Case Study 14 Innovative Bicycles

TECHMICAL APPROACHES
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Objective: Transport of goodsin Penang
Location: Penang, Mdaysa
Website:  http:/Amww.mobilityconsultant.com/brm/asalmeier/as mei 73.htm

Description:

Bicyclesareoften usedto carry freight. Virtudly every freight bicycle hasarack built over the back
whed. Sometimesjust awicker basket islashed on, but in the case of more specific usesaspecialy
adapted rack isbuilt. Bread delivery, for example, isusually donewith alarge box over therear
whed.. Similar trades are performed on motorcycles. Trishasareaso animportant freight vehicle.
Trishariderswill often supplement passenger faresby carrying goods. They might, for example,
arrangeto makearegular delivery of some goodsto anumber of storeseach morning. A common
practiceisto carry mesat carcassesfrom the butchersin the market to their ingtitutional customers
like the hospitals and schools. If someone wantsto move some goods, he merely hailsatrisha,
negotiatesafare, and loadsup.

During World War 11, asecond form of trishaappeared. It was basically abicyclewith asidecar
attached toitsleft side. Thisform was used exclusively in Singapore - afew remain for tourist
consumption - and partly in KualaLumpur. In Penang, however, thefew that ever existed were
converted to freight use. Thisisavery simple operation; the sidecar was designed so that the seat
could quickly unscrew, leaving aflat, one and ahalf metrelong, freight bed. Thearrangement is
ided for odd shaped objectslikeglassor metal stock. Every glazier’ sshop, for example, hasone of
thesetricycles. Themodt fascinating vehiclein Penang’ strangport mix isthefreight tricycle. Although
it hasparallelsin other Asian cities, no other place has exploited it so well as Penang. It closely
resemblesthetrishaexcept that alarge metal box isplaced between thetwo front wheel sinstead of
aseat. Therear half of theframeisidentical to thetrisha, though alower gear ratio is sometimes
used. Unlikethetrisha, thetricycle sfront kickstand isretractable, viaalever, from therider’ s seat.

The steering bar is adjustable on the new modelsso that it will not knock therider’ sknees. There
aretwo models, medium duty and heavy duty. They differ only in the sturdinessof thefront wheels.
Recently, however, anew model has been introduced which uses amuch smaller pair of front
wheels, about the size of the smallest Honda motorcycle. They command a premium over the
traditional tricyclesbecausethey can carry heavier loadsand thetyres|ast severa timesaslong.
Sinceatricyclelastsover twenty years, the accumul ated savings on new tyres make the premium
worthwhile.

Virtualy every shop doing any sort of ddlivery or freight movement hasatricycle. Officidly, there
arejust over 2,000tricyclesin Penang. In practice, there are probably closer to 3,000. Thetricycles
areidedlly suited for Penang’ snarrow streets. They can efficiently carry loads of 5to 200 kg. over
distances of up to four kilometres. A number of tricyclestravel much greater distances, leaving the
city entirely to gather acrop of coconuts, sugar cane, or bananas, for useinthefood stalls.




Case Study 15 An Electric Transt Vehicle Programme
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Objective: Todevelop, build, test and operate el ectric buses as

part of asustainability initiative.

Location: Chattanooga, USA

Website:  http://www.sustai nable.doe.gov/success/chattano.shtml
http://www.carta-bus.org/

Description:

A prominent exampleof loca sustainability initiatives, thetrangt authority for thecity of Chattanooga
and Hamilton County formed an innovative public-private partnership (ChattanoogaAreaRegional
Transportation Authority - CARTA) to develop, build, test, and operate el ectric transit vehicles
(ETVs) and ETV systemsin downtown Chattanooga. Since 1991, 10 dectric buseshave goneinto
service on adowntown shuttleroute,. alocal non-profit (WHAT) has been launched to promote
research and provideinformation, and acompany has been formed to manufacture el ectric buses.
The programme’ sLiving Laboratory brings participantstogether to develop ETVsand sharetheir
discoveriesworldwide. Programme benefitsinclude reduced congestion on downtown streets,
reduced air emissions, and over 30 new manufacturing jobs.

These organizations, along with the TVA'sElectric Vehicle Test Facility, comprise aninnovative
public private partnership that has advanced ETV technology from troublesome prototypesto a
practical and effective public-trangt aternative. The ETV development partnersaccomplished this
feat by establishing aprocessfocused on thefollowing objectives:.
* Bringing ETV technology into the public domain.
INETV development effortsel sawhere, private partieshad claimed ownership of thetechnology.
To avoid that experience, CARTA and its partners made public accessto ETV research a
principa god.
* Involving those who know transit best in the ETV design process.
Ownersand operatorsof trangt vehicles have aunique understanding of operating conditions
and rider concerns. From the outset CARTA stroveto incorporate their perspectiveinto the
ETV design process.
 Testing and improving ETV technology.
CARTA recognized that real-world testing of components and systemswould quickly advance
ETV technology, paving theway to an e ectric-bus system that would define the state-of -the-
art.
* Developing ETV standards.
Through research and testing, CARTA groveto establish consensus design and equipment
standardsfor ETVs.
* Disseminating ETV information.
CARTA decided that other transit systems and operatorsinterested in ETV s should benefit
from Chattanooga s experience.
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Objective: To encourage peopleto use aternative transportation
options.

Location: Bogoté, Colombia

Website:  http://mwww.ecoplan.org/carfreeday/cf _index.htm

Description:

On Thursday February 24th 2000, the city of Bogotain Colombiatook amonumental step in
promoting areduced dependence on automobiles, by holding theworld slargest Car-Free Day.
From 6:30 am. to 7:30 p.m. private carswere banned from city streets (over the entire extended
urban areq). While some 850,000 private cars stayed homeintheir garages, city residentsturned to
public transport, bicycles, taxis, regional train, roller-skates and other modes of transit to get to
their degtinations.

Oneand ahalf million people cycled on the day, and 10% more peopl e than average used public
transport to get around. A substantial reductionin contaminantswasreported for the day, withNO_
being reduced by 8%, carbon monoxide decreased by 22%, and particulates reduced by 21%.
Morelasting impactsincluded asensitisation of the public to theimpactsof the automobile onthe
city, and education on sustainabl e transportation. In one poll 30% of respondents reported having
achangein their opiniontowards public transport.

The car free day wasthefirst day in morethan three years that not onepersondied inatraffic
accident compared to the daily average of 2-3 reported deaths. Although therewere somereported
crashes, and injuries, there were far lessthan an average day. Some hospital clinicsreported a
decrease of 20to 30% inthe emergency consultations. Such reductions save public costsin health
care, police services and other associated costs. For car-free daysto beimplemented on amore
regular basis, morework will haveto be donewith retailers, many of whom experienced lossesin
sales. Onepoll showed only 7% of retail ersexperiencing anincreasein saes, whilethe remainder
experienced either stable sales or decreases. In Bogota, despite the lack of benefits for most
retailers, 44% of retailersin onepoll still believed the day wasasuccess. Clearly however retailers
must be closaly involved with planning car free events so asto ensure that they too can benefit.

The success of the Day hasled to local transportation, city planning and environmental teamsin
Bogotaworking on plansto createan entirely new and innovative* aternativetransportation system
for Third World Megacities’. The plan includes one of the world’ smost comprehensive bicycle
trangportation networks (morethan 200 km of system built or under construction), stringent parking
measures and mgjor provisionsfor pedestrianstaking tripswithin the city. Also under way isthe
strategic renovation and redepl oyment of apublic transport system presently consisting of some
30,000 buses of various sizes and type and some 55,000 taxis.




CaseStudy 17 TravelSmart EDUCATIONAL APPROACHES
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Objective To provideinformation to transport system usersto
empower them to makeinformed choicesabout their travel behaviour.
Location: Perth,Audrdia
Website:  http://www.travel smart.transport.wa.gov.au
http://www.travel smart.transport.wa.gov.au/pdfs/present_infra.pdf

Description:
Travel Smart isapplied usng anumber of key principlesto:
* Inform, motivate, facilitate and empower in order to achieve sustained behaviour change
* Examinethetransport system from auser’ s perspective.
 Emphadsecommunity learning about travel behaviour underpining local community empowerment
programmes.
* Ensureevauationisbased on behaviour changerather than just raising community awareness
(eg. 50% remember the message).

Travel Smart istherefore designed to inform and motivate peopl e to use dternative transport modes
tothemotor car, including car pooling and dternativesto transport (eg. Teleaccess). TravelSmart is
helping loca councilsand their communities promotetravel dternativesthrough:
* Local travel surveysproviding information on how peopletravel
e |ndividualised marketing asaninnovativeway of promoting travel aternatives, and showing
positiveresultswhere car useisreduced and walking, cycling and public transport useincreased
 Loca communitiesfinding waysto reduce car usethrough Travel Smart Plans

Individualised Marketing isaparticular type of dial ogue marketing that has been devel oped and
tested to facilitate travel behaviour change. Thetechniqueishbuilt on aplatform of informing people
of their travel choicesand encouraging self-help. It isnot about telling peoplewhich tripsto change
or what modesto use. Thedesign of thetechniquealowstheinformation and dialogueto berelated
to eachindividua’ sor household’ suniquesituation. Theinformation, especidly publictransport, is
tailored to each person’ sunique situation. h

“Wetelephone almost every household in an areato identify thoseinterested. We ask them what
information they would like about walking, cycling and public transport and deliver personalised
packages of information specific to their Stuation, for examplelocal busservicetimetablesand local
cycling and walking maps.Wemay evenvisit their home, talk to them about using public transport,
and offer new userstria use with freetickets. If they wish, we can arrange a personal visit by
someonewith practica skillsand knowledge of walking and cycling (including locdl facilities). We
can a so provide discount vouchersfrom local bike shops, or givethem a‘Heart Movers Kit' to
encourage them to work more. Those peoplewho are aready using public transport or cycling or
walking regularly are encouraged to continue by rewarding them with vouchersand smadll gifts (eg.
sportsdrink bottle. We aso givethem additiond information if they want it.”




Case Study 18 The Planned City REGULATORY APPROACHES
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Objective: Toplanand develop acity that avoidsthetransportation

problems of car-based cities.

Location: Curitiba, Brazil

Website:  http://www.solutions-Site.org/cat7_sol110.htm
http:/Amww.dbj.go.jp/english/cooperat/hot/curitiba/02.html

Description:

Curitiba s population started growing in the 1950’ s, atrend which was accentuated in the late
1960’ sasindustrialization took off. The population has more than doubled in the past 30 years,
fromits 1970 level of 600,000. Thecity’ smasstransportation system, which wasestablishedin
1974 and 2 million people now usethe city’ sintegrated transit network every day. It hasfour
elements. thedirect line; an dternative‘ speedy’ system—buseswhichtravel faster and havefewer
stops, theinter-district line, which carries out trips between di strictswithout crossing the centre of
the city; and feeder buses, which connect terminalsto thedistricts. It isintegrated within the 12
municipalities of the metropolitan region, and iscontinually updated asthe city and its population
grow.

Curitibahassignificant bussystems. “BI” busesrun aong dedicated buslanesthroughout the inner
city, and “Inter-district” buses connect Curitibadirectly with surrounding areas. In most cities,
busesare prevented from becoming ahigh-volume, regular form of transport because of delaysat
stops dueto fare coll ection and peopl e negotiating stepsin getting on and off buses, and also asa
consequence of bus services not being smooth or reliable dueto clasheswith other formsof public
trangport. In Curitiba scase, however, theseissues have been successfully resolved. Ironically the
Curitibabus system was originally set up as adesperate measure to devel op atransport system
with limited public finances. Nowadays, it is highly renowned both locally and abroad.

Public facilities have been built along arteria roadswhere busesrun and citizen centers. Thereare
atotal of eight citizen centersin theinner city. Each center has public utilities such aswater and
electricity, aswel asarangeof public servicesincuding police, municipa branch offices, job centers,
social security officesand libraries, and a so aroofed multi-purpose sports ground, sportsroom
and conferencerooms; all of which can be utilized either free of charge or for next to nothing.

Dueto ongoing increasesinthecity’ spopulation, Curitiba sbussystem isexpected to reach maximum
cagpacity inthenear future. Thetota cost of diversion of thehighway and congtruction of themonorail
isaround US$400 million. Well beyond thefinancia capabilities of the municipa government, the
planwill be co-financed by the national government (60%), municipal Curitibagovernment (20%)
and the private sector (20%).

The Centre of Excellencefor Sustainable Devel opment (http://www.sustainabl e.doe.gov/transprt/
maxchoice.shtml#Making) for moreinformation on making communitiesmore pedestrian friendly.
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Objective: Tointegratefare, information and transit networksin
order to create aquick and convenient public transport system.
Location: Singapore

Website:  hitp:/Aww.trangtlink.com.sy/

Description:

Singapore has adopted an integrated public transport system which incorporatesfareinformation
and network integration so that travelling in the city isquick and convenient.Singapore’ stransport
systemisdescribedin anarticle by Lim Swee Say, Singapore’'sActing Minister for the Environment
and Minister of State for Communicationsand I nformation Technology.

“Thereareat present two train networksin Singapore—themassrapidtransit (MRT) linesand the
light rapid trangt (LRT) system. The MRT linksthe main population centres north-south and east-
west, whilethe LRT servestheintra-town and localized transport needs of theresidents of satellite
townships. Another 57 kilometresof MRT and LRT lineswill beadded to theexisting 91 kilometre
network over the next fiveyears. By integrating the two networks, wearemaking travel by traina
seamlessand attractive mode of transport for commuters. Thereare aso planstoimprove busand
taxi servicesfurther. A ‘traveller information system’ isbeing introduced for the bus service. This
will provide commuterswith real-timeinformation on bus movements, locations and expected
arrival times, to help them plan their journeys better and cut down waiting time. At the sametime,
more and moretaxisin Singapore are being equipped with asatellite global positioning system,
allowing them to be directed to the nearest passenger pick-up points. The system has effectively
cut down customers’ waiting time, while maximising the utilisation of thetaxi fleet. All theseare
important featuresin making our public transport system attractive and appealing to commuters.”

A fully Integrated Public Transport Systemisonein which buses, the MRT and the LRT combine
their servicesto provide asingle planned network.

Information Integration

The Trangt Link Guide givescommutersintegrated information in just onebook. Comprehensive
information panelsare put up at MRT stations and major bus stops for the ease of commuters
making trandfers.

Network Integration

Trangt Link’ scentra planning and coordination of the bus network, designed mindful of theMRT
and LRT systems, reduces wasteful duplication of services and improves the use of transport
resources.




CaseStudy 20 Urban Agriculture REGULATORY APPROACHES
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Objective: To support the practise of agriculturein urban aress.
Location: Lima, Peruand variousother places
Website:  http:/Aww.cityfarmer.org/potatocentre.htm

Description:

Urban agriculture can betraced to theworld' searliest civilizations. The Aztecs, Mayans, and Incas
all produced food within the borders of their urban settlements. City farmswere crucid to the
development of Europe and the sites of many modern citieswere sel ected because of their access
to water and high-quality land. Today, an estimated 800 million people areengaged in someform
of urban farming, whether tending home gardens or working in commercia livestock, aguaculture,
forestry, or greenhouse operations.

For example, farmersin Cairo raise 80,000 head of livestock, while 1.7 million inhabitants of
Mexico City rely on city dairy farmersfor their milk. Ninety percent of theleafy vegetablessoldin
the public markets of Dar es Salaam are grown within the city limits. In Kampala, Uganda, about
30% of the population’s need for meat and eggs is met by urban farmers. More than 16% of
Harare’ surban areais planted to crops. The shantytownsof Limasprawl acrossone of theworld's
most barren deserts. Yet their resourceful inhabitants, many who are recent immigrantsfrom the
Andes, have found waysto produce everything from sweet potatoes and artichokesto chicken,
fish, and pork. Their skillshave been put to good usein thisburgeoning city of 8 million providing
criticaly needed food and incometo someof thewestern hemisphere smost economically depressed
neighbourhoods.

Asurban popul ations grow at unprecedented rates here and around the globe, city farmersare
becoming increasingly important. Under anew initiative launched by the Consultative Group on
International Agricultural Research (CGIAR) in Washington, US, some of theworld’ sleading
agricultural scientistswill belooking for waysto help thosefarmersplay an even bigger role.

“Researchershave beenworking for yearsto makerurd agriculturemore productiveand sustainable,”
said Hubert Zandstra, Director Generd of the Limarbased I nternational Potato Center (CIP), which
will spearhead the effort. Inlooking a the needs of urban farmers, we' re pursuing the samegodsas
wearein the countryside -food security for developing countries, away out of poverty for food
producers, and better accessto food for consumers.”

The$500,000 Global Strategic I nitiative on Urban and Peri-Urban Agriculturewill link several of
the CGIAR'’ s16 research centerswith internationa aid agencies, non-governmental organisations,
and research networksin Latin America, Africa, and Asia. Among the sitesto be considered for
intensvesudy areLima; Yaunde, Cameroon; Harare, Zimbabwe; Manila, Philippines; Accra, Ghang;
Beijing, China; Dhaka, Bangladesh; L usaka, Zambia; Dar es Sdaam, Tanzania; Bogota, Colombig;
and Maputo, Mozambique.
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Objective: Torestrict thegrowth of private car ownership.

Location: Singapore

Website:  hitp:/Amww.ourplanet.com/imgvers/121/say.html
http://Amww.undp.org/tcdc/bestprac/soci al/cases/04-private%o20vehicles.htm

Description:

Under Singapore’ svehicle quotasystem acertificate of entitlement (COE) must beacquired before
aperson can register avehiclefor use ontheroad. The price of a COE isdetermined by market
demand through apublic tendering system, and it isvalid for ten years. By limiting the number of
COEsissued each month, the quotasystem has served as an effective meansto keep the growth of
thevehicle populationin Singapore at alevel of 3% per year. The Vehicle Quota System (VQS)
fixesan annual ceiling on the number of vehiclesthat can be bought. Thus, the government can
directly control the vehicle populationin Singaporein order to achieveitstarget vehicle popul ation
inlinewith road capacity and traffic conditions, instead of alowing thefree market to dictate the
number of vehicles. Thetarget growth rate of the vehicle population isreviewed annually on the
adviceof the Public Works Department. Thisrateistheleve a whichtrafficisableto flow smoothly
giventhe current and projected expansion ininfrastructure.

Every year, the government announcesthe number of vehiclesthat itispreparedto allow. Thisis
decided by considering prevailing traffic conditionsand the number of vehiclestaken off theroads
permanently. For each tender exercise, the government announcesthe number of Certificates of
Entitlement (COEs) availablein the various categories and woul d-be buyersbid for aCOE for the
particular category of vehiclewhich they wish to purchase monthly. Certain vehicles are exempt
fromthisscheme, for example, buses, emergency vehicles trailers, vehiclesbe onging tothedisabled
and diplomatic vehicles,

Each bidder isonly alowed to submit one bid. Anyonefound making more than one bid will find
their applications rejected. Companies, however, are exempt from thisruling. The bid must be
accompanied by a50% deposit. On 1 November 1995, the bidding for COEswent fully el ectronic.
Prospective buyers can now submit their bid through Automated Teller Machinesof variousbanks.

Based on the quotaavailablefor aparticular category that month, the highest bidderswithin that
category will secure the COEs. The amount that the successful bidders will have to pay isthe
amount of the lowest successful bid inthe particular category. Successful biddersfor company
registered cars and heavy goods vehiclesarerequired to pay twicetheamount intheir respective
categories.

The successful bidder now hastheright to own avehicle. Only COEs of goods vehiclesand buses
and the open category aretransferable. Every COE istagged to avehicleandisvalid for aperiod
of 10 yearsfromthedate of thevehicl€e sregistration.
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Objective: To reducethe number of car trips used for commuting.
Location: Oregon, USA
Website:  http://mww.trimet.org/lemployers'ecorule.htm

Description:

Why istherean ECO Rule?

The Employee Commute Options (ECO) Rule was devel oped by the Oregon Department of
Environmenta Quality (DEQ) toimproveair qudity intheregion. Itsgod isto reducethe number
of auto trips used for commuting. The rule will become a part of DEQ’sregional air quality
maintenance plan needed for compliancewith the Federa Clean Air Act. Thisregion chosetofocus
on reducing commuiter auto tripsinstead of increasing limitsonindustria air pollution sourcessince
over 50% of air pollution iscaused by vehicleemissions.

Who isaffected by the ECO Rule?

The ECO Rule affects employers located within the Portland Air Quality Maintenance Area
(PAQMA) and with atota of 50 or more people at any onework site. The PAQMA encompasses
most of Multnomah, Washington and Clackamas counties.

What doesthe ECO Ruledo?

The ECO Rulerequiresaffected employerstoimplement programmesthat encouragether employees
to usedternativesto driving alone. After implementing aprogramme, an employer hasthreeyears
to achieve a10% reduction in the number of commuter auto tripstaken towork sites.

How do employers comply with the ECO Rule?

Anemployer hastwo optionsfor complying - oneis* prescriptivebased,” the other is* performance
based.” Under both options, the employer must conduct a baseline survey to document how
empl oyees commute before the programme begins. The employer then administersafollow-up
survey each year to measure progresstowards compliance.

Prescriptive Compliance- An employer who choosesthisoptionwill fileacommutetrip reduction
planwith DEQ for approva. The plan outlines how the employer intendsto meset itstrip reduction
target. Once approved, the employer implements the plan. DEQ will consider an employer in
compliancewith therule aslong asit submitsand implements an approved plan, whether or not it
fully achievesitstrip reduction target.

Performance Based Compliance- An employer who choosesthis option doesnot fileaplan with
DEQ. Instead, it implementsacommutetrip reduction programme which the employer feel swill
work for thesite. If theemployer isnot ableto meet itstrip reduction target, it must demonsirate to
DEQ that a"good faith effort” was madeto do so. No evidence of “good faith effort” isneeded if
the employer meetsitstrip reduction target.




Case Study 23 Car-Sharing ECONOMIC APPROACHES
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Objective: To provideacar-sharing serviceto support peopleto
not own carsand use aternative transportation wherever possible.
Location: Switzerland

Website:  hitp:/Avww1.mobility.ch/efindex.htm

Description:

Partnering With Trangt

Mobility CarSharing Switzerland isaready developing, testing, and eva uating severa “mobility
management” packages. Most of these are based on partnershipswith public transit organisations
and other businesses. While government institutions provided some start-up support, there have
been no subsidiesfor actua operations.

Marketing Mobility

Mobility’s*zuri mobil” packageisone successful mobility serviceinitiative. For an annud fee of 80-
ECU, zuri-mobil customers can: take asecond person along with them on public trangit at no extra
charge; gain lower rates and preferred status for traditional car rentals; and, access over 450
shared-usevehiclesat 220 stationsin Zurich (and 1200 carsat 800 stationsthroughout Switzerland).
In Zurich, these customers can access car-sharing on every third street, and most lotsare closely
linked totrain and bus stations. Between 1996 and 1997 3,000 customersjoined zuri-mobil capturing
over 1% of thecity’ spopulation during itsinitial year of marketing.

Expanding Options

On adifferent front, Mohility recently |aunched anationwide mohility package, called “mobility rail
card 444 in collaboration with the Swiss Nationa Railway System. With gpproximately half of al
700 Swisstrain stations providing car-sharing lots, intermoda vacation tripsor travel blendingis
now possi blefrom most Swisscitiesand towns. Mobility and SwissRail expect thisprogrammeto
attract 20,000 to 30,000 new customerswithinthe next year - agrowth of 100%inthe company’s
car-sharing market. Successfactorsfor linking private car-sharing initiativeswith public transit
through mobility management, include: the development of partnerships; the design of smooth
interfaces and multimodal interchanges such as new technologieslike smart cardsand pam tops
which can provide amarket edge here; and, improvement of the customer’ s subjective perception
of service (e.g. convenience, comfort, prestige, and choice).

Conrad Wagner co-founded M obility CarSharing Switzerland in 1987 and managed Strategy and
Development for thisgrowing corporation until 1999. He now works devel oping New Mobility
Systemsand Car Sharing Servicesat WestStart-CALSTART inthe US.

Another smilar businesshasbeen set upin Portland, USA. See FlexCar at http://www.flexcar.com/




Case Study 24 Transportation User Fee ECONOMIC APPROACHES
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Objective: To charge households based on their use of transport

infrastructure.

Location: Austin, USA

Website:  http:/Mmww.cl.augtin.tx.us
http://stratus.city.toronto.on.calinter/mte/mte.nsf/

Description:
Inthe City of Austin, aninnovativeway of financing transportation infrastructure enablesthosewho
place asmaller burden on thisresourceto save money.

Onevery city utility bill isachargefor the Transportation User Fee (TUF). Thisfigureisderived by
calculations made by City Council on the average number of daily motor vehicletrips made per
household. Thisca culation chiefly dependson the size and use of aproperty. Occupantsare then
charged according to which category they fit into.

Unlike an acrossthe board property tax which appliesequally to everyone, thischargetakesinto
account the utility payer’ scontributionto thetotal cost of transportation infrastructure. Thecity has
taken thisto the extent of providing atotal exemption from paying thefeefor thosewho don't own
acar. Resdential properties may be exempted from thesefeesif the user doesnot own or regularly
use a private motor vehicle for transportation, or if the user is 65 years of age or older. This
exemptionwasauthorised by Austin City Council inthemid-90s.

The monthly amount charged for the TUF varies depending on whether the ratepayer occupiesa
house, duplex or apartment, but savingsgenerally arein the range of US$30 to US$40 per year.

I nnovative financing mechanisms such asthis can serve asamode to cities seeking to provide
incentivesfor thosewho cycle, wak or use public transport to get around, while at the sametime
providing away to lessen thefinancia burden on seniorsand thosein lower income bracketswho
arelesslikely toownacar.




Case Study 25 Shop and Ride Scheme
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Objective: To provide shoppers and particularly low-income
shopperswith free bustickets.

Location: Knoxville, USA

Website:  http://ww.grass-roots.org/usalktrans.shtmi

Description:

Anyonewho ridesthe Knoxville Transit Authority’ sK-Transbuses at any timemay ask thedriver
fora“ Shop & Ride’ coupon. The coupon isstamped following apurchase of $10 or moreat any
of theregion’ sKroger, Food City or Cox & Wright groceries or Watson’ s department stores and
isvalid for afree busride home. The coupon provides up to US$1.20 off abusfarewhichisa
sgnificant boost to alow income earning person who hasto rely on public transportation and who
hasto travel outsidetheir inner-city neighbourhood to get away from small, poorly stocked and
overpriced loca marketsto reach thelarge suburban supermarkets.

Although thetransit authority presumesthat most people who use the programme have limited
incomes, the couponsare availableto al, no questionsasked, “...evenif they make $100,000 a
year...” David Whitesaid. Further, no one mindsif anindividua picks up acoupon and passesit
alongtoafriend. Costsof the programmeareminimal. Thetransit authority printsthe blue-and-
orange coupons, collects used ones, and turnsthem over to the store management, which reimburses
their full value, which roseto 2,286 busridesin March 1993.

Thegrocery chainsapparently consider the money well spent to get shoppersinto their store, the
trangt authority gainsriders, and the benefitsto the people who use the couponsare obvious. “It’'s
awin-win-winsgtuation...” sad White.

Intheory at least, Shop & Ride has been on the books since before anyone now involved with the
programmecanrecal. It may haveoriginated asadeviceto get peopleinto the downtown department
stores during the early 1970s, when the rise of suburban mallswas sucking thelife blood out of
Knoxville' sdowntown. But by 1990, only Watson’ swas participating, and only afew riders per
month weretaking advantage.

That al changed when severa happy coincidencesresurrected the programmeinitsnew form, with
the focus primarily on groceries. Financially disadvantaged people and |ocal advocates held a
demongtration calling for strategiesto improve accessto food for inner-city residents. Intheinformal
discussionsthat followed among city officias, advocates, the Knoxville Food Policy Council and
thetransit authority, Kroger’ sRegiond Manager Hunter McWilliamsagreed to get the chain’ snine
Knoxvillestoresinvolved, and the programmetook off. During thefirst full month of participation,
just 25 Kroger shoppersgot freerides. But within six months, publicised by advertising on buses, in
stores and on radio and television, the number of Shop & Ride passengersroseto 1,100; and, a
total of 1,640 Kroger shoppersgot freeridesin March 1993.
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Objective: Toreward employeeswho rideshare and penadise solo
drivers.

Location: LosAngees USA

Website:  http://gtratus.city.toronto.on.calinter/mte/mte.nst

Description:

In 1987 the City of Los Angeles and its employee bargaining units (Iabour unions) agreed to a
unique arrangement regarding commuter benefitsand employee parking. Theinitiative hasworked
very well, and could be used asa“ benchmark” for other employers. Insmpleterms, it rewardsthe
“good guys’ (thosewho rideshare) and penalisesthe” bad guys’ (solo drivers).

Parking Incentives

Employee parking in the City’ sdowntown Civic Center isvery limited, and isassigned on aspace
available basis. The number of existing owned and | eased spaces can accommodate only about
40% of City Staff. Prioritieshave been established, with seniority being last inthe* pecking order”.
Carpoolsand vanpool s are guaranteed spaces and park free. Employeesdriving persond vehicles
or “homegaraged” vehicles(fleet vehicles assigned to specific personswho havefull time use of
same) are charged parking fees. Chargesvary, depending on proximity to theworksite and whether
the spaceisingdethe building or on asurfacelot.

Sdf-Funding programmes

Collected fees are deposited into the Rideshare Trust Fund. Other revenues deposited into the
Trust Fund include vanpool faresand asmdll (and fluctuating) amount from grants. Interest earned
from such depositsalso remainsinthe Trust Fund. Unliketypica use-it-or-lose-it budgets, unspent
fundsin onefisca year are carried over into thefollowing fiscal year. The Commuter Services
Office (CSO) then appliesthese moniesto itsentire programme. Thustheinitiativeisrelatively
insulated from the effects of year to year tax revenue shortfallsin the Genera Fund. Trust Fund
expendituresare primarily directed toward subsidising vanpool seats and employee purchases of
trangit passes. They a so cover producing carpool matchlists, purchase and installation of bicycle
lockersand paying office expenses.

The commuter programmeis offered to approximately 38,000 City employeesworking at over
500 workstesrangingin sizefrom 2-person neighbourhood parksto the 7,000+ employee Downtown
Civic Center. Itsbudget isapproximately US$1.6 million ayear - the CSO’ sstaff salaries, however
arepaid by the General Fund.




