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INTRODUCTION

This is the final report of the project “Relationship between urban land use planning,
land markets, transport provisions and welfare of the poor”. The project is part of the
World Bank initiative to carry out an Urban Transport Strategy Review.

This review is to be informed and supported by a series of position papers collating
experience and best practice on different topics in urban transport. These papers will
identify critical problems and issues, the outcome of interventions, organisational
models, etc. The papers will be widely disseminated as the basis for improving
understanding and collaboration in the field of urban transport in developing countries.

In support of this activity the Netherlands Trust Fund in the World Bank is funding a
number of reviews of relevant Dutch experience in urban transport. It is intended to
include both direct experience in developing countries and experience within the
Netherlands. The general objective of the studies is to define if, and in which way,
Dutch experience in urban transport planning and administration in large and medium
size towns is adaptable to other countries, and under which conditions.

The objective of the project is to study the interaction between the control of land use
and intervention in urban land and property markets, and urban transport provisions
and use. A range of interventions in the urban land market and a range of transport
policies and provisions will be examined, including road and rail based systems and
private and public transport modes.

The work is based on comparison of three case studies - one relating to the policy in
the Netherlands (Rotterdam) and the other two to cities in developing countries (Tirana
and Maputo).
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PROJECT APPROACH

The study has been based on Dutch experiences in urban transport planning in the
Netherlands as well as in developing countries. Also use has been made of experience
and knowledge of public transport systems in other European cities. Especial attention
has been paid to those aspects in urban transport planning, which relate to the
application of experiences and methods in Dutch urban transport planning in cities in
developing countries.

The three case studies, which the project presents, are:
The Netherlands: Rotterdam
Developing countries: Tirana (Albania) and Maputo (Mozambique)

The outcome of the study consists of a range of methods and instruments that could be
the basis of a strategy for synchronising urban land use planning and the planning of
the urban transport networks. Attention is paid to the transferability of planning
instruments and legal and regulatory measures in the field of land use planning and
urban transport provisions.

This strategy would have the following policy objectives:
Efficient land use in urban areas.
Sustainable development of the urban transport system.

The relation with the urban land markets has also been considered at this stage as well
as the question how welfare of the poor relates to specific forms of urban transport
planning and urban land use.

Implementation of the study

The implementation of the study has been as follows:
Desk study in the Netherlands (June 19 -July 7)
Field visit Maputo (July 8 -16)
Field visit Tirana (July 23 -30)
Field visit Rotterdam (July 31 - August 4)
Elaboration draft final report including the three case studies (August 4 - 16)
Upon receipt comments from World Bank elaboration final report including example
boxes (August 31)
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The major part of the study consists of the three case studies of the cities.

The structure of the report is as follows:
Introduction
Description of three case studies (Rotterdam, Tirana, Maputo)
Comparisons and general conclusions

The example boxes will be part of the three case studies.
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METHODOLOGY OF THE STUDY

The major part of the study consists of the three case studies: Rotterdam, Tirana and
Maputo. For these three cases some general and more specific elements of
interventions and instruments will be described and discussed. Some
recommendations will be given as well.

The case studies give an overview of how transportation investments and land use
control and planning have influenced metropolitan forms, and how that metropolitan
form has, in turn, influenced:

where people - particularly the poor - live and why;

where main employment locations - particularly those for the poor - are, and why;

why, how, and how much people in the region move around.

In addition to reviewing instruments for land use and urban transport planning, attention
has been paid to the influence of geo-political factors as:

distribution of political power, including problems with land-ownership or land

reform;

metropolitan and municipal governance and finance structures;

national priorities and policies vis-a-vis housing or industry;

law and regulation enforcement and corruption.

In the process of building the case studies the metropolitan/city region will be analysed
on a spectrum for a number of different indicators, as suggested below:

Metropolitan Land Development Practices and Policies

I [
: ConcertedMHighly Regulated Informal 7 &d Hoo ©

Major Transport Investments

Government-led Private-zector initiated

Regulations and Institutions

1
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Land and Housing Markets
f i
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Municipal Finance Policy
1
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The principal relevant historical developments and current attributes of metropolitan
development will be described, with respect to:

Significant investments in transport.

Urban development or guidance plans and land use control mechanism.

Other significant geo-political influences.

Geographic or climate constraints.

We will assess the impact of the following factors as explanations of the effectiveness
of land use / transport co-ordination:
Market imperfections associated with degree of transparency and openness of
markets; pricing, anti-trust/competition problems, lack of credit, etc.
Policy co-ordination both on a jurisdictional level (e.g. how to overcome inter-
jurisdictional competition) and functional level (e.g. between and amongst
agencies).
Degree of decentralisation and institutional capacity at each level.
Comprehensiveness in planning and co-ordination of major investments.
Political will.
Value capture from users and beneficiaries.
Cultural factors including discrimination.

Rotterdam and urban land use and transport planning in The Netherlands

The governmental structure in the Netherlands is built-up along three levels: central
(state), provincial (regional), and municipal. The responsibilities of each governmental
level is fixed in law. The Physical Planning Act defines the role and function of each
government level in physical planning. At each levels plans are elaborated and
approved by government decision in a hierarchical way. An important element in the
planning process is the legal system of public consultation and appeal against
government decisions.

At central level policy reports, structure sketches and structure plans for individual
policy areas, which have a physical planning dimension, are developed. A relevant
policy document is the Fourth Report on Physical Planning in the Netherlands (1990).
This report outlines the approach the Government of the Netherlands intends to adopt
in its spatial policy for the 21st century. In 2000 the Fifth Report on Physical Planning
will be published. An example of another relevant policy document is the Second
Transport Structure Plan, which also will be updated in 2000.

An important instrument at provincial level is the Regional Plan. As Provincial
Governments have to approve the municipal Land Use Plans, they use the Regional
Plans as reference for appraising these municipal plans.

D20000807.doc
15 August 2000



> i Z

The municipalities have to elaborate two types of plans: Structure Plans on future
development options for the municipality and Land Use Plans. Land Use Plans have a
obligatory character in terms of prohibiting or permitting specific types land use and
affects the citizen directly. Its status is fixed in the Physical Planning Act and is the
most powerful instrument of physical planning in the Netherlands. Requirements from
other acts should be taken into consideration in the Land Use Plans, e.g. the Noise
Abatement Act against measures against traffic noise.

The Second Transport Structure Plan identifies three quantified objectives for the year
2010 in terms of:

Improvement of amenities.

Accessibility.

Managing mobility.

This strategy was to be achieved in five steps:

1 Tackling the problems at their roots: clean and safe vehicles.

2 Managing and restraining mobility: reducing growth of number of kilometres.

3 Improving alternatives to car use: improving public transport; stimulating cycling
and car sharing.

4 Offering selective accessibility by road: extension motorway network; special
facilities for specific groups of road users.

5 Reinforcing the foundations for policy making.

In the study we will focus on the specific Dutch location policy, which fully uses the
instruments of the Physical Planning Act. This location policy has five important
elements:

The proximity principle: getting origins and destinations of trips together as closely
as possible.

Accessibility profiles: getting the right businesses in the right places in terms of
transport needs.

Parking policy: reducing parking capacity when there alternative modes.

Traffic calming and limiting car access.

Development of railway station zones.

The case study for Rotterdam will be based on two periods:
1945 - 1975;
1975 - 2000.
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The period 1945-1975 will describe the reconstruction process after World War Il. The

central part of the city of Rotterdam was totally destroyed. There was a total chaos and
people were desperately about the future: how to rebuild the city? Therefore, a master
plan was elaborated.

Also the period between 1975 and 2000 is interesting for comparison with the situation
in developing countries. Several planning measures and instruments have been
developed in the field of urban land use planning and the planning of transport
provisions and some of these could be used in similar situations in cities in developing
countries. Also examples of failure of the application of planning measures and
instruments in Rotterdam may be useful to understand processes and instruments
about land use control and transport planning in developing countries.

The study starts with a review of literature about Rotterdam in the two time periods
(1945-1975 and 1975-2000). Specific studies like the Regional Traffic and Transport
Plan (RVVP) will be discussed. Also national plans will be examined to search for the
role of the national government. Furthermore attention will be paid to the Basic Plan
that was introduced immediately after the end of the Second World War in 1945.

Two specific issues will receive special attention in the case study on Rotterdam:
Basic Plan.
ABC-location policy.

1) The Basic Plan of Rotterdam

The Basic Plan of Rotterdam (1946) will be described and discussed. Also the political
and institutional issues relevant to the period after the Second World War will be
discussed in the case study of Rotterdam.

Furthermore, specific issues from the period 1945-1975, which may be compared with
situations in developing countries will be discussed.

2) ABC location policy

ABC location policy is a specific instrument to combine land use and transport policy.
In the Netherlands a special instrument has been developed to control land use in
relation to the use of infrastructure: the ABC location policy.

Although the experiences from this policy are not directly transferable to cities in
developing countries, the used planning instruments are definitely worth wile to be
examined for developing countries.
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Also the following points will be examined as well, although less in detail than the first
two mentioned items:

The (sometimes conflicting) competencies of the several institutions in Rotterdam
who are influencing the relationship between urban land use and transport
provisions

The Department of Traffic and Spatial Development is the overall planning department
for land use and transport in Rotterdam. One the other hand some other departments
with more economic power also influence land use and transport provisions. For
example the Developing Organisation of Rotterdam, OBR, has in a way a lot of power.
Furthermore the Department of Construction, GW, must fulfil directly the needs of the
planners of the Department of Traffic and Spatial Development. Last but no least, the
power of the Municipal Port Authority of Rotterdam is very strong, because of national
importance and economic interests.

Investments in infrastructure last years

The ring road has been realised last decades. The metro system has also been
realised and is further under construction: some extensions will be made. The tram
system is also of great importance. At the moment in the Netherlands a new type of
railway system is discussed called light rail. Rotterdam wants a light rail system too, but
the national government must pay for this. If this system is not in time this will have
negative consequences for the new planned areas: the VINEX locations.

The role of private companies

Which private companies play an important role in Rotterdam? What is the role of the
financial institutions? How are private projects realised?

The role of national, regional and local government in planning and management of
transport infrastructure

Transport infrastructure system forms a network of administratively overlapping
elements: national highways, regional roads and local roads and networks. How do

governmental institutions deal with this?

Other instruments regarding transport and land use policy

D20000807.doc
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The parking policy is an instrument that will be examined in more detail. How do pricing
policies for parking influence the modal split? The role of the public transport system
will also be examined more in detail. What kind of developments are to be noticed both
from institutional point of view as well as in general regarding modal split and tariff
setting?

Tirana

The main challenge in the relationship urban land use and transport planning in the city
of Tirana is to cope with the exponential growth of the use of private cars. Before 1990
there were no private cars in Tirana. Therefore, in the design and planning of the city in
the period before 1990 almost no attention was paid to circulation and parking of
private cars.

Due to recent political and economic developments in the region Tirana witnessed an
inflow of basically rural persons. The need for urban and sub-urban public transport is
growing very fast and the city council is presently in a process to develop new
instruments to face this new challenge.

Tirana is also a good example to look for the relationships between political systems
and the development of instruments related to urban land use and transport.

Another relevant issue which will be taken into account is the future development of the
Durres - Rinas Airport - Tirana area and its consequences for accessible and
affordable urban transport. Diirres is the main port of Albania at a distance of 35
kilometre from Tirana, while Rinas Airport is situated between Durres and Tirana.

The case study will focus on these new developments.

Maputo

The case study Maputo will pay attention to four principal kinds of access problems
experienced by the poor of Third world cities:

Physical proximity to transport facilities.

Ease of access onto public transport vehicles.
Affordability of public transport services.

City-wide access provided by the transport system.

S\ e

The study will describe how Maputo developed from a small town into a city of more
than one million inhabitants. The history of the city of Maputo is interesting. Until 1975 it
was colonial centre characterised in the physical lay-out by racial segregation.

D20000807.doc
15 August 2000 l 2



> i Z

After the independence in 1975 Maputo witnessed a huge inflow of most rural
population into the city centre as well as in sub-urban areas. Many problems arose
concerning property of land and former land claims.

New urban planning instruments were developed and applied and several upgrading
projects at neighbourhood level were started in Maputo. Physical proximity to transport
facilities and access onto public transport vehicles were explicitly taken into
consideration.

Various measures have been undertaken to stop this inflow of rural population into
urban areas with different degrees of success. A striking example was the so-called
Operation Production, which moved unemployed rural and sometimes even urban
population from Maputo to the rural areas, The civil war, which started in the eighties
and ended in the early nineties, however, led again to uncontrolled growth in the
Maputo area. The case study will look for recent changes after the ending of the civil
war.

Affordability of urban transport services is one of the main problems in Maputo. It is
estimated that workers spend per month between 30 - 40% of the minimum wage to
urban transport. The public transport company of Maputo is in financial crisis and the
citizens depend on informal private passenger transport, which apply tariffs set by the
government. The accident rate of this type of informal private passenger transport is
extremely high.

Especial attention will be paid to the role of the municipal authorities in land use
planning and urban transport.

D20000807.doc
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1 CASE STUDY ROTTERDAM

1.1 Introduction

The city of Rotterdam is the second largest city of the Netherlands with 700.000
citizens within its borders. The urban region of Rotterdam counts about 1.3 million
citizens. Nowadays Rotterdam is best known for its reputation of having the largest port
of the world. In the 17th century however, the Dutch “Golden Age”, the port of
Rotterdam was only of small significance to the Dutch economy. Because of its
favourable geographical position, with excellent hinterland connections to the centre of
the German industrial activities, the economic importance of the port has been growing
fast in the last two centuries.

The maritime and hinterland connections of Rotterdam
In this chapter Rotterdam will be described from three points of view. First of all the city
itself will be described in more detail. For purpose of illustration some figures about
transport issues, like use of cars, public transport and cycles are included.
Furthermore, the relation between the city, the province and the national government is
indicated to create more insight into the political balance in the Netherlands and the



responsibilities of the various authorities. Secondly, the period of reconstruction after
the Second World War is described. The Basic Plan of Van Traa (1946) is an important
element of this period and will be given attention in detail. Thirdly, the planning
departments, instruments and examples of land use plans and infrastructure plans of
the city will be described. Also some other departments (land use and transport) and
instruments used by other authorities (national and province) will be introduced.

1.2 Rotterdam: the city, the region and the port of Rotterdam

The city of Rotterdam can be regarded from three levels: the city, the region and the
port. The city has developed rapidly in the last decade. It is considered one of the
major economic attraction points of the Netherlands. This process of growth is still
going on as a result of the amount of space available for the construction of huge
buildings for economic activities. Part of these plans is the creation of a totally new
Central Station area with extensive space planned for new economic development.

The region includes the cities Rotterdam, Vlaardingen, Schiedam, Spijkenisse and
Capelle a.d. IJssel. This area is a major spot on the map of the Netherlands. It is the
southern part of the ‘Randstad: a metropolis consisting of four agglomerations:
Amsterdam, Utrecht, The Hague and Rotterdam. The metro system and the highway
system are designed for this regional structure. Capelle a/d IJssel and Spijkenisse
already have a direct connection with the metro system of Rotterdam. Vlaardingen and
Schiedam are about to get one in 2002 with the new Benelux connection in the
Northwest part of the region.

The port of Rotterdam is a very specific area. Following the good connections with the
North Sea and the hinterland (especially Germany) through the Rhine, Rotterdam has
grown historical towards one of the largest ports in the world. People in Rotterdam are
very proud of this fact and many depend financially, directly or indirectly on the success
of the port. The development of Schiphol Amsterdam airport and the port of Rotterdam
as international main ports is regarded by the central government to be crucial to the
Dutch economy. The Dutch government sees the strengthening of these two as a key
issue of national planning policy. A political and public debate about the extensions of
these main ports during the last decade, made it clear however that economic interests
can not automatically prevail above for instance environmental interests. The new
planned extension of the port of Rotterdam, “de Tweede Maasvlakte”, has to include a
certain degree of nature next to the envisaged port activities.



The City and the Region of Rotterdam

1.3 Governmental responsibilities in the Netherlands: three levels

Three levels of government exist in the Netherlands: national government, province
and municipality. All levels have their own responsibilities.

The national government makes use of strategic instruments like Policy Reports. The
current report for land use is called the Fourth Policy Report on Physical Planning
(VINEX), which is made under responsibility of the Ministry of Housing, Physical
Planning and Environment. It deals with issues concerning the development of
infrastructure in the Netherlands. Transport is discussed in a separate Policy Report:
the Second Structure Plan Traffic and Transport (SVV Il), which is made under
responsibility of the Ministry of Transport, Public Works and Water Management.

Most of the investments (about 95%) of infrastructure are made by the national
government. The province and municipalities depend very much on the national
government for these investments.

The second level of government is the province. This level is responsible for the control
of land use plans, developed by the municipalities. The Regional Plans are used for
this purpose. In some cases, like in Rotterdam, there is a regional authority in between
the authorities of the province and the municipality. Some tasks and responsibilities of
the province are taken over by this regional authority. Some major tasks of the region



of Rotterdam are mobility and infrastructure policies as well as the major VINEX
extensions of land use plans®.

A detail worth mentioning is that in the recent past some regions were designated to
become newly established provinces. The region of Rotterdam was pre-qualified to
become a new province and therewith to be separated from the rest of the province of
South Holland. The citizens of the region were asked for their opinion in a referendum
in 1997. Finally the proposal for a new province of Rotterdam was rejected. The power
of the region remained the same on paper, but in practise it decreased.

The third level of government is the municipality. The municipalities are the direct
planners of land use in the land use plans. The way of operating in land use plans is
very strict. In the “Physical Planning Act” there are strict rules and procedures on how
the municipality must operate when a new project is undertaken. The province must
monitor the municipality and can cancel the validity of a land use plan if thought
necessary. This is also stated in the Physical Planning Act.

Some major cities have one more, lower level of government, the districts. Rotterdam
is also divided in districts. These districts are responsible for policy issues like social
safety. Land use plans are also part of the responsibility of the districts.

1.4 Basic information about land use and transportation in Rotterdam

In this section some basic information about land use plans and transport is stated, like
figures of car use and public transport. First we discuss the increase in the number of
cars and the increase in car-use, which is one of the major problems for the
municipality to solve. The negative effects of car-use are considerable, because of the
accessibility and environmental problems.

The number of cars per citizen has increased enormously since 1950. In major cities
the growth is less then in other areas of the Netherlands, because of the accessibility to
public transport. Nevertheless, problems caused by cars in the major cities are
enormous, because of the high occupation figures in the centres of the cities.

The counting of cars in Rotterdam is separated into three levels: the agglomeration, the
city and the inner city. Three cordons are defined as a reference for the counting of
cars. The number of cars did increase much during the period 1987 - 1993. During the
period 1993 — 1997 the rise of intensity was less.

! VINEX locations are new development spots in the Netherlands, as decided by the national
government (VROM) in the Fourth Policy Report on Physical Planning Extra (VINEX). Most of
these locations have a planned combination of new houses and economic activities. All VINEX
areas shall be connected to the public transport network. In the Rotterdam region a total of
53.000 houses will be build in the entire VINEX period (up to 2010).



Buitenste ring: Middelste ring: Binnenste ring:
agglomeratiecordon ruitcordon binnencordon

Three cordons are distinguished in Rotterdam: outer ring (agglomeration); middle ring (diamond cordon) and inner ring
(inner cordon)

Furthermore one can see that in the inner city the increase was in both periods less
than in the agglomeration. In the figure with schemes for the three cordons one can
see these differences. Most problems were to be expected on the highways of the
agglomeration where car traffic had no alternative in the shape of public transport.



The period just before the Second World War was of great influence for the change of
thinking about physical planning in the Netherlands and in other part of Europe. From a
demographic point of view, looking backwards to old habits and situations, the old kind
of physical planning more or less coincided with physical borders and architectural
issues. Research was done by looking at the development of an area during the last
years and decades. The new way of town planning, where the architectural part was
separated from the social-economic research, had to be performed in the case of
Rotterdam, because the pre-war situation was considered totally different from the
situation after the war. Therefore one could not only look backwards. Research had to
be stressed in a way of looking at the future and taking social economic and political
influences more into consideration. The Basic Plan of Rotterdam is therefore a good
example of Post Second World War period of town planning in the Netherlands and
even in other parts of Western Europe.

1.5 The Basic Plan of Van Traa, 1946

During the war the Germans had asked Witteveen, a Rotterdam planner, to make a
new plan for the city of Rotterdam. The start of this plan was quite quickly and after one
month the first draft version had been made by Witteveen. The Masterplan of
Witteveen had the same principle aspects as other major plans of that period: e.g. the
Extension Plan of Amsterdam (1934), like setting up a structure of major roads and
planning park sides.

The development of the Masterplan of Witteveen was not as successful as the first
month when the plan actually was made. This was caused by several reasons, of
which one was the declaration of the war by the USA towards Germany. Trade
overseas became less interesting and so became the harbour of Rotterdam. The
construction of the plan of Witteveen ended when Witteveen had some difficulties with
the details of the plan, at the end of the war. Early 1944 the Hofplein area, one of the
most important areas of the Masterplan, was defined by Witteveen. However, the
architect, Oud, had a different point of view. The two men could not come to an
agreement. Another cause for the ending of the period Witteveen was the introduction
of “the neighbourhoods”. This was a new vision introduced by Bos. The city was not
anymore considered one physical entity but consisted of different units of smaller cities
as the city itself became larger. The introduction of this principle did not match with the
idea of Witteveen.

After Witteveen, the director of the Van Nelle factory Van Leeuw took over the co-
ordination of the reconstruction of Rotterdam. Together with other businessmen Van
Leeuw discussed the expected changes in the world economy after the Second World
War and its effect on the Rotterdam plan.



The discussions had an economic point of view, which was also of influence on the
way of thinking about the new construction plan. Social economic planning became
more important; looking forward to the things to come in stead of looking backwards in
a demographic way. Thinking about the perspectives life would have after the Second
World War, which were expected to be positive, good houses of a standard level had to
be planned. Van Traa made some small changes to the plan of Witteveen and the
“Basic Plan of 1946” was made.
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The Basic Plan of Rotterdam

This Basic Plan for the reconstruction of Rotterdam can be considered as one of the
landmarks of modern town planning in the Netherlands. It has been praised because of
its scientific and democratic method-freeing town planning from the constraints of
personal preferences and artistic convictions and transforming it into a scientific
discipline. The Basic plan was more a programme than a plan; it divided the city into an
indefinite number of neighbourhood units, leaving future social and economic
tendencies to decide the size and structure of the city. The classical town planning
practices portrayed the city, while the Basic Plan projected an image of an entirely new
city.



It meant the start for a post-war town planning tradition in the Netherlands which paid
attention to the concepts of mobility versus place and content versus form. The
increase of mobility as a consequence of the introduction of new means of
transportation and communication was redefining the position of towns and regions in
constant terms.

The first two major projects that where constructed by the late forties were the
“Groothandelsgebouw” and the “Lijnbaan” at the end of the 40's. The
"Groothandelsgebouw" housed a large number of wholesale companies. A special
feature was the possibility for cars to enter the building. The "Lijnbaan" combined two-
stores shops with high-rise apartment buildings. It freed the shops from their
superstructure adding a row of flats at right angles to the shops. After these projects
the construction of new buildings went very slowly.

The Basic Plan for the Reconstruction of Rotterdam served as a sort of prelude for the
'Randstad' (‘border city"), a band of cities linking Utrecht, Amsterdam, The Hague and
Rotterdam, forming a semi-circular urbanised area surrounding Holland's 'green heart'.

As said before, the Basic Plan represented a new approach to town planning by
establishing close links between town planning and social and economic planning. For
the first time town planning included issues like the physical distribution of human
(economic) activities). Town planning developed into a discipline involving policy
making imposing the need for the state to possess adequate planning capacities.

The Korean War in 1952 changed this slow process and the Marshall Program actually
caused a speed-up of the reconstruction of Rotterdam. The possibilities for the Port of
Rotterdam had grown and business was back in Rotterdam.



2 DEPARTMENTS, INSTRUMENTS AND EXAMPLES OF LAND USE
PLANNING AND TRANSPORTATION

In this chapter several planning departments related to land use planning and
transportation will be described. Also several planning instruments will be introduced.
Furthermore some examples of land use planning and transportation will be described.

All descriptions are somehow related to Rotterdam. Because all three levels of
government are involved in land use planning, the national and provincial departments
responsible for land use planning and transportation will be described as well.

2.1 Departments for land use planning and infrastructure

2.1.1 National

The national government is responsible for the overall policy in the Netherlands. The
most important ministries for land use and transportation are:

= Ministry of Housing, Physical Planning and Environment (VROM)
»= Ministry of Transport, Public Works and Water Management (V&W)

Other important ministries regarding this issue are the Ministry of Finance and the
Ministry of Economic Affairs. The Ministry of Finance is getting involved more directly in
the planning phases of major building and infrastructure plans. Herewith the Ministry of
Finance is trying to find private partners to go into a Public Private Partnership (PPP)
construction with governmental departments and private partners. The Ministry of
Economic Affairs also deals with major building plans by giving visions on how
economic positions of the Netherlands can be improved and what effects certain
measures have on economic situations in the Netherlands.

Ministry of Housing, Physical Planning and Environment (VROM)

The strategic vision of physical planning starts at the Ministry of Housing, Physical
Planning and Environment (VROM). Here policy for the Netherlands is stated in official
reports for physical planning. The report used at the moment is the Fourth Report on
Physical Planning Extra (VINEX). As a result of this document many new houses are
built and will be build in the Netherlands in VINEX locations. We will discuss a VINEX
location in the Rotterdam region: Midden IJsselmonde. A new policy view, the Fifth
Report, will be published soon. This Fifth Report will express the overall future plan for
the Netherlands for the years to come. Many organisations (governmental and non-
governmental) have taken part in the process to make the document. The document
will be an official report and will replace the Fourth Report.

Ministry of Transport, Public Works and Water Management (V&W)
The ministry responsible for traffic and transport issues at a national level is the
Ministry of Transport, Public Works and Water Management (V&W). This ministry also



publishes a policy report . The current report is called SVV2. Soon a new report, NVVP
(National Transport and Traffic Plan), will replace SVV2. The NVVP was also
processed with involvement of several organisations all over the country, both
governmental and non-governmental.

2.1.2 Provincial

The province of South Holland (ZH) is the province in which Rotterdam is situated.
South Holland contains two of the four main cities in the Netherlands. Besides
Rotterdam, The Hague is also situated here.

Department of Physical Planning South Holland

The province supervises all major land planning issues. After a strategic vision is stated
by the national government (VROM) the province makes regional plans for its area.
The regional plans are the basis for further land use plans by the municipalities/cities.
The regional plans are maps in which the province’s view on land use options is
expressed.

One of the major issues in ZH regarding public transport is the construction of a new
system of light rail, called Randstad rail. It is a new connection between The Hague,
Rotterdam and Zoetermeer. Most of the connections between Rotterdam and The
Hague already exists, but this link still has to be improved to guarantee better
accessibility by the new light rail system of Randstad rail. Between Rotterdam and
Zoetermeer a new link will be made (planned for 2010). This connection, called the
ZoRo extension, is initiated by South Holland in combination with the regions of The
Hague and Rotterdam. (The regions are the first responsible partner for public
transport in South Holland). The plan needs to be approved by the Minister of
Transport. For this purpose a feasibility study has been finalised. The actual study has
recently started and will be finished soon. The construction of Randstad rail depends
upon the funding that is needed for the project. Part of the funding needs to be done by
private investors.

Randstad rail is of great importance for further development in the area of South
Holland. When the new light rail system will be there new houses and offices will be
situated along the new rail system between The Hague, Rotterdam and Zoetermeer. In
this way further growth of car use can be stopped as much as possible. Especially the
trips of 10-30 km are important for public transport in order to stop the growth of car
use in South Holland. The light rail system aims at trips of 10-30 km.

2.1.3 Local: Municipality of Rotterdam.

The following departments related to land use planning or transportation will be
described.

Department of Urban Planning and Housing (dS+V)

Department of Public Works (GWR)

Rotterdam Municipality Port Management (GHR)



Developing Department Rotterdam (OBR)
Rotterdam Electric Tram (RET)

Inner city of Rotterdam Port of Rotterdam

OBR GHR

DS+V

RET < > GWR

Relationship between municipal departments in Rotterdam

The integration level of the departments is high. All departments work together in
several projects. The Rotterdam Municipality Port Management (GHR)can be seen as
the development department for the port, whilst the OBR is the development
department for the (inner) city. The first movements for developments of projects for
the city are organised by the OBR (for the city) or the GHR (for the port). Furthermore
dS+V can be the initiator of planning projects which are of a more strategic scope.
DS+V is the department which co-ordinates the land use plans. GWR and RET are
involved in the process to carry out the plans. RET is carrying out the plans for public
transport. GWR is carrying out the plans for roads and cycle-lanes.

Department of Urban Planning and Housing (dS+V)

The most important department in Rotterdam for urban (transport) planning is the
dS+V. This is a department with an integrated well functioning organisation to make
plans for urban planning, housing and traffic and transport. There are several sub
divisions in dS+V: one for strategic urban planning, one for making land use plans for
parts of Rotterdam, one for Traffic and Transport issues, one for housing issues and a
separate division for communication. A team consisting of representatives of these
divisions makes most of the urban (transport) plans. Sometimes people from other
departments (e.g. OBR) take part in the team as well. This means that for big plans big
teams are necessary. This is why within the dS+V there is a separated division for
major land use plans, led by specific project managers.



A specific department taking care of the exploitation and enforcement of parking
facilities is the Parking Company Rotterdam (PBR) working in strong co-operation with
dS+V. This organisation exists about 10 years now, and has to deal with all operational
tasks related to parking of cars and bicycles. Markings on the road indicate where cars
should be parked. Furthermore, there are specific areas and buildings for the parking of
cars. These parking garages are increasing in number, so cars are less in sight of the
streets itself, which improves the quality of the urban space in general.

Department of Public Works (GWR)

The Department of Public Works calculates all kinds of constructions and makes cost
statements and budget programs for new plans. GWR is dealing with the preparation of
certain building areas, constructing of infrastructure and installation and maintenance
of the environment on the whole (buildings, infrastructure and green spots and trees).
Part of the GWR organisation is dealing with environmental issues like the green house
effect and pollution. Most plans made by the dS+V are constructed by GWR. For
instance, there is a plan to make new cycle lanes in Rotterdam. dS+V introduced the
view for the longer term, dS+V made a design for it and passed it through to GWR

Rotterdam Municipality Port Management (GHR)

The Rotterdam Municipality Port Management (GHR) is to a certain degree authorised
to do business independent from the municipality. Recently again nhew competencies
were received that will make GHR operations more flexible, which is regarded as
necessary to deal with economic strategic negotiations with private companies (olil
companies, distribution companies etc.).

The port of Rotterdam is very important for the city of Rotterdam as well as for the
Netherlands. The Minister of Economic Affairs and the Minister of Transport take an
interest in the well functioning of the port. This effects other processes in the
Netherlands for a great deal, e.g. employment and accessibility of the hinterland of the
Netherlands (and of the rest of Europe, e.g. the Ruhr area).

Special plans are made by the national government, the province of South Holland and
the city of Rotterdam to extend the harbour. A special extension project is Maasvlakte 2
(the Maasvlakte already exists and is the name of the large extension of the port in the
North Sea). Another important project related to the port activities is the construction of
a new railway towards the hinterland: the Betuwe-extension.

Developing department Rotterdam (OBR)

The developing department Rotterdam (OBR) is involved in economic plans in the city
area itself, especially the inner city. Investors who want to operate in Rotterdam are
negotiating with OBR about location and price. OBR is responsible for the land owned
by the Rotterdam municipality. Therefore OBR has a major role in new construction
plans (e.g. the new Central Station). For example one of the demands of the investors
is mostly that there will be enough parking places when a new building will be built. The
transport division of dS+V tries to limit the number of parking places because of the
accessibility policy (stop the increase of car use in the centre of the city). This conflict is
standard in the building process. Therefore the municipality has made a parking plan



for the whole city with standards and numbers of parking places that can be built. Of
course this is an starting figure, which will always be part of negotiations.

Rotterdam Electric Tram (RET)

The public transport company of Rotterdam is called the Rotterdam Electric Tram
(RET). The RET has a metro division, a tram division and a bus division. All three
division are under responsibility of the director of the RET.

In the Netherlands there are three phases of public transport planning: the strategic
phase, the tactical phase and the operational phase. In the strategic phase
Masterplans for new network are made. This part is mostly in hands of the government.
The tactical phase deals with certain lines of the Public transport (PT) network. This
phase is also mostly under control of the government, but PT companies sometimes
take over this task. The third phase, the operational phase, which deals with the time
schedules of the lines, is under control of the PT company. Most of the PT companies
are independent but not privatised, although some are now. The RET is still owned by
the municipality of Rotterdam, but has an independent status. The company is
responsible for its own profits and losses.

The RET busses are mostly city busses. The regional busses are mostly under control
of a company responsible for other areas in the Netherlands as well. For the province
of South Holland this used to be ‘ZWN Public Transport’. This company is taken over
by a company called ‘Connexxion’. The company Connexxion owns many other
networks throughout the Netherlands. The tram system in Rotterdam is 100% operated
by the RET. The RET has, together with the dS+V planned a Masterplan: TramPlus.
This Masterplan is part of many transport studies at the moment. Several lines will be
rebuilt to the standards of the new tram system. Some extensions will be made.

The metro system of Rotterdam is also 100% operated by the RET. At the moment
there are two major lines (east-west and north-south) with a junction at the centre of
Rotterdam: the Business Centre. Here the major activities in Rotterdam take place.
This is not the central station area, which is situated more to the north of Rotterdam.
The metro system will have a new extension in the western part of the region: the
Benelux extension, which will be opened in 2002 together with the opening of a new
highway tunnel. The metro is part of this tunnel.

Other organisations

Dutch Railways (NS)

In the Netherlands some non-governmental organisations also have a great influence
on land use planning and infrastructure. The most important is the Dutch Railways,
which has some departments involved in planning projects. An example of a project NS
is involved in is the Rotterdam Central Station project. The NS has a major influence on
the planning process of the station. NS is therefore partner in the project.

2.2 Instruments for land use planning and infrastructure

Here the specific instruments for land use planning and infrastructure are given at a
national, provincial/regional and local level. One of the specific instruments used by



governments on all levels is the ABC location policy. For each level the meaning of this
policy is stated.

National level

Physical Planning Act (Wet RO)

The Physical Planning Act defines the role of each government on the three levels:
national, provincial and local. In some cases some tasks of the province are taken over
by a fourth level between province and municipality: the region.

At each level plans are established by governmental decision. In general the
government of one higher level monitors the decisions taken by a lower level
government. E.g. the land use plans of the municipality are monitored and must be
approved by a commission (PPC) of the province.

Another important element of the Physical Planning Act is public consultation of and
appeal against planning decisions, which infringe on individual interests. Therefore,
before a plan is approved by governmental decision, citizens can give input to the plan
and state arguments against the plan officially.

Fourth Policy Report on Physical Planning Extra (VINEX)

The Fourth Policy Report on Physical Planning Extra (VINEX, 1990) is the current
physical planning policy on a national level. The follow-up of this policy is the Fifth
Policy Report on Physical Planning, which will be decided upon at the end of 2000. The
Fifth Policy Report is very important for the future of physical planning in the
Netherlands. The Fourth Policy Report Extra was looking at the major land use plans
and regional plans that had been made since as well.

A problem the national government is facing at the moment is the prices of the land in
the Netherlands. Speculations with land will cost the state a lot of money extra if
owners of the land already know the outcome of the discussions of the Fifth Policy
Report. Therefore a special law against these extreme land speculations must be
discussed first, before the Fifth Policy Report can be launched.

One of the important statements of the national physical planning policy is the ABC
location policy. The ABC location policy was designed to help reduce the growth of car
travel. It was first introduced in the Fourth Report on Physical Planning in 1988. The
policy aims to match the mobility needs of business and amenities with the accessibility
of different locations (‘the right business at the right place’). The core element of the
ABC location policy for companies is the classification of types of locations and types of
companies. Companies are graded according to access needs and modal shift
potential (mobility profile) while locations are graded to their accessibility by public and
private transport (accessibility profile). The accessibility profiles are graded A, B or C.
A-locations are highly accessible by public transport. B-locations are reasonably
accessible both by public transport and by private car while C-locations are typical car-
oriented locations. R(est)-locations have bad access to both the road system and the
public transport system. The mobility profiles have been determined for different
homogeneous classes of companies with comparable mobility characteristics. The
main differentiating characteristics are: work intensity, mobility of employees, the



visitors' intensity and the dependency on the transport of goods. The ABC policy thus
aims to match both profiles. To re-enforce the mobility effects, the ABC location policy
is further enforced by limiting the number of parking places on A and B-locations. This
ABC policy has been introduced after a rapid increase of the number of offices along
highways. The ABC policy has now been translated into regional plans and the
provinces approving the land use plans take the ABC location policy as an extra tool to
monitor land use plans of municipalities.

It is obvious that this ABC-location policy is only successful if other transport and land
use policies are implemented simultaneously like car pricing and parking policy (push
measures) and improvement of public transport services (pull measures).



Second Transport Structure Plan (SVV II)

The Ministry of Transport, Public Works and Water Management has stated the
national policy in the SVV Il. This policy report describes three major fields. First of all
the accessibility of urban and rural areas is a major issue. It is very important that the
economic areas remain accessible for business. Secondly the environmental aspects
of the urban and rural areas, like reduction of the emission of nitrogen oxides,
hydrocarbons and CO2, reduction of noise pollution and improving of traffic safety is
taken into account. Thirdly the mobility management aspect of encouraging a modal
shift from single car use towards car-pooling, public transport and cycling became more
important.

In 1996 two extra policy papers were issued by the national government: one for
passenger traffic with a core policy towards pricing methods and target groups for road
traffic. And one for freight traffic focusing on the modal shift from road traffic to inland
waterway and rail.

Long range Report on Infrastructure and Transport (MIT)

Yearly the Ministry of Transport, Public Works and Water Management publishes an
official report on long range plans on infrastructure: the MIT. This document is
discussed in Parliament yearly in November. In this month all parties and organisations
in the Netherlands are trying to get their regional and local plans in the document of the
Ministry of Transport to get funding from the national government, which is by far the
most important sponsor for infrastructure in the Netherlands. About 95 % of the amount
of money comes from the national government.

Provincial and regional level: Regional Plans

On a provincial level the most important instruments are the regional plans. These
plans are made for the province as a whole or parts of it. The land use plans of
municipalities must coincide with the regional plans of the province to get approval for
the land use plan. As the land use plan at the local level is the most important
instrument for physical planning, the regional plans are the most important instruments
to monitor the land use plans because the province must approve the land use plans,
taking the regional plans as one of the important instruments. Part of the regional plan
is dealing with the ABC location policy. This instrument is often used to check on the
land use plans.

Regional Structure Plans (VINEX period)

As a result of the Fourth Policy Report Extra (VINEX) in the region of Rotterdam 53.000
houses are planned. Most of them will be situated in the three major plans for
extension in the region: Midden IJsselmonde, Location 2B3 and Nesselande. These
three areas will be transformed enormously. Because of the regional scale of the
projects regional structure plans were made. These regional plans will replace the
existing regional plans of the province, which is special and unusual.

Regional Policy Report Traffic and Transport (RVVP)
The region of Rotterdam has stated its own Policy Report for Traffic and Transport
issues. Its deals with car traffic, public transport, cycling traffic, parking policy and land



use policy (e.g. ABC location policy). Core of the RVVP is the Select System approach.
This approach means that the target groups must get priority above the non-target
groups. Because of the specific traffic in the harbour, Rotterdam was the first region
introducing dedicated lanes for target groups. The national government planned the
lanes because the lanes are mostly situated at highways, which are controlled by the
national authorities.

Local level

Spatial Plan Rotterdam 2010 (RPR)

Rotterdam is developing fast and a new Masterplan for the vision in 2010 is made. The
plan is a process which means that the major lines for the development of Rotterdam is
on the map, but details still have to be elaborated upon in co-operation with local
developers and the citizens of Rotterdam as well. This communication process has
started at the end of 1999 with a bid open day in Rotterdam where many citizens were
invited to give their view on their own city.

+
i
Spatial plan for Rotterdam 2010

Land use plans

For specific parts of the Rotterdam land use plans? are drawn up. These land use plans
are very detailed and have an official status. For some special projects the land use
plan of a municipality or district must be reconstructed. E.g. one can not build a house
on a spot where a part of the development plan has the future option for traffic use.
When one still wants to build a house at that spot it is possible to ask the municipality
to revise that part of the land use plan. If the municipality approves of the new plan it
will be used officially in the revised land use plan. This may take a long time. Therefore

% In Rotterdam, the land is property of the city, controlled by the OBR. This is regarded as more
convenient for the realisation of infrastructure projects. Only some parts of the land in
Rotterdam are property of private parties



a special act is often used in the Netherlands called ‘Art. 19'. This act makes it possible
to speed up the building procedure. Whenever the land use plan has to be revised
because of planned projects or major extensions of areas, a procedure will be initiated,
which makes it possible for citizens to participate in the planning process. If citizens
have something against the new land use plan they can state this officially. Sometimes
the claims of the citizens have to be integrated in the land use plan before official
approval by the province will be given.

For transport plans (e.g. new highways) there is a procedure to revise the land use
plans in this area by a special law called the Tracewet (Extension-Act). The land use
plans of the local governments must be revised afterwards, taking the new extension of
the infrastructure into consideration. Here also the appeals of citizens must be taken
care of officially. With the introduction of the Tracewet it is possible to pass through all
legal procedures (which take a lot of time) together for different land use plans.

Local Policy Report Traffic and Transport (BVV)

Like the region of Rotterdam the city of Rotterdam has its own policy for Traffic and
transport. Most of the regional policies of interest to the city of Rotterdam are described
in detail in this document. The principles of the policy are the same for the region and
the municipality.

Detailed strategic reports for thematic issues (e.g. parking policy).

For some thematic issues a policy report has been drawn up. E.g. a special policy
document is issued for parking policy and cycling after official approval of the
municipality of Rotterdam. This policy document gives outlines of the most important
aspects of the thematic issues.

Parking Policy Report Rotterdam.

The municipality of Rotterdam introduces standardisation and norms for parking
places. Last year an update of the parking policy has been made. Herewith a separate
department for exploitation of parking facilities (PBR) can arrange for the organisation
of parking places in the city. In general there are norms for the amount of parking
places per project or area. In some cases people have to pay for parking places. The
strategy of the municipality is to make paid parking places for the whole area of the city
enclosed by the ring road of Rotterdam. The ABC location policy is part of the Parking
Policy Report Rotterdam because of the link between this location policy and the
parking policy.

2.3 Examples of projects on land use planning and infrastructure

In this chapter some projects are described that are planned or under construction.
First of all some specific land use plans will be described. Secondly some specific
transportation plans will be described. One can see that the integration of the plans for
land use and transportation are quite high. The co-ordination and communication
between experts of land use, physical planning and transportation must be very high as
well. In Rotterdam this is possible because of the organisation of the departments,



specially the organisation of the dS+V, which deals with both physical planning and
transportation issues.

Foko: Thijs Wolzak

One of the first extensions of post-war Rotterdam: Alexanderpolder

231 Land use and physical planning projects.

First of all some land use and physical planning projects will be described. These
projects are all in one way or another the result of the statements made in the strategic
Report on a national level in the Fourth Report on Physical Planning Extra (VINEX).
The province of South Holland has made some regional plans afterwards and
Rotterdam has made the land use plans



The Hague

Zoetermeer

Noordrand

Rotterdam

Midden IJsselmonde

RANDSTADRAIL

The locations of Midden-ljsselmonde, Noordrand and Maasvlakte

Regional VINEX-location Midden IJsselmonde

The first VINEX-location described is a regional VINEX-location at the southside of the
region of Rotterdam. Two villages are part of the plan: Barendrecht (east side) and
Albrandswaard (west side). Therefore it was very important that there was a regional
Masterplan for the development of this area. The plan was called Midden IJsselmonde,
named after the original name of this (green) area in the early days.

First of all several VINEX-agreements were signed up between the responsible
governments, the national, regional and local governments that were involved in the
plan. The agreements had to do with the number of houses to be built in the area and
the prices of the houses.

Also some agreements about the minimum level of infrastructure were signed.
Afterwards a Masterplan was drawn up by the dS+V, with the region of Rotterdam as
the constructor. The team consisted of a general project leader (management), a




physical planner, a landscape planner (for the ‘green’ part of the plan), an
environmental planner, a transport planner and a commercial planner of the OBR
(ground explanations). The duration of the making of the plan was about two years.
Many discussions with the province and the local planners were part of the making of
the plan.

Midden IJsselmonde

A lot of feed-back from the local planners made the plan just right to have a proper
implementation level, without losing sight of the aims of the region itself. Meanwhile,
with some draft plans of Midden llsselmonde in hands, politicians of all levels started
negotiating about several important issues: e.g. the construction of a new tram link
from the inner city of Rotterdam directly to Midden lJsselmonde. Although this was
foreseen in both the Masterplan of TramPlus from the RET and the Masterplan Midden
IJsselmonde of dS+V, the coming of the tram link was quite uncertain. A reason for this
missing link is the lack of money invested in public transport by the national
government (who has to pay 95% of the investment). To get a good exploitation level
5,000 houses had to be built in the area next to the tram link. This request of the RET
had a great influence on the project and the overall layout of the VINEX location
Midden IJsselmonde.

Although the plans for the area were made in consultation with all partners on all levels,
and the plan itself is satisfactory and integrated into the natural surroundings of the
location. However, it is still doubtful if the plan can be named a success if the tram link
is not constructed in the next few years. If the tram link is not constructed, this will
cause a lot of (unexpected) car traffic, which will have a negative effect on the
accessibility of and quality of life in the area as compared to the predictions made in
the Masterplan.

Midden IJsselmonde can be seen as an example of good planning instruments and
high integration level between governments and departments. Unfortunately, because
of a lack of financial capacity of the national government it is doubtful that the tram
connection to Midden ljsselmonde will ever be realised. From this point of view the plan
(in spite of all the instruments) is likely to fail in the end.

Developing plan Noordrand

An area that had some delay in the planning schedule is the Noordrand of Rotterdam.
This area used to be a part of the VINEX location ‘Noordrand 1-2-3'. After the delay of
Noordrand 1, the other two were planned and scheduled separately. The new plan was
called then ‘2B3'. The area left was the Noordrand 1 area, which had to be transformed
enormously: the local airport Zestienhoven had to be move northwards. The new plan,
initiated about 7 years ago, was called the Integrated Plan of the North end of
Rotterdam: IPNR. Not only the airport had to be replaced but the HST link,
Randstadrail, the new A13/16 highway and new houses and offices also had to be
integrated in the Masterplan. In the end of IPNR not much was done. The process was
too complex to be taken care of as a whole. So it was decided to separate the projects
and have a good co-ordination between the projects. HST and Randstadrail were the
first to be planned. New land use plans for the HST had to be made which gave
direction to the planning of the new houses and offices. In 1999 the official start of the



Masterplan for the houses and offices in the area was started again. Like in Midden
IJsselmonde a team of experts was formed, this time not from the region, but from the
city. The team had to study two things: the strategic planning of the area for the future
developments (starting in 2005) and the co-ordination of the impacts of the plans of
HST, A13/16 and Randstadrail on Noordrand area. These two-sided tasks both for
short time and for longer time made the project complex.

Noordrand is also an example of highly integration between transport sector and land
use sector. Lot of complex transport plans are part of the new land use plans of
Noordrand.

Port extension plan Maasvlakte 2

The Port of Rotterdam is one of the biggest ports in the world. The number of goods
transported by containers is growing yearly. The ships are becoming bigger in order to
reduce transportation costs. This is one of the reasons the port has been redeveloped
for last decades towards the sea side and new land in the North Sea has been
developed to cover the needs of the Rotterdam Municipal Port Management. The major
extension, the Maasvlakte, was an enormous step forwards for the port. At the moment
the port rail link is extended towards the hinterland, a dedicated rail link called the
Betuwelijn. Because of this new rail link the number of goods transported through the
harbour will probably increase even more. Therefore the new extension, called
Maasvlakte 2, is needed.

Maasvlakte 2 is a project initiated by the Rotterdam Municipal Port Management. The
national government wants the extension also, but it is studying if this solution is the
most efficient way of extension of the port. Together with authorities of all levels, the
national government and the Rotterdam Municipal Port Management are studying the
options to make a new extension. The effects on the environment are taken into
account in the study.

The National Planning Office (CPB) came up last year with results that the need for a
new extension is not as high as the Rotterdam Municipal Port Management proposed
earlier. Therefore new round of discussions started. If an extension must take place,
how big will it have to be to meet the needs of the Rotterdam Municipal Port
Management? Part of the study is the way of financing the project. There is a possibility
to make the project a PPP project. Private investors must step into the project to make
it more efficient for the (national) government. Maasvlakte 2 is a commercial project
and therefore interesting for private partners. In this way both government (lack of
money) and private partners (commercial activities) are interested in PPP
constructions. That is the major thought about the financial side at the moment. How
large the investment of private investors will be and in which way it will be organised is
not certain at the moment. The process will take at least some years before a solution
will be found.

Maasvlakte 2 is an example of a complex project where national and local interests
comes together. At the same time, the interests of the national government and the
municipality of Rotterdam are different. Communication and negotiation between both



governments are complex. This process becomes even more complex when third
parties will be introduced as partners in the PPP process.

2.3.2 Transportation projects

Rotterdam Central Station

The coming of the new HST link of is the start of the new Masterplan for the central
station area. In 2005 the station must be ready to have a dedicated track for the HST.
The link itself will be built also before 2005. Major parts are now under construction. In
Rotterdam the HST link is attracting special attention in the north part of the city, where
a totally new link will be constructed (see also Noordrand).

The restriction of the central station has a great impact on the city. At the moment the
connection of the Central Station area with the inner city is not very good. Trams,
buses and cars (taxis) are driving around the station confusingly while pedestrians
have to look twice before knowing which way to go to the inner city. This situation must
be solved within the new Masterplan of Rotterdam-CS.

In total there are three phases of the Masterplan. First of all is the realisation of the
HST in 2005. New rail tracks and pedestrian routes must be realised then. In 2010 the
second phase must be finished with new buildings between the station and the
Hofplein area on the east side of the station. In the third phase even more offices and
shopping malls will be realised here. This phase is generally planned between 2010
and 2030. In this way Rotterdam has created a new attractive area after the finishing of
the development of the current construction area near the river: Kop van Zuid.

The Masterplan Rotterdam CS is a huge plan with all kind of disciplines, like physical
planners, architects, transport planners, developing managers, banking sectors,
involved. The co-ordination of the plan is very complex. Visitors of the city can get
information about the project in the city information centre, situated in the business
centre of Rotterdam. Here all kinds of material can be found. In this way the population
of the city is very much involved in the realisation of the project.

Light Rail System Randstadrail

Between the Rotterdam agglomeration and The Hague agglomeration a new light rail
system will be built, called Randstadrail. At the moment there is one train link, running
through Delft. This line is functioning well, but it is not enough to cover the area with
high quality public transport. Therefore a new light rail system is planned about 10 km
on the east side of the existing line. The new light rail system will connect the centre of
Rotterdam and the centre of The Hague and will also connect the villages and houses
in between the two cities. This high quality form of public transport is an important new
system for the Ministry of Transport as well as for the two regions, three big cities
(Zoetermeer will also profit from the connection) and the province of South Holland. All
levels of governments are involved.

Because the high costs of the new system (originally about 3 billion USD) the system
was studied again. Afterwards a new plan was made with a three-phase approach, the
first phase could be agreed upon. The first phase would cost about 0.5 billion USD. All



governments signed this agreement, although nobody was really considering this plan
as the major plan of Randstadrail as was projected earlier. Because of budget
problems of the state, the agreements had to be signed (better some connection than
nothing at all). After the signing of the agreements studies went on and all authorities
came up with new plans and new figures. This process is still going on and a real
decision has not been made yet. For Rotterdam the most important step is to connect
the new light rail system with the Rotterdam Central Station and the existing metro
system. If and when this direct connection with the Rotterdam metro system will be
realised is not clear. Hopefully the plan can be realised in co-ordination with the new
Central Station. Otherwise one misses a great opportunity which will be difficult to solve
later.

Randstadrail is an example of a major infrastructure project initiated and supported by
all levels. The high ambitions of the project had to be reduced because of lack of
financial capacity. Introducing private partners in a PPP kind of construction can solve
this lack of financial capacity. The private partners for public transport are project
developers who have interest in improvement of accessibility. Project near stations of
public transport can be very profitable. By introducing private partners in the beginning
of the project both government (lack of money) and project developers (profitable
station areas) can take advantage from a PPP construction.

Select System and Rekening Rijden: tolling systems on highways

For years there is a discussion going on in the Netherlands on how to solve the
congestion problems in the Netherlands. The national government came up with a plan
for a peak hour vignette. This plan did not make it in the Parliament. After the vignette
discussion the national government designed a new plan, called Rekening Rijden. The
Ministry of Transport had full responsibility to work out this plan in the Netherlands, and
regions did not co-operate very well. This was about 5 years ago.

In the meantime in Rotterdam specific lanes for freight traffic were made on parts of the
highway. This plan of target groups that had been implemented successfully was to be
introduced on the total ring road of Rotterdam. The target group should include freight
traffic, buses, car-poolers and commercial traffic. Because car-poolers and commercial
traffic were difficult groups to enforce and to define, Rotterdam came up with a plan to
introduce a pricing system as in the Rekening Rijden system. The launch of this idea
was in 1995 and for about four years the discussion with the Ministry of Transport and
all kinds of organisations involved went on. The discussion still has to be finalised in a
proper way although there has been some agreement about a mixed system between
toll roads and Rekening Rijden. The national government wants to experiment with the
toll road systems soon. Rotterdam and Amsterdam are on the list to do the
experiments, after the Parliament has agreed upon the total agreement signed by the
minister and the regions. This is necessary, because a new act for Rekening Rijden
should be drawn up in order to implement the system. The technical problems have
been solved in the last 3 years by doing some test nearby Utrecht on highway A12.

The new tolling system on the highways has two aims. First of all the congestion during
peak hours will be reduced. Secondly the revenue of the toll can be used to build new



infrastructure in new PPP constructions. The organisation of the toll system can
provide a high quality highway and with the banking business involved new roads can
be constructed as well as paid back by the tolling system. PPP constructions are very
likely to be set up when tolling systems will be introduced. This because the revenues
of the tolling system can be seen as a commercial activity, which can be profitable for
banks. Furthermore the lack of financial capacity will be reduced by introducing private
partners. This is in return profitable for the (national) government. In the Netherlands a
lively discussion is taking place about these toll projects. In the future toll ways will be
introduced for certain, either one way (Rekening Rijden) or the other (Select System).

The policy for tolling systems in the Netherlands is an example of long-term strategy of
the national government where involvement of the regions is crucial in the
implementation phase. Conflict between regions and national government can be
solved by bilateral agreements were new investments in (light rail) infrastructure is part
of the agreement. Inn this way a measure can be introduced both for reducing (single)
car use as well as to obtain financial capacity for investments in infrastructure.



3 GENERAL CONCLUSIONS

In the Rotterdam case study an overview of the departments, instruments and
examples of land use planning and infrastructure in this area has been given. Now
some general remarks and conclusions are drawn to survey the different powers and
aspects involved in land use planning. The descriptions all are related to the Rotterdam
case study but can be seen as an example for the Dutch situation in general.

Political

The political situation in the Netherlands is very stable. Views and strategies of parties
can differ, but compared to other parts of the world, the Netherlands has a smoothly
operational political system. Not only in the official organisations like the parliament, but
also in non-official meetings between organisations (social dialogue) there is much
consultation on how to integrate different point of views. This communication system
costs a lot of time but it functions well. In the Netherlands this system of social dialogue
is called the ‘Poldermodel’.

Civil departments

The number of civil servants is high. For the Rotterdam departments the number of civil
servants involved in land use planning is about 3000. Counting the civil servants on
other levels one can say that for the area of the region of Rotterdam about 5000 civil
servants are involved in the land use planning and infrastructure projects. Although the
number of civil servants is high, the organisation of the departments is quite good.
Departments are communicating well with each other about the projects and the project
teams installed specifically to carry out a project are functioning well. The
communication level is high which is important to get a good understanding from the
local public, which again influences the political decisions.

Financial

The financial situation is good in the Netherlands. However, the national government is
always trying to search for new possibilities to cover the spending on infrastructure as
much as possible. This is why the Private, Public Partnership (PPP) projects are
introduced. These PPP organisations will play an important role next decades in the
Netherlands, especially with the introduction of the toll roads.



Land use planning

Land use planning in the Netherlands is strictly monitored by three levels of the
government: national, provincial and local. Through several acts and agreements the
government is planning new housing projects for the future. This strict supervision is
necessary, especially in the Netherlands because it has a large population on a
relatively small part of the world. Cities are growing towards each other and living in
urban areas becomes less attractive when growth of population continues.

The most important act is the Physical Planning Act. One major aspect of the act is that
citizens are well protected from overruling by the government, through special notes in
the act. Communication between citizens and government is officially stated in the act.
The land use plans of municipalities are the most important official plans that have a
direct effect on projects to be constructed. These land use plans are checked by the
province in regional plans. The national government makes Policy Reports to give a
strategic overview on Physical Planning for the next 20 years.

Transport and infrastructure

In the Netherlands infrastructure is an integrated part of land use planning. Because of
the high impact of infrastructure and the high amounts of investments, separated
specific departments carry out projects dealing with infrastructure. The national
government is funding most of the infrastructure projects. Because of the limited
budget the government has available for these projects, which is not enough to
construct the proposed plans, PPP projects are becoming more important in the
Netherlands. The introduction of toll roads has a relation with this item.

Final conclusions

The Rotterdam departments and instruments for land use planning and infrastructure
are well organised. Due to some financial cuts by the national government in budget for
infrastructure in the last few years it was not always possible to meet the needs of the
local authorities. However, the organisation and the instruments for physical planning
can be seen as having a high standard, high enough even to be introduced elsewhere
in the world if possible. The planning system is operating rather smoothly, which can be
seen as an example for other countries where systems are not running very well yet.
Especially the communication level of Dutch organisations in the broader sense is high,
which is profitable for all organisations. Investing in this communication strategy is
worthwhile both on the short and on the long term. Introduction of acts that state the
responsibilities of authorities on certain levels as is done in the Netherlands can be
recommended as well when new policies and acts in other part of the world will be
introduced. Some experience with these institutional and legislative transformations of
the Dutch situation as a standard already exist in Eastern Europe, especially with
public transport. Perhaps such transformation of acts in these countries is also possible
in the field of land use planning.
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1 BACKGROUND

By early 1990 the collapse of communism in most of Central and Eastern Europe had
created a sense of expectation in Albania. In June of that same year some 4500
Albanians took refuge in Western embassies. After a brief confrontation with police and
Sigurimi (secret police) these people were allowed to board ships to Italy were they
were granted political asylum. After student demonstrations in December 1990, the
government agreed to allow opposition parties and thereby ended the political
monopoly of the Albanian Party of Labour (as the Communist Party had been called
since 1948).

The People’s Republic of Albania was proclaimed in 1946 with Enver Hoxha as
president. A program of socialist construction was adopted and all large economic
enterprises were nationalised. In 1948 Albania broke off relations with Yugoslavia,
which had hoped to incorporate the country into the Yugoslav Federation. Instead,
Albania allied itself with Stalin’'s USSR and put into effect a series Soviet-style
economic plans. Albania closely linked with the USSR until 1960, when a heavy-
handed Khrushchev demanded a Soviet submarine base in the Albanian naval port
Vlora. With the Soviet alliance becoming a liability, Albania broke off diplomatic
relations with the USSR in 1961 and reoriented itself to the People’s Republic of China.

In 1966 and 1967 Albania experienced a Chinese-style revolution. Administrative
workers were suddenly transferred to remote areas and younger cadres were placed in
leading positions. The collectivisation of agriculture was completed and organised
religion banned. Western literary works were withdrawn from circulation and a strong
national culture firmly rooted in socialist ideas was carefully cultivated.

After the Soviet invasion of Czechoslovakia in 1968, Albania left the Warsaw Pact and
embarked on a self-reliant defence policy. Today, some 750.000 concrete bunkers and
pillboxes are strung along all borders as well as the approaches to all towns. The
amount of time and materials employed in creating these defences must have been
tremendous.

With the death of Mao Zedong in 1976 and the changes in China after 1978, Albania’s
unique relationship with China came to an end. Until 1978 Albania had thrived on
massive Yugoslav, Soviet and Chinese aid in succession, but building socialism alone,
without foreign loans or credit, proved to be difficult. Because its exports didn’'t earn
sufficient hard currency to pay for the import of essential equipment, the country fell far
behind. Enver Hoxha died after a long illness in 1985 and his long-time associate
Ramiz Alia assumed leadership of the Party of Labour.
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Aware of the economic decay caused by Albania’s isolation, Alia began a liberalisation
program in 1986 and broadened Albania’s ties with foreign countries.

During the period 1960-1990, Albania’s population doubled from 1.6 million to around
3.2 million, an annual growth rate of 2.4 percent. This growth rate was 3-4 times higher
than for neighbouring European countries during this time. Rapid population growth
was an objective of the communist regime, expanding the workforce for military and
economic development, and swelling the ranks of the youth who would be fully
indoctrinated in communist ideology. As a result of this rapid growth, by 1990 Albania
had become the most densely populated Balkan country (with 114 inhabitants per
square kilometre). In the 1970’s and 1980'’s, after the break with China, the Albanian
Government tried to influence population growth in favour of rural areas, hoping
thereby to increase farm and mining production and relieve pressure on the cities. A
combination of incentives (education, health and welfare facilities, and other
development programs) and tight controls on migration were used to this end. The
impact of this policy was to maintain a high share of the total population in the rural
areas (64 percent in 1990), a share considerably higher than any other Southern,
Central or East European country.
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After the agreement of the Central Government in 1990 to allow opposition patrties, the
Democratic Party, led by heart surgeon Sali Berisha, was formed. Until today the
political spectrum is dominated by this Democratic Party and the Socialist Party, the
former Party of Labour. In 1997 Albania suffered a large scale crisis when private
pyramid investment schemes — widely thought to have been supported by the then
Berisha’ led government - collapsed leading to nation-wide disturbances and violence.
Nowadays Albania is raising international interest and foreign investments in transport
infrastructure are dominating.
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2 TIRANA

Since 1920 Tirana has been the capital of Albania (succeeding Durres). Orientation is
easy in Tirana since the whole city revolves around central Skenderbeg Square.
Running south from the square is Bulevardi Déshmorét e Kombit with leads to the
university. Running north the same street leads to the train station.

The population of Tirana has been growing rapidly in the last decade of the 20th
century. In 1990 the population amounted 250.000 persons, in 1999 already 700.000.
The City Council expects a yearly growth of 50.000 persons, from which 15.000 are
without official papers. This growth is mainly based on rural-urban migration flows. At
present, around 60 percent of the population is located in the rural areas, with 65
percent of the labour force working in agriculture (on own small plots), albeit in some
cases on a part-time basis. Such a high share of the population in the rural areas and
largely dependent on agriculture is an artificial situation, reflecting the forced settlement
patterns developed under the communist regime.

Prior to 1991, the majority of agricultural production took place within the framework of
state farms and co-operatives. Following the fall of the communist government, a
program of land privatisation was approved by parliament (Land Law No. 7501, August
19, 1991). Under this law, the land controlled by the co-operatives was allocated to
those families living in the villages of the co-operatives according to several criteria.
These criteria stipulated that: (a) land was to be distributed proportionately to every
family according to the number of family members as of August 1, 1991; (b) land was
to be graded on the basis of irrigation, slope, and quality in order to make distribution
more equitable; and (c) land planted to tree crops was also assigned a different value
in the distribution process. In 1992, the privatisation process was extended (under
Decision 452 dated October 17, 1992) to the land controlled by the state farms. The
result of privatisation is that the land is divided into too small parcels that in many
cases cannot provide an economic base for living.

Already rapid rural-urban migration is occurring. The reason for this migration is a
simple one: poverty is severe in mostly mountainous rural areas and much less severe
in Tirana. Since formal employment opportunities are few in the towns, due to the loss
of around half of all non-agricultural jobs in the years 1990-1995, most migrants as well
as long-term urban residents are working as self-employed and/or starting small
businesses. The official estimate of urban unemployment is high, but many of those
registered as unemployed are likely working in the informal economy. Another reason
for the fast growth of the population was the Kosovo-crisis in 1999 that brought many
refugees to Tirana and also to Durres.

Many of these migrants live with relatives in Tirana, as the family structure is normally
very strong in Albania.
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Obviously, next to its population the city itself has been growing fast in the last decade.
For matters of land use planning this is a critical issue because the city already has
been grown outside its own territorial boundaries, were the City Council does not have
any legal powers on land use planning. The concentration of the city growth is mainly
alongside the road to Durres and the Airport. Many houses and other buildings are
erected without a formal building license. The first authority outside the official borders
of Tirana responsible for the issue of licenses would be the Tirana District Authority,
which seems however of an almost non-existent presence. The City Council of Tirana
therefore repeatedly requested for an extension of its borders. The Central
Government (Ministry of Local Government) however has not made a positive decision
on this issue. The relation between the Central Government and the City Council is
perhaps therefore too sensitive. The Central Government is leaded by the Socialist
part, while the City Council is in the hands of the Democratic Party. Any constructive
co-operation between those two is more an exception than a rule and it is mainly
because of this political blockade that the development of a new master plan for the
city of Tirana is still hampered.
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A major concern for those who have migrated to the cities is the absence of secure
land tenure. Finding land to settle is a difficult problem. Many migrants “buy” land
illegally, and then proceed to construct a house, and (illegally) connect themselves to
electricity and drinking water.
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However, since the land on which they settle lacks legal title, and they cannot register
with the City Council, they cannot get access to other facilities and services (e.g. health
facilities and schools). The sale of land was prohibited under the terms of Law 7501,
but this restriction was removed in July 1995. It was stipulated however, that land sales
or purchases “shall only take place if the land in question is registered in the Registry
Office in the place in which the property is located.” In addition, no land in a district
could be sold as long as not every plot in the district was registered. Although
registration began in the second half of 1994, the process has been very slow. (Inter
alia, because of delays in appointing a registrar and establishing land registry offices).
As a result of these complications, there have been no official land sales/purchases. To
address these problems, the Central Government should consider the following: (a)
adopt a relatively low cost and rapid means for clarifying land ownership and
registering properties; and (b) provide temporary registration that ensures that migrant
households have access to schools and health facilities, and can obtain business
licenses.

Also the access to public transport has to be provided for. The mayor form of public
transport in Tirana is bus transport provided by the state owned company “Parku 1
Transportit Urban Tirana” (see next section). The quality of service of this company is
widely regarded as extremely poor. Busses overcrowded with 120 passengers leave
potential clients no other option than walking, or if they can afford it, force them to buy
a more expensive form of transport: the car. Today it is difficult to imagine this city
without cars, but for ten years ago cars were a rare species in Albanian traffic because
the majority of Albanians were not allowed to possess a car at all and were entirely

depending on public transport, bicycles or their feet. Nowadays a rough estimation of
the City Council counts for 60.000 vehicles in the Tirana. The real figure is difficult to
give, a new Organisation of Motorisation has to deal with car traffic in the city. This
organisation is however only 1 year old and therefor not yet capable to give the exact
information. An extra problem is the suspected amount of illegal cars in Albania. Many

Albanians are convinced that a large degree of the Albanian cars are stolen and not
officially registered. (or stolen and officially registered). A police officer of the WEU,

involved in an assistance project to the Albanian police, declared however that,
although this suspicion exists, an informally executed research did not result in large
numbers of illegal cars. Nevertheless many citizens of Albania will nor easily travel with

their cars outside their country. They all know the story of an Albanian minister on an
official journey to Greece, whose car was checked by Greece authorities and found to
be stolen.

The intense traffic in Tirana causes a lot of problems. Luckily, in the past the main
streets were planned very wide and are therefore still capable of handling quite a lot of
vehicles. Nevertheless, for most outsiders the Tirana traffic seems to have more to do
with the Laws of the Jungle than with the Laws of Traffic.
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Chaos and congestion are usual aspects of traffic in Tirana; it seems that the man with

the largest Mercedes and the loudest horn has the best rights in Albanian traffic.

According to a WEU-paolice officer, the Albanian police are not helping very much to

solve these problems. They normally use signals to direct the traffic flows, but in such a

chaotic way that most of the Albanian drivers do not understand their signals and

thereby create an opposite effect: more traffic disorder. An odd aspect of the police in
Tirana is that they administratively do not belong to the City Council but to the Central
Government. The Mayor of Tirana is therefor not the head of police and has therefor no
influence on their activities.

The above-mentioned client that refused to take the bus because it was overcrowded,
is not the only vulnerable and slow participant of traffic in Tirana. There are still a
number of traditional and Albanian transport forms, like bicycles and horsepower, that
mix together with faster forms of transport and create a lot of anxiety and congestion in
Tirana. The best place to see this is probably the Skenderbeg Square, where most
traffic in Tirana comes together. All these cars create an enormous parking problem,
for which the City Council has elaborated a plan to solve this. This plan also provides
for more traffic lights and other signals (horizontal as well as vertical) in Tirana.
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PUBLIC TRANSPORT IN TIRANA

w

We will focus on urban passenger transport in Tirana, which is highly dominated by
transport of passengers in buses by “Parku 1 Transportit Urban Tirana” (PARKU1)

Institutional aspects of PARKU 1

The majority of bus services in Tirana, both urban and suburban lines, are operated by
a state owned bus company "Parku 1 Transportit Urban Tirana" (PARKU 1) that is
under direct control of the City Council. Prior to January 1994 this company was part of
the transport complex owned and operated by the Ministry of Transports and
Communications (now Ministry of Transport). International and interurban bus services
are operated by private sector operators. Albanian transport legislation also permits the
private-sector operation of urban and suburban lines. No fixed monopoly rights are
granted in law to the existing state owned operator. In practice, however, controlled
tariffs and the consequent unprofitability of urban operations inhibit the entry of private
sector operators into urban bus services.

The Albanian government has decided that future road transport services will be
operated under market economy principles. International and interurban bus services
have already been privatised. Authorisation has been given for trial operation of
subsidised urban routes using private operators. In the future market economy, the role
of the government in the transport sector will focus on transport regulation rather than
on the direct provision of services. Direct provision of transport services will be left to
private sector companies and to autonomous public sector companies.

10
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Local and central government still have a vital role to play in determining the way that
public transport resources are allocated in Tirana. They need now to separate
themselves, institutionally and financially, from the state-owned urban bus operator and
to concentrate on the planning and regulation of urban passenger transport. These are
the most appropriate future roles for the government in Tirana public transport.

Considering the role-played by governments in developed market economies, the
future role to be played by the Albanian MOT in road transport can be summarised as
consisting of four major aspects, as follows:
Promoting an efficient and effective road transport industry and encouraging
operator competition based on equal conditions applied universally to all operators.
Developing operator and vehicle licensing systems, strategic planning, and safety
and environmental monitoring systems.
Anticipating infrastructure and other development needs and identifying any areas
where strategic investments are required.
Promoting the general development of the road transport sector by co-ordinating the
exchange of information between operators, transport customers, related
government ministries, and national and international support organisations.

The City Council of Tirana is now the government agency nominally responsible for
planning, monitoring, and controlling urban passenger transport subsidies, but it does
not have an urban transport unit to deal with transport matters. Nor has the City
Council taken any specific action yet to develop its capacity to supervise the operations
and finances of PARKU 1, the state-owned bus operator. This company now reports
directly to the City Council.

11
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The organisation of the City Council is roughly drawn in the below figure. Only 1 person
is directly involved with transport issues. This person also has to deal with

telecommunications.

Mayor

Deputy Mayor

Deputy Mayor

General Direction

Public Works Direction

Town Panning Direction

V

Environmental Department

Road maintenance

Town Planning

Financial Department

Economic Department

Transport/Telecommunication
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The City Council must strengthen its regulatory capability. The City Council is unable,

alone, to develop all of the future aspects of urban transport regulation. Active co-
operation with other ministries is required. For example, with the Ministry of Finance

over road user taxation and subvention budgets, with the Ministry of Transport (MOT)
over vehicle and road standards and with the Ministry of Public Order for the
enforcement of relevant laws and regulations. To carry out the increased transport
responsibilities of the City Council it will be necessary to create a professional transport

unit within the municipality.

1
!

In addition to the development of its regulatory capabilities, the City Council transport
department has a significant role to play in collecting and collating data for traffic
planning and monitoring purposes. The activities of the transport department must
reflect its strategic responsibilities for the road sector as a whole. The aim of the City
Council should be to destroy the existing service monopoly of PARKU 1 and to
encourage the entry of new operators into the network.

13
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Appropriate issues for the transport department to address include:

Analysis of road traffic flows, through periodic surveys and traffic counts.

Vehicle population growth data, through analysis of registration data.

Operator data and collection of operator licence information.

Monitoring of service standards and of revenue collection and control.

Financial and economic data related to the road sector and transport demand,
through compilation of data in conjunction with the Ministry of Finance.

Road safety and accident data collected in conjunction with the Traffic Police.

To develop its strategic plans for urban transport infrastructure, the City Council will
need to collect detailed statistical information through surveys to establish
origin/destination data, trip rates, traffic and passenger flows, and data on freight truck
loading and passenger characteristics. Special surveys will need to be commissioned
from academic or specialist institutes to collect this data.

It will be important for the City Council to liase with the MOT on transport issues that
have national implications. A specific example of such liaison would be the control of
the subsidy costs for urban passenger transport services and improvement of the
monitoring systems to control the value for money obtained from the operators of
subsidised services. Tirana, as the capital city and largest urban area, should act as a
model for developments in other cities.

To enable the City Council to fulfil its increased transport responsibilities significant
organisational changes are required within the Council. Many urban transport activities
(especially financial monitoring) will involve more than one national ministry. Methods
of co-ordinating these functions will need to be developed. Enforcement procedures
also need to be carefully worked out to ensure that procedural bottlenecks do not arise
between organisations, especially between the City Council and the Ministries of
Transport and of Public Order.

Within Tirana City Council, the existing department responsible for urban transport
matters is a small sub-section of the Economic Department. The section also has
responsibility for certain telecommunications tasks (allocation of lines and numbers,
etc.). At the present time the whole department consists of only 3 persons, none of
whom are professionally qualified transport engineers or economists. The impact of the
Tirana urban transport services (more accurately - the lack of urban transport
services) on all aspects of the city’s economic and social life is considerable.
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Planned expenditures on urban transport account for less than 10% of the total annual
budget. The cost recovery rate of public urban transport in Tirana is approximately
35%.

All responsibility for financial and economics planning for urban transport and for the
control of urban transport budgets and expenditures is fully delegated to the financial
section of Tirana Municipality.

It must be stressed here that the municipal finance section has no previous experience
of dealing with transport financing issues. Tirana City Council must develop urgently its
capacity to plan and monitor urban transport financial and economic issues. This will
require at least one professionally qualified transport economist within the municipality
and will probably need external technical assistance, at least in the initial period. An
appreciation of the scale of the existing financing problems and the potential future
problems with urban passenger transport may be obtained from the following tables.
These demonstrate the differences between municipal plans, agreed central
government funding, and actual bus company expenditure.

Amount of passengers in Tirana PARKU 1

1995 1996 1997 1998 1999

21391000 24987000 23621000 23736000 23417000

These numbers do not really reflect the amount of passengers of PARKU 1 but the
amount of sold tickets. There will probably be a large gap between the amount of sold
tickets and the amount of real passengers. The reason for this is that many conductors
do not give a ticket to the passengers and put the revenue into their own pockets (see
next section). The price of a bus ticket is 15 lek (2000).

The current lack of regulation of urban passenger transport finances carries significant
risks for the City Council for the following reasons:

Any future deficits arising from municipal overspending of nationally agreed
transport budgets will now automatically be a municipal responsibility. The deficits
being created through overspending within PARKU 1 will need to be funded from
within the municipal budget. The City Council needs to improve and prepare its
transport economics and financial capabilities now rather than wait until significant
budget problems occur.
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The inefficiencies and overspending by the existing management of the state owned
bus company is inflating the budget of the City Council by some 3% annually. In
times of financial stringency the Ministry of Finance could well refuse to support this
overspend. The City Council needs to establish financial control over this operator
and to seek methods of bringing in other forms of operation. The existing lack of
accountability enables the head of the state company to blame municipal officials
and policies for all passenger transport problems and to avoid facing up to his own
direct responsibilities.

As more urgent municipal issues are resolved the citizens’ concerns about transport
will start to gain increasing importance. The City Council needs to begin to establish
control of bus operations now and to show some real benefits from the new buses
coming into service. On past performance standards, PARKU 1 could well destroy
the new buses within 3 years.

Operational aspects of PARKU 1

In addition to the institutional and financial problems described above, PARKU 1 also
demonstrates significant operational and technical deficiencies. Driver productivity is
extremely low and routes do not operate to a scheduled timetable. Maintenance
facilities and equipment are inadequate. There is no effective preventive maintenance
system.
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The company moved its operations to a new depot in 1994, but the depot lacks even
the most basic tools and equipment. Significant grants for technical support and
assistance are being provided to PARKU 1 through the EC-PHARE programme. These
include the provision of new buses, spare parts support, maintenance equipment and
tools.

The following are some examples of the most disturbing abnormal situations in PARKU 1.

The management team members often find themselves in a dangerous personal
situation when they try to take management actions that the bus crews don't like
(threats of violence, attacks on personal and family property, etc.). Technical actions
will not improve passenger service levels while this state of anarchy continues.
Maintenance work effectively stops at 15:00 hours. This means that if a bus has a
maintenance problem in the afternoon it will not be repaired until the next day.

The drivers don’t have any timetables to follow. Their practice is that they only start
when the bus is full. This means that at the next stop clients cannot get on the buses.
Many buses are overloaded. The buses are not build to transport 120 persons.
Conductors are supposed to give the client a ticket but they seldomly do so. The
revenues of this fraudulent practice will probably not go to the company and the
municipality.

The buses are very dirty. Even the new buses are already dirty. Nothing seems to be
being done to confront this problem.

The desire to do a good job exists within the Production team but they lack support.
These experienced people should be training new younger personnel capable of
helping in developing new ideas and capable of working with a computer. The
installation of a computer system would certainly help in doing a correct and well-
presented job.

On one Sunday it was noticed that only 10 of the 16 drivers allocated to work on Line 1
were present for duty. The 6 others apparently just went to the seaside as the weather
was fine. (Observations have confirmed that a noticeable number of PARKU 1 buses
can be found parked by the seafront at Durres on Sundays.)
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Minibuses in Tirana

The operation of minibuses is not the solution for the poor quality of the urban bus
transport inside Tirana. The sole reason for this is that the majority of the minibuses are
not allowed to do business in the centre of Tirana. For intercity transport however,
minibuses own a large share of the Albanian market for the transport of passengers.
Most minibuses in Tirana arrive and depart next to the train station in Tirana. The
available space over there is very limited and creates on many occasions chaotic
situations. At the same place a small fruit and vegetable market is in operation. Drivers
have to wait in line until they have enough passengers to leave. Not all minibuses
however can wait that long. Some are actively searching for clients and drive around in
the neighbourhood, whereby in many cases a son of the driver is shouting to everyone
the direction of his minibus and to come on board. Although a minibus is intended to
carry only eight passengers, a number of 20 is no exception.
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Most drivers are independent and member of an official union for minibus drivers. In
the spring of 2000 union members made a large protest against the operations of
ilegal minibuses in Albania and requested the Central Government to take actions
against these illegal practices.
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After a payment and a technical inspection drivers can receive a license for minibus-
operations. These licenses give the right to operate on only one specific connection,
like for instance Tirana-Durres. The license is actually not a real minibus-license, but a
taxi-license. The law does not yet recognise minibuses, but in practice the minibuses
are tolerated operating under a taxi-license. Some municipalities in Albania have
limited the amount of licenses for minibuses. Skodra, for instance, has a limitation of
200 licenses for the line Skodra-Durres. Every 3 months the minibus needs to be
technically checked by the local authorities. After this check a stamp will be given in the
license.

The price for a transport by minibus is higher than the price for a train ticket. Because
of its flexibility, they can stop everywhere, minibuses are many times preferred above
the train.

TIRANA - DURRES

Transport Leks
Train 55
Minibus 100
Taxi 2000

A clear disadvantage of the minibus is its safety. They stop everywhere to pick up a
client, which can create dangerous situations on the road.
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4 CONCLUSIONS

Urban planning in Tirana became a difficult subject during the last decade. The drawing
of a Master Plan for the City of Tirana was not possible, mainly because of a political

blockade between the Democratic Party ruled City Council and the Socialist Party ruled

central government. Another reason for the lack of (efficient) land use planning was the
fact that most of the growth of the city of Tirana occurred outside its territorial
boundaries, where competencies between authorities became unclear.

The absence of clarity on the ownership of land was a reason for many Albanians to
put city planning into their own hands by occupying ground and constructing of, in
many cases, illegal houses. Especially after the 1997 crisis this “privatisation of land

use planning” became a widespread practice which led to many unwanted situations.

The beaches of Durres, for instance, became suddenly out of reach for the citizens of
this seaport because fellow citizens had occupied large parts of it and protected their
newly “properties” with large fences.

The population of Tirana has grown from 250.000 in 1990 to 700.000 in 1999. The
lion’s share of Tirana city growth occurs alongside the road to Durres and the Airport.

Transport is one of the major points of attention for the central government of Albania.
In the communist era the majority of the Albanians were not allowed to own a car. The
Albanian road infrastructure was therefore of modest quality and totally unprepared for
the dramatic growth of private vehicles during the last decade. Nowadays the
possession of a car, preferably of German origin, seems to have the highest priority for
many Albanians. People that can not afford to buy a car are dependent on traditional
forms of Albanian transport, like horse carts and bicycles, or public transport in Tirana.
The mayor form of public transport in Tirana is bus transport provided by the state
owned company “Parku 1 Transportit Urban Tirana” (PARKU 1) The quality of service
of this company is widely regarded as extremely poor. Busses overcrowded with 120
passengers leave potential clients many times no other option than walking. The
absence of timetables for the buses is confusing both to drivers and customers, and
makes this kind of transport excessively time-consuming. One advantage of PARKU 1
is the low prices of their bus tickets. Poor inhabitants of Tirana can therefore make use
of this transport system, al least if they have direct access to a bus line. The final
responsibility for public transport in Tirana is within the hands of the City Council. The
department concerned with transport however, is understaffed and lacks sufficient
knowledge about transport.

Transport by minibuses is a relative new and successful development in the Albanian
transport sector. This type of transport is flexible and cheap and therefore easy
accessible for all Albanians.
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7 SOME CONCLUSIONS REGARDING THE RELATIONSHIP BETWEEN
URBAN LAND USE PLANNING, LAND MARKETS, TRANSPORT
PROVISIONS AND WELFARE OF THE POOR IN MAPUTO

In June 2000 the Ministry of Co-ordination of Environmental Action in Mozambique,
which is also responsible for territorial and physical planning in Mozambique, had
organised an international conference on legislation regarding territorial planning. It is
recognised by the Mozambican authorities that land use planning is an important
instrument for a territorial organisation where socio-economic development can be
achieved in a sustainable way.

The floods in the beginning of 2000 have shown the vulnerability of the human
settlements in the south of Mozambique, particularly in the main cities. Thousands and

thousands of people lost their homes, illegally built in the sub-urban areas of the cities.

Also the metropolitan area of Maputo suffered from the rains and the floods.

What is lacking is a legal base for territorial and physical planning. The various
structure plans, which have been discussed in this case study?®, referred to normative
and regulatory instruments and standards and norms for land use planning, but these
instruments, standards and norms were not based on proper legislation.
Implementation of these plans turned out to be very difficult and nor the central
government neither the local government had the capacity to guide the process of
implementation.

Municipalities have got new powers in the nineties and the autonomous municipal

governments are facing the challenge to develop proper instruments to guide the
urbanisation process to enable sustainable development and to eradicate poverty. Lack
of capacity and lack of funds are the two main constraints at the moment. Political will

alone is not enough to make the implementation of these huge tasks successful.

The intervention of the local government in Maputo in the urban transport sector has
not been very successful. The state-owned public transport company of Maputo TPM is
not performing well and its network is becoming thinner and thinner. TPM is
complaining of the very bad conditions of the road infrastructure in Maputo causing
high maintenance costs for its fleet. The purchasing of new buses for TPM by the
Government of Mozambique is no solution. The overwhelming majority of the urban
population of Maputo relies on the so-called 'semi-colectivos', the privately owned mini-
buses, which are more expensive but circulate with higher frequency in a much denser
network.

%1969; 1985; 1999
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The local government is trying to control the services of the 'semi-colectivos' by
requiring a license, fixing a flat rate tariff and controlling and enforcing traffic rules. It
must be said that it is making progress during the last 12 years. The safety record of
the 'semi-colectivos' seems to be slightly better than ten years ago. A more
professional approach towards TPM should, however, also seriously be considered by
the local government of Maputo. More investments in road infrastructure; better
professional management of TPM; and adding of smaller minibuses to the fleet of the
public transport company would be the three major challenges for the local government
regarding TPM.

Maputo is in urgent need of an integrated approach to improve urban transport in the
city. This integrated approach should contain the following elements:
Improving road infrastructure by promoting private participation in the maintenance,
rehabilitation and construction of road infrastructure and applying road user
charges.
Enhancing the capacity of the local government.
Developing instruments for the local government to introduce tax systems for urban
services by applying the principle of the user pays.
Developing instruments for the local government to plan, control and enforce urban
land use.
Organising a public tender for the management of TPM applying some of the
principle of Public Service Obligations taking into consideration the urban poor.
Controlling and enforcing the traffic regulations regarding the 'semi-colectivos'.
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CONCLUSIONS AND RECOMMENDATIONS

Conclusions

The relationship between urban land use planning, land markets, transport provisions
and welfare of the poor is a very complex one with many aspects involved. The case
studies on Rotterdam, Tirana and Maputo have shown the crucial importance of well
functioning local authorities in the process of planning, controlling and enforcing urban
land use. Therefore, these authorities need appropriate legal instruments at their
disposal to fulfil these tasks.

In the Dutch situation these instruments are rather well developed. The Physical
Planning Act gives municipal authorities the power to elaborate and enforce local land
use plans, planning and dimensioning residential areas, industrial areas, commercial
areas, infrastructure, green zones, etc. Transport infrastructure is an integral part of the
local land use plan. What maybe characterises the Dutch situation most is the
involvement of all stakeholders in the planning process. Some would call it the
democratic way in which the planning process in the Netherlands is organised and
carried out. The roots for this planning approach and methodology go back to the
reconstruction period immediately after the Second World War. The elaboration and
implementation of the "Basic Plan for the Reconstruction of Rotterdam" in 1946 can be
considered as a striking example and a starting point for this approach. Nowadays, this
approach can be found in all spheres of decision-making processes in the Netherlands.
Another characteristic of the Dutch planning system is the development of appropriate
legal instruments at local, provincial and national level prescribing formal relationships
between sectors guiding the planning processes.

The case study on Tirana shows that the local government in Albania is still extremely
weak and even does not have the legal instruments to play its role of land use and
transport infrastructure planner.

In Maputo the situation is slightly better. The legal conditions have been created for a
local government to guide the land use planning processes in the municipalities.
However, what is still lacking is the capacity building process of civil servants in local
government structures. Also the formal relationships between local, provincial and
national are not well defined in this respect, especially with regard to infrastructure
planning. Co-ordination between sectors at national level is rather weak.

Although some of the instruments concerning urban land use planning, planning of
infrastructure and transport provisions that have been developed in the Netherlands
can be of direct use for other countries, one can not compare the situation in the
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Netherlands with that of Albania or Mozambique. Only in Rotterdam thousands of
people are professionally involved in the land use planning process. Obviously, the
situation in Tirana and Maputo is completely different. Local authorities are heavily
understaffed both in quantity as well as in quality.

In Albania there is no tradition of involving all stakeholders in a participatory way. The
situation in Mozambique is different: in the period 1974-1990 structures at all levels
existed to plan and guide the development process. At grass root level dynamising
groups existed to involve the population in the implementation of the plans elaborated
by the authorities (the party) at central level.

Another difference in the situation of Rotterdam and Tirana/Maputo is the financial
situation of the local government. The Netherlands has a very elaborated system of
local, regional and national taxes. The government collects revenues for almost all its
activities, which goes further than on cost recovery basis; part of the revenues are
spent on new investments in infrastructure. The local government receives part of its
revenues from the central government, but also levies local taxes not only for urban
services like garbage collection, but also on property and renting of real estate.

The city council of Tirana still does not have those fiscal instruments yet. In Maputo the
municipal government does have some fiscal instruments to collect taxes according to
the newest legislation, but is not implementing this system because of lack of capacity.

The Dutch system of collecting taxes is rather complicated and not very transparent.
There is almost no earmarking: the revenues of the taxes are not being spent for the
same purposes as from where they were collected. Road infrastructure is mostly
financed from the revenues from the gas exploitation and the privatisation of public
companies. Road taxes are spent for other purposes. Revenues from property or
renting of real estate by local government are spent for investments in infrastructure in
the municipality. The transferability of this tax system is very low and cannot be
recommended at institutional level. Tirana and Maputo are in the position to establish a
completely new system of taxes with a maximum level of earmarking. This enhances
the transparency and increases the acceptability of the tax regime.

Although the structure of the institutional framework and system in the Netherlands is
very complex, there exist a structural integration of the various entities involved in land
use planning, planning of infrastructure and creation of transport provisions. There is
an integrated approach in the planning process both vertically (national, provincial and
local) and horizontally, for instance between physical planning and transport. This is
still completely lacking in Tirana and Maputo and the need for more co-ordination is
very urgent.
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The development of the urban land markets do not seem to intervene to a great extent
with the planning of transport infrastructure in the Netherlands, Albania or
Mozambique. To start with Mozambique, in this country the state still owns the land

and the citizens only possess the right to use the land for specific purposes, according
to the latest Land Law. There is no free market of urban land. The power of
enforcement of the government in case of freeing land for public purposes, like
construction of a new road or highway, is very strong, although the state does have the
obligation to compensate the legal owner/user of the land/house. This same situation
applies for Albania as well in principle. Also in the Netherlands the development of land
markets is no serious obstacle for construction of new infrastructure.

The situation regarding urban transport of the poor is substantially different in the three
countries. Urban transport in the Netherlands is affordable for everyone. Public
transport in the cities is subsidised by the central government. The main problem is the
accessibility. Cities in the Netherlands are becoming more and more congested
because of growing mobility and the general preference of the citizens to use private
cars. That is the main reason why the government is promoting public transport. Many
different instruments have been developed to achieve a shift from private cars to public
transport (parking policy; dedicated bus lanes; Park and Ride facilities; subsidising
public transport; etc.). The problems in Maputo are different. Transport of the urban
poor pose a real problem for the socio-economic development of the Mozambican
society. Although the transport network is relatively dense in the capital of Mozambique
and the frequency satisfactory, overloading of technically deficient mini-buses
sometimes leading to serious traffic accidents and the fare setting cause serious
problems for the urban poor. In Tirana the same problems can be seen. In both cases
the main problem seems to be more an organisational and managerial one than a
financial one.

Transferability of legal and regulatory measures to enhance control on urban land use,
land markets and transport provisions

In 1999 a very interesting project was concluded under the title: “Legal and Regulatory
Measures for Sustainable Transport in Cities” (LEDA), financed by Directorate General
VII from the European Commission. One of the Work Packages was on transferability
of legal and regulatory measures. The rationale was that cities throughout Europe are
in the process of dealing with issues of sustainability of urban transport and traffic
congestion, albeit at different stages in this process, but introducing new measures with
legal and regulatory components as well as environmental, infrastructural, financial and
public awareness components. It would be interesting to do a survey on all measures
taken in this respect in several cities in Europe and to analyse the potential
transferability of these measures. The LEDA project has identified over 200 measures
in 40 selected cities in Europe. From these measures a sample of 20 less known but
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effective measures were selected for further investigation®. 18 origin cities and 15
destination cities were selected for the research.

The results of the study, which was carried out, indicated that those measures using
existing powers, and which are relatively easily enforceable had the highest grade of
transferability. These measures included parking policy; bus priority, air quality
legislation; environmental zones and licensing of accessible taxis. Measures like
access pricing, shared bus/bike lanes and differentiated limited access to city centres
turned out to be very difficult to transfer to other cities.

In analysing the transferability of certain policy measures affecting urban transport, it is
important to distinguish the following components:

The city’s objective

The existing legal framework
The political framework

Public acceptability

Ability to enforce the measure.

These components will be used as a framework as we will complete this study with
some recommendations, especially for Tirana and Maputo.

Recommendations

The problems that Rotterdam faces in respect of land use, infrastructure planning and
transport provisions are different from those in Tirana and Maputo, but they have one
objective in common: they all want sustainable transport in the urban area. To achieve
this, different instruments have been developed and many measures have been taken.

The problem in Rotterdam is more related with creating the conditions for accessibility
than with availability and affordability of reliable public transport. But for Maputo and
Tirana it is very important to take the issue of accessibility already very seriously as it
will become one of the major issues in the very next issues.

Include accessibility as one the objectives in an urban transport strategy.

! Increasing accessibility in residential areas; parking policy; traffic calming devices; shared
bus/bike lane; system of two-stage parking charges; global parking policy; access pricing;
environmental zones; bicycle priority street/bus lane; limited access to the city centre on
Saturdays; quality bus corridors; bi-directional bus-lane; ABC location policy; getting business in
the right place; public transport finance levy on companies; air quality legislation; pedestrian
street; licensing of accessible taxis; bus priority scheme.
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The legal framework in the Netherlands reflects the complexity of the Dutch society.
Land use is regulated by plans developed by local government and having a legal
status. This legal status implies that the local government also has instruments and
means at its disposal to enforce an approved land use plan. Also structure plans are
being developed, which define the development on the long term. National and
provincial policy guidelines from all sectors (physical planning; transport; electricity;
agriculture; environment; etc.) have to be integrated in the planning process at local
level. This process is at its early stage in Maputo, and certainly in Tirana.

Provide local government with legal instruments to determine and enforce local
land use.

Define the responsibilities of local, regional and national government in land use
planning, infrastructure planning and the planning of transport provisions.

Define relationships between sectors involved in land use planning,
infrastructure and transport provisions at all governmental levels and elaborate
appropriate procedures for co-ordination and decision-making.

In the Netherlands public transport is still subsidised because reliable and affordable
transport is considered to be one of the basic rights of the citizens as well as health
care and education. It is an explicit policy choice to guarantee a minimum level of
services in public transport (routes, frequencies, prices). Although it may be
fashionable to state that public transport should be privatised, while market forces will
do the rest, reality is more complex. Privatisation of public transport companies and
abandoning completely the system of public service obligations, in other words
implementation of a free market system, will definitely have as a consequence that the
poor in Tirana and Maputo will become even poorer. Competition, however, should be
encouraged; especially in the tendering process for specific lines and routes to
guarantee a minimum level of services. On other lines free competition can be allowed.
The role of the state in that case should be to create the conditions for equal
competition between the operators and enforce relevant legislation.

Guarantee a minimum level of services in public transport.

Allow competition in the tendering process of specific lines and routes and allow
complete free competition on the rest of the network.

Enforce relevant legislation to guarantee the same conditions for all operators.

The political situation may influence the contents of the relationship between land use,
infrastructure planning and transport provisions. The Dutch society is considered to be
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relatively stable. The margins for change are limited. Even at political level a
convergence of ideology is taken place between the liberals, social-democrats and the
Christian democrats in the Netherlands. The margins for change in Mozambique and
Albania are much bigger. Crucial for our analysis is the degree of decentralisation of
governmental power. In Mozambique municipal authorities do have considerable power
and the process of decentralisation seems to be irreversible. Albania balances between
centralisation and factual anarchy: municipalities do not have enough substantial
instruments at their disposal.

Decentralisation of power to municipalities is a condition sine qua non for
achieving sustainable urban transport and reliable and affordable public
transport.

Decentralisation of power to local government must be accompanied with
providing the municipalities with means to fulfil its functions as regulator of land
use, planner of infrastructure and facilitator of sustainable urban transport.

Without public acceptability all measures are doomed to fail. As said before, the system
in the Netherlands is rather unique for its highly participatory decision-making process.
All stakeholders are involved in the planning processes from the very beginning of the
process. Also this involvement has a legal basis. This procedure facilitates the public
acceptability of all kind of policy measures. Maputo already has in principle the
conditions to introduce the same kind of procedures to maximise citizens’ involvement.
But public acceptability is more: policy measures should be transparent.

Participation of citizens in the decision-making processes of local, regional and
national government should be promoted and regulated as it increases the
public acceptability of policy measures.

Local, regional and national tax systems (irrespective of the fact how modest
they are) should be introduced and revenues should be earmarked re-invested
for new construction, rehabilitation or improvement of works and services.

Road user charges should be introduced at all levels to finance investments,
reconstruction and maintenance of transport infrastructure.

Without proper enforcement no measure will work. In the field of land use, control
should be carried out and expropriation procedures should be established to facilitate
construction of public infrastructure and utilities.
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The legal instruments of the governmental institutions at all levels should
include workable enforcement procedures.

To summarise:

An integrated approach is needed to guarantee reliable and affordable transport
for the urban poor with all stakeholders involved in the process of planning of
transport infrastructure and urban transport provisions.

Furthermore, it is of utmost importance to develop legal instruments to regulate
and enforce land urban land use and the planning of transport infrastructure
and transport provisions.
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PART 6 BOXES

Instruments for land use planning and infrastructure in the Netherlands
Case Study Rotterdam

The city of Rotterdam is the second largest city of the Netherlands with 700,000
citizens within its borders. It is the southern part of the so-called 'Randstad’, a semi-
circular urbanised area consisting of four main agglomerations: Amsterdam, Utrecht,
The Hague and Rotterdam. Rotterdam has grown historically towards one of the
largest ports in the world.

After the Second World War Rotterdam was left with an almost fully destroyed city. A
Basic Plan for the reconstruction of Rotterdam was developed in 1946, which can be
considered as one of the landmarks of modern town planning in the Netherlands. It was
more a programme than a plan and divided the city into an indefinite number of
neighbourhoods units and established direct links between town planning and social
and economic planning. It paid attention to the increase of mobility as a consequence
of the introduction of new means of transportation and communication.

New instruments were developed to regulate land use and plan transport infrastructure
at all state levels and laid down in the Physical Planning Act. One of the important
statements of the national physical planning policy is the ABC location policy. The ABC
location policy was designed to help reduce the growth of car travel. It was first
introduced in the Fourth Report on Physical Planning in 1988. The policy aims to match
the mobility needs of business and amenities with the accessibility of different locations
('the right business at the right place'). The core element of the ABC location policy for
companies is the classification of types of locations and types of companies.
Companies are graded according to access needs and modal shift potential (mobility
profile) while locations are graded to their accessibility by public and private transport
(accessibility profile). The accessibility profiles are graded A, B or C. A-locations are
highly accessible by public transport. B-locations are reasonably accessible both by
public transport and by private car while C-locations are typical car-oriented locations.
R (est)-locations have bad access to both the road system and the public transport
system. The mobility profiles have been determined for different homogeneous classes
of companies with comparable mobility characteristics. The main differentiating
characteristics are: work intensity, mobility of employees, the visitors' intensity and the
dependency on the transport of goods. The ABC policy thus aims to match both
profiles. To re-enforce the mobility effects, the ABC location policy is further enforced
by limiting the number of parking places on A and B-locations. This ABC policy has
been introduced after a rapid increase of the number of offices along highways. The
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ABC policy has now been translated into regional plans and the provinces approving
the land use plans take the ABC location policy as an extra tool to monitor land use
plans of municipalities. It is obvious that this ABC-location policy is only successful if
other transport and land use policies are implemented simultaneously like car pricing
and parking policy (push measures) and improvement of public transport services (pull
measures).

The municipality of Rotterdam is implementing the ABC location policy at local level. It
is elaborating a Spatial Plan Rotterdam 2010 defining the major lines for the
development of the city and drafting land use plans for specific parts of the city. One of
the instruments to control traffic circulation in the urban areas is the parking policy
linked with the ABC location policy. Norms have been elaborated for the number of
parking places per project or area. Infrastructure for public transport has been planned.
Location of specific forms of land use have been determined in plans.

Based on this new philosophy, a Master Plan of Rotterdam Central Station is being
developed. The Central Business District of Rotterdam should be a commercial and
office area easily accessible by public transport. This Master Plan has three phases.
First of all the realisation of the High Speed Train in 2005, which will stop in Rotterdam
Central Station. In 2010 the second phase must be finished with the construction of
new buildings between the Central Station and Hofplein area on the east side of the
station. In the third phase even more offices and shopping mails will be realised.
Simultaneously, huge investments are planned for new infrastructure for public
transport linking Rotterdam with The Hague and Zoetermeer by light rail.
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Public Transport in Albania
Case Study Tirana

The collapse of communism in most of Central and Eastern Europe had created a
sense of expectation in Albania. In 1990 the major part of the population was still living
in the rural areas (64%), a share considerably higher than any other Southern, Central
or East European country. In 1990 the population of Tirana, the capital of Albania since
1920, was 250,000. The political and socio-economic liberalisation caused an
enormous growth of the capital. In 1999 Tirana already had 700,000 inhabitants and
the City Council expects an annual growth of 50,000. Most of this growth is based on
rural-urban migration flows.

For matters of land use planning this is a critical issue because Tirana has already
grown outside its own territorial boundaries and the City Council does not have any
legal powers on land use planning. The concentration of the city growth is mainly
alongside the road to Durres and the International Airport. The fact that the Central
Government is leaded by the Socialist Party, while the City Council is in the hands of
the Democratic Party, does not facilitate solutions to this problem.

Today it is difficult to imagine, but ten years ago cars were very rare in Albania, as
ownership of private was not allowed. Nowadays, 60,000 cars are circulating in Tirana
causing chaos and congestion in the capital.

The major form of public transport in Tirana is bus transport provided by the state
owned company "Parku 1 Transportit Urban Tirana". The company is under direct
control of the City Council. The existing department of the City Council responsible for
urban transport matters is a small sub-section of the Economic Department consisting

of only three persons; only one person is directly involved with transport issues, and
this person is also responsible for communication.

The quality of service of this company is widely regarded as extremely poor. Busses
overcrowded with 120 passengers leave potential clients no other option than walking,
or if they can afford it, force them to buy a car. According to the official figures the
amount of passengers in Tirana Parku 1 is not increasing (between 23 and 24 million
per year) and the cost recovery rate is estimated at 35%.

As public transport is the only mean of affordable transport for most of the urban
population of Tirana, the City Council of Tirana is in an urgent need for institutional
strengthening and development of legal instruments to elaborate and implement a
public transport strategy for Tirana.
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Towards an integrated approach to improve urban transport
Case Study Maputo

In June 2000 the Ministry of Co-ordination of Environmental Action in Mozambique,
which is also responsible for territorial and physical planning in Mozambique, had
organised an international conference on legislation regarding territorial planning. It is
recognised by the Mozambican authorities that land use planning is an important
instrument for a territorial organisation where socio-economic development can be
achieved in a sustainable way.

The floods in the beginning of 2000 have shown the vulnerability of the human
settlements in the south of Mozambique, particularly in the main cities. Thousands and

thousands of people lost their homes, illegally built in the sub-urban areas of the cities.

Also the metropolitan area of Maputo, with more than 1.6 million inhabitants, suffered

from the rains and the floods.

What is lacking is a legal base for territorial and physical planning. The various
structure plans for the Maputo area?, referred to normative and regulatory instruments
and standards and norms for land use planning, but these instruments, standards and
norms were not based on proper legislation. Implementation of these plans turned out
to be very difficult and nor the central government neither the local government had the
capacity to guide the process of implementation.

Municipalities have got new powers in the nineties and the autonomous municipal

governments are facing the challenge to develop proper instruments to guide the
urbanisation process to enable sustainable development and to eradicate poverty. Lack
of capacity and lack of funds are the two main constraints at the moment. Political will

alone is not enough to make the implementation of these huge tasks successful.

The intervention of the local government in Maputo in the urban transport sector has
not been very successful. The state-owned public transport company of Maputo TPM is
not performing well and its network is becoming thinner and thinner. TPM is
complaining of the very bad conditions of the road infrastructure in Maputo causing
high maintenance costs for its fleet. The purchasing of new buses for TPM by the
Government of Mozambique is no solution. The overwhelming majority of the urban
population of Maputo relies on the so-called 'semi-colectivos', the privately owned mini-
buses, which are more expensive but circulate with higher frequency in a much denser
network.

21969; 1985; 1999
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The local government is trying to control the services of the 'semi-colectivos' by
requiring a license, fixing a flat rate tariff and controlling and enforcing traffic rules. It
must be said that it is making progress during the last 12 years. The safety record of
the 'semi-colectivos' seems to be slightly better than ten years ago. A more
professional approach towards TPM should, however, also seriously be considered by
the local government of Maputo. More investments in road infrastructure; better
professional management of TPM; and adding of smaller minibuses to the fleet of the
public transport company would be the three major challenges for the local government
regarding TPM.

Maputo is in urgent need of an integrated approach to improve urban transport in the
city. This integrated approach should contain the following elements:
Improving road infrastructure by promoting private participation in the maintenance,
rehabilitation and construction of road infrastructure and applying road user
charges.
Enhancing the capacity of the local government.
Developing instruments for the local government to introduce tax systems for urban
services by applying the principle of the user pays.
Developing instruments for the local government to plan, control and enforce urban
land use.
Organising a public tender for the management of TPM applying some of the
principle of Public Service Obligations taking into consideration the urban poor.
Controlling and enforcing the traffic regulations regarding the 'semi-colectivos'.
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