGAR 
(2011), 
pg. 100-
105. 
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 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 

F
re

ig
h
t q

u
a

lity
 p

a
rtn

e
rs

h
ip

 

Freight 
Operators 
Recognition 
Scheme 

London, 
UK 

Consists in certifying 
(in bronze, silver or 
gold) freight 
companies that are 
participating. Gold 
can only be obtained 
after a period of 
benchmarking and 
active improvement 
of performance and 
emission level. 
Companies 
representing more 
than 30% of the fleet 
for freight deliveries 
are participating. 

Designed to reinforce 
public-private 
partnership on freight 
transport in London. 

Both reduction in 
emissions and 
improvement in 
freight transport 
efficiency have been 
observed. Annual 
membership growth 
of 20% per year the 
next couple of years 
is expected. 

It is of vital 
importance to 
convince industry 
partners to 
participate in the 
scheme. This is most 
easily done by 
offering market 
incentives. Other 
benefits may also be 
offered. 

The IT system on 
benchmarking is not 
very efficient; it takes 
some time to manually 
fill in all the operator’s 
data. 

SUGAR 
(2011), 
pg. 50-
53. 

Freight 
Information 
Portal 

London, 
UK 

The web page 
“London Freight 
Matters” offers 
London a single 
interface for 
exchanging freight 
information between 
public authorities 
and freight 
operators. 

The main objectives 
of the freight 
information portal 
were to (1) gain a 
clear understanding 
of user goals, needs 
and priorities, (2) 
assess customers’ 
perceptions of and 
aspirations for the 
portal and (3) identify 
any gaps in online 
services relevant to 
the core users. 

Administrative costs 
are reduced, and the 
improved access to 
freight journey 
planning has led to a 
slight decrease in 
kms driven per 
delivery. Other 
results are difficult to 
quantify. 

The concept should 
be transferable to all 
kinds of cities. 
However, the impact 
will be greatest in 
cities where 
dissemination of 
freight information is 
at a low level. 

Collecting information 
at one place greatly 
increases the user-
friendliness and may 
constitute a triggering 
factor for increasing 
information 
dissemination to freight 
operators. 

SUGAR 
(2011), 
pg. 46-
49. 
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Table 15. List of good practices. City centre. 

 Name/id City Description Special characteristics Results  Transferability Lessons learned Source 
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Low 
Emission 
Zone 

London, 
UK 

The low emission 
zone covers most of 
greater London. 
Within this zone, 
access restrictions 
are imposed based 
on vehicle weight and 
EURO class. 

Since January 2012: 
only EURO IV compliant 
lorries over 3.5 tonnes 
GVW, buses and 
coaches can enter the 
LEZ. Others will have to 
pay a daily charge. 

Between 2007 and 
2008, the rate of 
compliance for trucks 
increased from 70% to 
96%. Emission 
reductions are also 
reported. 

Implementation in 
other cities will be 
facilitated by 
installation of cameras 
to read registration 
numbers as vehicles 
enter the LEZ and 
check it against a 
database of vehicles 
that meet the 
standard. 

High enforcement 
costs. Choosing the 
right vehicles 
categories is the 
critical success 
factor. 

SUGAR 
(2011), 
pg. 66-
70. 

Environ-
mental 
zone 

Aaborg, 
Denmark 

Aalborg’s environ-
mental zone requires 
minimum standards 
for HGVs (heavier 
than 3.5 tonnes) and 
vans. Legislation for 
environmental zones 
in the major Danish 
cities was approved 
in January 2007. 
From July 2010 
heavy goods vehicles 
and busses had to 
fulfill the Euro 4 
standards to drive in 
the zone. 

Only heavy goods 
vehicles and busses 
(>3.5 tonnes) that 
comply with the required 
Euro 3 standards were 
from 2009 on allowed to 
drive in the zone. 
Danish vehicles were 
required to have a low-
emission zone label on 
the windscreen, 
international HGVs 
needed to provide 
vehicle documentation. 
In January 2009, signs 
were mounted at the 
entrances and exits of 
the zone. Promotion 
material such as 
leaflets, posters and the 
website informed 
involved target groups. 

The share of lorries 
with Euro IV or newer 
had increased from 
28% in 2008 to 54% in 
2010. From November 
2010 until January 
2011 the city of 
Aalborg provided data 
(traffic counts and 
traffic data) for air 
quality modeling for the 
National Environmental 
Research Institute. 
Aalborg expects that 
the measure will result 
in lower levels of 
pollution in the city 
centre. 

The measure is 
transferable to other 
cities in general; 
however, legislation 
for environmental 
zones have to be in 
place first. 

The restrictions 
were generally 
accepted by freight 
companies, which is 
mainly due to the 
good 
communication and 
early involvement of 
the companies. 

Roche-
Cerasi 
(2012), 
pg. 20-
21. 
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 Name/id City Description Special characteristics Results  Transferability Lessons learned Source 

A
c
c
e
s
s
 re

s
tric

tio
n
s
 

London 
Lorry 
Control 
Scheme 

London, 
UK 

Controls on the 
movement of any 
heavy goods vehicles 
over 18 tonnes 
maximum gross 
weight to certain 
routes at night and 
weekends within 
certain boundaries. 

A network of main roads 
and access roads to 
industrial estates are 
specified. Heavy goods 
vehicles will have to 
choose these routes. 
Hauliers that need to 
travel outside this 
accepted road network 
need a special permit. 

The congestion and 
emission benefits are 
relatively small. The 
largest benefit is noise 
reduction for the local 
residents at night. 

Implementation in 
similar cities should 
be easy. However, a 
complementary 
measure that 
facilitates 
implementation by 
increasing information 
sharing is a route 
planning system for 
transport operators. 

The benefit on 
emissions has not 
been evaluated; 
however, it should 
be relatively small. 
The largest effects 
are noise related. 

These kind of 
schemes are very 
efficient in terms of 
controlling vehicle 
movements. 

SUGAR 
(2011), 
pg. 60-
65. 

Incentives 
and access 
restrictions 

Gothen-
burg, 
Sweden 

The City of Göteborg 
has implemented a 
pilot project in parts 
of the city centre to 
study whether 
incentives combined 
with restriction in a 
project on a voluntary 
basis can be a way of 
getting the deliveries 
within the city more 
efficiently. 

Incentives tested for 
high load factor and 
clean vehicle: removal 
of one way direction, 
access to loading zones 
and bus lanes. Stricter 
and better enforcement 
of time windows. The 
Pilot project was tested 
and evaluated in an 
inner-city zone with 
three new areas 
identified for load factor 
restriction 
implementation. The 
restrictions would be 
implemented in parallel 
with a number of 
incentives developed in 
cooperation with the 
transport business.   

One-way direction 
removed in two places 
in Göteborg inner-city, 
resulting in time and 
distance savings for 
delivery vehicles. 
Implementation of strict 
enforced time windows 
in the inner-city zone 
resulting in a 50% 
reduction of the total 
number of vehicles in 
the area. 
Implementation of a 
consolidation centre 
led to a 50% reduction 
in vehicle km as well. 

As incentives for 
increasing the load 
rate, the participating 
companies had 
access to 13 special 
loading zones and 
bus lanes in the city 
centre. Such 
incentives should 
increase the 
probability for 
successful 
implementation in 
other cities as well. 

After one year many 
of the companies 
had left the project 
since they could not 
fulfill the load factor 
demands and/or 
reporting 
obligations. The 
incentives that were 
offered within the 
scheme were not 
efficient enough to 
increase the load 
factor. 

Roche-
Cerasi 
(2012), 
pg. 27-
28 
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 Name/id City Description Special characteristics Results  Transferability Lessons learned Source 
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Delivery 
and 
servicing 
plan 

Sutton, 
UK 

The Delivery and 
Servicing plan (DSP) 
toolkit from the 
TRAILBLAZER 
project provides a 
generic framework for 
creating a Delivery 
and Servicing Plan. 

A DSP outlines how a 
public or private sector 
organization deals with 
its need to generate 
freight transport 
efficiently, safely and in 
a sustainable way. The 
plan focuses on different 
activities including 
goods collection and 
delivery, waste and 
recycling and servicing 
activities such as office 
maintenance. 

The plan has an 
impact on reducing 
CO2 emissions, 
congestion and 
improving air quality. 

Sutton Council 
established a DSP 
working group. The 
detail actions were to 
achieve one of the 
council's travel plan 
objectives: to 
minimize the negative 
impacts of servicing 
and deliveries 
associated with the 
council's main sites. A 
working group like this 
for other cities as well 
will facilitate 
implementation. 

The council 
recognises the 
importance of 
implementing an 
exemplary DSP as 
an example for 
other organisations 
in the borough, and 
beyond, to benefit 
from. 

Roche-
Cerasi 
(2012), 
pg. 29. 
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Table 16. List of good practices. Street area. 

 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 
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Multi Use 
Lanes 

Barcelona, 
Spain 

Seven 
multifunctional 
lanes exist today in 
Barcelona with a 
variable message 
sign system (VMS). 

08:00-10:00: General 
or bus traffic. 

10:00-17:00: Deliveries. 

17:00-21:00: General 
or bus traffic. 

21:00-08:00: 
Residential car park. 

Reductions in illegal 
parking, double 
parking, travel times 
and time used 
searching for 
delivery spaces, 
and optimization of 
the use of street 
space. 

Although it may 
improve traffic flows, 
this measure is most 
appropriate in order to 
increase the number 
of parking spaces to 
reduce illegal parking 
and time spent 
searching for delivery 
parking space. 

The road network has 
to be wide enough. 
Costs must be 
covered by the 
municipality. 

Results were 
especially good for 
public buses. 

Preliminary studies 
are critical to identify 
the needs and set 
up an inventory of 
possible measures. 

Means of 
enforcement are 
necessary, 
especially at 08:00. 

SUGAR 
(2011), 
pg. 71-
74. 

Priority 
access for 
clean 
goods’ 
vehicles 

Norwich, 
UK 

The aim of the 
measure was to 
allow goods 
vehicles that met a 
pre-determined 
clean vehicle 
standards to use 
transport priority 
lanes. 

A select group of low 
emission lorries 
heading into Norwich 
were allowed to use a 
bus-cycle lane in 
Newmarket road during 
congested periods as 
part of a move to cut 
freight deliveries into 
the city. Only heavy 
goods vehicles out of 
the Norwich freight 
consolidation centre 
were allowed to use the 
bus lane. 

Monitoring showed 
a peak-time journey 
saving of two to four 
minutes per trip for 
an overall average 
journey of 25 
minutes. This 
equates to small 
savings in 
emissions and fuel 
consumption. There 
was little benefit 
from using the bus 
lane at off-peak 
times.  

The width of the 
existing bus lanes was 
a barrier to 
implementing the 
measure, thus revised 
objectives were 
developed so that 
only consolidation 
centre vehicles could 
use the bus lanes. 
Factors as width of 
existing lane must be 
considered for the 
measure to be valid 
for transfer. 

The fact that drivers 
were given training 
on how to drive 
when in the bus 
lane proved to be 
successful. 

Roche-
Cerasi 
(2012), 
pg. 30-
31. 
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 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 
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Marking 
routes for 
smooth 
freight and 
city logistics 

Tallinn, 
Estonia 

Tallinn planned to 
define freight traffic 
corridors in the city 
centre, mark them 
and install traffic 
signs to guide 
freight vehicles. The 
municipality also 
wants to raise 
awareness among 
truck drivers of the 
freight traffic issue 
and of the freight 
corridor as a 
response to the 
problem. 

The route has been 
defined and 
corresponding road 
signs have been 
purchased. The 
installation of the signs 
started in May 2010. By 
15 December, 2010, 
signs and devices had 
been installed at 43 
critical points along the 
corridor. The city has 
developed a GPS 
navigation system to 
mark routes and guide 
freight traffic according 
to truck drivers’ needs. 

Results, although 
not quantified, are 
(1) a decrease in 
the volume and 
time spent in traffic 
jams and (2) a 
decrease in air 
pollution during 
peak freight traffic 
hours. 

This measure is 
transferable to all 
types of cities; 
however, first an 
evaluation as to what 
extent optimal (from 
the society’s 
perspective) routes 
that are not already 
utilized by truck 
drivers exist should be 
conducted. 

Distributing such 
GPS systems to 
logistic firms and 
truck drivers 
together with 
general information 
about the new traffic 
corridor is a vital 
part of such a 
measure. Hence, 
dissemination 
activities should be 
prioritized in the 
implementation 
phase. 

Roche-
Cerasi 
(2012), 
pg. 31-
32. 
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ARIAMIA: 
Electric 
Delivery 
Vehicles for 
Rent 

Reggio 
Emilia, 
Italy 

New access 
regulations based 
on emission 
standards in the 
historical centre and 
free parking for 
electric vehicles 
was implemented in 
2003. At the same 
time the ARIMA 
project started; the 
municipality bought 
30 electric vehicles 
rentable for 
shopkeepers to a 
low fee. 

Primary target group is 
retailers, tradesmen 
and craftsmen who 
work in the inner city. 
Regular roundtable 
meetings with local 
businesses are 
organized to raise 
awareness. 

Within a five year 
period, the total 
CO2 reduction is 
estimated to be 
193,185 kg (based 
on the use of 30 
electric vehicles). 
Noise reduction is 
measured to be 
more than 90%. 

The project needs 
initial public funding; 
however, under the 
right conditions it can 
be made profitable. 
Success factors are 
service reliability, low 
rental price and 
involvement of many 
players. 

A measure should 
be organized in 
such a way that 
environmental 
benefits coincide 
with economic 
benefits. 

The project also 
shows that electric 
vehicles are reliable 
for Italian 
conditions. Primary 
obstacles were 
communication 
difficulties and 
skepticism from key 
stakeholders (risk 
aversion or 
preference for 
status quo). 

SUGAR 
(2011), 
pg. 106-
110. 
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 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 

Mobile depot 
and tricycles 

Brussels, 
Belgium 

TNT Express 
demonstrated a 
combination of a 
mobile depot used 
as an urban 
consolidation centre 
and distribution by 
electrical tricycles. 

The mobile depot is a 
trailer/truck fitted with 
depot facilities. The 
depot is loaded each 
morning and then 
carried to a central 
location within 
Brussels. 

The main results 
are decreased 
truck-kms, reduced 
costs per stop, 
reduced CO2 
emissions, and the 
quality of service is 
maintained. 

This is transferable to 
all kinds of cities; 
however, benefits are 
largest in cities where 
tricycles have a 
mobility advantage 
over cars. Profitability 
depends on two other 
factors: (1) finding the 
right type of 
commodities for this 
solution and (2) 
finding an appropriate 
parking space for the 
depot. 

A long process with 
the local 
government is 
necessary in order 
to find an 
appropriate location 
for the mobile depot 
and get a license to 
park there each day. 

STRAIG-
HTSOL 
(2013a), 
pg. 29. 

Urban Rail 
Logistics 

Paris, 
France 

Monoprix, a large 
French distribution 
group, has re-
organized its 
logistics supply 
chain from road to 
rail for the incoming 
products of its 90 
supermarkets, 

The initial intiative 
came from the national 
Ministry of Transport, in 
form of a project for 
which Monoprix volun-
teered. Goods are 
moved to a rail terminal 
within Paris (Bercy 
station) and the last 
mile is conducted with 
CNG trucks. 

25% less CO2, 50% 
less NOx, costs 
have increased with 
about 35% per 
pallet. Some noise 
issues have also 
arisen. 12,000 
trucks/ rush hour/ 
year in Paris have 
been avided. 

Other large cities are 
interested in this type 
of project; however, 
the additional 
operating and 
investment costs were 
by far not covered by 
the subsidies. 
Financial schemes 
therefore have to be 
worked out. 

Important reductions 
in both global and 
local pollutants; 
however, the 
average costs have 
increased with 
about 35% per 
pallet. The impli-
cation of public 
authorities is 
therefore necessary 
for these type of 
projects. 

SUGAR 
(2011), 
pg. 41-
45. 
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 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 
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Demand 
management 
for goods 
vehicles 

Bath, UK A variable message 
sign has been 
installed at the 
junction, which is 
triggered by high 
vehicles, giving the 
message that there 
is a weight 
restriction ahead. 

Automatic Number 
Plate Recognition 
(ANPR) cameras 
covering both directions 
are installed to the east 
of this junction, 
triggered by vehicle 
detection loops. When 
HGVs that are not 
making deliveries to the 
area affected by the 
weight restriction are 
identified, details are 
obtained from the 
DVLA and a letter sent 
to the operator 
informing them of the 
weight limit and asking 
for details of their 
journey. 

Results are not 
quantified; however, 
the number of 
HGVs using the A4 
east west route in 
Bath is reduced, 
which also helps to 
reduce NOx 
concentrations. 

The measure is 
designed to make 
Heavy Goods Vehicle 
(HGV) operators 
aware of weight 
restrictions in the 
historic city centre of 
Bath and that the A4 
route, which runs 
through this area, 
should not be used by 
heavy vehicles. 
Hence, this measure 
is appropriate to 
consider for cities with 
similar areas. 

The information 
collected allows the 
Council to identify 
vehicles that 
persistently breach 
the weight 
restriction. Where 
this is the case, 
further action can be 
considered. 

Roche-
Cerasi 
(2012), 
pg. 39-
40. 

Retail supply 
management 
and last mile 
distribution 

Oslo, 
Norway 

For deliveries to the 
shops participating 
in the 
demonstration, 
information on 
shipments destined 
for Stovner Senter 
was collected at 
different critical 
control points 
through the last-
mile delivery and 
shared with the final 
receivers of goods. 

Packages or pallets 
were labelled with 
electric tags that 
signaled the shops at 
control points. When 
the goods arrived, the 
shop keeper received 
an SMS that the goods 
could be collected from 
a buffer storage area 
within the centre. 

Time saving of 14 
minutes per pallet. 
Reduced idling time 
for trucks, which 
again reduced the 
local pollutants. 

The buffer storage 
solution is a vital part 
of the measure; 
hence, only shopping 
centres with such 
locations available are 
fit for the measure. 
The measure is most 
appropriate for new 
shopping centres, so 
that it could be 
included in the 
planning phase. Also, 
a business model for 
cooperation and cost 
sharing between the 
various stakeholders 
is needed. 

During the 
demonstration 
phase the direct 
environmental 
effects were 
positive, but limited 
in scale. More 
significant effects 
can be obtained 
with a large-scale 
implementation 
where the logistics 
service providers 
may re-optimize 
their distribution due 
to the savings 
obtained. 

STRAIG-
HTSOL 
(2013a), 
pg. 112. 
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Table 17. List of good practices. Delivery spaces. 

 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 
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Night 
deliveries 

Barcelona, 
Spain 

The objective is to 
allow for more 
silent trucks to 
operate in the city 
centre area in late 
hours in order to 
avoid congestion 
while respecting 
the noise 
legislation. 

Municipality 
introduced 
experimental 
exception in six 
months from the traffic 
regulations to test out 
night deliveries. 
Traffic police 
collaborated to 
measure noise levels 
in residences close 
by. 

Noise was slightly 
below 65dB. In this 
case, the most 
important noise 
sources were truck 
arrival (62%) and 
goods unloading 
(15%). 

Especially interesting 
for supermarkets, 
since they need 
frequent deliveries of 
fresh groceries. One 
focus area should be 
to involve truck 
manufacturers as well 
as drivers and shop 
owners, since noise 
levels of general 
vehicle movements 
are of as much 
concern as unlading 
activities.  

Out-of-hour deliveries 
are allowing time 
reductions per trip of 
at least one hour. Two 
large lorries at night 
replaced seven 
medium sized trucks 
commonly used 
during daytime. Good 
communication 
between shop 
owners, the 
municipality and 
residents is necessary 
in order to reduce 
protests from local 
residents. 

SUGAR 
(2011), 
pg. 75-
78. 

Broadening 
of loading 
and 
unloading 
times 

Amsterdam, 
The 
Netherlands 

Several districts 
have set time 
windows for 
loading and 
unloading in order 
to reduce noise, 
odors, and unsafe 
situations, and to 
avoid congestion 
and to optimize 
parking spaces. 

Delivery is permitted 
within the boundaries 
of sound legislation: 
between 19.00 - 23.00 
pm: up to 65 dB (A) 
and between 23.00 - 
07.00 pm: up to 60 dB 
(A). In the city of 
Amsterdam, delivery 
is available in 
pedestrian areas 
between 7.00 and 
11.00am. 

One hour increase 
in the time 
windows resulted 
in 4% less kms 
driven for freight 
vehicles and a 
reduction of NOx-
concentrations of 
0,1 μg/m3. 

This measure is 
transferable to all 
cities; however, it will 
only be successful in 
areas where the time 
windows result in sub-
optimal vehicle 
adaptation. Noise 
issues and potential 
conflicts with public 
transport and 
bicycles/ pedestrians 
must also be 
assessed. 

Best results are 
achieved when the 
regulations on 
delivery times are 
strictly enforced (with 
fines) and it is not 
allowed to park in the 
streets for loading and 
unloading. The 
vehicles must park 
close to the facade to 
avoid hindering trams 
and pedestrians. 

Roche-
Cerasi 
(2012), 
pg. 40-
41. 
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 Name/id City Description Special 
characteristics 

Results  Transferability Lessons learned Source 
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Urban 
Logistics 
Space (ULS) 

Paris, 
France 

The Paris City 
Council has 
carried out a large 
programme in 
order to improve 
last mile delivery 
based on the ULS 
concept. Seven 
experiments were 
also carried out. 

Urban consolidation 
centers are reducing 
emissions; however, 
they are often not 
viable due to the 
increase in costs. 
Therefore, the Paris 
City Council tried out 
a concept based on 
the same idea: 
centrally located 
street or parking 
areas, rentable to a 
low cost for transport 
companies. 

Positive: economic 
profitability, CO2 
reduction, low 
qualification jobs 
creation. Strong 
willingness from 
logistic operators 
to have their own 
facilities. 

ULSes are powerful 
tools to help small 
logistics start-ups 
develop innovative 
markets at low rental 
costs. One of the 
outcomes included 
economic profitability. 

The easiest places to 
find centrally located 
areas were 
underground or in car 
parks. Setting up 
specific regulations in 
order to make the 
measure efficient 
proved difficult. There 
was a strong 
willingness from 
logistic operators to 
have their own 
facilities. 

SUGAR 
(2011), 
pg 37-40. 
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Consignity Paris, 
France 

Automated 
lockers for goods’ 
pick-ups and 
deliveries. Based 
on three 
concepts: (1) 
delivery in 
absence of 
receiver, (2) night 
deliveries and (3) 
final consolidation 
of delivery trips. 

Necessary for a large 
network. RFID data 
transfer allows for 
traceability. Night 
delivery to the lockers. 
Only focused on B2B 
flows. 

50-60 locations in 
Paris with 7-17 
lockers each would 
balance the 
budget. One year 
after 
implementation 
11.8 deliveries per 
month were done. 

Need dense network, 
also well positioned 
center will reduce total 
movements. Two 
different services 
possible: (1) a multi-
use scheme, and (2) a 
dedicated approach 
with dedicated lockers 
for rent. 

Main difficulties were 
related to (1) 
implementing an 
extended and 
connective network, 
and (2) that users of 
the system find it 
difficult to reorganize 
their logistics. 

SUGAR 
(2011), 
pg. 26-
30. 
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Packstations Germany Several post and 
parcel operators 
are developing 
on-street package 
collection and 
delivery stations. 

The costumers can 
register on the web-
site. When a package 
is delivered to a 
nearby packing 
station they receive a 
code by SMS or email 
with the correct 
locker. Customers can 
pick up packages 24 
hours each day. 

The service 
experience a 
growing number of 
customers. Around 
2500 machines 
exist. 70% of 
packages are 
picked up within 24 
hours. 

Success is related to 
the rise of e-
commerce puchases. 
Hence, such a 
measure is only viable 
in a city with 
(expected) high rate 
of e-commerce. 

Modular systems are 
more versatile and 
efficient, and increase 
profitability of such 
measures. 

Roche-
Cerasi 
(2012), 
pg. 49-
50. 

Cargotram Zürich, 
Switzerland 

Use of a tramway 
to collect goods 
such as bulky 
waste and 
electronic 
equipment 
throughout the 
city, and to 
forward them up 
to a waste 
collection centre 
located in the 
suburbs. 

The implementation 
happened fast with 
minimal investments 
in preliminary studies 
and advertising, thus 
minimizing the costs. 
The service is free for 
Zürich residents. 

Eight stops and 94 
collecting rides in one 
year constituted 785 
tonnes of garbage 
collected. 

In 2004, 785 
tonnes of garbage 
were collected at 8 
stops in 94 
collecting rides 
from which 644 
tonnes were bulky 
goods and 141 
tonnes were metal. 

Important with an 
existing tram network 
that can be shared 
between passenger 
and goods transport. 
The existing network 
must be dense 
enough and connect 
the centre with the 
suburbs to limit the 
costs of infrastructure. 

Take into account the 
needs of the citizens. 

All actors must be 
involved from the 
beginning of the 
project. 

Decisions must be 
taken quickly before 
too many political 
controversies arise. 

The operator, the 
municipality and the 
waste administration 
need a common 
platform. 

SUGAR 
(2011), 
pg. 116-
119. 
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Remote ‘Bring-
Site’ 
monitoring 
near London 

London, UK 36-day 
demonstration 
with remote 
censors to notify 
Oxfam about the 
fill rate in their 
donation banks. 

There were routine, 
day-to-day, internal 
communications 
between the Oxfam 
transport manager 
and the drivers 
undertaking the 
collections. These 
involved briefing the 
drivers of the next 
day’s work and 
debriefing (e.g. drivers 
reporting any issues 
such as damaged 
banks). 

28% reduction in 
total number of 
bank visits made. 
3.2% reduction in 
kms driven. CO2 
savings of about 
464 kg during the 
36 day trial. 

Savings can vary from 
region to region 
depending on two 
main factors: (1) 
relative remoteness of 
sites from depot and 
from each other, and 
(2) donation rates and 
their variability, where 
low rates but high 
variability is most 
suitable for remote 
monitoring, since 
these banks are most 
difficult to predict. 

The main challenges 
were technological. 
Hence, the 
technological solution 
should be in place 
and working fluently 
before starting to 
utilize the remote 
censors for trip 
planning. 

STRAIG-
HTSOL 
(2013a), 
pg. 69. 

Pick-up points 
for B2C in 
French cities 

France Pick-up points for 
home deliveries. 
These are 
convenient stores 
which, in order to 
increase the 
stores’ revenue 
serve as local 
parcels’ depots. 

Five pick-up point 
networks exist today: 
(1) Relais-Colis 
Sogep (4,000 points), 
(2) Points-Relais 3 
Suisses, Monidal 
Relay (6000 points), 
(3) Points-relais Kiala, 
Kiala (5,000 points), 
(4) Points A2pas, 
Altadis (3100 points), 
and (5) Points Chrono 
Relais, Altadis (3,500 
points). 

Distance selling 
represents a 
possible solution 
for reducing GHG 
in cities, although 
this is difficult to 
quantify. Local 
stores with pick-up 
points have gained 
increased revenue. 

The growth of e-
commerce as well as 
the increasingly 
complex delivery 
operations in cities 
due to urban 
congestion are factors 
that can trigger this 
development. 

Collection points 
establish and 
important service as 
an alternative solution 
to home deliveries. 

SUGAR 
(2011), 
pg. 204-
205. 

 


