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FOREWORD 
The EVIDENCE project has undertaken a wide-

ranging review of the economic benefits of investing 

in sustainable urban mobility. The review clearly 

demonstrate that sustainable urban mobility 

interventions and investments, for example, 

supporting higher levels of cycling and public 

transport, are as effective as "traditional" 

infrastructure projects, which are typically adding 

new road capacity in or around cities. This is of 

considerable significance in the EU-wide debate 

within cities and regions on sustainability, transport 

and economic development. 

The results of the EVIDENCE project will contribute 

to constructing a credible basis on which decisions 

about the future of cities and regions can be made. 

Cities that make a serious effort to increase the use 

of more sustainable modes of transport can also be 

economically very successful: increasing the level of 

spending on sustainable mobility has the potential to 

stimulate enhanced economic performance and 

avoid some economic costs associated with a car-

dominated transport system, such as poorer public 

health. 

The evidence presented in this study reveals that 

shifting patterns of spending and project selection 

away from new high-capacity roads or intercity high-

speed rail links has the potential to reduce 

congestion and pollution and create highly attractive 

living environments that are increasingly factored 

into global decisions about inward investment, 

corporate relocation and the attraction and retention 

of highly qualified staff.  A city that can reduce the 

number of vehicles on urban highways and provide 

high-quality walking and cycling facilities set in an 

attractive public realm will be more successful than 

a city characterised by high levels of vehicle traffic, 

congested roads and air pollution serious enough to 

be responsible for mortality and hospitalisation on a 

large scale. 

It is very difficult indeed to establish cause and 

effect in transport investments. However, this is also 

true for traditional infrastructure projects: there is a 

large body of literature showing that investments in 

additional road capacity do not reduce congestion or 

create jobs to the extent claimed by scheme 

promoters. The EVIDENCE project is critical[1] of 

current appraisal practice based on Cost-Benefit 

Analysis (CBA), because the outcome is heavily 

influenced by monetary values linked to the 

during travel, and the cumulative monetary benefits 

of many hundreds of thousands of small time 

savings.  

The CBA methodology is widely criticised in the 

transport literature for the way it skews decisions in 

the direction of projects such as additional road 

capacity, when a wider analysis of costs and benefits 

would produce a more balanced approach across all 

modes.  It is clear that if we include values for the 

health benefits of so- [2] and 

reduce the importance of time savings in 

calculations, we would get very different results. It is 

likely that such an approach would result in more 

funding for traffic reduction and decarbonised road 

transport.  

The EVIDENCE project has made available for the 

first time a huge amount of detailed evidence to 

support sustainable urban mobility. The European 

Commission supports sustainable urban mobility 

because of its potential to improve health, reduce 

carbon, protect nature and ecology, improve 

international competitiveness and get better value 

                                                           
[1]

 EVIDENCE has produced a range of resources 
addressing this issue, including podcasts from European 
practitioners and a video of a debate between experts 
on the topic. All are available at evidence-project.eu    
[2]

 A term increasingly being used to refer to modes of 
mobility that use exclusively or predominantly human 
power, notably walking, cycling, run-commuting and 
forms of wheeled skates.  
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for money from scarce public funds.  We now have 

an evidence base to support an enhanced role for 

sustainable urban mobility in EU cities and it is up to 

decision makers to become familiar with this 

evidence and give a higher priority to sustainable 

urban mobility interventions and investments. We 

encourage them to do this.   

The EVIDENCE team 
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Executive Summary 
 

1. Many of those involved in delivering more 

sustainable urban mobility in line with policy 

objectives of the European Union (EU) report that 

they are in need of more information about the 

range of interventions and packages of 

interventions available to them. In particular they 

need to know more about the economic benefits 

of sustainable urban mobility interventions, as 

local politicians and other stakeholders regard as 

important the role of mobility in supporting the 

local economy. The present report is based on a 

thorough and critical review of the available 

evidence and enhances our understanding of the 

economic benefits of such interventions. It is 

particularly targeted at professionals, such as 

local authority officers, who are directly involved 

in implementation, although it will be of relevant 

to other stakeholders. 

 

2. Due to pressing environmental and social 

concerns, the transport sector is being pushed to 

consider a wide and growing range of policy 

objectives alongside the economic ones. There is 

also growing concern that past interventions in 

the sector have not always been effective in 

delivering their intended policy objectives. Given 

this broadening of objectives and growth in 

concern about effectiveness, the choice of 

appraisal methods is a critical one. Important 

caveats and constraints must be applied when 

considering the use of traditional Cost-Benefit 

Analysis (CBA) to evaluate measures for a 

Sustainable Urban Mobility Plan (SUMP): 

a. CBA will be more relevant for some types of 

measure than others, and not relevant at all 

for some; 

b. the nature of CBA means it tends to promote 

those aspects of mobility least associated 

with holistic sustainability, namely faster 

travel times and greater system capacity; 

c. CBA cannot capture all the economic 

benefits of SUMP measures, and attempts to 

reform CBA will not resolve this problem, 

due to its focus on direct, monetisable 

effects. 

d. Therefore, in the reviews, the absence of a 

CBA was not accepted as meaning that 

economic benefits were not found to be 

generated by a measure, and where a CBA 

was present, it was not assumed to 

represent the actual net economic value. In 

other words, CBA evidence was just one form 

of economic information informing the 

reviews. 

 

3. Twenty-two categories of measure typically found 

in a SUMP are considered by this study. Most of 

these measures include multiple, related 

interventions. Three-hundred-and-fifty one 

documents were reviewed in depth or the 

analysis. Extensive economic evidence was found 

for around a third of the measures, although at 

least some evidence was found for all of the 

measures. In around half of cases the economic 

benefits focussed around reduced use of private 

cars, and the indirect benefits this created in 

terms of reduced road congestion for other 

travellers, notably those continuing to use private 

cars. 

 

4. Like all interventions which are made on existing 

transport networks, SUMP measures could be 

associated with short-term economic disruption, 

particularly those providing new public transport 

alignments, reorganising parking or 

pedestrianisation. However, most SUMP 

measures were found to have benefits in the 

short-run, once inaugurated. In some cases, at 

least part of the benefits would be long-term, and 

indirect, for example, the economic benefit of 
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reduced costs to the health system in future 

decades of encouraging a more physically active 

population. 

 

5. Many of the source documents for the review 

were produced in English and featuring 

evaluations from Western Europe and the 

English-speaking world. Follow-up investigations 

suggested that to a large extent this reflected the 

reality of the extent of the international record, 

although due to resource constraints the reviews 

cannot be regarded as absolutely exhaustive for 

any language. 

 

6. A number of types of evidence gap were identified 

by the study and in some cases methodological 

weaknesses. These included weak coverage of 

emerging technologies and few methodologies 

with either a longitudinal design or able to 

capture longer-term behavioural outcomes. 

Others had a very narrow focus. In addition, some 

measures relied heavily on just a few 

interventions as the source of evidence. A 

particular methodological difficulty is identified 

when the evaluation studied a number of 

interventions simultaneously, and was not able to 

disaggregate the effects of specific interventions. 

 

7. Considering both quality and quantity, for seven of 

the measures there was strong evidence of 

economic benefits: 

a. Cycling (infrastructure); 

b. new public transport systems; 

c. enhancements to public transport systems; 

d. parking management; 

e. cleaner vehicles; 

f. site-based travel plans and; 

g. personalised travel planning. 

h. In addition, the evidence on environmental 

zones was limited but strong. In the other 14 

cases, the evidence was methodologically 

weaker and in some cases also scarce.  

 

8. In all cases but one (enhanced information), the 

economic benefits of a specific measure were 

found to be enhanced by introducing it as part of a 

carefully integrated package. In general terms, 

effective packages needed to contain both new 

supply features for modes and behaviours 

encouraged by policy alongside demand restrain 

measures associated with modes and behaviours 

discouraged by policy. 

 

9. Due to the diverse nature of the economic 

benefits for the different measures, and the 

contingencies between them, it is not realistically 

possible to compare them in terms of relative net 

economic value. Instead, cities should select 

measures by carefully considering the policy 

objectives and the evidence about the known 

effects of a measure. This selection process 

should be combined with a holistic appraisal 

process, also related to wider policy objectives, 

and careful design of an evaluation strategy to 

enable reflective analysis as to whether the 

measure has delivered against the policy 

objectives in the long-run. Such an approach will 

provide for an effective, objective, and evidence-

local policy delivery as well as adding to the 

international evidence on SUMP measure 

effectiveness.  

 

10. The EVIDENCE project has identified a number of 

SUMP measures where local administrations can 

be confident that the allocation of enhanced 

resources will be beneficial from an economic 

perspective alone (see point 7 above). However, 

even where the evidence of economic benefits is 

currently not of good quantity or methodological 

quality, it is likely that all or nearly all of these 

measures have wider economic benefits. Very 

often those measures will also have strong 

benefits in the social or environmental domains, 

which might be sufficient to justify their 

application in the meantime, whilst the economic 

evidence-base is further developed. 
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1  Introduction: the need for 

clearer guidance 
 

1.1 Evidence needs of the 

urban mobility 

management 

community 
Problems with mobility, most often caused by too 

many movements, sometimes by people not having 

enough opportunity to move, continue to beset cities, 

yet many of the proposed transport solutions largely 

repeat past responses to the problems, and in doing 

so contribute to a more unsustainable future. The 

European Union (EU) has tough international treaty 

obligations to radically reduce climate change gas 

emissions by 2050. The EU directives on air quality 

require Member States to end the exposure of 

citizens to highly harmful air pollution 

concentrations. For this reason, city authorities, and 

in particular practitioners and policy makers in 

Members States joining the EU post 2003 who were 

interviewed as part of the EVIDENCE study are being 

challenged to move beyond the now-inadequate 

mobility policies that emphasise access for the car. 

However, a number of barriers, whether real and 

perceived, exist to successful implementation of the 

new, more sustainable approach to urban mobility1. 

The purpose of the EVIDENCE project, this report 

                                                           
1
 Sustainable urban mobility describes a set of choices 

for resolving the travel needs of individuals and 
organisations in urban areas in a less energy intensive 
and less polluting way than at present. This might 
include different modes of transport, alternative fuels, 
alterations to infrastructure and the built environment, 
or changes in mobility and mobility-related behaviours. 

and its supporting materials, is to assist those 

seeking to overcome those barriers. We see the 

target readership for this particular report2 as most 

obviously including local authority officers 

responsible for mobility. However, it is also relevant 

for politicians, individual citizens and organisations 

involved in planning new services and facilities, or 

charged with making decisions about current and 

future strategies to address mobility needs or who 

simply want to be well-informed on the issues in 

order to engage fully in local mobility democracy.  

During the research for this report, the nature of the 

barriers to implementing sustainable mobility 

solutions was clarified through interviews with 

practitioners and policy makers, who are involved in 

delivering the first set of SUMPs for their cities in 

order to bring forward a document which could 

respond directly to their needs. In summary, the key 

barriers identified were:- 

 insufficient knowledge about the different types 

of sustainable urban mobility interventions 

(SUMI) available, and the benefits that they 

could bring, including economic benefits; 

 uncertainties about how to conduct pre-

implementation appraisals and post-

implementation evaluations of SUMI, in a way 

that fairly and validly demonstrates the extent 

and range of economic benefits offered, in the 

context that traditional transport investment, 

typically the addition of new road capacity in or 

                                                           
2
 As described below, the project deliverables also 

include shorter summaries for those seeking a strategic 
overview of specific measures as well as more detailed 
technical summaries. 
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around cities, is often seen as the only way to 

guarantee added economic value; 

 concerns that the experiences of successful 

implementation elsewhere might not be relevant 

to any local tradition of mobility management, 

including the expectations and priorities of local 

politicians and stakeholders, and external 

funders, who may rely on knowledge and 

procedures they are familiar with, rather than 

striving to deliver better solutions; 

 awareness that specific skills and experience 

might be necessary to deliver SUMI rather than 

traditional interventions, and that those skills 

might not be present, or might not be 

sufficiently embedded, within their city decision-

making and planning communities. 

The present report focusses specifically on the 

economic evidence. Therefore, whilst it identifies 

economic benefits in a broad sense, addressing the 

full range of barriers relating to training and 

institutional arrangements is beyond its scope3. 

Hence, its objectives were to: 

 provide easily accessible, customised and 

practical information about the economic 

benefits of SUMI, with signposting to more 

detailed explanations in expertly-reviewed 

summaries; 

 identify, where possible, good practice examples 

either from, or relevant for, those countries now 

in the process of deploying SUMPs and 

sustainable mobility interventions, to provide 

signposting to a database of economic evidence 

created by the project, as well as to collate 

information about the wide range of available 

sources of other evidence and practical 

information about implementation in different 

geographical and spatial contexts; 

 examine the relevance of the dominant 

technique for evaluating transport investment, 

Cost-Benefit Analysis (CBA), providing a 

commentary on its suitability for assessing 

SUMI and indicating ways in which a 

                                                           
3
 However, these other barriers will be addressed by 

later deliverables of the Evidence Project. 

transparent, formal process of decisions about 

investment can provide a fair and level playing 

field for these interventions. 

In addition, through the course of the work 

programme it became clear how sensitive the 

benefits of sustainable mobility are to the particular 

package of measures that is created. Whilst it is 

necessary for practical purposes to consider 

measures individually, the report also seeks to 

communicate the importance of those 

interrelationships and 

fully 

selected and delivered in full. 

1.2 Structure of the report 
The report is structured as follows: 

 Section 2 sets out the context for EVIDENCE, 

and considers how economic benefit is 

quantified in respect of urban mobility 

interventions. 

 Section 3 presents the evidence on economic 

benefit seen in SUMI, drawing on the review and 

analysis carried out by the project. .  

 Section 4 considers how cities might 

successfully implement sustainable 

interventions, and maximise economic benefits.  

 Section 5 is focussed on deployment of SUMI, 

and the role that EVIDENCE outputs might play 

in this.  

 Appendix A identifies other sources of material 

relevant to understanding the benefits of SUMI, 

and how such interventions might be delivered. 

Two companion reports provide a more detailed 

description of the process followed by the project 

team, and the full and detailed content of the 

 

 Method. This details the process followed by the 

EVIDENCE team in developing the literature 

search and review analysis, while also reflecting 

on the quality and availability of the material that 

has been reviewed. Comparisons are also made 

between the findings from the EVIDENCE 
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Project reviews and the outputs of previous 

studies. 

 Reviews. Contains the detailed evidence for the 

twenty-two different categories of SUMI, 

highlighting the information about economic 

impacts found.  
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2  Setting the context 
The chapter considers how the transport sector is being expected to address a greater 

range of public policy objectives than in the past, and also required to ensure interventions 

are effective. The twenty-two measures considered by this report are introduced, followed 

by a consideration of the limitations of established transport appraisal techniques in 

assessing this wider range of objectives and options. 

2.1 The mobility challenge 

for cities 
Providing mobility solutions for cities and other 

urban areas is unquestionably complex and 

challenging. Decisions have to be made about how 

to respond to travel demand whilst keeping cities as 

places where citizens want to live and work, both 

now and in the future. Choices about transport have 

to respond to local pressures whilst also 

considering wider national and international goals.  

Making these choices can mean navigating a path 

between demands for greater mobility to support 

economic objectives, including access to 

employment and services for those who are less 

mobile, alongside a need to build healthy and vibrant 

cities for growing urban populations. Achieving a 

healthy, sustainable city requires local air quality 

and noise to be brought within acceptable limits, 

whilst also responding to wider environmental 

concerns; supporting European climate change 

targets for example. However, when trying to 

respond to these competing demands, planners are 

increasingly faced with concerns that such choices 

might have negative unintended effects.  For 

instance, attempts to pursue significant carbon 

reduction goals for transport may be thought to 

conflict with economic development or with political 

goals that instead prioritise automotive mobility and 

the infrastructure that supports it. 

Technological change alone will fail to deliver the 

demanding targets set by the EU to address 

environmental concerns. Climate change emissions 

from transport are a particular concern, with 

current mobility choices and the investments we 

make in new infrastructure needing to change 

radically in order to create the low-carbon future 

needed. At present, emissions from the transport 

sector are 22% of worldwide carbon emissions, but 

30% and rising in OECD countries4. As a 

consequence it is highly likely that the transport 

sector will fail to meet its 60% Europe-wide carbon 

reduction target.  

Meeting this challenge, as well as other 

environmental, social justice and accessibility 

concerns means cities must rethink transport 

solutions and focus much greater attention on how 

they deliver urban mobility. They need to resolve 

travel demands whilst at the same time improving 

the quality of life in cities, so that they are places in 

which citizens want to live and businesses want to 

invest, both now and in the future. Such a refocus 

will require changes to investment priorities, with 

funders also needing to analyse more critically the 

problems that need to be addressed when deploying 

their resources and to embrace investment in 

innovative mobility solutions.  

2.2 Urban mobility policy 

in Europe 
EVIDENCE is not a stand-alone initiative, but part of 

a wider set of programs and projects across Europe 

looking to achieve more sustainable urban mobility. 

                                                           
4
 International Energy Agency, 2012  
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In particular, the EC is promoting greater 

investment in this area through the mechanism of 

SUMPs, an approach which would become more 

effective if greater priority was given to the funding 

of the plans. In developing a SUMP, cities are 

encouraged to deliver more holistic responses to 

mobility needs and issues (see Box 1 below).  

Box 1 Sustainable Urban Mobility Plan goals 

A Sustainable Urban Mobility Plan (SUMP) 

aims to achieve:  

 The creation of quality environments for 

people to live, as opposed to just 

focussing on dealing with traffic issues.  

 A more holistic view of a range of actions 

that might best achieve mobility and 

sustainability goals.  

 A balanced mix of measures that will 

reflect both supply and demand (not 

merely deploying more road-based 

infrastructure).   

 An inclusive process of plan-making. 

Achieving these aims above can be difficult without 

access to appropriate and relevant evidence to 

support the choices being made  requiring material 

relevant to the specific circumstances of the city 

involved, as well as drawing on experience 

elsewhere (see Box 2 below). 

Box 2 SUMP Evidence needs 

SUMP information needs: 

 Official SUMP guidelines15 encourage 

cities to consider supply and demand 

issues, as well as the costs and benefits 

(including wider societal factors) of all 

transport modes.  

 The evidence base should rely upon the 

available statistics of economic 

-

                                                           
5
 Guidelines: Developing and Implementing a 

Sustainable Urban Mobility Plan, European Commission, 
2014.  

 

 Municipalities are encouraged to learn 

from the experience of other cities that 

have already implemented similar 

measures: void starting from 

scratch convincing 

.  

EVIDENCE provides one source of this material for 

cities, having looked for robust and convincing 

studies of successful implementations of SUMI, not 

just in Europe, but across the world. EVIDENCE 

helps to add weight to the case being made for such 

interventions. Careful use of the evidence may also 

remove the need for additional pilot or trial 

implementations in the city developing the SUMP. 

An additional challenge for those developing a 

SUMP is to also make a case at a national level, to 

influence national decisions on funding streams and 

priorities. So whilst initiatives deployed in a SUMP 

may focus on building a bottom-up consensus 

around social and environmental objectives, these 

many aspects of an effective plan may be perceived 

by those responsible for allocating national 

expenditure to be less important than directing 

funding towards major infrastructure schemes. 

There are concerns, though, that whilst the rhetoric 

of SUMPs is gaining traction, there has been little 

discernible change in the funding allocated to 

deliver the packages of measures required. It is 

hoped that EVIDENCE represents a step towards a 

change in thinking about how such funding is 

prioritised. 

2.3 Classifying 

Sustainable Mobility 

Interventions 
As noted above, sustainable urban mobility 

describes the aspiration to resolve mobility needs 

for individuals and organisations in a (more) sustain-  
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able manner. The actions or interventions that 

introduce these modes or that encourage people to 

travel more sustainably are the subject of this review 

process (both individually and as packages of 

measures). 

The specific types of SUMI considered by EVIDENCE 

reflect responses to urban policy challenges 

developed in earlier urban mobility 

 programmes6, and promoted through the SUMP 

guidelines. These different interventions are grouped 

and aligned to the SUMP guidelines. The resulting 

seven themes and twenty-two measure categories 

have been used throughout the EVIDENCE data 

collection and analysis process, and are listed in 

Table 1 below. 

Table 1 Themes and measures explored by EVIDENCE 

Theme No Measures Example  interventions 

Clean vehicles and 

fuels 

1 
Electric Battery and Fuel Cell 

Vehicles 

Charging point provision 

2 Cleaner Vehicles 
Retrofitting buses to use 

lower emission fuels 

Urban freight 3 Urban freight 
Freight consolidation 

centres 

Demand management 

strategies 

4 Access restrictions Bus gates 

5 Road space reallocation Public transport lanes 

6 Environmental zones Low emission zones (LEZ) 

7 Congestion charges Urban road pricing 

8 Parking Permit-based restrictions 

Mobility management 

9 Site-based travel plans Hospital travel plan 

10 Personalised travel planning New resident travel packs 

11 Marketing and rewarding Eco driving schemes 

Collective passenger 

transport 

12 Public transport enhancements Integrated ticketing 

13 New public transport systems Bus rapid transit (BRT) 

14 Integration of modes Park and ride 

Transport telematics 

15 e-ticketing Contactless cards 

16 Traffic  management Selective bus priority 

17 Travel  information 
Multi-modal journal 

planners 

Less car dependent 

mobility options 

18 New models of car use 
Car share (free floating 

and fixed) 

19 Walking Walking buses 

                                                           
6
 Guidelines: Developing and Implementing a Sustainable Urban Mobility Plan, European Commission, 2014. 
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20 Cycling New off-road paths 

21 Bike sharing e-bike hire schemes 

22 Inclusive urban design Shared space 

 

2.4 The role of Cost-

Benefit Analysis in 

estimating economic 

benefits 
An understanding of the potential costs and benefits 

expected to arise from different transport and 

mobility investment options is recognised as being 

an important factor for those making decisions 

about public spending on mobility infrastructure and 

services in urban areas. The process of appraising 

proposed project options in an effective way in order 

to reach an objective understanding of the relative 

attractiveness of alternatives is normally undertaken 

using some form of decision support tool, such as a 

Cost-Benefit Analysis (CBA), or in some instances a 

broader multi-criteria analysis (MCA). Such tools 

allow schemes to be assessed in advance of any 

deployment, to explore the potential impact of a 

policy option(s). They can also be applied in an 

evaluative mode, following an intervention, to 

measure the impacts of implementation, and how 

far the benefits and costs observed in practice 

mirror the predictions. In the case of schemes yet to 

be delivered, the results, in the form of a Benefit 

Cost Ratio (BCR)7 or a Net Present Value (NPV)8 of 

the potential benefits provide (in theory) 

straightforward metrics for the comparison of the 

                                                           
7
 The total estimated benefits, discounted to present-

day values, per unit of total estimated costs, also 
discounted to present-day value. 2:1 is typically the 
starting point for a traditional infrastructure scheme to 
be considered fundable. Projects promising BCRs greater 
than 4:1 can be said to have a high rate of return. 
8
 Net present value (NPV) is a calculation that provides 

an indication as to whether future benefits (discounted 
to today’s values) will outweigh the costs of 
implementing a scheme. 

benefits from different options in (respectively) 

relative and absolute terms. In this way they help 

decision-makers select the most cost-effective 

policies for their circumstances.  

The CBA approach is used widely to assess the 

economic viability of transport projects; in particular 

infrastructure projects. The analysis seeks to 

quantify as many of the monetisable factors relating 

to the intervention as possible. Given the important 

role given to CBA in the transport sector, it was no 

surprise that some of the evidence reviewed for 

EVIDENCE embraced this appraisal tools, although 

its use was in fact limited when viewed across all 

the twenty-two measures.  

High, or very high BCR values were seen in respect 

of some measures: travel time savings could provide 

the largest contribution to benefits for public 

transport and some cycling interventions, although it 

might have been car drivers who were the 

beneficiaries. In some instances, attempts were 

made in the literature to broaden the analysis to 

include social as well as economic factors. There 

are also circumstances in which the appraisal 

outputs were very sensitive to the assumptions 

being made, leading to credibility concerns about 

the BCR levels claimed. Other pre-implementation 

appraisals or post-implementation evaluations 

stopped short of producing BCRs, but did calculate 

NPVs, which were generally positive. 

However, for a range of reasons there is an ongoing 

debate over the suitability and applicability of the 

process  not just for SUMI, but also for road and 

rail schemes. This debate is addressed in more 

How 

urban transport projects are appraised: current 

practice in the EU The key concerns though are 
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summarised in Box 3 below, some of which are 

particularly relevant in respect of SUMI. 

Box 3 Criticisms of the CBA approach to 

evaluation 

Critiques of CBA: 

 Extensive data requirements make the 

method impractical for smaller 

interventions (for example: the time taken 

in collecting the data and the cost). 

 

schemes even if the savings for each 

traveller are small and largely irrelevant 

to an individual). 

 The difficulty of monetising some 

elements (such as quality of life and long-

run environmental impacts). 

 The fact that the analysis can neglect 

wider socio-economic effects (partly 

because of c) above). 

Nonetheless, in some countries, rather than 

reducing the use of CBA, the response has been to 

reinforce attempts to create methodologies that can 

monetise more of the appraisal criteria, extending 

valuation into areas of social and environmental 

impacts. In some cases these approaches do indeed 

indic

higher rate of return than investment in road 

infrastructure when assessed using CBA. For 

example, a review of all road schemes costing more 

than £10 million ( ) 

and opened between 2002 and 2010 in the UK9 

showed a post-implementation average BCR of 

4.1:1, with around three-quarters of the schemes 

achieving . In respect of 

supporting wider economic development, the same 

report only states that:  

                                                           
9
 Highways Agency (UK). 2013. Post Opening Project 

Evaluation of Major Schemes Meta-analysis: Main 
Report. Around three-quarters of the benefits behind 
these figures are from time-savings made by travellers, 
with improved safety the next most important factor. 

anecdotal evidence to suggest that a 

10. 

In comparison, a post-implementation assessment11 

of ugh the 

Local Sustainable Transport Fund (LSTF) found a 

return on investment of 5:1 for larger schemes. This 

, 

whilst other, smaller schemes (the majority of the 

program) were still seen to have achieved 

. Whilst already a higher rate of 

benefit than from the road schemes, it is important 

to note that should other outcomes also be 

monetised (factors such as health benefits from 

cycling and walking for instance), then these values 

could be even higher. The implications from this are 

that potentially greater economic benefits could be 

seen for SUMI if all factors were fully represented in 

the analysis. Reflecting on the potential effects on 

employment of the LSTF programme12, the case is 

also made for how such schemes will not only 

generate jobs in the construction and operation of 

interventions, but that there will also be wider, 

indirect impacts on economic activity: 

area, a sustainable transport scheme will increase 

the attractiveness of that area and attract 
13. 

Notably, in both cases the majority of the quantified 

benefits related to time savings and de-congestion 

as a result of a shift to alternatives to the private 

car.  

However, although SUMI can perform well in CBA, 

this approach can be problematic, and time-

consuming, in part because of a lack of consistency 

in the values and approach used. Such bespoke CBA 

                                                           
10

 Ibid, page 38.  
11

 Department for Transport (UK). 2014. Value for 
Money Assessment for the Local Sustainable Transport 
Fund 
12

 Department for Transport (UK). 2015. Local 
Sustainable Transport Fund - Analysis of employment 
impacts 
13

 Ibid. Page 6.  
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approaches may also risk a lack of credibility, 

sometimes unfairly, especially when the BCR which 

emerges is significantly higher than it would be if 

generated by more conservative approaches.  

Nonetheless, despite the methodological concerns, 

CBA and the BCR output in particular are still 

believed by many practitioners to be very powerful 

and effective procedures and can be a requirement 

for some EU funding streams. The process for using 

these tools has become highly sophisticated over 

time, with some countries, such as the Netherlands 

and the UK, having national guidelines and 

requirements for appraisal that incorporate specific 

national transport projects as well as local projects 

seeking national funding. These guidelines are 

 other 

smaller and city-scale schemes, but may not 

necessarily reflect effects at a local scale so well 

(both positive and negative effects).  

The perceived conceptual simplicity of producing a 

simple BCR figure for each proposal and comparing 

them as a measure of good value in respect of 

funding can mask a significant problem though. 

When the interventions are all of the same type, this 

may be a useful tool for making a selection across 

competing schemes. However, when two different 

interventions of different types are vying for funding 

using the results of CBA this will be problematic, as 

vary across the different types of intervention.  

The process of monetisation itself is also 

problematic, with the potential for alternative 

measures of value in many cases. For example, 

health benefits can be estimated on the basis of the 

value of statistical life or based on actual health care 

costs.  

Another potential problem experienced with CBA is 

that due to political and organisational pressures, 
14, with the 

                                                           
14

 The systematic tendency for project appraisers to be 
overly optimistic, whether working in a private or public 

specific deployment of the CBA technique e.g. 

adoption of values, inclusion of criteria, sometimes 

reflecting the political desire to see a specific 

scheme-option selected, perhaps because it has 

been in-planning for longer than a rival, so has 

established a broader community of support. In the 

context of the important position held by CBA in 

transport project evaluation two principals were 

important for the EVIDENCE Project analyses: 

 first, that the absence of a CBA was not 

accepted as meaning that net economic benefits 

did not exist for any particular SUMI, and  

 second, that the presence of a CBA did not 

automatically mean that the BCR or NPV 

outputs, whether positive or negative for the 

promotion of SUMPs, were full and true 

representations of actual economic value 

 

 

                                                                                             
sectors context. Post-implementation evaluations 
worldwide have identified the key sources of optimism 
bias as including appraisers overstating the benefits, 
underestimating the costs, and assuming shorter 
timescales than realistic for the benefit streams to flow. 
Some funders now require explicit adjustments to 
appraisal outputs equivalent to the biases for that 
scheme type observed in the past. 
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3  Evidence of economic 

benefits 
 

This section of the report focusses on the findings of the review process, and demonstrates 

to what extent SUMI produce economic benefits. It considers briefly how the evidence was 

sourced, then reports measure-by-measure the strength of the economic evidence, the 

types of benefit observed, and on the observed timescales with which benefits can be 

expected to emerge. The final subsections then reflect on the extent of evidence gaps and 

how those gaps might be reduced by more effective evaluation in the future. 

3.1 Source material 

fifty source documents have been selected and 

reviewed. The selected material represented the 

more important items amongst those available and 

included representative examples of the range of 

different material seen (academic, project reports 

etc.). The source documents reflect a range of 

interventions, considered together due to their 

similarity. All of the interventions have the potential 

to be deployed in an urban context, both individually 

and as part of a package of measures. 

For each measure a number of documents have 

been reviewed in detail by EVIDENCE, and a 

 produced (see Results 

document15 for the detail). Given the constraints 

identified in the methodology document, and in 

particular the finite project resources, no claim can 

be made to have reviewed every pertinent item in the 

 on each type of intervention.The 

Method document16 provides more details of the 

research approach and reflects on the quantity and  

 quality of evidence found. 

3.2 Economic benefits 

observed by measure 
There is evidence of economic benefits readily 

available for many of the interventions, although it 

varies across the twenty-two measure categories in 

terms of the quantity and the quality of material 

found. However, there is often not a simple answer 

 

Moreover, it was also apparent from the EVIDENCE 

Project analyses that there were few mechanisms 

that would allow direct comparison between 

interventions in respect of levels of benefit. . It was 

possible though to provide an indication of which 

measures might provide specifically economic 

benefits, and some approximation of how important 

these benefits might be, based on an informed but 

qualitative assessment undertaken by the authors of 

the individual measure reviews and peer-reviewed by 
17. These estimations 

are presented in Table 2 below. 

 

                                                           
15

 The Economic Benefits of Sustainable Urban Mobility Measures: Independent Review of Evidence: Reviews. 2016 
16

 The Economic Benefits of Sustainable Urban Mobility Measures: Independent Review of Evidence: Method. 2016 
17

 See the companion ‘Methods’ document for more details of the process followed here. 
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Table 2 Extent of economic benefits of SUMI 

Theme No Measure 
Strength of Economic 

benefit 

Clean vehicles 

and fuels 

1 Electric Battery and Fuel Cell Vehicles  

2 Cleaner Vehicles  

Urban freight 3 Urban freight  

Demand 

management 

strategies 

4 Access restrictions   

5 Road space reallocation  

6 Environmental zones  

7 Congestion charges   

8 Parking  

Mobility 

management 

9 Site-based travel plans*  

10 Personalised travel planning*  

11 Marketing and rewarding   

Collective 

passenger 

transport 

12 Public transport enhancements  

13 New public transport systems  

14 Integration of modes  

Transport 

telematics 

15 e-ticketing  

16 Traffic  management   

17 Travel  information  

Less car 

dependent 

mobility options 

18 New models of car use  

19 Walking  

20 Cycling  

21 Bike sharing  

22 Inclusive urban design  

*Greater . Measure packages are 

discussed in more detail in Section 4. 

 

3.2.1 Types of observed economic benefit 

Table 3 below lists the types of economic benefit expected from each of the measures reviewed.  

Key:     
 Evidence of  more 

substantial economic 

benefits 

Evidence of stronger 

economic benefits 

Economic benefits 

clearly seen  

Some Economic 

benefits identified 
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Table 3 Types of economic benefit by measure 

Theme No Measure Types of economic benefit(s) 

Clean vehicles 

and fuels 

1 

Electric Battery 

and Fuel Cell 

Vehicles 

Improvements in air quality (health outcomes) 

Reductions in financial sanctions for poor air quality 

2 Cleaner Vehicles 

Improvements in air quality (health outcomes) 

Reductions in financial sanctions for poor air quality   

Potential reductions in operating costs* 

Urban freight 3 Urban freight 

Improvements in air quality (health outcomes) 

Reductions in financial sanctions for poor air quality   

Potential reductions in operating costs for businesses and for 

freight delivery operators (fewer km travelled) 

Demand 

management 

strategies 

4 
Access 

restrictions 

Increased retail revenues and the value of property on 

pedestrianised streets 

Improvements in air quality (health outcomes) 

Reductions in financial sanctions for poor air quality   

5 
Road space 

reallocation 

Improvements in operating costs for operators of public 

transport, and potentially lower fares for users 

 

6 
Environmental 

zones 

Improvements in air quality (health outcomes) 

Reductions in financial sanctions for poor air quality   

Reductions in road casualties 

7 
Congestion 

charges 

Improvements in air quality (health outcomes) 

Reductions in financial sanctions for poor air quality   

Reductions in road casualties 

 

8 Parking 

Increased retail revenues and the value of property where 

effective parking management 

Improvements in air quality (health outcomes) 

Reductions in financial sanctions for poor air quality   

Mobility 

management 

9 
Site-based travel 

plans 

Marginal congestion cost per vehicle kilometre 

 

10 
Personalised 

travel planning 

Savings on direct transport expenditure 

 

11 
Marketing and 

rewarding 

For operators of fleets of vehicles, eco-driving training can 

generate benefits through fuel savings 

Increased patronage levels on public transport 

 

Collective 

passenger 
12 

Public transport 

enhancements 
Increased patronage levels 
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transport 

13 
New public 

transport systems 

Increased patronage levels  

Contribute to regeneration schemes  

Increased economic activity in central areas or around 

transport nodes 

14 
Integration of 

modes 

Increased patronage levels  

Improvements in air quality (health outcomes) 

Reductions in financial sanctions for poor air quality   

Transport 

telematics 

15 e-ticketing 
Potential cost savings for operators from efficiency gains, fraud 

 

16 
Traffic  

management 

Reductions in in fuel use and emissions 

See also  

17 Travel  information Increased patronage levels  

Less car 

dependent 

mobility options 

18 
New models of car 

use 

Commercial returns for operators 

Financial benefits for individual users compared to owning a 

private vehicle (e.g. avoiding maintenance) 

Improvements in air quality (health outcomes) 

 

19 Walking 

Health benefits  

Local economies can benefit from more customers and 

improved public realm (attractiveness) also impacts on rental 

values 

Improvements in air quality (health outcomes) 

20 Cycling 

Health benefits  

Job creation and additional economic activity (Leisure-based 

networks) 

Improvements in air quality (health outcomes) 

 

21 Bike sharing 

Commercial returns for operators 

Health benefits  

Additional retail activity near cycle docking stations 

Improvements in air quality (health outcomes) 

 

22 
Inclusive urban 

design 

Retail activity on improved streets 

Reductions in road casualties  

*Dependant on alternative technologies deployed and factors such as the oil price, price of carbon.  

Reduced congestion and the value of time 

For around half the measures, an outcome identified 

is the reduction in the numbers of people travelling 

as individuals or groups (from the same household) 

in private cars. Two benefits that would be expected 

to flow from this are a reduction in congestion, and a 

reduction in pollutant emissions in cities (or parts of 

them). In the case of the former, this may in turn 

improve journey times for travellers (sometimes for 

those using a relatively sustainable mode; 
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sometimes for those continuing to use the private 

car; sometimes for both groups). Where CBA is 

applied it would normally be captured in terms of 

value of time savings.  

3.2.2 Observed timescales for economic 

benefits to occur 

The evidence reviewed has also provided some 

indications of the timescales within which the 

economic benefits emerged. However, no consistent 

approach for measuring this has been found in the 

source material, and in some instances the 

timeframes are more speculative. These values are 

presented in Table 4 below.  

 

Table 4 Timescales of economic benefit 

Theme No Measure Likely timescales for economic benefit 

Clean vehicles 

and fuels 

1 

Electric Battery 

and Fuel Cell 

Vehicles 

The high initial costs of EV currently mean that investments in 

fleet renewal are unlikely to provide returns in the short term, 

although benefits in day-to-day operating costs for some 

vehicle types may be seen immediately. External factors such 

as the oil/carbon price will strongly influence future returns.  

The likely numbers of EV on city streets are unlikely to produce 

significant improvements in air quality (and health benefits) in 

the short term. 

2 Cleaner Vehicles 

Technologies to retrofit existing fleets with alternate fuels and 

with efficiency enhancements can be less expensive than EV, 

and more likely to see a financial return. Reductions in 

operating costs could be apparent in the short term. 

Retrofitting whole city fleets of buses / municipal vehicles may 

produce significant localised improvements in air quality (and 

health benefits) in the short / medium term. 

Urban freight 3 Urban freight 

Returns for individual businesses may be achieved immediately, 

and for operators of UFCC there may be financial returns 

(dependant on scale / usage) in the short / medium term.  

Removing most goods vehicles from specific areas of a city may 

produce significant localised improvements in air quality (and 

health benefits) in the short / medium term. 

Demand 

management 

strategies 

4 
Access 

restrictions 

Whilst there can be disruption, and potentially reduced retail 

revenues during work to implement access restrictions, 

increased revenues and upward pressure on the value of 

property on pedestrianised streets is likely to follow relatively 

quickly once completed.  

Removal (or significant reduction) of traffic may produce 

significant localised improvements in air quality (and health 

benefits) in the short / medium term. 

5 
Road space 

reallocation 

New bus lanes could mean operating costs for public transport 

are reduced immediately (more reliable journeys, less 

congestion), although these benefits will be felt by Operators 

rather than the city implementing the scheme. Improvements 
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might potentially also lower fares for users.  

6 
Environmental 

zones 

Removal (or significant reduction) of more polluting traffic may 

produce significant localised improvements in air quality (and 

health benefits) in the short / medium term. 

Reductions in road casualties resulting from lower speed zones 

may not be as immediate a benefit, accident rates being subject 

to other factors such as weather. Zones are also likely to only 

be deployed in limited areas of a city. 

Physical changes to the environment are significantly more 

expensive than simple signage, but more likely to result in 

changes in behaviour, and reduced accident costs. 

7 
Congestion 

charges 

Schemes are unlikely to be financially profitable in the short / 

medium term as a result of the costs involved in the technology 

and systems needed to implement and operate schemes 

(including the provision of public transport alternatives) 

Schemes can produce almost immediate congestion reduction, 

but in the longer term are likely to see these benefits eroded 

unless charging levels are maintained at a adequate deterrent 

level.  

8 Parking 

In the short term increased retail revenues can flow from more 

effective parking management (greater turnover of spaces 

facilitating more shoppers for example). Increases in the value 

of property will likely be evident over longer time periods.   

Mobility 

management 

9 
Site-based travel 

plans 

There may be short term gains from such schemes as some 

people are already receptive to alternative travel modes or 

because of localised circumstances at a site. Any significant 

changes in levels of congestion are likely to be more difficult to 

directly link to these interventions.  

Over a longer t

(where people revert to the car), and for greater modal shift 

depending on the levels of ongoing expenditure on 

interventions.  

10 
Personalised 

travel planning 

There may be short term gains from such schemes as some 

people are already receptive to alternative travel modes. In 

addition, individuals may immediately benefit from reduced 

transport expenditure (for example by cycling to destinations).  

cts 

(where people revert to the car), and for greater modal shift 

depending on continuing (possibly high) levels of expenditure on 

such interventions. 

11 
Marketing and 

rewarding 

Interventions such as eco-driving training can generate 

immediate benefits through fuel savings for fleet operators.  

Effective marketing schemes can also increase patronage 

levels on public transport  and thus revenue for operators in 

the short term. However, there may be additional capital costs 

of new vehicles / infrastructure to consider if campaigns are 

very effective, which may negate operator benefits.  
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Collective 

passenger 

transport 

12 
Public transport 

enhancements 

Improved and additional services can increase patronage levels 

in both the short and longer term. However, there may be 

additional capital costs of new vehicles and infrastructure to 

consider, which may negate operator benefits in the short term.  

Providing more integrated ticketing could generate additional 

patronage, and revenue, but there is also the potential here to 

reduce revenue per passenger (through capped charge passes 

for example) at the same time as increasing their numbers  

leading to operating losses in the medium / longer term. 

13 
New public 

transport systems 

Introduction of systems such as Light Rail will incur significant 

costs (requiring investment from the private sector in order to 

proceed in some countries). Returns on such levels of 

investment are likely to be long term  if at all. Less expensive 

systems such as BRT may be more likely to generate returns in 

the medium term. 

Increased economic activity in areas newly served by such 

schemes is likely to occur quickly (once built / provided), and 

will also be visible in increasing property value / rental around 

stations.  

Making a contribution to the success of regeneration schemes 

in cities is likely to be a long term effect.   

14 
Integration of 

modes 

Some interventions here are relatively quick to implement (e.g. 

cycle parking at stations), but will likely only generate relatively 

small changes in patronage, or more likely increased 

satisfaction with travel.  

Park and ride is unlikely to generate returns in the short term, 

because of costs of land and new public transport 

infrastructure / vehicles. However, they may have impacts on 

congestion and air quality (with health benefits) in the medium / 

longer term. 

Transport 

telematics 

15 e-ticketing 

Infrastructure and technology costs can be significant for such 

interventions, making it unlikely that there might be short-term 

returns on investment.   

There are though immediate potential savings from efficiency 

gains and fraud reduction which could provide short term 

benefits at the operational level. 

16 
Traffic  

management 

Effective traffic management interventions could produce 

benefits in the short term for public transport operators as well 

as general traffic from more efficient use of road networks.  

They may also have positive impacts on congestion and air 

quality in the medium / longer term. 

17 Travel  information 

The goal of these interventions is to make alternatives to the 

car more attractive, and thus unless services can be monetised 

(not seen as attractive to travellers) then benefits are 

determined by extra patronage, or potentially reductions in 

labour costs from existing customer information services.  

Whilst the latter may be a short term benefit, change in 
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passenger numbers are likely to be medium / long term 

developments. 

Less car 

dependent 

mobility options 

18 
New models of car 

use 

In some circumstances and locations these services can 

operate commercially. There is also an immediate financial 

benefit for individual users compared to owning a private 

vehicle.  

At sufficient scale, these schemes may also have positive 

impacts on congestion and air quality in the medium / longer 

term. 

19 Walking 

Infrastructure investments to encourage walking are unlikely to 

have any short term benefits, unless perhaps specifically re-

connecting people to a place. Even then infrastructure costs will 

likely outweigh any benefits seen in the short term.  

There is limited evidence that increased retail spend is seen in 

areas with improved environments  although this is more likely 

to relate to pedestrianisation type schemes, but longer term 

n  

Marketing and engagement schemes may be less expensive to 

implement, but any population scale health outcomes are likely 

to be seen medium / long term.  

20 Cycling 

Infrastructure investments to encourage cycling are unlikely to 

produce short term benefits, as infrastructure costs will likely 

outweigh any benefits seen. 

Individuals may experience health benefit from being helped to 

cycle, but broader population level health benefits would likely 

emerge in the medium / longer term, and only then if more 

extensive numbers of people are cycling.   

Some short term economic benefits might emerge from 

investments in leisure-based networks. This might also 

translate into clustering of cycling-related economic activity 

and longer term benefits for a local economy. 

21 Bike sharing 

There can be a commercial return for operators of these 

schemes where conditions support it. In other circumstances 

ongoing public subsidy and / or sponsorship is required to 

facilitate a scheme.  

Infrastructure costs can also be significant; meaning any return 

on investment is likely to be longer term.  

Individuals may experience health benefit from being helped to 

cycle, but broader population level health benefits would likely 

only emerge in the medium / longer term - and even then 

contingent on more extensive numbers of people cycling.   

Some evidence suggests additional retail activity near cycle 

docking stations, a benefit that should emerge in the short 

term.  

22 Inclusive urban Changes to the urban realm can be relatively inexpensive (e.g. 



 
 

  The Economic Benefits of Sustainable Urban Mobility Measures: Independent Review of Evidence                                                   19 

design barriers) and quick to implement or involve a longer term more 

expensive remodelling of a road(s). Businesses could therefore 

see increased retail activity relatively quickly, whilst in the 

longer term benefits such as increased rental and property 

values will emerge.   

Interventions in residential areas which are targeting road 

safety may have short term impacts in areas experiencing high 

numbers of casualties, but longer term benefits are more likely 

to flow from deployment of schemes across wider areas of a 

city. Physical changes to a streetscape may be expensive to 

deliver and not produce any return on investment in the short 

term.  

 

Table 3 above has provided illustrations of some 

general time-scales over which a city might see 

economic benefits emerging from individual 

interventions. These benefits relate not just to the 

specific payback of the costs of implementation, but 

also to how they might contribute to wider-scale 

changes in a city, from which additional economic 

benefit will flow. Two specific areas where 

improvements might be seen are in respect of 

congestion and air quality. All of the Measures 

address one or both of these issues, and particularly 

when the different SUMI in the measures are 

brought together in a package it is likely that 

improvements will be seen in both. Whilst it has 

been suggested above that some of the SUMI could 

have immediate and localised impacts, it is far more 

likely that change will be longer term, as will be the 

economic benefits.  

3.3 Evidence gaps  

The EVIDENCE project found and reviewed material 

that gives an indication of the economic benefits that 

might flow from SUMI, how they might be 

determined, and which other factors would provide 

support for achieving those benefits.  

The review has though highlighted that cities cannot 

easily access economic evidence generated and 

formatted in a consistent manner for all twenty-two 

measures when developing individual interventions 

or putting together a SUMP. This is the first type of 

significant evidence gap for those looking to make 

the case for economic benefits (alongside positive 

social and environmental outcomes) from such 

measures.  

The second relates to 

where material originated from. As some measures 

are more likely to be found in particular 

jurisdictions, this has some importance. The 

following was evident from assessing the database 

of documents reviewed:  

1. There was an Anglo-Saxon  emphasis, with 

studies mainly concerned with European and 

North-American cases, or written by authors 

based in Europe and North America.  

2. There were limited documents from continental 

European countries (and particularly few 

documents in European languages other than 

English).  

3. There was a lack of source material (official or 

project reports) from Africa and South America.  

The Methodology report considers in more detail 

whether these gaps were due a real absence of 

studies or due to them not being identified in the 

review process. Similarly, the report undertakes a 

more detailed analysis of the evidence gaps for 

individual measures18. However, some important 

                                                           
18

 The Economic Benefits of Sustainable Urban Mobility 
Measures: Independent Review of Evidence: Method. 
2016 
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themes emerging from this more detailed 

assessment are listed in Box 4 below.  

Box 4 General evidence gaps 

 New and emerging technologies and new modes 

of use have yet to see longitudinal studies or 

studies that uncover longer-term behavioural 

outcomes. 

 Some measures experience a concentration of 

evaluation on just a few interventions. In some, 

but not all cases, this is because there are very 

few implemented examples of the intervention 

to study.  

 In some measures the sources are primarily 

descriptive, with few quantitative or statistical 

studies. 

 Some studies are focussed on particular regions 

of the world  with little consideration given to 

applicability elsewhere, or to the relevance of 

local conditions for success. 

 In some cases, material relating to specific 

interventions is now old, and this matters, 

because the typical context in which an 

implementation is likely to occur has evolved. 

 There is a general 

studies, and this is a form of evaluation design 

which can produce particularly robust findings. 

 Where a number of interventions are studied 

simultaneously, the evaluation may not, or may 

not be able to, disaggregate the effects of 

specific interventions. 

 Some studies focus on selected outcomes, 

missing opportunities to also consider wider 

sustainable mobility or sustainable development 

metrics. 

 There are limited studies of what difference 

interventions make to travel behaviours. 

 Some interventions exhibit a lack of 

-reviewed studies. 

 

The review process has also provided the 

opportunity to reflect on the availability, and quality 

of the evidence for economic benefit at a Measure 

level. This is detailed in Table 5 below. 

 

 

Table 5 Availability and Quality of Evidence 

Theme No Measure Availability / Quality 

Clean vehicles 

and fuels 

1 

Electric Battery 

and Fuel Cell 

Vehicles 

Limited evidence. Concerns about quality: 

• Material on a range of EV implementations (bus, freight etc.), 
but benefit dependent on assumptions and external factors (oil / 
carbon price) 

•  No real evidence relating to infrastructure 

2 
Cleaner 

Vehicles 

Evidence available. High quality but with some concerns of 
generalisability:  

 Often addresses implementation at wider scale than just a city.  
 Location specific studies are available, but less likely to be 

peer-reviewed. 

Urban freight 3 Urban freight 

Evidence available (on UFCC). Concerns about quality:  

• Limited monitoring and evaluation post implementation, limited 
 

• Little evaluation of other interventions  

Demand 

management 

strategies 

4 
Access 

restrictions 

Limited evidence. Concerns about quality:  

• The available quantitative evidence does not generally satisfy 
the criteria for establishing causality and few of the studies 
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measure economic impacts. Where they are included, they were 
limited to effects on retail spending or rateable values.  

• The extent of the benefits of pedestrianisation and filtering has 
not been quantified in the evidence so far.    

5 
Road space 

reallocation 

Limited evidence. Concerns about quality:  

• Problems finding credible evidence on the monetized costs and 
benefits of schemes. This may be a result of such schemes 
often forming part of a wider package of measures which are 
then appraised as a whole. 

6 
Environmental 

zones 

Evidence available. High quality, but limitations:  

• Some strong evidence found on 20mph zones, but findings 
should be treated with 

 
• Robust scientific evidence on emission reductions following 

implementation of LEZs, but not monetised - general economic 
points only.  

7 
Congestion 

charges 

Limited evidence. Concerns about quality:  

• 

conclusions to the level at which time savings are costed is a 
serious caveat. 

8 Parking 

Evidence available. High quality:  

• 

workplace parking measures and the effects of park and ride 

Mobility 

management 

9 
Site-based 

travel plans 

Evidence available. Strong, but some limitations:  

• Evidence for the contribution of travel plans to reducing single 
occupancy car use is relatively strong (particularly for 
commuting) 

•  Some costs for individual travel plans are available (but out-of-
date). The benefits of travel plans, in isolation from other 
factors, have not been monetised. 

10 
Personalised 

travel planning 

Evidence available: Strong but some limitations: 

• Evidence for the contribution of PTP to reducing single 
occupancy car use is strong, although some concerns that 
these may be over-estimates.  

• Some individual scheme costs are available, but the benefits of 
PTP, in isolation from other factors, have not been monetised. 

11 
Marketing and 

rewarding 

Limited evidence. Concerns about quality. 

• Evidence focusses on mode share outcomes and generally does 
not consider monetised costs or benefits.  

• Eco-driving offers evidence for cost saving estimates balanced 
against reduced state revenue from taxes on fuel. 

Collective 

passenger 

transport 

12 
Public transport 

enhancements 

Evidence available: High quality but some limitations: 

• Whilst there is much high quality evidence on the factors 
determining, for example, elasticities of demand, there seems 
to be much less available detail on monetised costs and 
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benefits of service improvements. 

13 

New public 

transport 

systems 

Evidence available: High quality but limitations: 

• Large scale infrastructure schemes tend to be actively/closely 
monitored and researched. 

But: 

• There are few urban DRT schemes and limited evidence 
• There is as a lack of ex-post CBA comparing projected BCRs to 

projected outcomes 
• Simple observed trends (changes in car traffic) cannot 

necessarily be attributed to schemes. Indicators should be 
collected across wider areas. 

14 
Integration of 

modes 

Limited evidence. Concerns about quality: 

• Very little material available on monetised costs and benefits. 

Transport 

telematics 

15 e-ticketing 

Limited evidence. Concerns about quality: 

• Only two studies reviewed quantify economic benefit, with 4 BCR 
(3 in a review study with criticisms of their quality). 

16 
Traffic  

management 

Evidence available. Concerns about quality: 

C: Evidence that measures will improve journey times / reduce 
congestion, but limited material in respect of impacts on emissions; 
studies mainly  modelling.  

number of cities, but mainly simple before and after bus journey 
time, and other (network) changes not controlled for.  

 

weak evidence base. 

10+ years old and had 
 

17 
Travel  

information 

Limited evidence. Concerns about quality: 

• Little evidence on impacts of journey planning. 
• RTI evidence tends to focus on 'customer experience', not on 

modal shift. Support for the latter was self-reported or taken 
from passenger numbers. 

Less car 

dependent 

mobility options 

18 
New models of 

car use 

Evidence available. Concerns about quality: 

• Main weakness of a number of the studies reviewed is reliance 
-reported 

behaviour. 
• 

research. 

19 Walking 

Limited evidence. Concerns about quality: 

• Few studies that present evidence on walking levels  
• Interventions often small scale and impact measured over a 

short period of time with limited longer term follow up.  

20 Cycling Evidence available. High Quality: 
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• Plentiful evidence from a range of countries and at a range of 
scale. Also much of this is relatively recent. 

21 Bike sharing 

Limited evidence. Concerns about quality: 

• Bike sharing has recently started to attract attention, but 
independent and peer-reviewed in-depth evaluations of existing 
schemes are not readily available. 

• No single scheme (at scale) appears to have been fully and 
independently evaluated along an extensive range of impact and 
process dimensions 

22 
Inclusive urban 

design 

Limited evidence. Concerns about quality: 

• More results for shared space, reflecting mixed results from 
Europe / UK experience, and less material for traffic calming 
measures (including home zones). 

• Evidence has not satisfactorily addressed issues of defining a 
counterfactual and assigning causality 

• 

measure i.e. it encourages modal shift and active travel is not 
supported by any valid evidence. 

 

3.4 Improving the analysis 

of economic benefits 
Whilst the EVIDENCE project has highlighted the 

economic benefits that cities can achieve, the 

evidence base would greatly benefit from changes 

and improvements in evaluation and appraisal. 

Forward-looking cities have taken steps to move 

beyond existing approaches to transport appraisal to 

help them make decisions, leading to different 

choices, and success in creating better cities, less 

dominated by the car but still accessible to all. To 

help achieve such outcomes in all cities will require 

a wider-scale re-alignment of funding towards 

sustainable mobility interventions, which in turn will 

necessitate rethinking the nature of the 

measurement of the economic benefits of schemes. 

Some suggestions emerging from the review as to 

how this might be addressed are laid out in Box 5 

below. 

Box 5 Steps to reframe measurement of 

economic benefit of SUMI 

Steps to reframe measurement of economic 

benefit of SUMI: 

1. The evidence base should be widened from 

the current relatively narrow set of criteria 

considerable by a CBA to include factors 

such as:  

• Direct and indirect effects of travel 

choices on health (due to pollution and 

fitness) and the economic costs of these 

in terms of expenditure on treatment of 

illness, absenteeism at work, labour 

turnover, stress and life expectancy. 

• Effects of attractive environments for 

work and shopping on labour catchment 

areas, footfall, retail turnover, and 

property values for housing, workplaces 

and retail. 

• Economic costs of congestion and 

pollution in terms of pressures on 

public and private expenditures to 

remedy or cope with problems. 

2. Existing forms of economic evaluation (such 

as CBA) should be extended to avoid missing 

the central economic benefits of SUMI, or 

worse, using assumptions which seriously 

bias or underestimate the potential benefits. 

Therefore, building on the best elements in 

existing appraisal approaches requires that 
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modifications are needed in situations where 

they are judged to be imperfect, incomplete, 

or inappropriate. 

3. Where methods other than CBA have been 

used, this does not mean that schemes are 

not assessed and economic benefits 

established  as is demonstrated in this 

review. The evidence though might relate to 

effects on other factors such as those 

proposed in the wider evidence base above 

(e.g. property values, labour markets, retail 

turnover, or CO2 performance), and the 

economic benefits may be seen in particular 

localised outcomes. In these cases, the focus 

that economic evaluation has traditionally 

has limited relevance. 

More detailed suggestions for how economic 

evaluation of individual measures might be improved 

following this evidence review can be found in the 

Methodology report19. Some common themes 

emerge from this more detailed assessment, and 

these are listed in Box 6 below.  

Box 6 Shortfalls in evidence collection 

 There is a general lack of relevant economic 

evidence. This is seen particularly for 

interventions such as urban freight for example.  

 Interventions may not be evaluated post-

implementation or studies are kept in-house, 

and not made publicly available.  

 There is limited longitudinal evidence, and few 

longer-term studies (i.e. with a post-

implementation evaluation phase of more than a 

few months) for most measures.  

 Some evaluations can have too narrow a focus 

on specific outcomes (i.e. casualties), and wider 

consideration of societal outcomes would be 

appropriate. 

 There is a lack of pan-European evidence for 

some interventions, such as access restrictions, 
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 The Economic Benefits of Sustainable Urban Mobility 
Measures: Independent Review of Evidence: Method. 
2016 

or evidence is limited to a few countries (i.e. low 

emission zones relies primarily on evidence 

from  Germany) 

 The scale of evaluation, both spatially and in 

respect of factors considered, may not be 

appropriate to identify the full range of related 

costs and benefits.  

 Insufficient consideration may be given to 

capturing evidence on the modal shift impacts of 

measures. 

In addition: 

 More data could be collected if greater use was 

made of modern information technology  i.e. 

GPS tracking of bike-share users to understand 

new behaviours, or automatic counters on cycle 

infrastructure to capture usage levels. 

 Evaluation methods and approaches also need 

to be updated to reflect the use of new 

technologies in the provision of, and access to 

mobility, as well as the new  and emerging 

models of transport services (i.e. Rideshare 

providers such as Uber or Lyft)  

 Greater use of quasi-experimental evaluations 

needs to be considered in some measures to 

help improve understanding of potential 

benefits, although accepting that it will rarely be 

affordable or practical to pursue this logic to the 

ultimate extent of a randomised control trial, 

such as is used to assess the efficacy of new 

medical treatments. 
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4  Maximising the economic 

benefits of sustainable 

urban mobility measures 
 

The Section focusses on how cities might successfully implement sustainable 

interventions, and achieve economic benefits. It begins by revisiting the discussion from 

Section 2 in order to provide some guidelines around appropriate appraisal and evaluation 

techniques. It then considers the importance of integrating different SUMI within SUMP 

packages, before moving on to look at how EVIDENCE can be used to support cities to 

effectively deploy such solutions. 

4.1 Appropriate appraisal 

and evaluation 

methods to identify 

economic benefits 
As noted in Section 2, the validity of tools for pre-

implementation appraisal and post-implementation 

evaluation are not independent of the type of 

intervention under examination. In particular CBA 

may have specific limitations in this context. 

Sustainable mobility interventions tend to offer more 

intangible benefits than traditional infrastructure 

schemes, such as higher physical activity, perceived 

quality of life improvements, or specific measures of 

commercial attractiveness, such as willingness to 

 

Hence, inappropriate applications of CBA may risk 

systematically underestimating the benefits of 

sustainable mobility interventions, compared to the 

more readily quantifiable and monetisable traffic 

volume, traffic speed, and theoretical accessibility 

enhancements of new infrastructure capacity. In 

these cases, a proposed SUMI might be 

inappropriately rejected, despite having the greater 

relative benefits, in favour of another type of 

intervention, solely because the specific BCR metric 

was unable to capture the non-monetisable benefits. 

Notwithstanding that discussion, using CBA does 

remain an option for evaluating other forms of SUMI. 

Doing so will use a language familiar to many 

practitioners, and to some extent politicians and 

decision makers. CBA is likely to be more 

appropriate for SUMI that are more traditional in 

their focus, because they increase or reduce 

capacity on existing infrastructure, for example road 

pricing interventions, or the introduction of bus 

lanes in congested urban areas. In these cases, CBA 

is more appropriate due to the focus on traffic flows, 

and hence a well-designed SUMI in the right 

location can be expected to perform well even 

against the dominant CBA economic efficiency 

criteria20. 
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 It should further be reminded, though, that even in 
these cases, the focus on changes in travel time by 
current travellers, most of whom tend to be using 
private cars, are likely to dominate the analyses, 
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However, much more caution must be deployed 

when CBA is undertaken despite weak suitability, 

perhaps because it is required by a funder. The risk 

in a way which lacks plausibility, 

because the CBA tool was not designed with SUMI 

as its target application, and therefore the credibility 

of both appraiser and scheme are undermined as a 

consequence. Hence, we caution against using 

highly customised CBA. It may be better to use a 

very standard approach to CBA if required, and 

invest the additional resources available in 

demonstrating the importance of factors not 

included in the CBA, and explaining why they cannot 

be included. 

The key questions which emerge from this 

discussion are then: 

 When is CBA is the right choice?  

 What alternatives to CBA exist as 

frameworks for option comparison? 

From the EVIDENCE reviews, we note that 

successful implementations of more sustainable 

mobility policies such as town centre 

pedestrianisation, traffic calming in residential 

areas, and the use of land-use planning to reduce 

car travel will often follow decisions taken without 

formal CBAs.  

These policies apparently worked because political 

                                                                                             
whereas the policy intention may be to encourage 
modal shift, and so a short-term increase in road 
congestion may be inevitable, for example as a result of 
transferring road capacity in order to provide the 
alignment for increased public transport supply. The 
congestion will last until such point that sufficient 
private car users change mode in order to reduce traffic 
overall. In these circumstances the CBA output will be 
much influenced by road network modelling outputs for 
current and future years, themselves dependent on 
assumptions about the relative attractiveness of modes 
and the number of travellers, and the relative weight put 
within the CBA on travel time in the short run, and 
factors such as travel time and emissions reductions in 
the long run. 

results of CBA processes oriented towards 

of CBA is challenged, political space can be created 

for the consideration of other kinds of evidence as 

valid, including the ability of an intervention to meet 

strategic objectives from beyond the transport 

sector.  

Other factors which can be more easily included in a 

more holistic appraisal include impacts on the value 

of property, labour retention rates, retail turnover, 

absenteeism, health standards, and CO2 

performance. EVIDENCE has identified a range of 

such alternative approaches to measure the 

economic benefits of SUMI in the material it has 

reviewed.  

The MCA approach is less focussed on monetised 

evaluation, and provides opportunities to also 

consider other indicators of change, such as the 

quality of an urban space, which can only be 

monetised through indirect and tenuously-linked 

criteria, such as the change in the level of turnover 

of nearby businesses. 

Finally, SUMI are often delivered as part of a wider 

package, but decision-makers generally want to 

know which elements of a package were the most 

essential constituent parts, and how much each 

contributed. As noted above, there are fundamental 

methodological difficulties with evaluating packages 

in such a way as to make those judgements 

possible, but evaluators should give as much 

consideration as possible to the needs of the future 

users of evaluation results and seek to make 

disaggregation possible. 

4.2 Integration of SUMI to 

maximise economic 

benefits 

Evidence encountered in the measure reviews 

shows that some interventions are more likely to be 
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successful when they are introduced in conjunction 

with other interventions21. UK studies for example 

highlighted that site-based and personal travel 

planning interventions  

 contributed to a package of measures that saw 

positive CBA outcomes across a town or city. 

Examples of how these packages can be comprised 

are listed below in Table 6 

 

Table 6 Companion measures to maximise economic benefits 

Theme No Measure Companion measures to maximise economic benefit(s) 

Clean vehicles 

and fuels 

1 

Electric Battery 

and Fuel Cell 

Vehicles 

Congestion charging and Parking management (with EV 

concessions) 

Roadspace reallocation (with EV concessions) 

Urban freight consolidation 

Low emission zones 

(Charging infrastructure) 

2 Cleaner Vehicles Environmental Zones (Low emission zones) 

Urban freight 3 Urban freight 

Access restrictions (including pedestrianisation), and in 

particular restrictions affecting freight vehicles 

Environmental Zones (Low emission zones) 

Congestion charging 

Inclusive urban design  

Demand 

management 

strategies 

4 
Access 

restrictions 

Public transport enhancements 

New public transport systems 

Walking and cycling infrastructure 

5 
Road space 

reallocation 

Congestion charging 

Public transport enhancements 

New public transport systems 

Marketing schemes (particularly pre-deployment) 

Traffic management (to divert traffic in wider area) 

6 
Environmental 

zones 

Low speed areas: Access restrictions (including 

pedestrianisation), Marketing campaigns, Inclusive urban 

design 

Low emission zones (LEZ): Electric vehicles, Enhancements to 

ICE, Public transport enhancements, New public transport 

systems, traffic management 

7 
Congestion 

charges 

Public transport enhancements 

New public transport systems 

8 Parking Travel  information (particularly parking information) 
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 One exception was Measure 17: Travel Information, for which no evidence of any direct benefit from supporting 
measures was identified. 
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Management Marketing schemes 

Mobility 

management 

9 
Site-based travel 

plans 

Road space reallocation 

Parking management 

Public transport enhancements 

New public transport systems 

Marketing and rewarding 

Travel  information  

Walking and cycling infrastructure 

10 
Personalised 

travel planning 

Public transport enhancements 

New public transport systems 

Marketing and rewarding 

Travel  information  

Cycling infrastructure 

11 
Marketing and 

rewarding 

Marketing and rewarding interventions are most effective when 

connected 

improved transport services 

Collective 

passenger 

transport 

12 
Public transport 

enhancements 

Access restrictions  

Roadspace reallocation 

Congestion charging 

Parking management 

Marketing and rewarding 

Travel information 

13 
New public 

transport systems 

Roadspace reallocation 

Congestion charging 

Marketing and rewarding 

Travel information 

14 
Integration of 

modes 

Parking management 

Roadspace reallocation 

Congestion charging 

Public transport enhancements 

Cycling infrastructure 

Transport 

telematics 

15 e-ticketing Travel information 

16 
Traffic  

management 
Roadspace reallocation 

17 Travel  information No specific linkages to support this intervention 

Less car 

dependent 

mobility options 

18 
New models of car 

use 

Electric vehicles 

Parking management (provision of spaces) 

Site-based travel plans  

Marketing and rewarding 

Public transport enhancements 
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New public transport systems  

Walking and Cycling infrastructure 

19 Walking 

Access restrictions (Pedestrianisation) 

Marketing and rewarding 

Inclusive urban design 

20 Cycling 

Parking management  

Roadspace reallocation 

Marketing and rewarding 

21 Bike sharing 
Marketing and rewarding  

Cycling (infrastructure) 

22 
Inclusive urban 

design 
Marketing and rewarding  

 

1. As a general reflection, the interventions 

that introduce new capacity, or extend 

existing networks of more sustainable 

modes, such as public transport, will also 

benefit from some element of restraint 

being applied on the use of private vehicles. 

This might be achieved as a result of 

increasing car user costs (parking 

management, congestion charging), 

reductions in roadspace (such as parking 

management, roadspace reallocation, urban 

realm changes) or potentially through 

information or incentive schemes. Many of 

these relationships are symbiotic: a new 

congestion charging scheme will benefit in 

its efficacy and acceptability from improved 

public transport services. 

 

2. 

from the evidence on integration: 

 Active management of parking is likely 

to be an essential component of any 

package of measures being proposed 

for a SUMP. Parking management can 

reduce the supply of parking 

opportunities or target use towards 

particular groups, such as residents, 

and thus reduce the overall appeal of 

the private car as a mobility option.     

 Mobility management measures are 

likely to be more effective if supported 

by physical measures that either 

remove capacity for the private car 

(such as parking above), or which 

implement new public transport and 

walking / cycling infrastructure to 

support changed travel behaviour.  

 Adding interventions to existing 

networks and infrastructure will help to 

maximise their impact.  

 Consideration should be given to how 

existing mobility initiatives and services 

interventions, and to ensuring that these 

feeder services will match the quality of 

the new provision. 

 Some interventions may not be cost 

effective if deployed on their own, but 

can be successful when deployed as 

part of a package. For instance e-

ticketing infrastructure such as 

introducing smart ticketing to replace 

cash fares may be prohibitively 

expensive to implement as a stand-

alone change, but may be supportable 

as part of a wider integrated ticketing 

initiative and enhancements to public 

transport services which will together 

enhance patronage levels.  



 

30                                   The Economic Benefits of Sustainable Urban Mobility Measures: Independent Review of Evidence    

 

 There is also a need to think about the 

wider impacts of the interventions being 

proposed, and to plan for or mitigate 

potential negative effects. So for 

example, it would be important to 

consider to what extent traffic would be 
22 if road capacity is reduced, 

and how that traffic might be 

accommodated, possibly by increasing 

capacity on alternative routes.  

4.3 Practical factors in 

successful deployment 
Clear messages emerged from the EVIDENCE 

review about practical steps that should be taken to 

ensure SUMI are deployed successfully  and their 

economic, social and environmental benefits are 

maximised. These factors have been categorised 

under the themes of Deployment, and Acceptance, 

and are explored in more detail below: 

Deployment: 

 It may seem obvious, but mobility managers 

need to ensure that they select the most 

suitable measure to target a specific problem. 

For example, both regulatory-based changes 

such as a low emission zone (LEZ) and new 

vehicle technologies can reduce air pollution in 

a locality. However, particularly if the air quality 

problem is localised, an LEZ could provide 

greater opportunity to make a cost-effective 

intervention, as it could significantly improve 

local air quality whilst creating economic 

benefits through reduced ill health. Whilst 

public procurement policies for municipal 

vehicles, or public transport might also achieve 

some of this benefit, this is likely to be at 
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 It is not implied here that all traffic affected by a road 
capacity reduction scheme is necessarily displaced. 
Indeed SUMI often work by making car travel less 
attractive, so that the ‘displacement’ is from car to other 
modes, or perhaps virtual mobility. However, it will 
often be prudent to consider the potential for part of 
the existing traffic rerouting. 

greater expense, and may not achieve payback 

within the lifespan of the vehicles  particularly 

when technologies are relatively new and so 

high cost. The technical fix option will also not 

encourage other vehicle owners to upgrade, 

whereas an LEZ might. On the other hand, if 

poor air quality is not localised to a specific 

area, than an LEZ might benefit one locality at 

the expense of another. 

 The timing of interventions will impact on the 

level of economic benefit that might be achieved. 

For example, making public transport systems 

available early in the process of establishing 

new developments will mean that transit-

oriented behaviours become established 

amongst local population groups from the 

outset. Introducing them after people have 

already developed habitual travel patterns is 

less likely to be so successful. Similarly, new (or 

additional) mass-transit systems will require 

sufficient economic activity and/or density of 

residential development to deliver sufficient 

patronage to justify the investment. 

 Interventions should be deployed at the 

appropriate scale, in order to ensure that the 

available funding is providing the optimum 

solution (in respect of scale and the time taken 

for deployment). For example, a Bus Rapid 

Transit (BRT) system can be deployed more 

quickly, and with lower infrastructure costs than 

Light Rail, and provide a solution that is more 

flexible to existing passenger demand.      

 Interventions in areas of rapidly changing 

technology need to be considered in the light of 

the potentially short times before expected 

obsolescence. It will also be important to ensure 

that, when deployed, any technology does not 

compromise existing infrastructure, or risk 

being out of step with likely future directions of 

technological development (incurring additional 

costs at the end of its life to replace).  One 

example of this is the choices that must be 

made over which e-ticketing technology might 

be introduced for public transport. 

 Delivering interventions via a public / private 

partnership may also help to maximise 
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economic benefit. Interventions are less likely to 

be successfully delivered in isolation from the 

wider transport system and by public or private 

partners alone. This is likely to be particularly 

relevant in contexts in which private-sector 

companies operator the public transport 

services. 

 Promotors should ensure that interventions are 

deployed in appropriate locations, where the 

conditions will support them. For example, bike 

and car-share schemes work best where 

another vehicle is likely to be available nearby if 

the first choice car or bike is unavailable. This 

requires a clustered approach to 

implementation.  

 Consideration should also be given to 

succession planning. Future benefits might be 

assured by taking steps in these interventions 

which will help facilitate later evolution. For 

example, BRT systems are cheaper and easier 

to deliver than light rail, but their development 

and implementation may be undertaken with a 

view to upgrading to light rail as patronage 

increases over time. 

Acceptance: 

 There is a need to be aware of the potential for 

misconceptions in respect of proposed 

interventions and their expected outcomes, and 

it is important to engage in constructive 

dialogue with all stakeholders. For example, 

although the balance of evidence does not show 

it, measures to reduce traffic or parking will 

often be seen by retailers to threaten trade (with 

perceived negative economic effects).  

 

activity (such as personalised travel planning) 

can be effective at relatively low cost and 

deployed quickly. However, it is important to 

ensure that the particular national and regional 

context is understood. For example, in respect 

of travel planning, the professionals delivering 

the personalised advice need to be aware of how 

individuals may be affected by factors such as 

local tax regimes in respect of travel 

expenditure for instance.  

 Funding and support mechanisms must be in 

place for long enough for the intervention(s) to 

be accepted and used by travellers. It is also key 

to success to provide this support for a sufficient 

amount of time for the new measure to achieve 

its goals. For example, a scheme may take time 

attract a viable number of users. It is also the 

case that some measures will have more impact 

over a longer time scale. 

 In order to be able to communicate success 

appropriately in the political context, it is 

important to understand which metrics identify 

success for an intervention, or package of 

interventions, and how these metrics will be 

quantified. For example, it may be that overall 

mode-shift from the car is a key metric that 

politicians and citizens are expecting to see 

change, or perhaps retail turnover, or air 

pollution concentrations. 

 Engagement with (public and private sector) 

partners in respect of deployment and the 

ongoing use of interventions is essential. 

Sometimes insufficient consideration is given to 

how SUMI infrastructure will be maintained, 

which can result in schemes falling into 

disrepair, contributing to a spiral of decline in 

use. 

 Consideration should be given to who might be 

excluded from an intervention, and whether this 

will impact upon its success. This might be 

relevant to particular types of businesses in 

respect of traffic reduction (see above), or 

perhaps the situation of people with limited 

visual abilities in respect of interventions reliant 

on access to hand-held technology with small 

screens.  

 A factor that relates both to practical design and 

acceptance, is that measures selected for 

implementation should coincide with and relate 

to local culture. Key to the success of 

interventions, and particularly the economic 

success, will be delivering SUMI that are in line 

with local cultures, or where efforts will be 
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made to develop these cultures in parallel. For 

example, cities that have no established cycling 

culture may see little benefit from 

implementation of measures in this area  

unlike those cities that do. This does not mean 

that these might not develop, but it may be more 

appropriate to develop them before committing 

significant expenditure to schemes such as 

public bike-sharing.
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5  Deploying the evidence 
The outputs from EVIDENCE can have an important role to play in SUMP development, 

helping cities to make choices over which measures to select and deploy. How the outputs 

might be used, and the other factors that need to be taken into account are considered in 

more detail below.  

 

5.1 The role of EVIDENCE 

in SUMP development  
Cities looking to implement a SUMP will need to 

consider a range of factors in order to select and 

deliver interventions successfully. These will 

include:  

Understanding potential interventions 

Gaining an understanding of the range of measures 

and interventions available to deliver more 

sustainable mobility and economic benefit in a city 

will be a key factor in effectively developing the 

appropriate package of SUMI for any particular 

location. Alongside the outputs from EVIDENCE that 

provide more information on the sorts of economic 

benefit that might be achieved, a wide range of 

resources, including case studies of interventions, 

are also available.  

When drawing on EVIDENCE it is important to note 

that because of the wide-ranging assumptions and 

contexts in which interventions might be deployed, it 

is not possible to simply quantify the expected 

benefit from any particular measure in numerical 

terms, nor the specific period over which the benefit 

might be achieved, although some indications have 

been given in Table 2 above, and are discussed in 

the Measure Reviews.  

Responding to non-economic drivers for change 

Whilst EVIDENCE has focussed on better 

understanding the economic benefits of SUMI, there 

are of course a range of social and environmental 

imperatives for change which will also drive the 

selection and implementation of specific 

interventions. These vary from measure to measure, 

and will not be discussed in any detail here, but 

some indication of these is given in the Measure 

Reviews.  

In some instances these benefits will carry more 

weight than the potential economic benefits that 

may accrue from implementation of a SUMI. They 

may also be the most visible factor driving public or 

political support for a measure, for example, the 

quality of life benefits from a high-quality city centre 

pedestrianisation scheme.  

Skills and training 

The selection of SUMI will in some instances be 

driven by the expertise available in a city. 

Deployment of some interventions may require 

specific skills and knowledge, and particularly in the 

case of new technologies or emerging travel modes 

this may deter some cities from pursuing them.  

The outputs from EVIDENCE, including a range of 

training materials, are designed to support cities in 

respect of constructing a case reflecting the 

economic benefits, as is the publication of the 

details of the evidence sources used in this review. 

Political will 

Another key element in the decision-making process 

will be the levels of political support for particular 

measures, and for a SUMP in general. EVIDENCE 

will continue to provide an input into the creation of 

this political support, by illustrating where there is 

potential economic benefit through an accessible 

range of dissemination and training material.   
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5.2 Building the business 

case for sustainable 

mobility  
What the EVIDENCE study has confirmed is that it is 

too simplistic to expect the wide range of SUMI 

reviewed here to provide a uniform indicator of 

economic benefit. The conditions needed for 

deployment, and the assumptions made about costs 

and benefits for each are too complex to simply 

compare one against another.  

Trying to use the long-standing and finely-developed 

techniques of appraisal and evaluation of road 

schemes will often not be valid or useful either 

(particularly in respect of making funding choices). It 

is accepted, though, that when justifying expenditure 

for sustainable mobility interventions it is likely that 

there will be a need to business case .  

The evidence, as presented here and in the 

companion documents, provides input to this 

process in several ways: 

1. It offers an indication of the sorts of economic 

return and benefit that are likely to be experienced 

from the range of interventions commonly found in a 

SUMP. 

2. It suggests the likely scale of the economic benefit 

that will flow from particular interventions. 

3. It provides information as to which interventions 

are most likely to work well together in respect of 

producing more sustainable mobility in a city, and in 

providing economic benefits.  

4. Through the EVIDENCE database and the 

Measure Reviews, those building a case for an 

intervention can find examples of effectively 

evaluated existing interventions. 

These elements will help in understanding the 

financial and economic implications of any particular 

intervention. Policymakers should be conscious of 

the fact that some individual interventions may not 

achieve a payback in their own right, but will 

contribute to the success of others.  

Making the case for delivering more sustainable 

mobility within a city will also need to address a 

more holistic understanding of outcomes. As is the 

case with any transport infrastructure and services 

(including roads), it is only when the components of 

the mobility system are working together that the 

most benefits will accrue. So when thinking about 

building a business case, there will be a need to also 

consider the impacts of the combined package or 

measures.  

It should also be recognised that not all benefits of 

mobility measures will be overtly financial. 

Nonetheless, through a number of processes, SUMI 

contribute to the economic, social and 

environmental components of a city, and thus will 

influence costs in those areas in some form at some 

time, for example through reduced local public 

health costs if there is a more active population. 

Some cities choose to focus on these other benefits 

in order to create a more sustainable environment 

for their citizens.  

5.3 Re-directing the focus 

of funding to 

sustainable mobility 
Key to the re-direction of funding towards SUMI is 

challenging our current perception that solutions 

such as additional roads will always provide the best 

economic return. Through documenting the 

benefits, EVIDENCE has created a decision-support 

database to aid policymakers and planners building 

their political and economic cases, and to help 

convince those people who need to be convinced 

that SUMI might offer poor value for money in 

comparison to perhaps more commonplace road 

and infrastructure spending. This responds to the 

perception shared by experts across Europe that if 

the economic benefits of SUMI were better 

understood, then this would lead to greater 
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investment by states and municipalities in their 

implementation. 

5.4 Helping decision-

makers to build 

sustainable cities  
It is intended that EVIDENCE will support those 

making sustainable choices in urban mobility in two 

key ways: 

 By confirming that economic benefit will flow 

from investment in sustainable urban mobility 

measures. In doing so, and by disseminating this 

message there should be no doubt amongst 

decision-makers, practitioners, planners and 

academics, that deploying these solutions is as 

acceptable as proposing any other mobility 

initiative. Any perception that investments in 

these schemes are not contributing in respect of 

a return on the investment should also be 

refuted. It is also the case that a range of 

sustainable mobility measures are already 

having an impact on cities around the world  

even if they are not always necessarily being 

individually measured for economic benefit. 

that are attracting business 

and investment are often the cities that have 

deployed these solutions to make their urban 

centres more attractive and more accessible.   

 By illustrating that benefits can be recognised in 

different ways, with existing mechanisms for 

capturing the economic benefit of urban mobility 

interventions not necessarily the most 

appropriate way to determine value. For 

example, there are situations where benefits 

might be less-clear within existing appraisal 

approaches (e.g. CBA), but where EVIDENCE 

has identified alternate indicators of economic 

benefit.  Alternatively, as the source material 

has also illustrated, in some instances when 

CBA tools are applied fully to sustainable 

interventions, the results can be very positive, 

and more beneficial than facilitating growth of 

private car traffic. The review process has seen 

a range of approaches to determining economic 

benefit that might be relevant, with new 

techniques and tools still emerging. Decision-

makers should therefore be encouraged to think 

about the sort of city they want to see  and then 

deploy an appropriate tool to determine the 

benefits that choice will bring.  

5.5 Additional material 

and support from 

EVIDENCE 
A range of outputs are available from EVIDENCE to 

help develop and deploy SUMI. These are listed in 

Box 7 below. 

 

Box 7 EVIDENCE outputs 

  This short report is available in twenty-two European languages and 

offers an overview of the benefits of the existing evidence and why support should be given 

for greater investment in SUMI.  

 EVIDENCE Report. The full report from the project comprises three parts: the 'Report', the 

'Method' and twenty-two 'Measure Reviews'. The Report summarises the findings of the 

project, whilst the Method contains a description of the approach followed by the project in 

the review, combined with reflections on the quality of the material available. The Measure 

Reviews present a detailed analysis of twenty-two different categories of mobility 

interventions. These reviews offer a snapshot of current evidence selected and reviewed by 

the EVIDENCE team. Appraised and written in a common and consistent format, these 

reviews provide a ready-made assessment of the potential benefits of specific types of 
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intervention, whether that is infrastructure to encourage walking, or support for electric 

vehicles. 

  A collection of two page summaries of information 

highlighting the key messages from the measure reviews. 

 EVIDENCE Database. The evidence sources reviewed in depth and referenced in the 

documents above  running to three hundred and fifty items of evidence. This online 

database provides a short summary of each document and in most cases a clickable link to 

the actual source material23. 

 EVIDENCE Training materials. A range of resources developed in EVIDENCE, based on the 

content of the documents above.  

 

  

                                                           
23

 Note: Some material is located on subscription or pay-per-view websites, but where possible free to access versions 
have been chosen. 
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Appendix A: Other useful 

sources of information 
There are also a range of other potential sources available with information on sustainable 

urban mobility interventions and their deployment. Partly as a by-product of EU-funded 

multinational research and policy networks, there has been a dramatic growth of websites 

collating case-study results of interventions; offering convenient short cuts to 

dissemination, cross-fertilisation of experience, and synthesis (see Table 7 below). 

Table 7 On-Line Information Resources with Case Studies and Results of Transport 

Interventions 

Name Link* 

allinx http://allinx.eu/ 

CIVITAS  Cleaner and Better Transport in Cities http://www.civitas.eu/ 

Clean transport & sustainable urban mobility MOVE - 

Directorate General for Mobility and Transport European 

Commission 

http://ec.europa.eu/transport/urban/urban_mobil

ity/urban_mobility_actions/green_zones_en.htm 

Clean Vehicles Portal https://cleanenergysolutions.org/resources/clea

n-vehicle-europe-clean-vehicle-portal-website 

Covenant of Mayors http://www.eumayors.eu/index_en.html 

Do the right mix http://dotherightmix.eu/ 

EPOMM  European Platform on Mobility Management  http://www.epomm.eu/ 

Eltis  http://www.eltis.org/ 

Konsult http://www.konsult.leeds.ac.uk/ 

Local Transport Planning Network http://www.ltpnetwork.gov.uk/ 

Low Emission Zones http://www.lowemissionzones.eu/ 

ManagEnergy http://www.managenergy.net/ 

POLIS  European Cities and Regions Networking for 

Innovative Transport Solutions 

http://www.polis-online.org/ 

European Platform on Sustainable Urban Mobility Plans http://www.mobilityplans.eu/ 

Transport Research Knowledge Centre http://www.transport-research.info/web/ 

Transport, Health and Environment Trans-European 

Programme 

http://www.thepep.org/CHWebSite/ 

Cities for Mobility http://www.cities-for-mobility.net/index.php 

 http://www.ecf.com/ 

International Association of Public Transport http://www.uitp.org/ 

Sustainable Urban Transport Project http://www.sutp.org 

UNEP Share the Road http://www.unep.org/transport/sharetheroad/ 
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Walk 21 http://www.walk21.com/ 

www.Sintropher.eu     http://www.sintropher.eu/ 

*Website addresses live at the time of writing.  

 

One of the longest established of these information 

sources is Eltis, which has nearly 500 case studies 

classified by type of intervention and country, mostly 

linked to the local authority initiators.  Other sites, 

with some overlap, typically include dozens up to 

several hundred cases, sometimes in more detail. 

Together there is evidence on thousands of 

interventions.  

It is often the case though that the degree of detail 

necessary to use the case studies directly is rarely 

sufficient for a complete analysis, and the overview 

syntheses are often rather generic and qualitative. 

The case studies do give a good impression of the 

range of interventions being implemented, but 

perhaps the key benefit is the ability to then identify 

a specific intervention of interest elsewhere, to 

facilitate further enquiries with the town or region 

involved. English is widely used, but not universal, 

and some of the best evidence may well be in 

another language. Allowance will also need to be 

made for the different institutional and cultural 

backgrounds likely to be experienced.  

Another potential source of information is the 

comprehensive information 

resource concerning innovative transportation 

management strategies

analytical commentary on transportation demand 

management interventions (TDM) from across the 

world. It features dozens of TDM strategies and 

contains information on TDM planning, evaluation 

and implementation, with large numbers of links to 

more detailed information, including case studies 

and reference documents. 

The encyclopaedia has a good coverage of North 

American experience (it is based in Canada), but less 

strong on UK and European experience, it does have 

a substantially wider international scope than many 

other US sources. It has a strong empirical 

emphasis, with detailed summaries and tables 

compiled from its original sources. It is well 

structured for web browsing, and somewhat like 

Wikipedia in scope, but more focused, being created 

and maintained by a small dedicated team as 

opposed to being crowd-sourced.   
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