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1. INTRODUCTION 

Transland was a one-year EC project studying innovative policies in the field 
of integrated urban transport and land-use planning, with specific reference to 
sustainability objectives. 

Transland's main scope was to study and improve the present state of the art 
and practice of transport and land use planning. The project has served three 
objectives: 
• to look backward in identifying good planning practice examples, insights 

from research previously conducted in this field and institutional conditions 
~ and barriers for integrated policy making, 
• to look ahead to advise on best planning practice and, 
• to provide an overview of the priority research areas that should appear in 

the EC's future research agenda. 

The main activities within Transland to fulfil these objectives were: 
• A review of the state of the art in the theory of land-use transport 

interaction at the urban-regional level and an overview of administrative 
and legal provisions influencing integrated policies. 

• An assessment of twenty-six European case studies in the field of land- 
use and transport interaction. 

• A workshop, which presented the preliminary findings of the reviews to 
researchers and practitioners in the field of integrated transport and land 
use planning. The primary aim was to obtain constructive feedback and 
comment from informed experts, both researchers and practitioners. 

• The identification of best and good practice from the twenty-six case 
studies including an assessment of transferability. 

The Transland project was commissioned under the EC 4 th Framework 
programme and was undertaken by a consortium of 6 European partners from 
5 countries. This paper is based on the Final Report of Transland [Transland, 
2000] and focuses on the findings based on the state of the art and state of 
the practice of integrated transport and land use planning. 
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2. A REVIEW OF THE STATE OF THE ART 

2.t The Theory of Land Use and Transport 

An extensive literature review exercise identified successful land use and 
transport policies based on theories, empirical and modelling studies [Greiving 
and Kemper, 1999; Wegener and F~rst, 1999]. The review concluded that: 
• Land-use and transport policies are only successful with respect to criteria 

essential for sustainable urban transport (reduction of travel distances and 
travel time and reduction of share of car travel) if they make car travel less 
attractive (i.e. more expensive or slower). 

• Land-use policies to increase urban density or mixed land-use without 
accompanying measures to make car travel more expensive or slower 
have only little effect, as people will continue to make long trips to 
maximise opportunities within their travel cost and travel time budgets. 
However, these policies are important in the long run as they provide the 
preconditions for a less car-dependent urban way of life in the future. 

• Transport policies that make car travel less attractive (more expensive or 
slower) are very effective in achieving the goals of reduction of travel 
distance and share of car travel. However, they depend on a distribution of 
homes, jobs and services which are not too dispersed. In addition, highly 
diversified labour markets and different job locations of workers in multiple- 
worker households set limits to an optimum co-ordination of work places 
and homes. 

• Large retail and leisure facilities that are not spatially integrated in the 
urban area increase the distance travelled by Car and the share of car 
travel. Land-use policies to prevent the development of such facilities 
('push') are more effective than land-use policies aimed at promoting high- 
density, mixed-use development ('pull'). 

• Fears that land-use and transport policies designed to constrain the use of 
cars in city centres are detrimental to the economic viability of city centres 
have in no case been confirmed by reality (except in cases where at the 
same time massive retail developments at peripheral greenfield locations 
have been approved). 

• TranSport policies to improve the attractiveness of public transport have in 
general not had a major effect on the reduction of car use. They have 
attracted only little development at public transport stations, but 
contributed to further suburbanisation of population. 

2.2 The Administrative and Legal Provisions Influencing Integrated 
Land Use and Transport Planning. 

Following a literature review~of planning policy in each of the 15 European 
countries, member states were grouped into one of three categories according 
to their degree of co-ordination and integration of transport and land use 
planning. This enabled a framework to be applied later in the project to 
evaluate the transferability of instruments and best practices, especially 
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considering the wide variations in administrative and planning structures in the 
European countries. The analysis showed that regional planning represents 
an important issue for co-ordinating and integrating transport and land-use 
planning in a horizontal direction (between planning departments and 
organisations at the local level) and in a vertical direction (between planning 
guidance and policy at the national, regional and local levels). Regional 
planning is therefore a key factor in the categories. As far as the local level is 
concerned, most member states include an institutionalised municipal 
planning level with binding land-use plans as important prerequisites for the 
co-ordination and integration of land-use and transport planning. 

Category A: Horizontal and vertical co-ordination of transport and land- 
use planning 

• Institutionalised regional planning with regional plans 
• Binding effect of regional plans or binding impact through directives or 

guidelines 
Regional planning is the responsibility of a regional planning authority with 
powers in planning, decision-making and policy implementation in transport 
and land-use issues. The regional planning authority sets the basis for formal 
co-ordination as a framework for local departments and stakeholders. Vertical 
co-ordination is by regional planning, either through binding plans, directive 
powers or binding guidelines. Horizontal integration of land-use and transport 
issues takes place at the regional level as well as at the local level in 
comprehensive spatial plans. 

Category B: Horizontal co-ordination of transport and land use planning 

• Institutionalised regional planning without binding effects at the local level 
Similar to the first category, regional planning institutions are responsible for 
regional planning. In countries of this category regional planning cannot 
influence local planning through binding plans, directive powers or binding 
guidelines. Therefore, fulfilling regional objectives in local plans relies on 
voluntary forms of co-ordination. 

Category C: Co-ordination of transport and land use planning only at the 
local level 

• No institutionalised regional planning and/or regional plans 
This category includes countries where institutionalised regional planning is 
weak or absent, making co-ordinated action difficult. Due to their informal 
character, regional plans do not have any binding effect on local plans. 
Therefore, local plans play an important role in integration. 

2.2.1 Assigning the Countries 

The assignment of member states into the three categories is given in the 
tables below. 
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Table 1: 
plans 

Countw 

Category A - Institutionalised regional planning with regional 

Regional Land-Use Planning Regional 
Planning Authority Transport 

Planning 
Austria State Spatial Proqramme State Government 

(Landesraumordnungsprogr (Lander) 
amm) 

Sector State Plans 

Reflional Development Plan 
(Regionale 
Raumordnungsprogramme) 

State Government Sector Regional 
(L~nder) Plans 

Belgium Re,qional Structure Plan Regional Council Transport Plans 
(Plan Regional) 
Provincial Structure Plan 
(Provinciaal Structuurplan in 
Flemish and Walloon 
Region) 
Provincial Implementation 
Plan 
(Provinciale Uitvoedngsplan 
in Flemish and Walloon 
Region) 

Provincial authority 
(in Flemish and 
Walloon Region) 1) 

Germany State Development Plan State Government State Road 
(Landesentwicklungsplan) (L~nder) Demand Plan 

Reqional Plan 
(Regionaler 
Entwicklungsplan) 

Regional 
Administration 

Italy Reqional Master Plan 
(Piano Territoriale 
Regionale di 
Coordinamento) 

Regional Government Regional Transport 
Plan 
Long Term Road 
Network Plan 

Provincial Territorial Plan 
(Piano Territodale 
Provinciale) 2) 

Provincial Authority The County Basins 
Plan 

Denmark Reqional Plan Regional Council Transport structure 
(Regionalp~anskizze) plan 

Finland Regional Plan Provincial Road Plans 
(Seutukaava) Government 

Luxembourg Reqional Plan Ministry for Spatial Sector Plans 
(Plan d'amenagement Planning 
r~gional) 
Re.qional Plan for particular 
reqional areas 
(Plan d'am~nagement 
r6gicnal partial) 3) 

Ministry for Spatial 
Planning 

The Provincial Plan 
Netherlands (Streekplan) 

Provincial Executive Provincial Traffic 
and Transport Plan 

Reqional Structure Plan Regional Council 
(Regional Structuurplan) 4) 

Regional Traffic and 
Transport Plan 
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Country Regional Land-Use Planning Regional 
Planning Authority Transport 

Planning 
Spain Regional Spatial Plan Regional Transport Plans 

(Planes Directores Government, 
Territodales de Regional Department 
Coordination) 5) (Planning co- 

operative) 
Second tier of re,qional 
planning (in progress) 

Sweden Reqional Plan County Administrative Sector Plans 
(L~ns strategy) Boards 

Second tier of ref:lional 
planning (in progress) 

1) Provincial level is very weak 
2) Provincial plan is not binding 
3) Due to the size of the country, Luxembourg with nationally organised regional planning is 

listed in category A. Regional plans are not widely used or in preparation; Ministry of the 
Interior has the authority to interfere in municipal decision-making. 

4) Regional Structure Plan does not cover all regions, only 7 city-regions are affected. 
5) None or only a few of the regional plans have been produce so far 
6) No public transport responsibility on regional level 

Table 2: Category B - InsUtutionalised regional planning without binding 
effects 

Country Regional Land-Use Planning Regional 
Planning Authority Transport 

Planning 
United Re qional and strate.qic Regional 
Kingdom ,quidance Development 

Agencies 
Structure Plans and Unitary 
Development Plans 

County Councils and 
Metropolitan Borough 
Councils in England, 
Scotland and Wales 

Ireland Regional Report Regional Authorities 

Portugal Regional Spatial Plan National government Traffic Plans 
(Pianos Regionais de through regional co- 
Oidenacao Territorio) ordinated 

commissions 
- No public transport responsibility on regional level 
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Table 3: 

Country 

Category C - No institutionalised regional planning and/or 
regional plans 

Regional Land-Use Planning Regional 
Planning Authority Transport 

Planning 
France Regional Plans State administration in Regional Transport 

(Directives Territoriales concert with regions, Plan 
d'am6nagement) are in departments, 
preparation communes 
no plans on departmental 
level 

Greece Reqional Development Plan National Government Sector Plans 
(Chorotaxiko Schedio) 1) 

1) Except Athens and Thessaloniki no regional planning level, only few of the regional plans 
have been produce so far. 

2.2.5 Conclusion from the assignment of the countries into categories 

The assignment of the different countries into categories showed that in most 
EU countries regional planning is institutionalised and includes binding 
regional plans. In general, policies can be transferred between countries of 
the same category. In addition, policies which have been successfully 
implemented in a country of category C can also be.implemented in countries 
of category B and A. Altogether, most policies are transferable, with category 
A showing the highest degree of success related to the aspect of institutional 
regional planning. Policies that depend on institutional forms of co-ordination 
at a regional level cannot be transferred to countries of category C. However, 
even if the institutional, legal, political, legal and social framework of different 
countries is similar, the implementation of a certain policy, which has 
successfully been implemented in one country, does not guarantee a 
successful implementation in another country. 

Although the institutional, administrative and legal framework is important for 
the co-ordination of land-use and transport policies, structural changes will 
mea~ ~ttle, ~o~e~er, u~less effectNe policies are adopted. The obiectives, 
standards and policies set out in regional and local plans have to be 
supported by other policies such as pricing or regulatory tools. In this context 
non-institutional ways of co-ordination and integration also play an important 
role. 

3. CASE STUDY REVIEW 

Twenty-six case studies based on transport and land use integration were 
analysed to review the state of the practice. They were selected on the basis 
of their interactions between land-use and transport at the urban-regional level 
both in terms of study of the effects and in terms of co-ordination of planners 
and policy makers. The selection process gave particular emphasis to case 
studies which were innovative. 
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3.1.1 Case Studies 

Twenty-six case studies were chosen on the basis of 
• Country: 

Denmark (1), Italy (2), France (5), Great Britain (4) Germany (6), Spain (1), 
Sweden (1) and Switzerland (2), Portugal (1), Netherlands (3); 

• Territorial scale: 
Local area (2 cases), regional or metropolitan areas (in 6 cases), urban 
areas (in 8 cases), central cities (2 cases) and parts of an urban area (in13 
cases); 

• Size of  urban area: 
From less than 100 000 inhabitants to more than 2 million inhabitants; 

• Level of  implementation: 
Case studies already implemented with monitoring data avai lable enabling 
assessment of their effects and case studies still in the development phase 
without monitoring data; 

• Integration between transport  and land use: 
• Good practices and bad practices: 

Bad practices were included, as a way of illustrating what should be 
avoided. In addition, some of the cases of good practice also highlight 
factors that should be eliminated to make the implementation more 
successful. 

Of the twenty-six case studies, 12 were studied in detail using interviews with 
the local authorities in charge of the case studies. The remaining 14 were 
difficult to analyse in detail, general ly because the case studies that had not 
yet been fully implemented. The analysis of these case studies relied on 
published information and a limited amount of contact with some key decision- 
makers. Tables 4 and 5 summarise the 26 case studies. 

Table 4: Summary of Case Studies Analysed in Detail 

Case Study Country 
ABC Policy Netherlands 

Main Feature of Case Study 
The ABC location policy aims to match the mobility needs 
of businesses and services with the accessibility of 
different locations 

Cycle Town Sweden A large level of investment has been made to improve 
Gavle cycle facilities and cycle modal share in a low density 

urban area. 
Madrid Spain Creation of a regionalised planning department whose aim 

it is to promote the image of the city as a metropolitan 
region instead of 7 separate towns, whilst turning it into an 
integrated, efficient, and equitable community. 

Messestadt Germany Redevelopment of the former Munich airport as a mixed 
Riem use, mostly independent and attractive distdct. 
CentrO Germany A bad practice example of an urban entertainment and 
Oberhausen shopping centre that is mainly car oriented. However, a 

former freight railway line was converted to a public 
transport line for buses and light rail, offering a new public 
transport station. 

Potsdam- Germany A new community for about 7.000 new residents and 
Kirschsteigfeld 5.000 employees. This mix is concentrated at a new light 

rail-station. 
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Case Study Country Main Feature of Case Study 
Rennes France A long standing practice of regional urban planning in 

Rennes. The region also has fiscal harmonization of local 
taxes for companies. 

Rome Italy The "Gates of Rome" project aims at increasing the rail 
mode within the metropolitan area through the creation of 
a series of node railway stations scattered around key 
access gates to the city. Institutional arrangements allow 
good co-ordination between the local authorities. 

Strasbourg France A strong transport policy aimed at reducing car use and 
promoting bus and cycle journeys is operating in the city 
centre. The policy includes a complementary 
development plan. 

Toulouse France Development of integrated planning at the urban level and 
the initial stages of a regional approach. 

Vaud and Switzerland Regional land use and transport policy concerning a 
Geneva network of three cities: Lausanne, Neuchatel and 

Montreaux. The approach is to co-ordinate land use and 
transport policies around railway stations for easier access 
for non-car modes. 

VINEX Netherlands Urban development around a rail line in Twente is an 
Dwelling example of the Dutch housing location criteria of high- 
Locations density settlements, distance to urban agglomerations and 

public transport accessibility. 

Table 5: Case Studies Analysed In Less Detail 

Case Study Country Main Feature of Case Study 
Basel Switzerland An example of integrated land use and transport planning 

and strong promotion of public transport. 
Bilbao Spain The city has agreed upon the creation of a public-private 

partnership, Bilbao Metropoli - 30, to coordinate and 
implement the strategic plan for the revitalization of Bilbao. 

Bologna Italy Car restriction in Bologna's historical centre. The project 
seeks to increase mobility through public transportation, 
cycling and walking and to raise the quality of life. 

Camden United Car free housing is part of Camden's Green Transport 
Kingdom Strategy. This strategy contains many initiatives outlined 

in the Government's White Paper. 
Greater Denmark Long term promotion of public transport and the protection 
Copenhagen of green space between the fingers. This illustrates the 

importance of a consistent policy towards regional and 
local land use and transport p~anning. 

Edinburgh United Car free residential housing 
Kingdom 

Euralille France A new business district in Lille with close links to the 
Channel Tunnel and a new TGV station. 

Fraiburg- Germany An example of environment-oriented urban land use and 
Rieselfeld transport planning in Germany. Recently a new tramway 

line was constructed simultaneously with a new residential 
development (Fraiburg Rieselfelder). Mixed use is 
concentrated at the tramline in the center of this district, 
connecting "Rieselfeld" with the city centre of Freiburg. 

Groningen Holland Groningen Structure Plan. Groningen is one example of 
the 'compact city' structure now promoted in Dutch land- 
use policy. Cycling policy plays a major part and the 
concentration of institutions and employment-intensive 
development near the station is being strengthened. New 
housing areas are located near the city centre 
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Case Study Country Main Feature of Case Study 
Manchester United Phase 2 of the Manchester Metrolink at Salford Quays is a 
Metrolink Kingdom good example of integration between land use and 

transport. Allocating space for public transport during the 
planning phase makes public transport more effective. 

Nantes France The effects of a light public transport network on modal 
split linked with an urban policy on public space. 

Poundbury Un i ted  Poundbury has social housing mixed with private housing, 
Kingdom as well as office, shops and light industrial uses. The 

development has been innovative, putting built form and 
urban space ahead of traffic requirements. 

Saalepark Germany Saalepark is a new shopping centre where the only 
opportunitiy for using modes of public transport are 
shuttle-buses. In 1993 about 91.6% of the visitors 
travelled by car. It is an example of bad practice. 

Tubingen Germany An example for re-using a military residential area in order 
Sudstadt to develop a mostly independent, mixed use district in 

T0bingen. Primary aims of the reorganization are short 
walking distances between dwellings, shops, workspaces 
and social facilities for the new inhabitants. 

4. BEST PRACTICE AND TRANSFERABILITY 

In Transland an attempt was made to define best practice. In the context of 
Transland, 'best practices' were 'good practices' that worked successfully in a 
wide range of situations and were shown to produce results satisfying 
integration and sustainability objectives. It was considered that an important 
dimension to best practice was that it should be transferable to other cities 
and countries, with differing geographic and institutional backgrounds. For the 
purposes of the Transland project, sustainability was mainly seen as the 
promotion of environmentally friendly modes, and their accessibility for 
different social groups, while reducing dependence on the private car. 

A multi-criteria analysis was used to identify best practice from the twenty-six 
case studies. The first part of the analysis included a group discussion with 
experts and practitioners who attended the Transland Workshop based on a 
list of questions concerning best practice. The second part of the analysis was 
based on inputs delivered by experts concerning the definition of best 
practice, and the third part was the evaluation of case studies based on a 
questionnaire. 
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4.1 Determining best practice based on a five-level-framework 

Every case study was examined on a five-level-framework: 

\ / 

Source: Socialdata GmbH 

The five-level-framework was useful as a 'filtering down' process of case 
studies. Only case studies that were successful in every one of the five levels 
were considered as best practice. Other case studies remained on a level 
between 1 and 5. The following figure provides an overview of the 'filtering 
down' process of the twenty-six case studies. 
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CASE STUDIES IN FIVE-LEVEL-FRAMEWORK (]D 

Level 1 
26 case studies 

Good Idea? 

Level 2 
19 case studies 

Well / fully 9 
implemented. 

Level3 
13 case studies 

Effective in 
direct goals? 

Level 4 
7 case studies 

Effective in over- 
all objectives? 

Level 5 
5 case studies 
Transferability? 

5 case studies 
BEST PRACTICE 

4.2 Results of best practice analysis 

Level 1: Good idea? 

Twenty-one of the case studies examined have a good concept with respect 
to the goals defined in Transland. Three of these case studies remain at level 
1 because implementation has not yet taken place: Rome, Bilbao, Canton de 
Vaud / Canton Geneve. Four case studies show an idea which cannot yet be 
estimated as successful in reaching the goals set out in Transland: Toulouse, 
Basel, Saalepark and Greater Nantes. 

Level 2: Well / fully implemented? 

19 case studies reached this level. All of these case studies are well 
implemented with at least important building stages finished. Six case studies 
remain in level 2 because although they are implemented, their effectiveness 
in achieving their objectives cannot yet be measured. These case studies are: 
Camden, Edinburgh, VlNEX dwelling location, Poundbury, Messestadt Riem 
and Rennes. 

Level 3: Effective according to direct goals of the project? 

Thirteen case studies reached this level. Whilst well implemented the case 
study CentrO did not achieve its stated objectives. Five case studies remain in 
this level because they are evaluated only as successful according to the 
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goals of the project; successful promotion of sustainability cannot be seen at 
this stage of implementation. These case studies are: Strasbourg, Freiburg- 
Rieselfeld, T(~bingen-S(3dstadt-Suedstadt, Potsdam-Kirchsteigfeld and Madrid. 

Level 4: Effective in overall objectives of sustainability? 

Seven case studies passed level 4 of the framework for determining best 
practice. Two cases remain in this level: ABC-policy and Greater 
Copenhagen. ABC-policy refers to a specific planning process while the 
Finger Plan of Greater Copenhagen is the product of an ongoing vision which 
has lasted for 50 years. Because of their very specific framework, 
transferability to other countries may be difficult. Transferability could be 
possible if some fundamental changes in the planning framework of other EU- 
countries took take place. 

Level 5: Best practice case studies being transferable 

Five case studies succeeded in passing the five levels of the framework for 
determining best practice. These case studies are G~vle, Manchester 
Metrolink, Bologna, Euralille and Groningen. But it is important to note that 
except Groningen, these case studies are mainly successful in promoting 
sustainable transport, although they considered aspects of land use. 

5. CONCLUSION 

To evaluate best practice in the field of integrated transport and land use 
planning twenty-six case studies were chosen. Special consideration was 
given to case studies with innovative policies. A range of case studies were 
chosen depending on country, territorial scale, size of urban area, level of 
implementation, integration between transport and land use, and good 
practices and bad practices. Five case studies were chosen as best practice; 
Gavle, Manchester Metrolink, Bologna, Euralille and Groningen. Of these 
case studies, all except Groningen are mainly successful in the field of 
transport. Elements of transport planning could be realised and shown to be 
successful in the short run, whilst the success of land use planning is more 
difficult to assess as its effects can only be measured in the longer term. 

As part of the evaluation of best practice evaluation, transferability was 
considered. The results of case study examination shows that most 
successful elements are transferable. However, no project or planning 
approach is completely transferable. A precondition for transferability is, in 
some cases, the structure of locations. Some elements of best practice are 
mainly transferable to the same structures, e.g. connection to attractive public 
transport depends on an existing nearby network of public transport, whilst 
other elements of best practice can be implemented elsewhere e.g. 
implementation of an infrastructure which promotes cycling could be 
implemented in existing structures as well as locations being newly 
developed. Most of the elements of best practice are transferable to other EU 
countries, mainly to countries of category A and B according to their planning 
framework. 
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Another important finding is the role of 'soft' policies for success of integrated 
transport and land use planning. Most of the innovative planning approaches 
examined include 'soft' policies to ensure the acceptance of measures and 
influence citizen's behaviour, for example, citizens' participation was identified 
as a key factor to success. The best practices identified show that good 
spatial organisation linked by a well balanced transport network can a 
precondition for enabling sustainable mobility. 
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