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1.  Introduction 

1.1 Background CIVITAS 
 
CIVITAS - cleaner and better transport in cities - stands for CIty-VITAlity-Sustainability. With the 
CIVITAS Initiative, the EC aims to generate a decisive breakthrough by supporting and 
evaluating the implementation of ambitious integrated sustainable urban transport strategies 
that should make a real difference for the welfare of the European citizen. 
 
CIVITAS I started in early 2002 (within the 5th Framework Research Programme);  
CIVITAS II started in early 2005 (within the 6th Framework Research Programme) and 
CIVITAS PLUS  started in late 2008 (within the 7th Framework Research Programme). 
 
The objective of CIVITAS-Plus is to test and increase the understanding of the frameworks, 
processes and packaging required to successfully introduce bold, integrated and innovative 
strategies for clean and sustainable urban transport that address concerns related to energy-
efficiency, transport policy and road safety, alternative fuels and the environment. 
 
Within CIVITAS I (2002-2006) there were 19 cities clustered in 4 demonstration projects, within 
CIVITAS II (2005-2009) 17 cities in 4 demonstration projects, whilst within CIVITAS PLUS 
(2008-2012) 25 cities in 5 demonstration projects are taking part. These demonstration cities all 
over Europe are funded by the European Commission. 
 
Objectives:   
 

• to promote and implement sustainable, clean and (energy) efficient urban transport 
measures  

• to implement integrated packages of technology and policy measures in the field of 
energy and transport in 8 categories of measures  

• to build up critical mass and markets for innovation 
 
Horizontal projects support the CIVITAS demonstrati on projects & cities by : 
 

• Cross-site evaluation and Europe wide dissemination in co-operation with the 
demonstration projects  

• The organisation of the annual meeting of CIVITAS Forum members  
• Providing the Secretariat for the Political Advisory Committee (PAC)  
• Development of policy recommendations for a long-term multiplier effect of CIVITAS 

 
Key elements of CIVITAS 
 

• CIVITAS is co-ordinated by cities: it is a programme “of cities for cities”  
• Cities are in the heart of local public private partnerships  
• Political commitment is a basic requirement  
• Cities are living ‘Laboratories' for learning and evaluating 
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1.2 Background ARCHIMEDES 
 
ARCHIMEDES is an integrating project, bringing together 6 European cities to address 
problems and opportunities for creating environmentally sustainable, safe and energy efficient 
transport systems in medium sized urban areas.  
 
The objective of ARCHIMEDES is to introduce innovative, integrated and ambitious strategies 
for clean, energy-efficient, sustainable urban transport to achieve significant impacts in the 
policy fields of energy, transport, and environmental sustainability. An ambitious blend of policy 
tools and measures will increase energy-efficiency in transport, provide safer and more 
convenient travel for all, using a higher share of clean engine technology and fuels, resulting in 
an enhanced urban environment (including reduced noise and air pollution). Visible and 
measurable impacts will result from significantly sized measures in specific innovation areas. 
Demonstrations of innovative transport technologies, policy measures and partnership working, 
combined with targeted research, will verify the best frameworks, processes and packaging 
required to successfully transfer the strategies to other cities. 

2 Participant Cities 
The ARCHIMEDES project focuses on activities in specific innovation areas of each city, known 
as the ARCHIMEDES corridor or zone (depending on shape and geography).  These innovation 
areas extend to the peri-urban fringe and the administrative boundaries of regional authorities 
and neighbouring administrations. 
 
The two Learning cities, to which experience and best-practice will be transferred, are Monza 
(Italy) and Ústí nad Labem (Czech Republic).  The strategy for the project is to ensure that the 
tools and measures developed have the widest application throughout Europe, tested via the 
Learning Cities’ activities and interaction with the Lead City partners. 

2.1 Leading City Innovation Areas 
The four Leading cities in the ARCHIMEDES project are: 

• Aalborg (Denmark); 
• Brighton & Hove (UK); 
• Donostia-San Sebastián (Spain); and 
• Iasi (Romania). 

 
Together the Lead Cities in ARCHIMEDES cover different geographic parts of Europe.  They 
have the full support of the relevant political representatives for the project, and are well able to 
implement the innovative range of demonstration activities. 
 
The Lead Cities are joined in their local projects by a small number of key partners that show a 
high level of commitment to the project objectives of energy-efficient urban transportation.  In all 
cases the public transport company features as a partner in the proposed project. 

2.2 Aalborg 
The City of Aalborg, with extensive experience of European cooperation and having previously 
participated in CIVITAS I (VIVALDI) as a ‘follower’ city, is coordinating the consortium and 
ensures high quality management of the project. The City has the regional public transport 
authority (NT) as a local partner, and framework agreements with various stakeholder 
organisations. 
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Aalborg operates in a corridor implementing eight different categories of measures ranging from 
changing fuels in vehicles to promoting and marketing the use of soft measures. The city of 
Aalborg has successfully developed similar tools and measures through various initiatives, like 
the CIVITAS-VIVALDI and MIDAS projects. In ARCHIMEDES, Aalborg aims to build on this 
work, tackling innovative subjects and combining with what has been learned from other cities in 
Europe. The result is an increased understanding and experience, in order to then share with 
other Leading cities and Learning cities. 
 
Aalborg has recently expanded its size by the inclusion of neighbouring municipalities outside 
the peri-urban fringe. The Municipality of Aalborg has a population of some 194,149, and the 
urban area a population of some 121,540. The ARCHIMEDES corridor runs from the city centre 
to the eastern urban areas of the municipality and forms an ideal trial area for demonstrating 
how to deal with traffic and mobility issues in inner urban areas and outskirts of the municipality. 
University faculties are situated at 3 sites in the corridor (including the main university site). The 
area covers about 53 square kilometres, which is approximately 5 % of the total area of the 
municipality of Aalborg. The innovation corridor includes different aspects of transport in the 
urban environment, including schools, public transport, commuting, goods distribution and traffic 
safety. The implementation of measures and tools fit into the framework of the urban transport 
Plan adopted by the Municipality. 
 

 

Figure 1: The Archimedes Corridor in Aalborg 

2.3 Brighton & Hove 
Brighton & Hove is an historic city, in the south-east of England, known internationally for its 
abundant Regency and Victorian architecture. It is also a seaside tourist destination, with over 
11km of seafront attracting eight million visitors a year. 
 
In addition, it is a leading European Conference destination; home to two leading universities, a 
major regional shopping centre, and home to some of the area’s major employers. All of this, 
especially when set against the background of continuing economic growth, major 
developments across the city and a growing population, has led the city council to adopt a vision 
for the city as a place with a co-ordinated transport system that balances the needs of all users 
and minimises damage to the environment. 
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The sustainable transport strategy that will help deliver this vision has been developed within 
the framework of a Local Transport Plan, following national UK guidelines. The ARCHIMEDES 
measures also support the vision, which enables the city to propose innovative tools and 
approaches to increase the energy-efficiency and reduce the environmental impact of urban 
transport. 

2.4 Donostia - San Sebastián 
The city of Donostia -San Sebastian overlooks the sea and, with a bit more than 180,000 
inhabitants, keeps a human scale. Some people consider the balanced combination of small 
mountains, manor buildings, and sea as the setting for one of the most beautiful cities in the 
world. We have a tradition in favouring pedestrians, cyclists and public transport. 
 
For about twenty years, the city has been enforcing a strong integrated policy in favour of 
pedestrians, bicycles and public transport. Considering walking and cycling as modes of 
transport, has led to the building of a non-motorised transport network for promoting this type of 
mobility around the city. 
 
Likewise, the city has extended its network of bus lanes. The city holds one of the higher bus-
riding rates, with around 150 trips per person per year. 
 
The CIVITAS project is being used as the perfect opportunity to expand Donostia -San 
Sebastian’s Sustainable Urban Transport Strategy. With the package of CIVITAS measures 
Donostia-San Sebastian will: 
 

• Increase the number of public transport users  
• Decrease the number of cars entering in the city centre  
• Increase the use of the bicycle as a normal mode of transport  
• Maintain the high modal share of walking  
• Reduce the number of fatal accidents and accidents with heavy injuries  
• Reduce the use of fossil fuels in public transport. 

2.5 Iasi 
The City of Iasi is located in north-eastern Romania and is the second largest Romanian city, 
after Bucharest, with a population of 366,000 inhabitants. It is also the centre of a metropolitan 
area, which occupies a surface of 787.87 square kilometres, encompassing a total population of 
398,000 inhabitants. 
 
The city seeks to develop possibilities for habitation, recreation and relaxation for all citizens in 
the region, business opportunities and provide opportunities for more consistent investments. 
 
The city has five universities with approximately 50,000 students, the second largest in 
Romania. The universities and their campuses are located in the central and semi-central area 
of the city. In the same area, there are also a large number of kindergartens, schools and high 
schools with approximately 10,000 pupils. This creates a large number of routes along the main 
corridor, served by the public transport service number “8” (Complex Tudor Vladimirescu - 
Copou) with an approximate length of 10 km. The City of Iasi will implement its integrated 
measures in this area to be known as the “CIVITAS+Corridor”. 
 
The city's objectives in CIVITAS - ARCHIMEDES are based on the existing plans related to 
transport, Local Agenda 21, approved in 2002, and the Sustainable Social-Economic 



Cleaner and better transport in cities 
 

 

  

 8 / 25

 

Development Strategy for City of Iasi. The CIVITAS Plus objectives will be integrated in the 
Strategy for metropolitan development to be finalized in May 2009. 

2.6 Monza 
Monza is a city on the river Lambro, a tributary of the Po, in the Lombardy region of Italy, some 
15km north-northeast of Milan. It is the third-largest city of Lombardy and the most important 
economic, industrial and administrative centre of the Brianza area, supporting a textile industry 
and a publishing trade. It is best known for its Grand Prix. 
 
The City of Monza, with approximately 121,000 inhabitants, is located 15 km north of Milan, 
which is the centre of the Lombardia area. This area is one of the engines of the Italian 
economy; the number of companies is 58,500, i.e. a company for every 13 inhabitants. 
 
Monza is affected by a huge amount of traffic that crosses the city to reach Milan and the 
highways nodes located between Monza and Milan. It is also an important node in the Railways 
network, crossed by routes connecting Milan with Como and Switzerland, Lecco and Sondrio, 
Bergamo and Brianza. "Regione Lombardia", which in the new devolution framework started in 
1998, has full responsibility for establishing the Local Public Transportation System (trains, 
coaches and buses) and has created a new approach for urban rail routes using an approach 
similar to the German S-Line or Paris RER. 
 
Monza has recently become the head of the new "Monza and Brianza" province, with 
approximately 750,000 inhabitants, so will gain the full range of administration functions by 
2009. Plan-making responsibilities and an influence over peri-urban areas will require the city to 
develop new competencies. 
 
In this context, the objective of the City of Monza in participating in CIVITAS as a Learning City 
is to set up an Urban Mobility System where the impact of private traffic can be reduced, 
creating a new mobility offer, where alternative modes become increasingly significant, leading 
to improvements to the urban environment and a reduction in energy consumption (and 
concurrent pollution). 

2.7 Ústí nad Labem 
Ústí nad Labem is situated in the north of the Czech Republic, about 20 km from the German 
border. Thanks to its location in the beautiful valley of the largest Czech river Labe (Elbe) and 
the surrounding Central Bohemian Massive, it is sometimes called 'the Gateway to Bohemia'. 
Ústí is an industrial, business and cultural centre of the Ústí region. 
 
Ústí nad Labem is an important industrial centre of north-west Bohemia. The city’s population is 
93,859, living in an area of 93.95km2. The city is also home to the Jan Evangelista Purkyně 
University with eight faculties and large student population. The city used to be a base for a 
large range of heavy industry, causing damage to the natural environment. This is now a major 
focus for improvement and care. 
 
The Transport Master Plan, to be adopted in its first form in 2007, will be the basic transport 
document for the development of a new urban plan (2011), which must be developed by the 
City subject to the provisions of the newly adopted Building Act. This will characterise the 
development of transport in the city for the next 15 years, and so the opportunity to integrate 
Sustainable Urban Transport Planning best practices into plan development during the project 
means an ideal match of timing between city policy frameworks and the ARCHIMEDES project. 
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The projects main objective is to propose transport organisation in the city, depending on the 
urban form, transport intensity, development of public transport, and the need for access. The 
process, running until 2011, will include improving the digital model of city transport that Ústí 
currently has at its disposal. The plan will have to deal with the fact (and mitigate against 
unwanted effects that could otherwise arise), that from 2010, the city will be fully connected to 
the D8 motorway, running from Prague to Dresden. 

3. Background to the Deliverable 
This deliverable summarises the research and preparatory activities conducted in relation to 
workpackage 3 of the CIVITAS ARCHIMEDES project – Demand Management. 

3.1 Summary Description of the Tasks 
 
Research and preparatory activities in respect of demand management strategies have been 
conducted in just two of the ARCHIMEDES cities, namely Donostia - San Sebastian and Usti 
nad Labem, as part of tasks 11.3.1, 11.3.2, 11.3.3, 11.3.4, 11.3.5 and 11.3.6.  These tasks are 
introduced in the following sections. 
 
The work and findings of these tasks are reported in detail in deliverables R23.1, R23.2, R25.1, 
R26.1, R27.1 and R28.1.  This deliverable draws together the content of the individual 
deliverables and presents the common issues and any conclusions that can be drawn at the 
workpackage level. 

Task 11.3.1 Zoning and Pricing Policy Research – Sa n Sebastian 
Task 11.3.1 is part of the broader measure “Changing Parking Behaviour in Donostia – San 
Sebastián”, which consists of four related tasks: 
 
• Task 11.3.1 – Zoning and pricing policy research; 
• Task 11.3.2 – Research on paid parking in employment areas; 
• Task 3.4 – Changing parking behaviour; 
• Task 3.6 – Business parking charges; 
 
Task 11.3.1 was the first step in this process through which Donostia-San Sebastián aims to 
design a new pricing and zoning policy and develop a monitoring and evaluation programme for 
the demonstration.  The research was undertaken by ADS to inform the technical development and 
design of the parking strategy demonstration that will be implemented in Donostia - San Sebastián. 

Task 11.3.2 Paid Parking in Employment Areas Resear ch – San Sebastian 
As part of the city’s parking service, the provision of parking in business areas represents a 
critical element in the city’s strategy to influence the environment and quality of life in Donostia-
San Sebastián.  Current parking provision in all business areas of Donostia-San Sebastián is 
free, so driving to work is seen as an attractive option to all private car owners.  This is not 
conducive to encouraging people to use other, more sustainable modes of travel particularly 
when they may have to pay for them.  In addition to this, the tendency to use a private motor car 
results in early occupancy of the whole parking provision, which means that those people 
requiring space later in the day are unable to find anywhere to park.  Regulation of parking 
provision therefore should help road traffic fluency, equitable use of parking places and increase 
the use of public transport. 
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The current unsatisfactory situation led the municipality to an intention of developing a new 
parking policy for employment areas which in turn required initial research that was conducted 
in task 11.3.2. 

Task 11.3.3 Parking Strategy Research – Usti nad La bem 
The research conducted in task 11.3.3 was aimed at providing the information necessary to 
develop a feasibility study for a short stay parking scheme in Usti nad Labem. A survey of 
existing current traffic situation was conducted in the central part of the city and in the typical 
representative of a residential housing estate - Dobětice. As a result, traffic problems and lack of 
space were revealed. 
 
A package of appropriate solutions for implementing differentiated parking charges was 
proposed, aimed at reducing environmental impact and individual transport in the area and 
focused on improving conditions for parking in residential areas and in the city centre with 
regard to the future development. The problems were also generalised to serve other localities.  
The study benefits from the experience of leading cities, such as Aalborg and other European 
cities. 

Task 11.3.4 Strategic Traffic Management – Usti nad  Labem 
The City of Ústí nad Labem has a target to develop a strategic traffic management strategy and 
implement measures to restrict traffic in the city centre. The goal is to improve traffic flow in the 
city and reduce the environmental impact of traffic. Within the CIVITAS task 11.3.4 Strategic 
Traffic Management, research has been conducted to analyse the conditions and structure of 
the existing traffic management in the current state, application of intelligent transport systems 
and transfer of traffic data in the city. 
 
On the basis of the results, a proposal for optimal solution for strategic traffic management and 
ITS development will be designed within the CITVITAS task 3.8 Strategic Traffic Management in 
Ústí nad Labem. 

Task 11.3.5 City Centre Access Control – Usti nad L abem 
Ústí nad Labem is gradually becoming more and more congested as the demand for travel 
grows. The city centre is overloaded by individual transport and the uncoordinated and 
unregulated supply of goods and services to businesses; all this creates problems that are at 
odds with the city’s target to improve the urban environment and ensure a better life for its 
citizens. 
 
Within task 11.3.5 a feasibility study was developed to determine the feasibility of implementing 
city centre access control and develop a plan of measures that could be implemented as part of 
the Sustainable Urban Transport Plan in Ústí nad Labem with the aim of reducing the volume of 
traffic in the centre and to improving the environment in the city. The study was aimed at 
following issues: 

• how to reduce the proportion of transit traffic 
• how to reduce the number of vehicles entering the city centre 
• how to improve conditions for safe walking and cycling 
• how to reduce traffic congestion 
• how to improve traffic safety and traffic flow 
• how to improve conditions for public transport services in the area 
• how to solve the parking problem in the city centre 

 
The goal of the study is to propose possible options for regulating traffic in the centre of Ústí nad 
Labem, with the emphasis on describing the expected positive impacts, considering the risks 
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and negative consequences of individual actions and inter-comparison of these results with 
appropriate conclusions. 

Task 11.3.6 Noise Reduction – Usti nad Labem 
Ústí nad Labem has a target to reduce the proportion of residential areas that are located in 
areas exposed to traffic noise levels above 65 dB by the year 2012.  It was proposed that 
studies would be undertaken to gain a better understanding in the impact measures for reducing 
noise and to develop a noise map so that problem areas can be targeted as part of the Ústí nad 
Labem Sustainable Urban Transport Plan. 
 
Task 11.3.6 was aimed at linking noise emissions with road maps in order to provide a noise 
map for the city as well as modelling some proposed solutions to reduce the noise and to 
evaluate the effectiveness of individual proposed scenarios.  
 
The study had following goals: 
 
• to develop the emission map for noise generated by the current traffic in the city and identify 

the problematic areas 
• to identify roads with the highest level of noise emitted by the local traffic 
• to develop the emission noise map for noise generated by the traffic predicted in the city for 

the year 2012 
• to propose measures reducing the noise emitted by cars for the most affected areas with 

regard to organization and regulation of local traffic, targeted to year 2012 
• to apply the traffic model and subsequently the noise model on the proposed solutions and 

include assessment of the proposals for effective distribution of goods in Ústí nad Labem 
within the measure 67, task 7.6 Noise Reduction 

 
This task is closely related to the measure 67, where the findings will be further elaborated. 

4. Summary of Research Related to Demand 
Management Strategies in ARCHIMEDES 

4.1 Deliverable R23.1 
 
At present, surface parking in the western part of Donostia – San Sebastian is controlled in the 
area closest to the Ondarreta Beach. 
 
Commercial activity is growing fast in districts such as Benta Berri or Errotaburu, putting 
pressure on parking and general traffic in the area, the University Campus and the Ondarreta 
Beach area. The situation calls for the Controlled Parking Zone to be extended, which also 
involves changing the service in the currently controlled parking zone to ensure a consistent 
overall strategy. 
 
In planning the new controlled parking zone, it is referred to the model prevailing in other parts 
of the city where deterrents (higher charge rates, shorter permissible stays) increase in areas 
with high parking demand, whereas fees decrease and permitted stays grow longer farther 
away from the aforesaid areas.  
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First, a parking control is defined in the areas where such control is deemed indispensable due 
to the parking saturation point reached (sectors 4-1, 4-2, 4-3, 4-4, and 4-7). After regulating 
those areas, adjacent areas are addressed through parking control. 
 
Here is a description of the new sectors for the residents and their technical justification. 
 
► Sector 4-1: Matia 
 
This measure aims at using Paseo Pío Baroja St. to meet the long stay parking demand that the 
activity in Matia Street and its surroundings generates. A long stay tariff was applied, with 
maximum stay fixed at 540 minutes on the whole stretch, while the most activity streets 
maximum stay was limited to 180 minutes. 
 
► Sector 4-2: Villas Ondarreta 
 
The Controlled Parking period is extended to the whole year; so far, parking control in the area 
was only applied during the summer. Although Ondarreta Villas is a residential area where there 
is little parking demand from leisure pursuits except in the summertime, this measure becomes 
necessary because of year-round parking control in adjacent streets. If we did not take it, we 
would create a “free-parking island” within a wide controlled parking zone. 
 
► Sector 4-3: Rest of Ondarreta 
 
Parking in the area is subject to a maximum Stay up to 180 minutes. 

 
As in sectors 4-1 and 4-2, parking in this sector is controlled uninterruptedly from 10am to 6pm 
on Saturdays, Sundays and holidays during the summer period, due to the demand for parking 
linked to activities on Ondarreta beach. 
 
► Sector 4-4: Benta Berri 
 
Parking in this district is now ruled by a tariff with 180-minute maximum stay. 
 
A zone of this sector (Portion of Zarautz Street) used to be subject to a maximum stay of up to 
300 minutes with the aim of concentrating the demand for long-stay parking that this part of the 
city generates in this area. 
 
The main shopping centre and major arterial route of the district used to be subject to a 90 
minute maximum stay with compulsory payment by all parkers, including residents.  This had 
been to try to reduce occupancy by residents’ vehicles during the controlled periods in order to 
increase turnover of available parking bays due to the lower permitted length of stay. 
 
► Sector 4-5: University Campus 
 
Sector 4-5 is presented as the big long-stay parking zone in these outskirts. A Time Limit of 540 
minutes was applied. 
 
To avoid the “border effect” in adyacent areas (Berio district), parking is controlled in part of it, 
although all those who live there can get a residential permit (OTA) sticker allowing them to park 
in the controlled parking zone. 
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► Sector 4-6: Lorea 
 
Controlled parking in the surroundings required regulation in the Lorea district, preventing its 
saturation by vehicles that escape from the controlled parking zone. Parking in the area is 
subject to payment and 300-minute maximum stay. This district is declared a controlled parking 
zone with lengths of stay up to 300 minutes apply. 
 
► Sector 4-7: Errotaburu 
 
The activities housed in the Errotaburu Tower Blocks generate a considerable demand for 
parking facilities during business hours. Besides this, the industrial estates around this district 
affect the general occupancy rate of car parks in the area. 
 
Parking regulations provide 90-minute maximum stays and compulsory payment by all parkers, 
including residents, in the heart of this suburb. The aim is to reduce resident vehicle occupancy 
during the controlled periods and to supply available spaces for the short-stay parking demand 
that area-based activities generate. 
 

Key findings of the measure 
 
The City’s Controlled Surface Parking Service serves to adapt parking conditions (rates and 
maximum length of stay) to the available parking spaces and to the requirements in each zone, 
in order to give adequate service to different types of users per zone, pursuant to the city’s 
general mobility criteria. 
 
In this case, the aim of the policy applied for several sectors was to divert parking offer, from 
areas with a high demand for parking spaces to less pressurised zones, increasing turnover of 
available parking bays by reducing the permissible length of stay or guiding users to those less 
demanding zones in case they request long stay periods. 
 

4.2 Deliverable R23.2 
 
Research into parking at workplaces was undertaken through two main premises: 
 
♦ The partial regulation of parking provision. The high use of private cars for the journey to 

work imposes a high demand for parking space in business areas which is based on long-
stay parking, which means that the people requiring space later in the day (visitors or 
commercial uses) are unable to find anywhere to park. Regulation of parking provision 
therefore should help road traffic fluency, equitable use of parking places and also, increase 
the use of public transport. 

♦ HOV (High occupancy vehicles) zoning. Previous studies have showed a very high 
percentage of single occupancy vehicles in commuting travels. The number of SOVs also 
impacts negatively because it creates a high volume of cars on the road. In order to reduce 
the congestion generated for this reason, a specific parking provision for people who share 
their car with others was thought. This designated parking provision for car sharers would 
also serve to compensate for the reduction in free parking places and encourage their use 
among industrial areas employees. This parking provision would be located in preferred 
areas in order to reward and incentivise its users. 
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Initially, the decision was taken to undertake this measure in the business districts Zuatzu, 
Miramon and Igara with the intention of serving the short and mid-stay demand arising in these 
areas. 
 
To define each initiative the following aspects were identified: 
 
• Quantity of Parking places  
 
• Location of Parking places within each business district and  
 
• Parking rates and time limits. 
 
Due to each business area having its own individual parking provision, and with the intention of 
establishing in each area an equitable quantity, taking into account the proportion of visits and 
loading / unloading operations within the daily activity, it was agreed to devote 15% of the 
supply of parking for both initiatives, i.e. rotation parking places and HOV zoning.  The 
proposals developed for each business area were as follows: 
 
Miramón Technology Park 
 
Miramón Technology Park houses 70 companies, employing 3,000 people. The parking 
provision extends to about 6,000 spaces including both private and public places.  Although 
from the total number it seems that there are enough places for all the employees, the problem 
at this business area is more related to the distribution and location of parking spaces since 
many of them are away from the workplace. 
 
For the Miramón Technology Park the proposed parking distribution would be as follows: 
 

Rotation Parking Places: 110 places 
HOV zoning:   146 places 

 
Zuatzu Business Area 
 
108 companies are based at the park, employing 2,800 workers. Zuatzu´s parking provision is 
about 2,200 places which does not satisfy the employees’ demand. 
 
The proposed parking distribution for Zuatzu business area would be as follows: 
 

Rotation Parking Places: 40 places 
HOV zoning:   90 places 

 
Igara Business Area 
 
Around 2,000 people are estimated to work in the Igara economic corridor. The parking 
provision is about 750 places, which as with Zuatzu, does not satisfy current employees 
demand. 
 
The proposed parking distribution for Igara business area would be as follows: 
 

Rotation Parking Places: 50 places 
HOV zoning:   25 places 
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Regarding parking rates and time limits, given the nature of these rotation parking places it was 
agreed to apply city´s cheapest parking rate with a time limit of 180 minutes to all three business 
areas. For the case of HOV zones, no time limitation would be applied. 
 

Key findings of the measure 
 
Research has shown that it is necessary to find ways to managing the parking demand as part 
of the daily activity of business areas. Proposed two main activities try to contain parking 
demand, each one in its way, promoting alternatives such as car pooling one. 
 
Nevertheless, the opposition shown by the employees of each business area, shows that they 
are not prepared to pay to go to work in spite of the fact that only 15% of parking equipment  
would be regulated. 

4.3 Deliverable R25.1 
 
The parking strategy research carried out in Usti nad Labem is based on a lack of foresight of 
previous traffic policies which prioritized traffic, regardless of the problems that could generate 
especially in terms of parking space demand.  City growth with residential construction has also 
increased traffic volumes, increasing the use of personal cars. 
 
Once exposed to distinctive types of traffic encountered, there was a first classification of 
stationary traffic, distinguishing four main groups: 

• parking 
• short-term parking (up to 2 hours) 
• long-term parking (over 2 hours) 
• permanent parking places (over 24 hours) 

 
The way to solve these four groups in terms of cost was established by dividing in two solutions: 

• short-term solutions, which try to maximize effective usage of existing infrastructure. It is 
considered as a cheap solution but with a low efficiency. 

• long-term solutions, which take into account future traffic developments and also provide 
a traffic calming/demand management. It is considered as a more expensive solution but 
with an effectiveness that lasts longer in time. 

 
Moreover, within the different types of traffic mentioned, traffic significant amount of through 
traffic that does not need to enter the city is also contributing to high vehicle density and to 
traffic congestion. Three main measures are distinguished to reduce the unnecessary through 
traffic: 

• Regulation of Transport. 
• Organization of Services. 
• Traffic Manangement. 

 
Once that type of traffic has been reduced, parking policy can begin to be defined. According to 
the different areas of the city (City centre and surroundings, residential areas, housing states 
and family houses) parking demand varies according to the needs and the nature of each area. 
Issues such as quality of public transport, facilities in the area and transport links, type of 
buildings or social proportions of the population are taken into account when implementing a 
parking policy or another. 
 



Cleaner and better transport in cities 
 

 

  

 16 / 25

 

Overall, a general solution to parking organization is proposed according to three main areas of 
study: 
 
1) Restrictions on transit traffic and individual transport  
2) Stationary traffic in the city centre  
3) Stationary traffic in residential areas 
 
And to increase the lack of parking places the following solutions are proposed: 
• Change of parking policy. Acting on the road to use the space more effectively 
• Parking areas. Setting up new parking lots where buildings density is lower. 
• Parking houses.  Large capacity, charged garages in areas where parking capacity is 

critical.. 
• Charging the long-term and permanent parking vehicl es. Zones of charged parking in 

the streets. Parking rates would differ depending on the zone which is applied (city centre 
would be more expensive than a residential area). Residents would be provided by a 
parking card. 

 
To have a real understanding of all of the aspects researched, a field survey was carried out in 
a sample residential zone, Dobetice. This area is where most parking common problems are 
revealed and hence, one of the most representative areas where its results could be applied to 
all other parts of Usti nad Labem. 
Following features were monitored: 

- Number of parked vehicles 
- Type of parking place 
- Parking space capacity 

 
Due to the serious problems identified for lack of parking space, a calculation of required 
number of parking spaces was also performed, not only for 2008 but also for 2025. Results 
(48,9% parking deficit), showed clearly the serious lack of suitable parking places. 
 
Proposed measures for those specific problems are shown in next sections. 
 

Key findings of the measure 
 
The field survey performed in Dobotice district confirmed the problem of lack of parking space in 
that district and in Usti nad Labem overall. Lack of parking is typically offset by illegal parking 
but in this district the ratio is so high that there is a car illegally parked for every 2.6 cars 
correctly parked (28% parked illegally). 

4.4 Deliverable R26.1 
 
The current status of the transport infrastructure and transport equipment on the territory of the 
city was analysed, which is the basis for gradual implementation of an intelligent transport 
system. The analysis was carried out within individual functional areas: 
 

• Management and organization of road safety; 
• Traffic information and data transfer; 
• Parking of vehicles; 
• Public transport; 
• Freight transport; 
• Transport surveillance systems; 
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• Payments system; 
• Management and maintenance of transport infrastructure. 
 

Furthermore, the final version of the draft of the Masterplan of the city was processed, in 
particular the parts relating to the transport infrastructure of the city. Based on the document, 
specific issues concerning the development of transport infrastructure were identified and the 
management of the transport system was subsequently designed. 
 
Analysis starts with an explanation of the road infrastructure in the city starting from D8 Highway 
which is not yet finished. The analysis continues with I. Class and II. Class roads with a short 
mention of III. Class roads. 
 
The road infrastructure is strongly influenced on both climatic and geographic conditions where 
the city is located (floods, falling rocks from the cliffs and its location in a valley of the Elbe rive). 
In addition, there are other risks associated with industrial activities (chemical) in the area. 
 
The construction of a flood tub resolved the frequent closures of the road by floods of the Elbe 
river and the variable traffic signs are used to show those circumstances but the system does 
not address the issue of bypasses, it only provides information about the closure. 
 
Once mentioned the main risks of the city, each of the functional areas listed above are 
discussed in more detail: 
 
 Management and organization of road traffic 
 
Management system and road traffic organization includes light signalling and variable traffic 
signs. 
 
Intersections with intensive traffic in the city, and locations, where it is appropriate in terms of 
road safety, are equipped by traffic light signalling devices. One device allows preference of 
trolleybuses and seven devices are coordinated to providesequential green light signals.The 
traffic management system realised by traffic lights includes camera surveillance system, which 
provides video-information on traffic from the relevant light-controlled intersection. 
 
Another utilised technology is priority for the Integrated Rescue System on intersections. This 
system enables the rescue vehicles equipped with a radio transmitter to send a signal for 
priority passage on the relevant intersection.The device detects the direction of the rescue 
vehicle and the controller subsequently engages green light phase for this direction and red light 
phase for other directions. 
 
Variable traffic signs allows changes of traffic organisation in case of emergency, such as floods 
or torrential rain, diverting traffic and announcing closures of streets. In case of closure, traffic is 
diverted by directional variable traffic signs to other streets. 
 
 
 Traffic data and Information 
 
The traffic data in Usti nad Labem is managed by individual entities that are used in accordance 
with their activities (traffic management, public transport, service of traffic signs, maintenance, 
security, ensuring passability, etc.). The following list shows the mentioned entities: 
 

- Department of Transport, Usti nad Labem Municipality 
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- NTD Group (traffic light maintenance company) 
- Municipal Police of Usti nad Labem 
- The dispatching centre of the Public Transport Company of Usti nad Labem 
- The dispatching centre of the maintenance service for local roads 
- Travellers and drivers 

 Parking in the City 
 
Individual and garage parking in the city is operated by the Municipal Services of Ústí nad 
Labem. In addition to the parking lots with parking machines, there are parking places with 
agate access system located in the city 
 
  
 Public Transport 
 
PT is in the city operated by the PT Company of Ústí nad Labem, a joint-stock company of the 
city. The company operates trolleybuses and buses and the cableway to Větruše hill. 
 
Preferential measures for trolleybuses are applied at some traffic light controlled intersections. 
Preferential measures are not applied for driving lanes because there are no lanes dedicated to 
PT vehicles only 
 
 Freight Transport 
 
There is no co-ordinated centre for the goods and cargo transport system in Ústí nad Labem. 
Individual companies operate their own transport chains.  
 
 Surveillance Systems 
 
The essential devices of the surveillance system of the Municipal Police are cameras of the 
closed television circuit (CCTV). They are mainly focused against crime prevention, but in 
addition of that, they may contribute to improve road safety. 
 
To increase road safety and discipline of drivers, there are devices installed on the network, 
which allow CCTV surveillance of roads, measure speed of vehicles and detect vehicles 
passing on the red light. All of these devices are actively utilised to determine violations of traffic 
rules. Another supervisory system measures speed either at the road profile (instantaneous 
speed measurement) or at road section (average speed measurement). 
 

Rescue Systems 
 

There are three operating centres established in Ústí nad Labem for receiving emergency calls. 
 
In case the reported event has impact on traffic situation in the concerned area, the dispatcher 
indicates this fact. Data is automatically transferred into the Unified System of Traffic 
Information (JSDI) of the National Traffic Information Centre (NDIC) and they take appropriate 
steps to informdrivers and passengers about the event and passability as soon as possible 
 

Transport Payments 
 

The only transport payments required in the city are the parking charges at selected locations 
and the payments for PT services.  
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Management and Maintenance of Transport Infrastruct ure 
 

The maintenance of the roads is carried out by different companies depending of the road class. 
Main roads maintenance (I., II. And III. Class) is carried out by SUS company ,while local roads 
are maintained by AVE company. 
 

Key findings of the measure 
 
The study of the strategic traffic management in Usti nad Labem is highly conditioned by the 
local natural and climatic conditions as well as the chimical industrial activities in the area. 
Effects suffered by the city traffic because of the mentioned factors are those that seem to 
generate a significant need of resources to cope them. 
 
The huge amount of data generated by those resources require a high level of mutual 
understanding between all stakeholders if you want to take advantage of working together 
properly. 
 

4.5 Deliverable R27.1 
 
The research is based on the problem that transport and traffic is currently focused on the city 
centre of Usti nad Labem. All major routes pass through the centre or in its close proximity, 
where old buildings are dense and streets are narrow. Besides this, several facilities such as, 
bus station, train station and medical centres are located in city centre, which does not help to 
improve traffic flow. These areas do not allow construction of bigger roads, so it is necessary to 
regulate primarily the traffic load on what they call “local roads” and subsequently, deal with 
other issues like parking and other supporting measures. 
 
In this context, it is necessary to differentiate the traffic, which is necessary for the proper 
functioning of the city and transit traffic, which does not bring any benefit and is one of the most 
important cause of local network congestion. It seems clear that the main task is to reduce the 
through traffic guiding it towards external roads through deterrent measures. 
 
As through traffic, it is made an initial classification, based on their origin or destination: 

• 1st level: Does not have its source or target in the area, it is through traffic with heavy 
burden on roads. 

• 2nd level: Has its source or destination in the area, but it is poorly positioned (e.g. an 
industrial building in the city centre, a shopping complex with no connection to a 
sufficient capacity road network). 

• 3rd level: A transport source or destination is well placed in the area, but the transport 
links are realised by undesirable modes of transport (mainly personal vehicles, whereas 
public transportation is underutilised). This causes major problem mainly in the city 
centre. 

 
Moreover, there are mentioned some tools to analyse ways to reduce the transit traffic: 

• Demand Management 
• Traffic organisation 
• Traffic management 
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Therefore, the proposed measures to reduce through traffic would be: 
 

- Access to the City Centre Allowed for Transport Services Only. This regulation would 
only be applied on working days. 

- Access for Freight Vehicles/Vehicles over 3.5 Tonnes Prohibited. 
- Zones Restricted According to Emission Values. It would be necessary to provide 

alternative routes for vehicles not authorised to enter the zone. 
- A system of Roads with Regulated Traffic. 
- Traffic Signal Lights. A system prioritising public transport. 
- Paid Entrance (Toll). Limited only to working days, with significant discounts to 

residents. 
- Traffic Calmed Zones. Creating Pedestrian, Residential and “speed 30” zones. 

 
Once through traffic problem has been addressed, the next step is to manage parking problem. 
Parking demand exceeds city´s available capacity although parking policy in the city centre is 
based on charged parking. There are proposed to types of solutions: 

 
♦ Parking zones: Building new garages (only allowed underground in the city centre 

due to space limitations) and adjusting charged parking in the centre for short-term 
parking, avoiding vehicles parked for long periods. 

♦ Park & Ride. The main request for this service is that the public transport should 
operate much better than it currently does. 

♦ Park & Go. Due to small city centre and hence short walking distances, it could be a 
very suitable option for Usti nad Labem. Unlike P&R service, Park & Go does not 
depend on PT service. 

 
In addition to the measures to discourage transit traffic and improve parking offer, it is 
necessary to be strengthened through other measures to improve transport system: 

- PT improvements 
- Improving Conditions for Cycling and Walking 
- Solution for Parking Outside the City Centre 
- Promotion 

 
Key findings of the measure 

 
The problem of traffic in the city centre lies in the historical trend that major routes pass through 
the centre or in its close proximity, which generates high traffic load and local roads are 
constantly subjected to high pressure. Therefore, it is necessary to regulate primarily traffic load 
on local roads (particularly the transit traffic) and then, to deal with parking demand. 
 

4.6 Deliverable R28.1 
 
The research is developed through a traffic model software. Input data covers several 
parameters regarding demographic zones, transport behaviour patterns and transport network 
offer. In this sense, the following types of roads are considered to perform the research: 
• Motorways 
• Expressways 
• 1st class roads (rural) 
• 2nd class roads (rural) 
• 3rd class roads (rural) 
• Local speed roads (urban arterials) 
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• Local collective roads (urban) 
• Local utility roads (urban) 
 
Regarding the traffic, considered type of vehicles are personal, light trucks (less than 3.5 
tonnes) and other freight vehicles (above 3.5 tonnes) without the public transport vehicles. 
 
Noise calculations are determined by following factors: traffic volume, percentage of trucks, road 
surface type, different speeds and slope of the road. First output of the noise study is an 
emission noise map for the existent motor-vehicle traffic. The map differentiates the results for 
day-time and night-time periods. 
 
Results show that roads with the highest noise emissions are the ones with highest traffic 
volumes and the highest percentage of trucks, but they do not have to have a negative impact 
on the citizens it they are situated in a proper distance from the residential areas. 
 
More problematic are local roads leading directly through the residential areas or in the close 
distance to them. The traffic is realised partially by the vehicles of residents themselves and its 
volume is difficult to reduce. More potential appears to be in reducing the transit traffic and the 
freight traffic.  
 
When proposing solutions, there are proposed several scenarios based on the current situation 
or what they call zero scenario. Most of them propose different bypasses to avoid some 1st and 
2nd class roads of the road network and there is a scenario which considers all the bypasses 
considered individually. Finally, it is considered a scenario with a 10% traffic decrease and a 
freight vehicle excluding scenario (only above 3.5 tonnes). 
 

Key findings of the measure 
 
Considering the proposed scenarios, the first ones that propose an individual bypass bring a 
very small change of noise emissions. In these cases, the noise reduction is dependent on the 
importance of the road and its location. The scenario that considers all bypasses results in slight 
decrease in noise emissions on several areas. 
 
A 10% traffic reduction scenario offer a noise level decrease on the majority of local roads, but 
only to a small amount. It is clear that a traffic reduction is not enough as a noise reduction 
measure. It only can has a potential if the implemented reduction is more tan 10%. 
 
Maximum decrease is reached in the freight vehicle excluding scenario, but it is not possible to 
exclude those vehicles from the road. Furthermore, such elimination can have negative impact 
on other roads on which the vehicles would be diverted. For this reason, it is necessary to 
determine on which roads it is appropriate to implement it and what effect this will have on the 
outside zones. 
 

5. Conclusions and Recommendations 

5.1 Main Research Outcomes 
 
The large amount of traffic generated by cities requires, in turn, a large amount of staff and 
material resource for its management. The specific case of the city of San Sebastian, as shown 
by their deliverables, offers a high level of parking in the city in response to the demand 
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generated by personal travel patterns.  The city has gradually expanded the area of surface 
parking that falls under parking regulations.  Additionally, because commuting journeys to work 
are a major contributor to parking demand on arrival in the city, the city authority has been 
forced to become involved in the supply of parking in the workplaces around the city in order to 
rationalise their use. 
 
The parking problem is that the demand exceeds the capacity of the available city parking.  
According to the experience that participating cities have had, a range of measures are 
appropriate in order to avoid large investments in underground car parks that could attract even 
more traffic.  A range of "soft" measures including the optimal use of road space which could 
actually increase the number of available parking spaces, carpooling campaigns, changing 
parking policies in order to obtain a more rational allocation of parking between the user groups 
and the promotion of other modes of transport that can represent a realistic alternative to the 
use of a private vehicle. 
 
Another traffic type detected in these studies which is a major generator of congestion in the 
local network of the city is transit traffic.  In general this does not add any benefit to the city and 
it is a priority to try to divert it to the peripheral parts of the city by implementing measures 
restricting access to the city centre. 
 

5.2 Problems Identified 
 
The main problems that are faced can normally be categorised as either being structural or 
societal. Typically they arise at different stages of project development 

• Structural problems appear earlier in a study or project development, being related to 
infrastructure and available material resources; 

• Societal problems relate mainly to the approval of the measures to be implemented 
within the project by the citizens; these arise when you turn to them to know their 
opinion, and often this has been one of the last stages before the project starts. 

 
In the latter case there have been situations of demonstrations by affected groups which have 
gone so far that they have forced the postponement of project implementation.  A major barrier 
that has been identified is a lack of culture around sustainability: successful implementation 
requires society to be aware of the reasons of the proposed actions. Frequently it seems that 
only personal interests are pursued, even when dealing with collective aspects, which makes 
the implementation of measures that are aimed at benefitting all the affected people very 
difficult. 
 
Referring to the structural problems, when undertaking changes a city must take into account its 
urban characteristics.  These include the location of buildings with regard to public roads, the 
width of the streets and even the location of the customer service centres within the city, all of 
which influence the planning of actions. As seen in Ústi nad Labem, its downtown has many 
historical style buildings with narrow streets that limit the possibilities of construction, which 
prevents the planning of high capacity roads in that area and therefore measures for the city 
centre should be focused on unnecessary traffic diversion to alternative routes, provided that 
such routes can take the required traffic intensities. 
 
With regard to customer service centres such as medical centres or bus or train stations, the 
fact that they are in the city centre does not help with the objective of reducing traffic, as they 
actually act as important generators of traffic. 
 



Cleaner and better transport in cities 
 

 

  

 23 / 25

 

Another structural problem is related to the systems that are installed for traffic management. 
Many of them were installed to carry out a specific activity according to a specification at a given 
time; however, when it has subsequently been found to be useful to intercommunicate the 
information between different entities, there are no direct channels that allow the operation. 
Again in the centre of Ústi nad Labem, they have found a series of devices that are already 
installed within separate traffic management systems which make it very difficult to provide a 
response to the current need for a comprehensive traffic management system. 
 

5.3 Mitigating Activities 
 
In order to overcome the two types of fundamental problems, it is necessary to address each of 
them independently. 
 
In the case of societal problems, given the lack of education on the sustainability of existing 
behavioural patterns, specifically in the collective working population, before implementing any 
action that addresses to this aspect it is necessary to inform employees about the proposed 
actions along with their purpose or objective. In this way it is possible (but not easy), to the lack 
of awareness previously mentioned so that those affected become, more easily, participants in 
activities directly related to them; this helps them to use their daily experience in finding 
solutions to mobility problems that are generated in their area of work. 
 
Referring to the problems generated by the high demand for parking in the workplaces, the 
proposals for regulating the provision of workplace parking spaces in San Sebastian were 
rejected by those working in the area which was in part a comment on the way in which the 
issue was addressed.  The rejection of the proposals has led the local authority to start looking 
for new formulas to reduce the number of vehicles entering the business centres in question, 
proposing options such as platforms for sharing vehicles, car-sharing and improving public 
transport services.  This approach has been taken because it is understood that any restrictive 
action in a specific area must be compensated by an alternative attractive solution in a 
complementary area, so that people have a realistic alternative to the behaviour that you are 
trying to dissuade. 
 
Referring to other category of problems, structural problems, as already anticipated in section 
5.2, given the lack of space available to absorb the intensity of traffic that is generated in many 
city centres, it is necessary to find a way to deter traffic in that area, so traffic which especially 
has no need to access the town centre such as transit traffic can avoid contributing to and being 
affected by congestion in the centre of the city. 
 
Ultimately, the objective is to allow access only to those vehicles that have specific need to 
access the city centre.  Associated with this is a need to provide alternative access for those 
that do not need to access the city centre in their car, for example providing an easy way for 
them to leave their vehicles in parking lots on the edge of the city and opting for public transport 
to access the centre. Formulas such as the Park & Ride or Park & Go would be implemented to 
promote these options. Proper signage to direct drivers to these areas will also serve to reduce 
journey lengths and indirectly reduce congestion. 
 
In the case of traffic management systems, the only solution is to restructure the systems, which 
may require a complete change in the traffic management system, and can be an expensive 
investment.  Taking a holistic approach rather than renewing individual system elements is 
generally the best long term solution. 
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5.4 Common Themes in Relation to Demand Management Strategies 
 
As we have seen in the case of the cities of San Sebastian and Usti nad Labem, which have 
been facing various problems related to the management of traffic demand, before proposing 
any solution it is important to know the limitations that the city offers in both urban and traffic 
terms. 
 
Each of these aspects requires different types of studies to analyse its effect, but nevertheless 
in many aspects they must be considered together as the situation for one of them has a great 
influence on the other, and vice versa. Given that the main problem we wish to address here is 
the traffic demand, the first step is to locate the points where the demand is greatest, which 
requires the necessary resources, both material and personnel, to perform traffic analysis on 
these strategic points.  The need to take into account land use within the city and how it may 
affect traffic flows is important; factors such as geographical location, topography and the 
location of the services offered in relation to the city layout all have an influence and can be 
helpful in detecting those points where the greatest traffic flows will be generated and to obtain 
the most accurate image of the city as far as traffic demand is concerned. 
 
As has been seen in deliverable D28.1 a noise map can also serve as a complement to the 
analysis that is being performed.  Production of such a noise map may be an appropriate 
response to the European Noise Directive (2002/49/EC) and the linking it to a traffic study can 
be a good argument for triggering its development if it has not already been produced. 
 
The conducted traffic study and the information available from the city should help to find the 
best solutions that suit the city. This deliverable shows the example of two cities that have 
adopted different solutions, one of them trying to regulate traffic through supply of parking and 
the other trying to offer various alternative routes as well as trying to optimise the supply of 
parking. 
 
That is why it can be said that there is no single solution to manage traffic demand in cities. The 
overall analysis of the factors that influence the traffic of the city and that have been mentioned 
in this section should be considered as options, and the solution or solutions will be taken from 
the circumstances surrounding the city. A well connected city at its periphery will divert traffic to 
those areas, while a city that does not show such a possibility will probably resort to solutions of 
parking regulations at city entrance to avoid precisely the entry of high traffic density, based on 
collective transport that reduce congestion through various promotion formulas. 
 
In parallel, given the impact that any action on the traffic has on the general public it is very 
important to keep them in mind from the beginning, participating in the study in an active way, 
for example by using surveys with a representative sample of the population to know their 
opinion about the solutions to adopt, and in an informative way, giving them to know the steps 
that happen in the process of study and implementation of actions. 
 
Finally, the available resources for monitoring and evaluation of solutions should be taken into 
consideration. Assess available resources and the need to adapt them to new working 
conditions. 
 

5.5 Future Plans 
 
The extension of the parking zone in the western part of the city of Donostia - San Sebastian 
should be followed with the implementation of the new parking meter network throughout the 
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rest of the city. New limitations will be established for rotation parking (i.e. short stay with high 
levels of turnover) in the city centre giving priority to residents and encouraging visitors to park 
in parking areas outside the city. New rules will also apply to residents to avoid leaving the car 
parked indefinitely on the road. Also, the extent of regulated parking will be assessed in other 
populated areas of the city. 
 
Business areas of Donostia – San Sebastian will each have an individual treatment, trying to 
optimise the provision of parking and looking for alternatives to suit each workplace and working 
actively with them. In some of them, such as Miramon or Zuatzu, it is intended to promote the 
use of car sharing, establishing specific parking areas for high occupancy vehicles and 
depending on its success the area may be extended to provide more places. Analysis in other 
workplaces, such as Igara, will be focused on providing parking places for business visitors and 
loading / unloading activities. 
 
The analysis made by the city of Ústi nad Labem on Dobětice district will act as the blueprint for 
implementation in other areas of the city with similar problems regarding parking limitations. 
Actions such as management of the road, optimising space for parking or setting regulated 
parking areas should improve the situation of the provision of parking in the city. 
 
The other main problem in Usti nad Labem referred to limiting the entrance to the city centre.  It 
was revealed that the proper solution is a combination of tools forming a comprehensive system 
of traffic regulations. The solution is not eliminating traffic completely, but instead it encourages 
car users to change their habits and use other means of transport. Due to traffic restrictions, the 
centre can become a calm zone more attractive for both residents and visitors. Regulations 
proposed for the city centre are aimed at calming the area prioritising non-motorised modes of 
transport – walking and cycling, and reducing the quantity of vehicles parked on streets. 


