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Editorial
___________________________________________________________________
We are back. There has been a gap in
production of WTPP for approximately 6
months as we took stock of where we have
got to and what we would like to do in the
future. This has also involved a change of
web hosting and we are once again back
with “EcoPlan” in Paris and in the capable
hands of Eric Britton.
This taking stock has produced some
changes in the way we operate. We will
continue to publish articles of real quality
and policy significance as we strive to shift
global transport thinking in the direction of
scientific, ethical, economic and human
scale values. Our commitment to inject
fresh, vigorous and paradigm-shifting
ideas into the stale world of traditional
transport planning is stronger than ever.
We now want to add value to this and in
future issues we would like short opinion
pieces, commentaries on our published
articles and suggestions for new initiatives.
We want WTPP to be more interactive and
to support other initiatives that are in tune
with our own ideas and principles. This
will only work if our readers join in and
we hope that this will happen.
We have also planned a special issue on
China to take account of the massive
changes in economy, society and transport
in this country. In this issue we have
invited Chinese experts to give us their
views and we hope that many of our
readers can add their own ideas about
development in China especially in the
context of what we must do in Europe or
North America to support China. Clearly
there is very little point in wealthy
Americans or Europeans bemoaning the
rise of motorisation, pollution and climate
changing gases in China if our own wealth
resulted from doing similar things at a
more forgiving time in the development of
the planet. A former British Minister of

Transport once famously said, “Those of
us who have risen must not pull up the
ladder behind us”. We need to remember
this and we need to remember that the best
way to lead is by example. So what are
Americans or Europeans going to do in
partnership with China to bring about a
new world compact for transport, equity
and sustainable development?
We are also producing a special issue on
cycling and are looking for material that
can demonstrate the enormous potential
for this mode of transport to improve
health both human and societal. The
majority of trips that we all make in most
countries of the world are well within the
range of a bike ride so why don’t we do it?
More importantly from a policy point of
view what would it take in Atlanta (USA)
or a British city to get up to a cycling rate
of one third of all journeys? I hope we can
supply the answer.
This issue of WTPP is volume 12, Number
1. In case you are worried 11, 3 and 11, 4
did not happen and in the future we may
continue to vary the number of issues each
year as we respond to suggestions for
special issues or join in with social
movements and global transport initiatives.
If we receive good quality articles they
will be published but we see no need to
stick to an artificially derived number of
issues.
As always we welcome your ideas. Please
contact the editor if you have any ideas for
special issues or for partnerships with
transport initiatives.

John Whitelegg
Editor

John.Whitelegg@phonecoop.coop
March 2006
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Levying charges on private parking: lessons from existing practice

Dr Marcus Enoch and Dr Stephen Ison
___________________________________________________________________
Managing parking is a well-established
mechanism for controlling car use. But in
many countries, a significant proportion of
parking space is owned or leased by the
private sector and so is beyond the direct
control of the local transport authority.
One solution currently being considered in
the UK is the idea of imposing a levy on
businesses for utilising private parking
spaces. However, while the legislation
enabling local authorities to introduce such
a charge was passed in 2000, only one
local authority (Nottingham) retains an
interest in the measure and it is still
uncertain as to whether it will eventually
be implemented.

This paper briefly reviews the private
parking problem and the range of policy
instruments currently utilised throughout
the world where private parking spaces are
controlled by Local Authorities. It then
draws on a number of vignettes where
private parking levies have been
introduced elsewhere in the world
examining how the use of such policy
options might be utilised more extensively
and effectively. Finally the paper offers
lessons that can be of use when seeking to
implement a private parking levy scheme.
Key words:

Parking policy & legislation; private
sector; parking control mechanisms;
private parking levy
___________________________________________________________________
Suburban bypass roads and interjurisdictional politics: a case study

Allan Lichtenstein, Jeremy Nemeth, Stephan Schmidt
___________________________________________________________________
This before and after case study examines
the impacts of a suburban bypass road in
New Jersey where the impacts are
embedded in a broader regional context.
Unlike many other studies that have
focused on rural bypasses, this study found
that in a fragmented jurisdictional context,
such as New Jersey, where a bypass is
designed to relieve traffic in one municipal
centre but passes through the jurisdiction
of another municipality, competing
municipal interests can yield unforeseen
traffic flows, land use developments, and
economic activities. Planners of bypass
roads need to be cognisant of the
possibility of unforeseen and induced
outcomes that can jeopardise the intended
goals of a bypass project.
Most studies of bypass roads in the United
States have focused on rural bypasses. Few
have examined bypass roads that pass

through suburban communities. Unlike
many rural bypasses, suburban bypass
roads often pass through more than one
jurisdiction. Because of the incorporated
geography of the suburban environment,
the use of suburban bypass roads is likely
to be set by the interjuristdictional
relations among the affected communities.
Their impacts affect not only the bypassed
community, but also the communities
through which they pass. An examination
of the impacts of suburban bypass roads,
thus, needs to take into account
interjuristdictional politics.
This before and after case study examines
the impacts of a suburban New Jersey
bypass road that are embedded in a
broader regional context. At the outset, we
summarise the literature on bypass studies,
emphasising that few studies have
examined the effect of interjuristdictional
politics on the impacts of bypass roads.
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The methodology and background of the
Finally, in the concluding section, we note
study are then described briefly. In the
that the outcomes of a suburban bypass
fourth section, the outcomes are discussed
road can jeopardise the intended goals of a
in relation to four analytical categoriesbypass project.
traffic flows, land use development,
Key words:
economic revitalisation, and social and
Suburban bypass roads; interjurisdictional
community development. In the next
politics; land use development; community
section, we discuss the role of
development; economic revitalisation
interjuristdictional politics in mediating
the impacts of the bypass road.
___________________________________________________________________
Public transport subsidies in the UK: evidence of distributional effects

Nils Fearnley
___________________________________________________________________
A travel propensity analysis is applied on
business travellers and the young adults
UK data to determine how much different
making shopping, social and other trips.
population groups benefit from public
The distributional effects of bus subsidies
transport subsidies. General bus subsidies
have become more progressive over time.
are found to predominantly benefit lowerThe opposite is evident for rail.
income households, women, and those
Key words:
aged below 24 or above 60. Railway
Distribution; propensity; public transport;
subsidies, on the other hand, benefit the
subsidy; UK
rich, the working age commuter and
___________________________________________________________________
Innovative ways of financing public transport

Dave Wetzel
___________________________________________________________________
New public transport routes and
location benefit levy or land value tax is
infrastructure bring a wide range of
suggested to overcome this problem. This
economic benefits that increase land
would reduce urban sprawl and provide
values and increase the wealth of property
funds for public transport improvement.
owners near to lines and interchange
Key words:
points. These windfall gains are large
Land value tax; location benefit levy;
enough to pay for the infrastructure but are
urban sprawl; public transport investment
not captured or taxed by government. A
___________________________________________________________________
Delivery services for urban shopping: experiences and perspectives

Susanne Böhler and Oscar Reutter
___________________________________________________________________
This article explores delivery services for
urban shopping in Germany.
It presents the results of a pilot project in
Bonn and outlines a number of
recommendations
for
the
future
development of delivery services intended

to de-couple the growth of car use and
mobility from shopping.
Key words:

Urban delivery; shopping;
behaviour; de-coupling

consumer
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Levying charges on private parking: lessons from existing practice
Dr Marcus Enoch and Dr Stephen Ison
Transport Studies Group
Department of Civil and Building Engineering,
Loughborough University, Loughborough, Leicestershire, LE11 3TU, UK
m.p.enoch@lboro.ac.uk

___________________________________________________________________
Abstract
Managing parking is a well-established
mechanism for controlling car use. But in
many countries, a significant proportion of
parking space is owned or leased by the
private sector and so is beyond the direct
control of the local transport authority.
One solution currently being considered in
the UK is the idea of imposing a levy on
businesses for utilising private parking
spaces. However, while the legislation
enabling local authorities to introduce such
a charge was passed in 2000, only one
local authority (Nottingham) retains an
interest in the measure and it is still
uncertain as to whether it will eventually
be implemented.
This paper briefly reviews the private
parking problem and the range of policy
instruments currently utilised throughout
the world where private parking spaces are
controlled by Local Authorities. It then
draws on a number of vignettes where
private parking levies have been
introduced elsewhere in the world
examining how the use of such policy
options might be utilised more extensively
and effectively. Finally the paper offers
lessons that can be of use when seeking to
implement a private parking levy scheme.
Introduction

Between 1995 and 2002, vehicle
kilometres travelled in Great Britain
increased by 11.9%, and in the United
States by 17.7% (Department for
Transport 2005). This ‘love affair with the
car’ is understandable at the individual
level given the numerous benefits of
convenience, comfort, flexibility, personal
space and low perceived cost derived from

their use. Unfortunately, at the local,
regional and national levels there are many
social, environmental and economic
disbenefits of the car, and with the rapid
rise in car user these are becoming
increasingly evident.
Controlling access to parking spaces has
long been considered one of the most
effective tools at the disposal of local
authorities to reduce car use. For example,
in the UK, the seminal
Buchanan Report (UK Ministry of
Transport 1963), states that “everything
points to the immediate importance of
parking policy”. Meanwhile Wigan and
Broughton notes that the “control of
parking space provision and manipulation
of tariff structures and levels for parking
services are the best established means –
other than the crude device of simple bans
on vehicle movement or access – of
furthering policies of traffic restraint”.
Care needs to be taken however, when
restricting parking since as stated by Roth
(1967):
“there is a very strong case for the
removal of parking subsidies of all kinds.
But the idea that parking should be subject
to restraints above the costs of providing
the parking space is a completely different
proposition… Measures to relieve traffic
congestion by parking restrictions would
favour those whose vehicles pass through
city centres without parking there, and
would restrict only those who live, work or
trade in the area under restriction… When
the effects of city activity are taken into
account, it becomes difficult to understand
how anybody who wishes the city to
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survive as a centre of trade and amenity
can advocate encouraging through traffic
at the expense of parking traffic… The
policy of relieving congestion in the streets
by parking restriction is thus of doubtful
value.”
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worldwide both market and non-market
that attempt to deal with private parking
spaces and details a number of vignettes of
direct charging mechanisms. Finally, a
number of lessons can be learnt with
respect to the implementation of such
schemes.

Further, Verhoef et al (1995) reports that
parking policies remain very much a
second best option to road user charging,
and tend to be considered only because
they may receive broader social
acceptance and be easier to introduce – i.e.
have a political advantage. This paper
seeks to identify a typology of parking
control, reviews a range of instruments

Typology of parking control
Parking policies can only be applied to
spaces where a local authority can exert
some form of regulatory or fiscal control.
The following table provides a
categorisation of the types of parking to be
found in the majority of urban areas.

Table 1: Typology of Car Parking Spaces
Ownership of car parking
spaces:
Local authority controlled:
Privately owned:

Users of spaces:
General Public
General Public
General Public
Private Non Residential Parking
(PNR)
Residents

The local authority provide car parking
and it can be classified as either on-street
or off-street. Of these, off-street is in many
respects the easiest to control through
rationing spaces and altering prices –
generally
with
the
objective
of
encouraging shoppers but discouraging
commuters. More complicated is the issue
of on-street parking. Here, the removal of
spaces has the dual effect of making the
road wider and limiting the number of
points where vehicles can terminate their
journey. There is also the issue of
enforcement, as illegal parking can reduce
the effectiveness of the policy. Overall,
there is often an uneasy tension in parking
policy between the objectives of local
economic development and vitality, raising
revenue from the parking charge and
parking
as
a
transport
demand
management
measure.
Implementing
parking policies on publicly controlled
spaces is difficult enough, but at least the
ways and means to do this are widely
known and understood. This is not the case

On-street or Offstreet
On street
Off street
Off street
Off-street
Off street

with privately-owned spaces. As can be
seen from Table 1, privately-owned spaces
can be categorised by the type of user:

•

•
•

those that are provided for use by the
general public (or organisations for a
fee) by companies such as NCP, BAA,
or other car park operators;
those for use by particular groups nonresidential (employees, visitors and
users or customers); and
those for use by residents.

The problem is that local governments in
many countries throughout the world have
historically required developers to provide
adequate parking to serve the new
developments as a condition of receiving
planning permission with the consequence
that a sizeable proportion of the existing
off-street car parking spaces in towns and
cities are privately owned and controlled.
For example, MTRU (1995) reports that in
a sample of 17 major UK cities, 43% of
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parking spaces are PNR. Meanwhile Le
Masurier et al (2000) reports that around
40% of the total parking in Nottingham,
UK are private non residential spaces, of
which half (around 4,000) were workplace
PNR, while in the City of Westminster,
UK PNR spaces accounted for 50% of all
spaces, of which approximately half
(12,000 spaces) were workplace PNR.
While
this
‘minimum
parking’
requirement policy approach has been
addressed in recent years (Department for
Transport 2002), such that local authorities
now have an element of control over
proposed private parking spaces through
the planning process, in only a few cases is
the problem of existing privately owned
parking spaces being tackled by local
authorities. Plowden (1983) states that the
main problem found with parking control
in Britain has been ‘the great difficulty in
making it comprehensive’. He continues
that ‘in addition to garages or other places
attached to people’s residences, many bits
of private land, even in city centres, are
used for parking, without the local
authority being able to exercise control’
and he concludes that if a local authority
was ‘able to acquire control over such
spaces if necessary, [then] parking controls
could provide adequate means of direct
limitation of car use in many towns.’
Parking and control mechanisms – information
and regulatory approaches

There are a number of mechanisms
available for targeting private parking
providers.
Perhaps the simplest method involves
furnishing providers with information on
the parking problem and in particular
details on just how expensive it is to
provide and maintain each car parking
space. The intention is to change
organisational perception by appealing to
their ‘commercial rationale’. To date, such
information has generally been provided to
companies through organisations such as
the Association for Commuter Transport
and the European Platform on Mobility
Management, and Government initiatives.
For example, ‘The Benefits of Green
Transport Plans’ (1999) provided a

7
number of cost estimates, noting that
Hewlett Packard estimated each surface
parking space to cost £800 ($1,400) to
build, plus £111 ($195) a year to maintain
at its site on the edge of Bristol. In
addition, Transport Energy (2003) notes
that elements contributing towards the cost
of parking include security, lighting,
CCTV, signing, parking barriers, pay and
display machines (and the cost of
collection from the machines and
enforcement), tarmac, white lining and car
park maintenance. It also points out that
companies need to consider the land
acquisition or opportunity cost of the land;
the rent or notional value based on the
construction cost and business rates.
More drastically, local authorities have
used various forms of regulation to
impinge on private car parking provision.
For instance, one mechanism aimed at
residential as opposed to non-residential
spaces occurs in parts of Japan, where
since December 1958 the Garage Law
(Parking Places Law) requires that
prospective car owners have a registered
parking space and submit certification of
such shako shomeisho to the authorities
declaring the existence of such a space
(Ishikawa Foundation 2005).
In Santa Monica, California, the local
council introduced a mandatory Parking
Cash Out programme for firms of 50 or
more employees in order to meet
emissions reduction requirements set by
Clean Air Laws. Such employers are
required to offer all eligible employees the
option of a cash allowance equivalent to
the parking subsidy in lieu of subsidised
parking (City of Santa Monica 2005).
Meanwhile in Boston US, also as a result
of air pollution legislation, a parking
freeze was implemented in the mid 1970s.
Initially, the freeze affected only
commercial parking in particular areas
(such as Logan Airport), but the types of
parking now include all off-street motor
vehicle parking spaces and the areas
affected have steadily spread to localities
such as Cambridge, the City of Boston,
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East and South Boston. Elsewhere,
Portland, Oregon also capped its
downtown spaces in 1975, but increased
the number of spaces during the 1980s
(City of Boston 2001). Closely related to
the parking freeze idea, is the concept of
commercially trading spaces within local
areas. Such a scheme was introduced in
Milan in 1985, with Rome, Trieste, and
Turin following suit, while the UK city of
Norwich considered the approach during
the mid 1990s (MTRU 1992, 1995).
Information measures tend not to have
more than a marginal impact on travel
behaviour, although they form an
important element in any package of TDM
measures.
Regulatory (and physical) measures tend
to aim at limiting duration or arrival times
or specifying those people who may park.
Their main effect is to force such car
drivers to search for other spaces which
are still available to them thus imposing a
greater penalty on those who arrive later to
park rather than necessarily on those with
the least need to do so (May 1999). Such
measures are however, unlikely to relieve
congestion or environmental problems
significantly and they will also introduce
new costs of administration and
enforcement. Pricing systems are better
able to match demand to supply, reflect the
differing needs of drivers, can reduce car
use, and hence relieve congestion and aid
in the improvement of the environment
whilst also providing a source of net
revenue.
Parking control mechanisms – placing a levy on
private parking spaces

There are several ways of pricing private
parking provision. For example, parking
levies that apply to revenues raised by
private car parking operators are charged
in cities across the USA including San
Francisco,
Baltimore,
New
York,
Pittsburgh,
Washington
DC
and
Bainbridge Island and Sea-Tac in
Washington State (Litman 2005, KT
Analytics 1995, Washington State
Department of Transportation 1999). Other

8
options include the idea of implementing
Differential Rating of Car Parking
Adjacent to Business Premises so as to
increase the relative cost of parking
spaces, and charging VAT on private
parking spaces (if they do not already do
so).
UK Workplace Parking Levy

The most obvious use of the fiscal system
though, is to impose some form of direct
levy on parking. In Britain, the workplace
parking levy was first proposed by the UK
Government in the Consultation Document
‘Breaking the Logjam’ in 1998 (DETR
1998). It became law in England and
Wales as part of the Transport Act (2000)
but in Scotland the workplace parking levy
option was abandoned. The levy provides
local authorities with optional powers to
charge organisations according to the
number of employee parking spaces
available on their premises.
While initially the UK Government
expected a great deal of local authority
interest in adopting the levy due to the
associated hypothecation for improving
transport infrastructure - Transport 2010 –
The Ten Year Plan assumes that 12 such
schemes would be in place by 2010
(DETR 2000) - local authority enthusiasm
has since waned. For example, in the West
Midlands, seven local authorities were
initially interested in introducing the levy,
but even Birmingham City Council, the
prime mover in the plan, has now dropped
the idea entirely. Indeed only in
Nottingham is such a scheme still being
actively pursued, and even here the City
Council is struggling to convince
businesses of the benefits the levy would
achieve. The question then, is why?
Local authorities need to take account of
the business community. In a position
paper on congestion charges and
workplace
parking
levies,
the
Confederation of British Industry stated
that it opposed parking levies due to the
mechanism being less effective at reducing
congestion and more likely to be
economically damaging than road user
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charging – because the charges target only
businesses (CBI 1999). It added that
before such a levy could be implemented,
adequate alternatives would need to be in
place; exemptions should be available for
businesses with effective travel plans or
parking charges; the levy should not apply
to supermarket spaces (because food
shopping often involves heavy loads); and
there should be a minimum threshold,
since most sites need a minimum level of
parking for servicing purposes.
In a survey of Scottish 52 businesses,
Wang and Sharples (1999) finds that 75%
were not in favour of introducing a levy
without a commitment as to how the
money raised would be used. In terms of
their responses if such a charge were in
place, 30% indicated that they may reduce
the number of parking spaces, while 35%
suggested it would make no difference.
Almost two-thirds responded that the levy
would not induce them to relocate (less
than 6% felt it would).
In terms of Birmingham, Pass (1999)
suggests that businesses echoed the
concern of the CBI in that businesses were
the only contributors to the tax, and
questioned the effectiveness of a £250
($440) tax (equivalent to £1 or $1.80 per
working day) in reducing congestion.
Ultimately it reported that “the small and
uncertain levy will not deliver large
enough improvements fast enough to cut
congestion but will dissuade investors –
costing the city more than it will raise in
new money”.
Gerrard et al (2001) evaluates the attitudes
of businesses to the parking levy and road
user charging scenarios in Cambridge,
Norwich and York and found they
perceive that congestion and pollution
would be reduced by the levy, but that
72% of them expected a negative
economic impact to a parking levy particularly profitability and their ability to
recruit and retain staff. It also found that
54% responded that their next location
decision would be influenced by the
introduction of a workplace parking levy.

Bonsall and Milne (2003) suggest the lack
of progress in implementing workplaceparking levies is due to a number of
factors. Firstly, there is opposition among
businesses concerned that new companies
may be put off moving into their area
when faced with additional costs. Second,
there is concern that existing companies
might relocate elsewhere. Third, there are
fears that the levy will be difficult and
expensive to administer and that the
measure will be seen as politically
unpopular. Finally, the delay in
implementing legislation seems to have
weakened the political momentum in terms
of introducing such a potentially
controversial transport policy.
The following offers four vignettes
detailing where such levies have been
introduced around the world from which a
number of lessons can be drawn.
The Parking Licence Fee, Perth, WA, Australia

Perth, Western Australia is one of the most
car dependent cities in the world. In
response to this, in 1991 the State
Government of Western Australia and the
City of Perth published the Perth Parking
Policy and the Perth Metropolitan
Transport Strategy. One measure identified
was a ‘parking licence fee’ although it was
not until 1999 that this was adopted.
Under this instrument, all on- and offstreet parking apart from residential spaces
within the Perth Parking Management
Area are licensed (Brown G, Western
Australia Department of Transportation,
August 2001 (unpublished data)). In total,
exemptions applied to around 6,000 of the
58,500 licensed spaces – either because
they were used by particular categories of
users or because the organisation had only
five or less spaces. Legally the licence fee
is a tax for which property owners are
liable, due to them being less mobile,
easier to trace and being fewer in number
than tenants. In practice, tenancy
agreements tend to pass on the charge to
the tenant.
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Any money raised must be spent on
improving the access and amenity of that
area and so it is earmarked to fund the
Central Area Transit (CAT) bus system.
This clear link between charge and benefit
is perceived to be why the expected
opposition to the fee did not materialise.
To reduce the level of parking for some of
the year and to make the fee more
acceptable, owners can vary the number of
licensed spaces if they advise the
Government of the change in advance so
property owners pay only for the spaces
they use.
Overall, during the first year of operation
the fee generated $A3.35m ($2.5m). Nonpayment at $A65, 000 ($50,000), was less
than 2% of the total due. Parking supply
fell by nearly 10% and there are 6,000
fewer spaces than recorded in a 1998
parking survey. Most of the spaces taken
out of use were situated near the edge of
the Parking Area and remote from areas of
high parking demand. The evidence
suggests businesses decommissioned
spaces to meet the five spaces or less
exemption, while property owners are now
more likely to act to stop people illegally
using their spaces.
A number of lessons emerge from the
Perth vignette in terms of implementation.
First, the system should be simple to
understand and as much information as
possible should be supplied to educate
businesses as to why the fee is being
introduced. Second, the fee was just one
part of a whole package of transport
measures, and crucially the link between
the introduction of the parking licence fee
and the improvement in public transport in
the central area was vigorously promoted
from the beginning. Finally, targeted
exemptions helped improve acceptance of
the parking licence fee among businesses.
Overall, the level of the parking licence
fee imposed on businesses is low and even
though it is spread over a broad base of
liable payers, the sum raised is relatively
small.

Parking Space Levy, Sydney, New South Wales,
Australia

A second Australian scheme, the Parking
Space Levy (PSL), operates in Sydney and
was first introduced in the Sydney Central
Business District and North Sydney on 1
July 1992 under the Parking Space Levy
Act (Thoms P, New South Wales
Department of Transport, June 2001
(unpublished data)). Under the Act,
businesses were initially required to pay
$A200 ($150) per parking space per year.
This however doubled in July 1997, and
again in May 2000, when the Parking
Space Levy Amendment Bill 2000 was
enacted.
Several categories of spaces that are
exempt from the charge, including spaces
designated for registered disabled people,
residents,
charities;
or
for
loading/unloading bays. Parking Space
Levy fees are collected by the NSW Office
of State Revenue (OSR) on behalf of the
NSW Department of Transport. Any
business within one of the six designated
PSL areas must register with OSR and
make PSL payments to OSR on the basis
of their liability. Unlike in Perth, the PSL
applies only to private off-street private
parking used by tenants of commercial
office buildings and requires the owner to
pay a tax on all parking spaces on their
property regardless of whether they are
used or not.
Revenue may only be spent on
infrastructure and maintenance, and not on
subsidising
operations.
Although
restrictive, this provision does help prevent
the levy being used to replace public
transport funding from general funding
sources. So far, this has included
interchanges, improving public transport
infrastructure, such as the development of
rapid bus-only transit way bus and light
rail stations, and the improvement of
electronic passenger information systems.
The annual revenues collected since the
introduction of the Levy in 1992 have been
highly variable, but have been mainly
influenced by the increase in the levy
charge per space, the extension of the
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scheme in 2000 and by new development
within the PSL areas. Money raised in the
2002-2003 financial year was around
$A45m ($35m).
Evidence on traffic impacts is scant. The
New South Wales Ministry of Transport
justifies the levy by stating that 70% of all
weekday trips in Sydney are by car and
that the most common reason given for
travelling to work by public transport was
to avoid parking problems and/or costs
(42.7%) (New South Wales Ministry of
Transport 2003). Lynn (2000) however
cites figures from the Property Council of
Australia which suggest that the average
number of vehicle trips each weekday in
Sydney and its surroundings increased
from 6.3 million in 1991 to 7.5 million in
1997 and that 85% of traffic that enters the
city is through traffic, which a levy would
not impact on. Finally, 466,000 vehicles
travel in the City of Sydney each day but
there are only in the region of 36,000 offstreet bays. Thus the levy effectively
targets only 7.7% of the city’s traffic.

the Electronic Road Pricing Scheme in
1998 and the Certificate of Entitlement
scheme (whereby the number of cars in
Singapore
is
effectively
rationed)
combined with the severe economic
recession, control of parking was relaxed
and is now seen as being relatively less
important. Despite this, a nominal $S1
($0.60) per space per month licence fee is
still collected and raises in the region of
$S1m ($0.6m) a year. The Land Transport
Authority pays the Urban Redevelopment
Authority around $S30, 000 ($18,000) a
month to administer it.
Traffic impacts are difficult to quantify
(due to the parallel introduction of the
ALS), but the overall effect of the package
initially reduced traffic to the central zone
by 44%. The main reasons for this
reduction however, were that vehicles
avoided the central area and varied times
of travel – there was little evidence of a
significant modal switch to public
transport (Chin 2002). As a result, it would
seem that the parking surcharge had
relatively little impact on traffic levels.

Parking Places (Surcharge) Singapore

Singapore is universally known for its
radical transport demand policies to reduce
vehicle use and ownership levels – in
particular the Electronic Road Pricing and
Vehicle Quota System. What is less well
known is that until the late 1990s, parking
policy in Singapore was a key element in
the national traffic management strategy to
manage traffic levels in the city centre and
encourage public transport use (Chan S H,
Wong K and Lim L C, Land Transport
Authority,
Singapore,
July
2002
(unpublished data)) (Singapore Statutes
Online 2002). Specifically, the Parking
Places (Surcharge) Act of October 1975
charged a monthly fee of $S60 ($35) a
space on non-residential parking. This was
introduced at roughly the same time as the
Area Licensing Scheme – the forerunner
of the ERP - as well as a series of parkand-ride sites on the fringe of the CBD and
significant public transport improvements.
The fee raised $S40m ($25m) a year which
was paid into the general government
revenue account. With the introduction of

Parking charges and levy, Heathrow, Gatwick
and Stansted Airports, London, UK

A variation on the parking levy occurs at
Heathrow, Gatwick and Stansted where
airport operator BAA earmarks tenant
companies £12 (£20) of the annual staff
car parking pass to improve public
transport access (Lamb J, BAA Stansted,
June 1999 (unpublished data)). In addition,
passengers contribute an average £0.25
($0.40) for every parking transaction. The
idea for introducing a dedicated parking
levy first arose at BAA during 1995, with
the first passenger levy introduced at
Heathrow in April 1996, with Gatwick
following in June 1998 and Stansted in
July 1999. The staff levy was introduced at
Heathrow, Gatwick and Stansted in 1999.
The effect however is negated as the
majority of employers on the airport sites
do not pass any of the cost of car park
passes on to their staff. Non-BAA operated
Birmingham Airport (UK) also charges
firms for parking spaces of £170 ($300) a
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year (Holt S, Birmingham International
Airport, April 2004, (unpublished data)).
Conclusions

Whilst controls of public parking spaces
by pricing and regulatory control have
been widely implemented, the vignettes
illustrate that there still remains scope for
reducing
traffic
movements
by
encouraging private providers to reduce
their parking provision. However, given
that the influence of private parking
providers via information and exhortation
is relatively ineffective on its own and that
regulatory measures have limitations, then
the use of financial incentives would
appear to be a logical way forward.
In terms of financial incentives then the
vignettes have presented a number of ways
in which this measure can address the
issue of privately owned parking spaces.
Local authorities throughout the world
have been able to impose a financial
regime with some success. As for
implementation then it is crucial that
businesses are informed (and ideally
involved) and that there is a clear link
between the levy and highly visible
improvements to transport alternatives to
the car. Further, levies will only work if
the scheme takes place in a location where
effective complementary parking controls
are in force, and where public officials are
empowered to access and monitor
activities in privately owned car parks.
There are also negative effects however.
Firstly, employers will almost certainly
absorb the charge in most cases not
passing it on to the end users – necessary if
a sizeable modal shift from the car is to be
achieved. Secondly, there are liable to be
difficulties where a group of employers
share the same car park. Finally, there is
the ‘beggar my neighbour’ effect, whereby
employers may be encouraged to re-locate
either to out-of-town locations, or to
neighbouring towns that do not impose the
levy to cut costs. This is one issue of rather
less importance in the Perth, Sydney and
Singapore cases than it would be in other
geographical areas.
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________________________________________________________________
summarize the literature on bypass studies,
Abstract
emphasizing that few studies have
This before and after case study examines
examined the effect of interjuristdictional
the impacts of a suburban bypass road in
politics on the impacts of bypass roads.
New Jersey where the impacts are
The methodology and background of the
embedded in a broader regional context.
study are then described briefly. In the
Unlike many other studies that have
fourth section, the outcomes are discussed
focused on rural bypasses, this study found
in relation to four analytical categories that in a fragmented jurisdictional context,
traffic flows, land use development,
such as New Jersey, where a bypass is
economic revitalisation, and social and
designed to relieve traffic in one municipal
community development. In the next
centre but passes through the jurisdiction
section, we discuss the role of
of another municipality, competing
interjuristdictional politics in mediating
municipal interests can yield unforeseen
the impacts of the bypass road. Finally, in
traffic flows, land use developments, and
the concluding section, we note that the
economic activities. Planners of bypass
outcomes of a suburban bypass road can
roads need to be cognisant of the
jeopardise the intended goals of a bypass
possibility of unforeseen and induced
project.
outcomes that can jeopardise the intended
goals of a bypass project.
Literature Review

Most studies of bypass roads in the United
States have focused on rural bypasses. Few
have examined bypass roads that pass
through suburban communities. Unlike
many rural bypasses, suburban bypass
roads often pass through more than one
jurisdiction. Because of the incorporated
geography of the suburban environment,
the use of suburban bypass roads is likely
to be set by the interjuristdictional
relations among the affected communities.
Their impacts affect not only the bypassed
community, but also the communities
through which they pass. An examination
of the impacts of suburban bypass roads,
thus, needs to take into account
interjuristdictional politics.
This before and after case study examines
the impacts of a suburban New Jersey
bypass road that are embedded in a
broader regional context. At the outset, we

Bypass impact studies in the United States
have focused almost exclusively on rural
communities in states such as Texas,
Kansas, Iowa, Wisconsin, Kentucky and
Minnesota. For the most part, these
studies have focused on the impacts of
bypass roads on traffic patterns, land use
development and economic activity. While
several studies concluded that the overall
impacts were positive, a number of the
specific findings were mixed. Few studies
examined the impact of interjuristdictional
politics on bypass roads.
For the most part, bypass roads are
intended to reduce or divert traffic from a
congested downtown route. Interestingly,
some traffic studies have found that traffic
volumes in the bypassed route actually
increased after the opening of the bypass
(Collins & Weisbrod, 2000; Snyder &
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Associates, Inc., 1999; Yeh, 1998). One
study also found that where a bypass
lengthens a journey, many long distance
travellers, especially truck drivers, still
prefer the old highway route through the
downtown (Collins & Weisbrod, 2000).
While some land use studies have argued
that an increase in commercial or
industrial uses along either the old
highway corridor or the new bypass
corridor is a positive outcome (National
Cooperative Highway Research Program,
1996), negative impacts can result when
sprawled, low density commercial and
residential development require additional
infrastructure investments and/or cause
environmental degradation (Collins &
Weisbrod, 2000). Another study pointed
out that a new bypass is unlikely to
stimulate new land use development
without supporting infrastructure (Otto &
Anderson, 1995). Studies have also noted
the importance of proactive planning either
as a means for controlling development or
promoting development (Collins &
Weisbrod, 2000; Gillis & Casavant, 1994;
Yeh, 1998).
Studies examining the economic impact of
bypass roads have distinguished between
the overall impact, the impact on the old
highway route and the bypassed
downtown, and the impact on the new
bypass corridor. A number of studies
found net economic impacts to be
relatively small (Burress, 1996; Collins &
Weisbrod, 2000; Snyder & Associates,
Inc., 1999; Yeh, 1998). Studies in Iowa
and Minnesota found no significant impact
on retail sales in bypasses communities
(Otto & Anderson, 1995; Snyder &
Associates, Inc., 1999). In contrast, a
report that synthesised the findings of a
number of studies reported that
employment and overall business activity,
as measured by gross annual sales, grew
more rapidly after the opening of bypass
roads (National Cooperative Highway
Research Program, 1996).
The perception of bypass impacts also
varied according to location. “New

businesses along the bypass were most
positive about the bypass and its impact on
sales, while businesses along the old route
and away from the downtown CBD were
least positive and reported that business
activities were adversely affected” (Otto &
Anderson, 1995). The same study reported
that opinions were also affected by
duration of ownership (those in business
longer were more likely to favour a
bypass), whether the community was a
county seat (merchants in a county seat
were more likely to favour a bypass), and
the distance from the bypass to the CBD
(the greater the distance, the less likely
merchants were to favour the bypass).
Individual businesses located on the old
highway route and in the downtown
experienced either positive or negative
changes after the opening of bypass. A
number of studies found that sales at gas
stations, restaurants and other “trafficserving” businesses located along the old
highway route were likely to be adversely
affected (Burress, 996; Kockelman &
Srinivasan, 2002; National Cooperative
Highway Research Program, 1996; Otto &
Anderson, 1995; Snyder & Associates,
Inc., 1999).
The impact of bypass roads on downtown
areas is often dependent on the strength of
the downtown’s business identity before
the opening of the bypass and the ability of
the bypassed community to adapt to new
economic circumstances by changing the
focus of activity (Collins & Weisbrod,
2000; Gillis & Casavant, 1994; Otto &
Anderson, 1995). For example, researchers
in Texas found that in six out of ten case
studies downtowns prospered because they
succeeded in changing from retail/service
centres to downtowns specialising in
specific activities, such as tourism and
legal services (Handy, Kubly & Oden,
2002).
Studies that examined the economic
impact on the new bypass corridor have
found that development along the corridor
tended to be new businesses rather than the
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relocation of existing businesses and that
development tended to concentrate at the
bypass interchanges (Thompson, Miller &
Roenker, 2001). The Texas study found
that many new businesses along the bypass
corridor were national or regional chains,
and were less likely to purchase products
and supplies locally (Handy, Kubly &
Oden, 2002). On the other hand,
researchers in Wisconsin found little
evidence that “big box” retailers were
attracted
to
bypass
facilities
or
interchanges (Yeh, 1998).
Few studies have examined in depth the
interjuristdictional relations in those cases
where a bypass is located in more than one
community. One study noted that where a
bypass crosses a number of jurisdictions,
competition for tax-producing retail and
other commercial businesses can limit the
effectiveness of regional planning controls
used to prevent sprawl (Collins &
Weisbrod, 2000). In the Wisconsin study,
the authors noted that where bypasses
were located in more than one community,
they created opportunities for multijurisdictional plans (Yeh, 1998).
Methodology

Background

The Borough of Hightstown, incorporated
in 1853, is a 1.2-square-mile town in
central New Jersey surrounded by the
Township of East Windsor (see figure 1).
It is bounded on either side by two major
north-south roadways - State Highway 130
to the west and the New Jersey Turnpike
(I-95) to the east. County Route 571
bisects the town from east to west, County
Route 539 bisects it from north to south,
and State Route 33 bisects it from east to
southwest.
The Route 133 Bypass is a 3.8-mile, fourlane state freeway that opened to traffic on
November 30, 1999 (see figure 2). The full
length of the bypass is located within East
Windsor Township. Access to the bypass,
other than at the eastern and western
termini, is limited to two points - a threequarter cloverleaf interchange at Route
130 and a partial diamond interchange at
One Mile Road. There is no interchange
with the NJ Turnpike, which is located
about one mile to the west of the bypass’
eastern terminus. The bypass terminates on
each end at signal-controlled intersections
with jug handles.

This study built upon this research by
examining the impacts of the Route 133
Bypass, which bypasses the Borough of
Hightstown. We used a quasi-experimental
case study approach to evaluate conditions
before and after the opening of this bypass.
Both quantitative and qualitative data were
assembled to evaluate the potential
impacts of the bypass road. The
quantitative
analysis
examined
longitudinal data at the municipal and
county level for the period 1970 to 2000,
as well as traffic count data. In addition,
1974, 1985 and 1995 land cover maps and
2002 aerial photographs were used to
assess land use changes. The qualitative
analysis consisted of surveys and
interviews with different stakeholders,
including residents, visitors, business
owners/employees,
and
government
officials.
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Figure 1: Hightstown and the Route 133 (Hightstown) Bypass.

Figure 2: The Route 133 (Hightstown) Bypass.
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The Route 133 Bypass has a long history.
Discussion of a bypass around Hightstown
dates back to 1929, when local officials
sought a solution to divert through-traffic
around
downtown
Hightstown
(nyroads.com). In 1959, the New Jersey
Department of Transportation (NJDOT)
identified the need for a freeway bypassing
Hightstown that would connect Route 33,
east of Hightstown, to Route 206, north of
Princeton. In 1987, the NJDOT modified
this proposal and recommend the
construction of the Hightstown Bypass, as
it was then known, as a separate project
with independent utility. In 1994, planning
for the Hightstown Bypass began and its
name was officially changed to the Route
133 Bypass.
In October 1999, just prior to the opening
of the Route 133 Bypass, the Princeton
Packet, a local area newspaper, published
a series of articles that highlighted various
issues associated with the bypass. One
article reported that downtown Hightstown
business owners expected the bypass to
have a positive impact on their businesses.
With the rerouting of regional traffic, and
especially truck traffic, they anticipated
that the downtown would be used only by
those local residents and visitors who
came explicitly to shop or visit downtown.
“They don’t see it taking away existing
business — only adding to what’s already
there. … So, despite the loss of hundreds
of vehicles driving by, businesses are
anxious for a friendlier environment to
make potential customers more relaxed and that’s going to be good for business”
(Heyman, 1999).
Another article reported that the bypass
would bring benefits to the township of
East Windsor. It was hoped that the bypass
would provide a major boost to the
commercial area developing on the
township’s west side (Toutant, 1999a). A
third article reported that the earlier
objections to the building of the bypass by
certain East Windsor community groups
had since subsided (Toutant, 1999b).

Notwithstanding the benefits that both
Hightstown and East Windsor expected
from the opening of the bypass, another
article pointed to potential points of
conflict between the two communities.
While Hightstown hoped the bypass would
reduce truck traffic through the downtown,
East Windsor Mayor, Janice Mironov,
affirmed: “we don’t want the bypass to
become an attraction to trucks that don’t
belong on Route 130,” the major northsouth road that passes through the center
of East Windsor’s commercial district
(Toutant, 1999c).
Bypass Outcomes

The Borough of Hightstown placed great
importance on the Route 133 Bypass as a
way to divert traffic from the downtown.
The stated goals of the bypass were trafficrelated: to relieve traffic congestion in the
Hightstown Central Business District
(CBD), relieve the local roadway network
of truck traffic, improve east-west traffic
flow, improve traffic safety in and around
the Hightstown CBD, and improve the
overall regional transportation network.
The circulation element of the 1998
Master Plan envisaged broad quality of life
impacts for the Borough resulting from the
reduction in downtown traffic.
The State’s traffic analysis of the impact of
the new Hightstown By-Pass promises a
dramatic reduction in traffic through town,
including a substantial decline in truck
traffic. After regional through traffic is
diverted
away
from
downtown
Hightstown, the Borough will have an
opportunity to reclaim its old town charm
and revitalize its business district. The
future holds the promise of better retail
development, higher valued ratables, a
more
balanced
municipal
budget,
improved community services and,
hopefully, lower taxes. The By-Pass alone
won’t do it all, but without it, certainly
none of this would be possible (Borough
of Hightstown Master Plan, 1998a).
Although only five years have elapsed
since the opening of the Route 133 Bypass
in November 1999, a number of
preliminary observations on its impacts
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can be made. These impacts, and the role
of interjuristdictional politics in mediating
them, are summarized under four headings
- traffic flows, land use development,
economic revitalization, and social and
community development.
Traffic Flows

The Route 133 Bypass has succeeded in
diverting some regional traffic from
Hightstown’s downtown. Traffic counts
conducted in December 2002 showed that
the bypass was carrying each weekday
between 11,000 and 21,000 vehicles in
both directions, averaged annually. No
doubt, most of this east-west traffic would
have
passed
through
downtown
Hightstown, had the bypass not been built.
Before and after traffic counts carried out
in 1994 and 2002 along the bypassed
corridor, at the junction of Stockton Street

20
(Route 571) and Main Street (Routes
33/539), showed that east-west weekday
traffic decreased in downtown Hightstown
(see figure 1). Westbound traffic leaving
Stockton Street decreased almost 45
percent, while eastbound traffic entering
Stockton Street decreased 61 percent (see
table 1). Southbound traffic entering the
junction from North Main Street decreased
by almost 24 percent and northbound
traffic leaving the junction decreased by
almost 16 percent. These flows included
east-west traffic to and from Route 33 and
the NJ Turnpike. However, traffic entering
the junction from the south on South Main
Street increased by a little over 18 percent.
This increase could have been either
regional traffic headed for the NJ Turnpike
from Route 130 or local traffic coming
from Route 539.

Table 1: Before and After Traffic Counts at the Junction of Stockton and Main Streets
(AADT)

Westbound Stockton Street
Eastbound Stockton Street
Southbound N. Main Street
Northbound N. Main Street
Southbound S. Main Street
Northbound S. Main Street

1994
5,590
5,550
11,550
11,600
N/A
7,750

2002 % Change
3,090 -44.7%
2,150 -61.3%
8,830 -23.5%
9,750 -15.9%
7,310
N/A
9,170
18.3%

Source: NJDOT/The Louis Berger Group
In interviews, both the mayor and
municipal engineer of Hightstown stated
that they had observed a decrease in
through-traffic on Stockton Street (Route
571) since the opening of the bypass. The
municipal engineer also observed minor
decreases in traffic on Main Street (Route
33/539). However, the municipal engineer
contended that the bypass was not carrying
the traffic volumes it was expected to
carry. Furthermore, a majority of the
surveyed residents and business owners
responded that they had not noticed a
decrease in downtown through-traffic.
The reactions of residents and business
owners, as well as the claim of the
municipal engineer that the bypass is

under-utilised, are not without reason.
December 2002 traffic counts showed that,
despite the decreases in traffic since the
opening of the bypass, considerable traffic
still
passed
through
downtown
Hightstown. North- and southbound
weekday traffic volumes on Main Street
ranged between 16,400 and 18,400
vehicles in both directions, averaged
annually (see table 1).
A number of possible explanations exist
for the high volumes on Main Street. After
the opening of the bypass, due to the
political power wielded by the mayor of
East Windsor, signs on Route 130 North
still point drivers headed for the NJ
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Turnpike to Route 33, which passes
through Hightstown’s downtown (see
figure 3). The sign at Exit 8 on the NJ
Turnpike directs drivers headed for Route
33 West—the obvious connection to Route
130 South—Hightstown and East Windsor
through Hightstown’s downtown. Only
drivers headed for Princeton are directed
east to Route 133, the bypass route (see
figure 4). Second, new residential
communities to the north and south of

Hightstown, on Route 539 in East
Windsor, have added local traffic to the
downtown area. Finally, the decision of
the NJ Department of Transportation to
designate the bypass as Route 133, rather
than Route 33, may influence drivers’
decisions to use Route 33 to connect with
Route 130 South rather than to use the
Route 133 Bypass.

Figure 3: Signs on Route 130 directing traffic to Route 33 East, which passes through
downtown Hightstown.
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Figure 4: Directional signs at NJ Turnpike’s Exit 8.

Although no truck traffic count data were
available, residents, business owners, the
mayor and the municipal engineer reported
that they have observed heavy truck traffic
in the downtown since the bypass’
opening. The municipal engineer also
indicated that little truck traffic uses the
bypass. In fact, truck traffic in downtown
Hightstown has been an issue of frequent
local concern. Before the municipal
elections in Hightstown, an October 2003
article in the Trenton Times noted that
“(t)here’s one thing on which all six
candidates for the Hightstown Borough
Council can agree. If elected on Nov. 4,
they would encourage truck drivers to use
the Hightstown (Route 133) Bypass”
(Vuocolo, 2003). In part, the heavy truck
volumes were a result of the 700 trucks
which daily entered and exited the Minute
Maid bottling plant, located on Mercer
Street (Route 33), to the south of the
downtown. This plant closed after the
completion of the study surveys, and a
reduction in truck traffic should occur. On
the other hand, the recent opening of a

Home Depot store on Route 33 and the
pending opening of a Wal Mart just south
of the junction of routes 130 and 33, both
in East Windsor, are likely to increase
truck traffic through Hightstown’s
downtown.
There are a number of possible
explanations for the high truck traffic
volumes through Hightstown’s downtown.
As noted above, at the insistence of East
Windsor, signs on Route 130 North direct
traffic to Route 33 East rather than to the
bypass (see figure 3). Second, Hightstown
is bounded on each side by a major northsouth roadway, the NJ Turnpike to the east
and Route 130 to the west. Since the
bypass serves east-west traffic, not northsouth traffic, drivers moving from one
major north-south roadway to the other
often find it easier to travel through
Hightstown’s downtown than to use the
bypass. In particular, northbound trucks on
Route 130 headed for Exit 8 on the NJ
Turnpike and southbound trucks exiting
the NJ Turnpike headed for Route 130 are
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likely to prefer the shorter route through
Hightstown’s downtown. In addition,
drivers travelling via the bypass between
Route 130 and the NJ Turnpike must pass
through five traffic lights rather than three
when travelling via Route 33 through
downtown Hightstown. Third, accessing

the bypass from the NJ Turnpike is not
intuitive. Motorists wishing to use the
bypass to travel north, south, or west must
first travel east approximately one mile to
connect to the bypass via a complicated
jug-handle entrance.

Figure 5: Hightstown 1972 Land Cover.
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Land Use Development

Figure 6: Hightstown 1995 Land Cover and 2002 Aerial.

A land use map of the area shows that in 1972 Hightstown was about 85 to 90 percent
developed (see figure 5).1 Very little available land existed for development in the Borough.
In the area around Hightstown, in East Windsor Township, some residential development
existed to the southwest of Hightstown as well as some commercial development along the
Route 130 corridor, adjacent to Hightstown’s western border. Some development existed
farther west along County Route 571, just west of the intersection with One Mile Road, as
well as along Route 535, close to the future western terminus of the bypass. Between 1972
and 2002, little development occurred within Hightstown (see figure 6). A total of 331
building permits were issued in the period between 1980 and 2002, of which 250 were issued
in 1985 alone. These permits were for the building of a residential community in the northern
section of the Borough along Route 539, adjacent to the border with East Windsor. No other
significant development occurred in Hightstown during the 30-year period. In East Windsor,
on the other hand, extensive development is visible when the two land cover maps are
compared.2 Of relevance are: the development on Route 571 immediately adjacent to the
western terminus of the bypass, the development on Route 571 between the bypass’ western
terminus and Route 130, the development on Route 535, and development to the east of
Hightstown, located south of the bypass’ eastern terminus. In addition, considerable
development existed to the south of Hightstown adjacent to Route 539 and to the north of
Hightstown, adjacent to the interchange on the Route 133 Bypass with Route 130. Route 133
Bypass is a limited access roadway. Therefore, none of the development that has occurred
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adjacent to the roadway was induced by the improved access the bypass provided. The
bypass does not appear to have contributed to sprawling housing or commercial development
either adjacent to the bypass or at any of the interchanges. Even the development south of the
Route 130 interchange, where the Town Centre Plaza commercial centre is located, was
planned and completed before the bypass opened (see figure 3). In terms of future plans, East
Windsor’s Master Plan includes an extensive area for office development to the north of the
Town Centre Plaza, on the south side of the bypass, but this area will not have direct access
to the bypass. On the other hand, the bypass has induced corporate and industrial
development at both ends and, in the process, contributed to an increase in ratables for East
Windsor. The Township is actively promoting commercial and corporate development at the
western terminus of the bypass and industrial and warehouse development at the eastern
terminus of the bypass. In a brochure issued by the Township, entitled “We’re Open for
Business,” a map illustrates how the Route 133 Bypass provides easy and direct access to
East Windsor’s Route 57 Development Corridor and to its Exit 8, Route 33 Corridor. Since
the opening of the bypass, a 40,000-square-foot medical complex has opened at the junction
of Old Trenton Road (Route 535) and Route 571. In addition, a 270,000-square-foot SciPark, an office-laboratory complex, has been approved for construction on Old Trenton Road
(Route 535). The Business Ombudsman of East Windsor pointed out that the developer of the
Windsor Corporate Park, also located on Old Trenton Road to the north of the junction with
Route 571, knew that the bypass would be built when he converted an old manufacturing
plant into a Class A office park in the late 1990s. The Conair Corporation has located a large
distribution facility that serves the area east of the Mississippi River along Milford Road,
which extends south from the eastern terminus of the bypass. Conair added 175,000 square
feet to its original 400,000-square-foot building after the bypass opened. It recently received
approval to add another 400,000 square feet.
Economic Revitalisation

While the economic impact of the bypass has not been calculated, we have made some
preliminary observations about economic activities in East Windsor Township and
Hightstown since the bypass’ opening. Because the bypass is a limited access roadway, no
economic activity has occurred adjacent to the bypass corridor, other than the corporate and
industrial development at both ends. Within East Windsor Township, however, considerable
commercial development continues to occur. East Windsor has five commercial districts
distributed along Routes 130, 571 and 33. Much of this development is anchored by national
“big box” commercial chains, such as Target, as well as large regional supermarkets. More
recently, a Home Depot opened on Route 33, close to the junction with Route 130. A WalMart will open shortly just south of the junction of routes 130 and 33. These retail activities
differ from the small independent stores found in Hightstown and different economic forces
drive their location.
Since the opening of the bypass, the Borough of Hightstown, hoping to take advantage of an
expected reduction in through-traffic, has taken a number of actions to revitalize the
downtown. The Borough has implemented streetscape improvements, traffic calming devices
and parking improvements in accordance with the Master Plan’s recommendation to “restore
the same vibrancy and enthusiasm of the 1800s to modern day Hightstown” (Borough of
Hightstown Master Plan, 1998b). Both the mayor and municipal engineer have observed
increased vibrancy in the downtown. The mayor noted that a downtown restaurant closed for
many years has reopened and has added an outdoor patio. The municipal engineer observed
that there are no longer any vacant stores in downtown Hightstown. The vast majority of
residents and visitors responded that they were aware of new businesses that have opened on
the main street since the opening of the bypass. Business owners and employees, however,
were more reserved about the changes to the downtown. Although a majority was satisfied
with the business environment downtown, very few attributed the changes to the bypass.
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Only a small minority felt that the impact of the bypass on main street businesses has been
positive and that the bypass has had a positive impact on their own business.
Social and Community Development

It may be too soon to discern demographic and socio-economic responses in Hightstown to
the building of the bypass. An analysis of the Borough’s population between 1970 and 2000
shows that the demographic composition has undergone some change and some socioeconomic indicators have shown improvement, while others have fluctuated. However, it is
unlikely that these changes were a consequence of the building of the bypass.
Hightstown’s total population, 5,200 persons in 2000, has remained more or less stable for 30
years. The population has become more diverse and the share of working age residents has
increased. In addition, the share of the town’s population with a university education has
more than doubled. Between 1970 and 2000, average household income rose by 58 percent in
constant dollars and participation of the population in the civilian labor force increased by
almost 20 percent. Although unemployment was relatively low in 2000, the poverty rate was
relatively high. The share of owner-occupied housing units has grown steadily since 1970.
Surveys of residents showed limited enthusiasm for the impact of the bypass on both the
downtown and the community. Less than half the respondents felt that the impact on the main
street has been positive, and only half the respondents felt that the effect on the community as
a whole has been positive. Despite the improvements to the streetscape, the vast majority of
respondents thought that the main street could be made more attractive by the addition of
more restaurants, coffee shops, specialty shops and improvements to the streetscape.
In summary, our study shows that the impacts of the Route 133 Bypass on traffic flows, land
use development, economic revitalization, and social and community development are similar
to those cited in the literature review. However, the research also revealed that the impacts,
particularly with respect to traffic flows and land use development, have been mediated by
interjursidictional politics.
The Role of Interjurisdictional Politics

The potential for the bypass to divert traffic, and especially truck traffic, from Hightstown’s
downtown is intertwined with interjusidictional politics and the relative political power of the
affected municipalities. The location of the Route 133 Bypass entirely within East Windsor
Township has meant that the mayor of East Windsor, who has been in office since 1996, has
been able to wield much power over the function and use of the bypass. Although one of the
goals of the bypass, which was intended by its designation as a state route, was to divert
regional and truck traffic from Hightstown’s downtown, this has not been accepted by East
Windsor Township.
The mayor of East Windsor Township has blocked all attempts to place signs which direct
Route 130 northbound traffic headed to the NJ Turnpike via the bypass. In addition, the
mayor has insisted that the bypass be known as the Route 133 Bypass rather than the
Hightstown Bypass, its original name. The mayor, when interviewed, stressed that Route
130, although it is a major north-south roadway, functions as East Windsor’s main street.
Adding more through-traffic, in particular, truck traffic, would only make it more congested
than it already is. In addition, the mayor contended that the Route 133 Bypass is an east-west
route, not a north-south route, and was thus never intended to handle north-south traffic.
Unsuccessful efforts by various Hightstown administrations to convince the NJ Turnpike
Authority and the NJ Department of Transportation to replace the signs on Route 130 are
illustrated in a September 2002 letter addressed to the Mercer County Executive and signed
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by two Hightstown councilmen, the chairman of the Public Safety Committee and a Planning
Board member.
We are writing to you concerning the increase in traffic through Hightstown. Currently,
there are numerous Turnpike signs that direct traffic into Hightstown to get to Exit 8. …. We
have tried on several occasions to convince the Turnpike Authority to change the signs to
point towards the bypass, but Mayor (of East Windsor)…. will not allow it. …. She has now
approved the construction of a Home Depot at the South end of route 33 just beyond our
town’s limits. We would like to be sure that trucks will be directed to use Route 130 and
Route 133 when entering and exiting the Home Deport complex. …. We are requesting that
you intervene to direct the Turnpike Authority to change their directional signs to direct
traffic to the Hightstown bypass, instead of sending unnecessary truck traffic through the
neighborhood streets of Hightstown Borough.
On the other hand, East Windsor Township has effectively utilized the Route 133 Bypass to
its own advantage. It has promoted its use to encourage corporate and industrial development
at both its ends, developed residential communities adjacent to Hightstown’s border which
have increased local traffic within Hightstown, and directed commercial development to
Route 33 which will add truck traffic through Hightstown’s downtown.
Conclusion

This case study illustrates the potential consequences of building a bypass within an
interjurisdictional context. Both the use of the Route 133 Bypass and its impacts have been
affected by interjurisdictional politics.
East Windsor Township has successfully taken advantage of the bypass for its own benefit
through the development of corporate and industrial ratables, while mitigating the negative
impacts of increased through-traffic on both the bypass and Route 130. It has succeeded to
block the posting of signs directing northbound Route 130 truck traffic headed for the NJ
Turnpike to the bypass which has resulted in considerable truck traffic opting for the shorter
route passing through downtown Hightstown. On the other hand, the benefits that were
intended to accrue to Hightstown by the diversion of traffic, especially truck traffic, have not
been fully realized.
Although the Route 133 Bypass has diverted some regional traffic from downtown
Hightstown, thereby reducing through-traffic on the main street, the actual traffic diversion is
probably less because of the constraints set on its function and use by East Windsor
Township. More important, the perceptions of majority of the surveyed residents and
business owners have not changed. They have not noticed a decrease in through-traffic and
truck traffic remains a contentious issue for them.
Since the Route 133 Bypass is a state road intended to improve regional traffic flows, access
to it is limited to two interchanges and the termini. This has successfully curbed induced
development along the bypass corridor. Hightstown’s efforts to revitalise the downtown
since the opening of the bypass have yet to be established. While the mayor and municipal
engineer have noticed increased vibrancy and new business openings, residents and business
owners remain somewhat dubious. On the other hand, due to the proactive efforts of East
Windsor Township, corporate and industrial development has occurred close to both bypass
termini. Business growth has also occurred in East Windsor’s various commercial centers,
although this has more likely been a result of other economic forces than a consequence of
improved access provided by the bypass.
Unlike many studies that have focused on rural bypasses, this study also found that in a
fragmented jurisdictional context, such as New Jersey, where a bypass is designed to relieve
traffic in one municipal center while passing through another jurisdiction, competing
municipal interests can yield unforeseen traffic flows, land use developments, and economic
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activities. Because of political differences between Hightstown and East Windsor Township,
the bypass remains underutilized and considerable traffic, especially truck traffic, still passes
through Hightstown’s downtown. The impacts of bypass roads in built-up suburban
neighborhoods that cross municipal boundaries are multiple and complex. Planners of bypass
roads must be cognisant of the possibility of unforeseen and induced outcomes, which can
jeopardize the intended goals of a bypass project.
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Abstract
A travel propensity analysis is applied on
UK data to determine how much different
population groups benefit from public
transport subsidies. General bus subsidies
are found to predominantly benefit lowerincome households, women, and those
aged below 24 or above 60. Railway
subsidies, on the other hand, benefit the
rich, the working age commuter and
business travellers and the young adults
making shopping, social and other trips.
The distributional effects of bus subsidies
have become more progressive over time.
The opposite is evident for rail.
Key words

Distribution; propensity; public transport;
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Introduction

Public transport subsidies are typically
justified for social or economic efficiency
reasons. The social aspect concerns
redistribution of income, mobility and
accessibility for all and related objectives.
The efficiency case for public transport
subsidies lies in the fact that market
imperfections, especially economies of
scale and/or density and price distortions,
are present.
In 1976 the Department of the
Environment (DoE, 1976) issued a
consultation document on Transport Policy
in which one chapter was devoted to the
distribution of public transport use by
income groups. They concluded that
general subsidies had only adverse effects
because
they
were
economically
inefficient due to cost leakages and
socially wasteful as they mainly benefited
the
higher-income
groups.
That
consultation document, which was

published a decade before the bus
deregulation and twenty years before the
privatisation of British Rail, is still the
latest official British position on the
distributional effects of public transport
subsidies. Little new UK evidence has
been added to the field since then,
although some is sited in the next section.
Among the current UK Government's aims
are “a fairer society, in which rich and
poor, old and young, town or country
dweller, all have reasonable access to
transport, for work, for school, for
shopping, for leisure” (DETR 1999). With
this determination to use transport policy
to promote equity and social inclusion
there is a need to revive and revise the
knowledge of distributional effects of
public transport subsidies and related
topics. This paper is an attempt to throw
some new light on this topic.
Existing evidence of distributive effects

Benefits of public transport subsidies may
materialise in many ways. Indeed, Bly and
Oldfield (1985) found that on average a
1% increase in subsidy leads to 0.31%
reduction in fares, 0.05% increase in
services, and 0.62% leakages, i.e. higher
unit costs and reduced productivity. Their
evidence shows that subsidies can benefit
passengers, but also operators and their
employees, although they may not
necessarily promote economic efficiency.
There is however strong evidence to
suggest that the main gainers from
increases in subsidies are the passengers.
Asensio et al. (2004) take this for granted
in their analysis of the redistributive
effects of public transport subsidies in
Spain. Pucher (1983) also found that
existing users are the main gainers from
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subsidies. He took some earlier, but
similar findings of Bly and Oldfield as
evidence of the fact that public transport
passengers are “almost certainly the
primary beneficiaries” (p 40) from public
transport subsidies. Although there may be
cost leakages, there are still as much as
40–80% of the subsidies that will reach the
passengers in terms of better services or
lower fares. Therefore, the distribution of
the benefits arising from subsidies is
mainly determined by the socio-economic
profile of the passengers.
Research on the distributional effects of
public transport subsidies has taken several
different forms. The most prevalent
approaches in the literature are related to
propensity and to net benefit calculations.
Examples of these two approaches and
their application are provided in the
following.
Propensities are measures for population
groups’ representation as, for example, bus
users. The propensities are calculated as
the proportion of public transport use by a
population group, divided by the
proportion of the population in this group.
A propensity above 1 indicates above
average bus use for that income group, and
a propensity below unity indicates that the
group is under-represented as bus users.
Propensities are thus a good measure for
relative dependency on public transport. A
thought example may illustrate this:
Working age people represent 60 percent
of all bus passengers. However, 70 percent
of the population are in this age group.
Their propensity is thus only 0.86 (0.6
divided by 0.7) although they make a
majority of the bus trips. In this way we
have identified this group as being
relatively less dependent on bus transport
than other age groups. As a group
therefore, they benefit relatively less from
bus subsidies than others (in this case
children and/or elderly) do.
The UK Department of the Environment
(DoE, 1976) used the National Travel
Survey (NTS) data from 1972/3 to

calculate expenditure propensities on
public transport. Propensities were
calculated for each of five adjusted income
groups and for different types of areas.
The pattern they found was fairly
unambiguous, with the exception of the
highest income group’s bus travel
expenditure, and some other minor
exceptions. Both rail and stage bus
expenditure propensity increased with
adjusted income in 1972/3. Subsidies had
therefore regressive distributional effects.
However,
the
differences
were
considerably more pronounced where the
journey purpose was “work” (i.e.
commuting) and on rail journeys in
general. The DoE concluded that
indiscriminate subsidies predominantly
went to the better off in society as they
were
over-represented
(i.e.
high
propensities) among users of both rail and
stage bus. General subsidies were,
according to DoE, economically inefficient
and socially wasteful because the
distributional effects were regressive and
they mainly worked as disincentives for
cost-efficient production. However, by
granting selective subsidies especially to
stage buses, it was possible to obtain
progressive results. The old age pensioner
(OAP) concessionary fares scheme was
advanced as an eminent example of
progressive distributional effects of public
transport subsidies.
Larner (1984) studied distributional effects
of public transport subsidies in West
Yorkshire by making use of data from a
local survey in 1981. The population was
divided into five adjusted income groups
and the same travel propensity approach as
DoE (1976) was applied. The data
revealed quite different distributions in the
dependency on bus and rail than the DoE
did: bus travel propensities were around
unity for the bottom four income groups
and 0.79 for the highest income group.
Only the highest income group was
therefore under-represented to some
degree. For rail, on the contrary, all the
four lowest income groups were hugely
under-represented, with the highest income
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group making about three times as many
trips as each of the other four groups.
Lower income groups were found to
depend on public transport, and especially
bus, for a range of different needs. The
better off, on the other side, relied on
public transport mainly for job-related
purposes.
Asensio et al. (2004) analysed the
distributional effects of transit subsidies in
Spain. Their approach was analogous to
the propensity approach in that they
established a link between different
household income levels and their levels
of expenditure on public transport,
assuming that the subsidy received is
proportional to this expenditure. An
underlying assumption is that public
transport subsidies primarily finance
concessionary fare schemes. They find that
households with lower incomes receive
more public transport subsidies, i.e.
subsidy received amounts to a higher
proportion of their income, than
households
with
higher
incomes.
Therefore they conclude that public
transport
subsidies
clearly
have
progressive effects. However, this
redistributive effect is considered as
relatively small.
The net benefit approach looks at the costs
a person incurs by making a journey by
public transport. That cost is compared
with the same person’s contribution to
meet those costs in terms of fare paid,
income tax contribution and contributions
to other community charges that finance
public transport subsidies. A positive net
benefit means that the person contributes
less than the cost of that trip, and implies
that someone else (whose net benefit is
negative) is paying a part of this person's
cost. Along this line of reasoning,
Frankena (1973) studied how subsidies to
urban public transport in Canada affected
the redistribution of income. The approach
was divided into the effects of subsidies
and the effects of the financing of the
subsidies (i.e. taxes and rates). The
conclusion of the latter is that most ways
of raising government revenues are

32
regressive in terms of distributive effects.
Further, subsidies to suburban commuter
rail and bus routes into low-density
residential areas are generally regressive
due to the fact that richer people tend to
live further out of the city centres and are
therefore the main users of these services.
If subsidies are used to support flat fare
policies they are even more regressive
because well off people usually travel
further than the less well off. Frankena
concluded that the popular view of public
transport subsidies as a means to improve
the well being of the poor could not be
supported.
Pucher (1983) came to the opposite
conclusion. He looked at six different US
metropolitan areas and compared the way
subsidies altered the distribution between
the areas. Earlier works by Pucher had
demonstrated that on an aggregate level
US transit subsidies redistributed income
from the richer to the poorer. Looking at
the net benefit for different income groups,
Pucher found progressive distributional
effects in all the six metropolitan areas.
Also, when regarding the number of trips
per dollar contributed to public transport
subsidies, he found that the lower-income
groups enjoy more public transport trips
than the higher-income groups do.
Larner (1984) also looked at the net effect
of subsidies in West Yorkshire and found
that the three lowest income groups paid
less than the operating cost for their
journeys when their tax and rate
contributions to public transport subsidies
were taken into account. The opposite was
true for the two top income groups.
Bristow (1990) built a model for net
financial benefit. She concluded that the
“evidence strongly suggests that the net
effect of public transport subsidies is to
benefit households at the lower end of the
income range more than those at the top.”
(p 123). Further, she argued that there is a
distributional issue of modal subsidies.
People with higher income tend to be over
represented among train users and the
lower-income groups tend to be over
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Secondly, taxes have distributional
impacts themselves. The inclusion of taxes
will cause confusion rather than revelation.
When the financing burden of the
subsidies is included in a net benefit
analysis this may create false opinions
about the distributional effects of
subsidies, as they may in fact be
distributional effects of taxation. Figure 1
shows income tax as a percentage of
income for the “typical” (i.e., the median)
person for each income decile in the UK
between 1991 and 1993. Although the
highest income group (decile 10) only
pays about 18% income tax in total, the tax
burden as a percentage of gross income is
unquestionably
non-decreasing
with
income. On average, therefore, income tax
in the UK is indeed progressive.
Therefore, an inclusion of tax contribution
will, ceteris paribus, improve the
progressiveness of the distributional
effects of public transport subsidies. In
conclusion, the net benefit approach is
inappropriate for a study of distributional
effects of public transport subsidies in the
UK.

represented among bus users. Therefore
any subsidy to the railways will mainly
benefit those with higher incomes whilst
subsidies to the bus industry will mainly
benefit the lower-income groups. Bus
travel is according to her an inferior good,
and therefore subsidies to bus services are
likely to be valued more highly by lowincome groups.
Choosing a methodology
As we have seen, several studies of
distributional effects of transport subsidies
have focused on net benefits. However,
there are good reasons to omit the effect of
taxation when studying the effects of
subsidies. Firstly, public funds will usually
be spent elsewhere in the economy if
public transport subsidies are withdrawn,
and will not materialise in tax reductions.
Similarly, new subsidy arrangements are
normally not accompanied with tax
increases. The “Fares Fair” experiment in
London in 1981 illustrates how difficult it
can be to raise taxes for one particular
purpose. The increase in rates that should
finance a 25% fare reduction in London
was even found to be against the law.
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Figure 1: Income tax paid as percentage of gross income in the UK. SOURCE: Reproduced
from Goodman et al. (1997), Figure 7.1
On this background the analysis presented
here will exclude taxes and rates, and the
distributional effects will be determined by
the partial impact of the subsidies
themselves. Our literature review provided
ample support for the fact that existing
users are the main beneficiaries of public

transport improvements brought about by
public subsidies. In order to demonstrate
different population groups' relative
dependency on public transport, we have
seen that the propensity approach is an
appropriate methodology to addresses this.
Our analysis will therefore use this well-
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established approach, and will therefore
also facilitate comparisons with previous
findings.
For this study the NTS data for 1995–97
has been used (DETR 1995–97). The
British National Travel Survey (NTS) data
is unique in that it covers the whole of the
UK with its large sample size and richness
of detail. It is a well-suited base for the
purpose and it facilitates comparisons with
the work done by the DoE in 1976. The
NTS provides personal information and
details of travel during seven consecutive
days from a few thousand families for each
year, including purpose of journey, travel
mode, time of day, and trip length.
The theory gives little guidance to the
problem of how to measure the change in
welfare that mobility causes. Expenditure
on transport, number of trips, and number
of passenger-miles are three possible
indicators of transport benefits, whilst time
spent travelling, for obvious reasons, is not
necessarily positively correlated with
welfare. Therefore, the first three
categories can be used as indicators of
utility or welfare. Mileage, whilst usually
regarded an appropriate indicator of
welfare, is probably the most difficult to
report by NTS interviewees. Accordingly,
mileage is less accurate than the number of
trips and expenditure on trips. Expenditure
on public transport does not necessarily
give much information about the journey
activities because two people may pay
rather different fares for the same trip. On
the other side, expenditure is likely to be
related to mileage and may thus contain
valuable information. A major problem
with expenditure on public transport in our
respect is the problem of establishing a
link between subsidy and expenditure on
bus. For example, a person who spends
nothing on public transport may either be a
non-user or someone benefiting from free
public transport (like free fares for old age
pensioners). Number of trips is, in
conclusion, the more reliable and neutral
indicator of travel activities and welfare.
We must keep in mind, however, the fact
that number of trips is not necessarily a

good indicator of public transport use
because journey lengths vary hugely,
especially between income groups (Le
Grand, 1983). There is evidence (Donald
and Pickup 1988) that the lower income
groups tend to make longer journeys less
frequently than the rest of the population.
Solely regarding number of trips,
therefore, means that some information
about travel patterns is being lost. The unit
for income levels is the household. In
order to compare income and living
standards it is not just total income that
matters but income relative to household
size and composition. The characteristics
of each household member counts as well,
e.g. because disabled persons require more
financial resources than others do, and
children are generally less costly to
support (in terms of consumption) than
adults. It has become a convention to
adjust for these factors by making use of
equivalence scales. Household incomes
have therefore been adjusted according to
equivalence scales based on Dept. of
Social Security (1998a and 1998b). The
following five adjusted household income
groups (1997 prices) were obtained from
the 1995–97 NTS data, each representing
20% of the households:
1.
2.
3.
4.
5.

Below £5,612 per year
£5,612 – £9,612 per year
£9,612 – £16,293 per year
£16,293 – £26,408 per year
£26,408 and above per year

Propensities to travel in the UK

The following analyses looks at the
propensity distribution along three socioeconomic
characteristics:
adjusted
household income, age, and gender.
Adjusted household income groups

The distribution of travel propensity
between income groups is shown in Table
1. An important feature is the fact that bus
use declines with higher adjusted incomes
whilst the opposite is true for rail. The
lower income groups appear to be heavily
dependent on the bus. This fact stresses the
role of the bus, as a provider of basic
mobility needs among the lower-income
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groups. And this is indeed the same
finding as Larner in his study in West
Yorkshire in 1981. Looking at rail the
distribution is particularly skewed. Whilst
the lowest three income groups have
propensities around 0.5 the two highest
income groups are hugely over-

represented among rail travellers. As a
conclusion, therefore, bus subsidies
predominantly benefit the lowest income
households. Bus subsidies are therefore
progressive, while rail subsidies are
regressive.

Table 1: Propensity to travel by bus and train by adjusted household income group
Adjusted household
income group
1 (lowest)
2
3
4
5 (highest)

Bus travel propensity

Gender

It is generally established that women are
more inclined to use public transport than
men. Table 2 confirms this with respect to
stage bus. Women are the predominant
users, and thus more dependent on local
bus. Therefore, stage bus subsidies benefit

1.44
1.48
0.88
0.77
0.52

Rail travel
propensity
0.51
0.46
0.57
1.15
2.36

women to a larger extent than men.
However, for rail use there are no
differences between women and men, and
hence there is no gender issue in the
distributional effect of rail subsidies.

Table 2: Propensity to travel by bus and train by sex
Gender
Female
Male

Bus travel propensity
1.30
0.72

Age

Table 3 shows that the elderly depend
heavily on the bus. 97% of the individuals
in the NTS data live in areas with OAP
concessionary schemes and the importance
of these schemes therefore has to be
emphasised. The OAP schemes work both
as a means to redistribute income to this
age group and as a means to provide for
their mobility needs. DETR (1997)
identifies young adults and people of
working age as the most mobile groups.
This is partly confirmed in our data. Those
aged 17–24 depend more on public
transport than any other age group. This is

Rail travel propensity
1.00
1.00

mainly because they are less likely to have
their own car or to hold a driving licence.
As a group they benefit substantially from
bus and rail subsidies.
The low rail travel propensities for the
youngest and oldest age groups are mainly
due to the fact that these groups make very
few work related rail journeys. Therefore,
in general people aged 17-59 benefit from
rail subsidies, with the age group 17-24
being the most prominent beneficiaries.
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Table 3: Propensity to travel on bus and train by age group
Age group
0-16
17-24
25-59
60+

Bus travel propensity
0.99
1.61
0.78
1.26

Shift in propensities over time

The propensity analysis is easily
comparable with the UK propensities
previously obtained by DoE (1976) for
Britain in 1972/3 and Larner (1984) for
West Yorkshire in 1981. However, DoE
and Larner used expenditure propensities
rather than travel propensities, which we
have been using here. In order to facilitate
comparison over time, expenditure

Rail travel propensity
0.37
1.84
1.40
0.46

propensities
have
been
calculated
separately from the NTS 1995–97 data.
The expenditure propensities are largely
similar to the travel propensities, although
they tend to be slightly more extreme at
both ends of the income range. In Table 5
the travel propensities have been divided
between all journey purposes, work
(commuting) and other purposes.

Table 5: Comparison of bus expenditure propensities by journey purpose over time
Adjusted
household income group
1 (lowest)
2
3
4
5 (highest)

All journey purposes
DoE
Larner
NTS
1976
1984
1995-97
0.93
1.11
1.28
1.06
1.10
1.28
1.04
1.05
1.06
1.22
0.96
0.81
0.75
0.79
0.59

Work (commuting)
DoE
Larner
NTS
1)
2)
1976
1984
1995-97
0.31
1.03
0.45
0.70
0.95
0.80
0.96
1.03
1.48
1.33
1.05
1.29
1.23
0.92
0.83

Other journey purposes
DoE
Larner
NTS
1)
2)
1976
1984
1995-97
0.92
1.15
1.68
0.79
1.18
1.20
1.18
1.06
0.73
1.09
0.91
0.71
0.92
0.71
0.78

1)

Weighted average of car owning and non-car owning households
Larner distinguished between peak and off-peak travel. It is assumed here that they broadly refer to
commuting and other journey purposes, respectively.
2)

SOURCES: DoE (1976) Tables 3 and 4 (non-OAP households only), Larner (1984) Table III.
In order to illustrate the striking shift over
time, the expenditure propensities for all
trips in 1972/73 and 1995/97 are
reproduced in Figure 2. The figure shows
that the distribution of bus expenditure
propensities over the last three decades has
been turned upside down. With income
group 3 as a momentum, the whole
distribution of travel propensities has
shifted from an upward sloping to a
downward sloping distribution between
1972/3 and 1995/7. This represents a
major shift in relative dependency on local
public transport and importantly in the
distributional effects of bus subsidies in
general.
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1,50

1,25

1,00

NTS 1972/73
(DoE study)

0,75

This study,
NTS 1995-97

0,50
1 (low)

2

3

4

5 (high)

Adjusted household income group

Figure 2: Comparison of bus expenditure propensities over time. All journey purposes.
Income group 5 has been separated to illustrate the shift.
SOURCE: DoE (1976) Tables 3 and 4 (non-OAP households only. Weighted average of car
owning and non-car owning households).
The shift invalidates the conclusions of
DoE (1976), which must be regarded as
obsoleted. The distributional effects of bus
subsidies have become progressive, and
appear to become more so over time. If
this trend continues, local bus subsidies
will in fact be a more and more efficient
policy
instrument
for
income
redistribution. We can also conclude that
he bus will continue to develop its status
as an inferior good.

Figure 3. Although the distribution of rail
use was extremely skewed already in
1972, the distribution is even more
extreme now. The highest income group’s
rail expenditure propensity has increased
from an already high level in 1972/3. The
other income groups have reduced their
proportion of rail expenditure.
The use of rail is in other words still
extremely biased towards the highest
income group, and we conclude that the
rail subsidies continue to mainly benefit
the better off.

The development in rail expenditure
propensities over time is illustrated in
3,50
3,00
2,50

NTS 1972/73
(DoE study)

2,00

This study, NTS
1995-97

1,50
1,00
0,50
0,00
1 (low)

2

3

4

5 (high)

Adjusted household income group

Figure 3: Comparison of rail expenditure propensities over time. All journey purposes.
SOURCES: Calculated from DoE (1976) Table 9.
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Conclusions

The main beneficiaries from public
transport subsidies are the existing users.
The distributional effects of public
transport subsidies are thus closely related
to the distribution of passengers. However,
the distribution of passengers does not
provide any information about relative
dependency on public transport, i.e. to
what extent a certain group depends on
public transport relative to other groups of
the population. The travel propensity
approach determines to what degree
different population groups depend on
public transport and hence how much they
benefit more from public transport
subsidies. In this paper, travel propensities
have been calculated from the 1995 - 97
UK National Travel Survey. We have
shown that women, people from lower
adjusted income groups and those aged
between 17 and 24 or above 60 depend
most heavily on local bus services. The
distributional effects of bus subsidies are
therefore mainly to benefit these groups,
and are therefore considered progressive.
With respect to railway subsidies, the
benefits will mainly go to the higherincome groups and the working age
commuters. We can therefore conclude
that rail subsidies are largely regressive.
Our conclusions with respect to bus
subsidies are quite opposite the evidence
from the early 1970s. There has been a
marked shift from the 1970s when bus use
and benefits of bus subsidies were
relatively evenly spread among income
groups, to the late 1990s when bus
subsidies predominantly benefit lower
income groups.
Over time bus subsidies have therefore
become progressive, and more and more
so.
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Abstract

New public transport routes and
infrastructure bring a wide range of
economic benefits that increase land
values and increase the wealth of property
owners near to lines and interchange
points. These windfall gains are large
enough to pay for the infrastructure but are
not captured or taxed by government. A
location benefit levy or land value tax is
suggested to overcome this problem. This
would reduce urban sprawl and provide
funds for public transport improvement.
Key words:

Land value tax; location benefit levy;
urban sprawl; public transport investment.
________________________________
The income from fares is usually
insufficient to pay for both the capital cost
and running expenses of a modern mass
transit system.
Transport practitioners strive to provide a
safe, efficient, affordable, reliable,
comfortable, clean and convenient journey
for passengers.
The service provided not only enables
millions of people to travel but also has a
wider impact on society generally and
more specifically on local and indeed
national economies.
When planning new routes wider
economic benefits are usually recognised
as a justification for Governments to
provide subsidies towards the cost of
construction and operation.
Apart from travellers who use transport,
international studies over many years have

shown that there is an additional
beneficiary who plays no direct part in
transport provision, who makes no
contribution to the funding but who takes
an unequal large share in the financial
benefits arising from the building and
operation of good transport links.
Don Riley, a London property developer
has written a book “Taken for a Ride” in
which he explores the impact of the
building of the Jubilee Line Extension
(JLE) Underground line in London.
Don Riley visited the tunnelling site in the
mid-1990s and has since commented how
these men digging the tunnel were
sweating hard, risking their lives, not
knowing where their next job was coming
from, while at the same time he, himself,
was making money while he slept as his
local land holdings appreciated in value as
the line became a reality.
This understanding of the land market
inspired Don Riley to calculate the total
land value increase that arose within a
radius of only 1,000 yards of each of the
new JLE stations. His startling conclusion
is that these land values alone, have
increased by a staggering £13billion when
the construction cost of the line itself was
only £3.5billion. Don Riley suggests that
some of this wealth should have been
collected by the Government in order to
fund the project. An independent study
carried out for Transport for London, has
also estimated that between 1992 and 2002
the JLE caused land values to rise by
£2.8bn close to just 2 of the 11 new
stations (Southwark and Canary Wharf).
This means that the UK Government could
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have built the JLE at no cost to the public
purse if they had just chosen to collect less
than one third of the increased land values
arising from the scheme!
Instead, with the exception of two modest
contributions, the JLE was paid for from
normal taxation.

•

It is no fault of the transport industry that
Governments choose to ignore windfall
gains that transport creates. However, the
findings of Don Riley and others in North
America does mean that no longer should
transport planners go cap in hand to
Governments for subsidies if they wish to
fund new projects or renew existing lines.
As long as people are flocking to use the
trains, then we now know that as well as
fares revenue the railway will generate its
own finance in the form of increased land
values.

•

If Governments continue to only tax
wages, trade or goods and services to
create new transport opportunities then
they are choosing to give an unearned
bonus to the owners of land.
If a Government refuses permission to
build a new transport improvement
because of inadequate finances and they
do not want to increase existing taxes, then
they are not only denying users new travel
opportunities but also, ironically, denying
landowners the opportunity to share in
land value gains that would arise if the
improvements were financed from a part
of these land value gains.
In other words, funding new and improved
transport infrastructure from land value
gains creates a virtuous economic cycle
that provides a win-win situation for all
concerned, including the landowners who
provide the finance.
•
•
•

The Government can provide a new
transport improvement;
Taxpayers are not penalised;
Detrimental taxes on trade are not
increased;

•
•

The travelling public gain shorter
travelling times with more convenient
journeys;
Car users are able to use the new
system
with
economic
and
environmental gains for all;
Businesses near stations see their trade
and profits increase; and finally
Assuming the project requires even
50% of the land value gain,
landowners retain 50% of a large
increase if the scheme is completed –
rather than 100% of no increase if it is
not built!

We all know the adverse effects that
traditional taxes have on trade and jobs. A
recent study by a UK think-tank has
claimed UK tax increases over the past
few years have raised individual tax
payments by £4k per head, but they have
also resulted in a further cost to each
taxpayer of an additional £2k because of
the damage these taxes do to the economy.
In his recent book “Double Cross”, Ron
Banks has estimated that if the UK were to
raise its revenues from natural resources
rather than use existing taxes, each man,
woman and child would be better off by an
astonishing £15,000 per head, per annum.
If Ron Banks is only half-right, this would
mean that a family of four could be £30k a
year better off!
So how can Governments realise and
collect this hidden subsidy to some of the
richest people in the land? Denmark
already collects a land tax for local
expenditure. All the land is valued each
year and a percentage tax applied. In Hong
Kong a 15p in the pound income tax is
supplemented with huge revenues from
Government land leases. In parts of North
America, South Africa, Australia and New
Zealand land wealth contributes directly to
public funds.
Of course it is not only transport
infrastructure that creates increased land
values. Increased population, greater
commercial productivity, most good public
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and private services all add to the value of
individual sites. Similarly, Mother Nature
provides valuable mineral deposits (oil,
gold, diamonds and even coal), fertile
fields, beautiful views of rivers, lakes, seas
and the countryside – all of which can
translate into higher land values.
A Location Benefit Levy (or Land Value
Tax) would apply to all sites which would
be valued annually for their rental income
based on their optimum permitted use,
ignoring all improvements. A tax rate
would then be applied to this value in
order to produce an income for public
funds. As the land value rises, so does the
sum collected. This means for example,
that an empty site with planning
permission in a town centre for an office
block would pay the tax at the same rate as
an identical site next door which already
has a similar size office block developed.
Unlike taxes on buildings, there would be
no reduction for dilapidation or for
keeping a site empty. Similarly, there
would be no increased tax liability for
improving a building.
Reduced Urban Sprawl

If a Location Benefit Levy were
introduced, several benefits would begin to
flow.

unemployment payments would be
reduced and the economy would shift up a
gear with a higher GDP.
Similarly, in the domestic market. With
homes more affordable in towns and cities
the urge for workers to move long
distances from their work in order to gain
a cheaper home would be avoided. Urban
sprawl into the countryside and urban
green belts would be diminished and
transport providers would avoid the
additional cost of providing facilities for
longer commutes.
In addition, families would benefit as
workers could spend more quality time
with their families instead of wasted time
commuting.
With less urban sprawl not only would
green spaces be saved but society would
also avoid the cost of providing new
infrastructure.
Compact, high density towns and cities
operate much more efficiently and space is
released for better planning, perhaps
following Ebenezer Howard’s Garden City
model.
The Smart Tax

Not only is such a tax cheap to collect and
impossible to avoid (you can’t take land to
a tax haven) but it would have an
immediate incentive for landowners to
bring their land into better use. Brownfield
sites would be used for homes, jobs or
public open spaces, homes and business
premises would become more affordable,
whole
neighbourhoods
would
be
smartened up and revitalised, regeneration
would be in the interests of landowners
especially in areas that have lost major
industries and face reconstruction, in these
areas the lower tax on less valuable land
would create a vitality that taxes on trade
succeed in destroying.
With more affordable premises in towns
and cities marginal firms would be able to
expand or even start a new business. More
jobs would be created, claims for

Another reason why some people call the
Location Benefit Levy “The Smart Tax” is
because although land increases in value
around stations, it can reduce on sites
adjacent to the railway line that suffer
from noise, pollution, visual intrusion or
vibration. With the Location Benefit Levy
there would be no need for disadvantaged
landowners to apply for compensation, as
with the next annual revaluation of all sites
their land value will be reduced and their
tax contributions would be cut also.
A record of land value changes over time
would also provide a useful planning tool.
When a new mass transit is being planned
it would be possible to use the existing
record of land value changes to estimate
which of a choice of routes would provide
the largest land value increase. There may
be perfectly valid reasons for choosing an
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alternative route but at least this decision
would be taken in the light of a clear
indication of the total value the community
puts on each alignment.
Development Land taxes

The one tax to definitely avoid is a
Development Land Tax (DLT). If you tax
an event (in this case development, or
seeking permission to develop), the
taxpayer can avoid the tax by simply
avoiding the event.
Development Land Taxes have been
introduced by UK Labour Governments on
three occasions: 1947 with Clem Attlee’s
Planning Acts, 1967 with Harold Wilson’s
Land Commission and in 1976 with Jim
Callaghan’s Community Land Act.
On each occasion landowners avoided the
tax by reducing development. This lead to
a shortage of land on which developments
could take place, an increase in land and
thus property prices. Marginal firms were
unable to acquire essential premises at a
reasonable price and were thus unable to
commence trading or expand. The result
was lower production, fewer jobs and a
reduced GDP.
In fact, when Margaret Thatcher abolished
Jim Callaghan’s Development Land Tax
the tax income collected was lower than
the cost of collection!
Currently, the UK Labour Government is
considering Kate Barker’s suggestion for a
“Planning Gain Supplement” (yet another
DLT).
The questions that have to be asked are:

1. Why tax only development sites
when it would be fair and
legitimate to tax all sites?
2. Why only tax development sites,
when all land values arise from
natural
conditions
or
the
investment and activity of the
whole community (public and
private)?
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3. Why tax development land when
that tax can be easily avoided by
not developing or by not seeking
planning consent?
4. Why not apply a Location Benefit
Levy (or Land-Value Tax) to ALL
sites, (valued for their optimum,
permitted use), which cannot be
avoided?
5. Why introduce DLT which
produces one tax receipt in the life
of a building when the alternative
of the Location Benefit Levy will
produce an annual income?
6. Why introduce DLT which fails to
collect a rightful share of future
increases in land values arising
from activities which today we are
not even aware of, when a Location
Benefit
Levy
with
annual
revaluations of land, ensures that
all future land value increases are
shared by all?
7. Why introduce DLT which is
expensive to collect when the
Location
Benefit
Levy
is
unavoidable, cheap to collect and
could be used to reduce other
economically harmful taxes such as
vat or property taxes?
8. Why have DLT which charges
landowners
less
for
small
developments, when the Location
Benefit Levy will encourage the
best use of each site?
9. Why introduce DLT which will
reduce GDP, when the Location
Benefit Levy will maximise GDP?
10. Why introduce DLT which will
sterilise brownfield sites in towns
and cities, and encourage urban
sprawl, when the Location Benefit
Levy will encourage development
of brownfield sites (the Levy is
paid even if development does not
take place) and thus make our
urban areas more efficient, avoid
urban sprawl and better protect the
countryside and green belts?
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Justice

We all have our own personal
interpretation of how “justice” can be
achieved. Often “justice” is interpreted in a
very narrow legal sense and only in
reference to the judicial system, which has
been designed to protect the status quo.
That isn’t to say we do not require a legal
framework, which resolves issues, such as:
•
•
•
•
•
•
•

the international relationships of
Governments
the regulation of business and trade and
the certainty needed in agreeing contracts
and commercial relationships
the compliance with Government rules
and regulations
the safeguarding of civil liberties
protection from criminals
employment rights or
the settlement of civil disputes.

Of course, all citizens need to know exactly
what are the legal boundaries within which
their society operates. But just suppose those
original rules are unfair and unjust. Then the
legal framework, being used to perpetuate an
injustice does not make that injustice moral
and proper even if within the rules of
jurisprudence it is “legal”.
Obvious examples of this dislocation
between immoral laws and natural justice is
South Africa’s former policy of apartheid;
the USA’s former segregated schools and
buses; discrimination based on race, religion,
disability or sex; slavery; the oppression of
women; Victorian Britain’s use of child
labour and colonialism. All these policies
were “lawful” according to the legal
framework of their day but that veneer of
legality did not make these policies righteous
and just.
Any society built on a basis of injustice
will be burdened down with its own
predisposition towards self-destruction.
Even the most suppressed people will oneday demand justice, rise up and overthrow
their oppressors. Wherever slavery or
dictatorship has been installed, history
shows that eventually justice will triumph
and a more democratic and fairer system

will replace it. It is therefore safe to
predict that wherever slavery or
dictatorship exists today – it will be
superseded by a fairer and more just
system. If we know there is injustice,
should we merely wait for a violent
response? Do we not have a duty to seek
fairness, because it is right and because we
value justice and the freedom it brings?
Similarly, let’s consider our distribution of
natural resources. By definition, natural
resources are not made by human effort.
Our planet offers every inhabitant a bounty
– an amazing treasure chest of wealth that
can supply all our needs for food, shelter
and every aspect for our survival.
Surely, “justice” demands that this natural
wealth should be equally available to all
and that nobody should starve, be
homeless, unemployed, exploited or suffer
poverty simply because they are excluded
from tapping in to this enormous wealth
that nature has provided.
It obviously would be totally impractical
for every person to have complete personal
access to every part of the planet, to every
mineral deposit, to every fertile field, to
every city centre office site or every
desirable residential location beside a river
or an ocean. But as soon as two people
want to enjoy the benefits of the same part
of the planet that only one can enjoy – a
system of distributing nature’s gifts has to
be devised.
In the past, this has been resolved by the
physically, mentally, militarily strongest,
the most cunning or the first settlers
claiming possession. Much of our current
ownership of land and natural resources
descends from this obviously unjust
method of distribution.
If our whole economy, with the private
possession of land and other natural
resources is built upon an injustice – then
can any of us really be surprised that we
live on a planet where wars continue to
predominate, intolerance is common,
crime is rife and where poverty and
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starvation is the norm for a huge
percentage of earth’s population.
Is this inherited system really the best we can
do?

There must be a method for fairly utilising
the earth’s natural resources.
Referring to the rebuilding of Iraq in his
speech to the American Congress in 2004,
Tony Blair stated “We promised Iraq
democratic Government. We will deliver
it. We promised them the chance to use
their oil wealth to build prosperity for all
their citizens, not a corrupt elite. We will
do so”.
Thus, Tony Blair recognises the difference
between political justice in the form of a
democratic Government and economic
justice in the form of sharing natural
resources.
We have not heard any dissenting voice
from this promise to share Iraq’s natural
oil wealth for all the people of Iraq to
enjoy the benefits. But if it is so obviously
right and proper for the Iraqi people to
share their natural wealth – why is it not
the practice to do the same in all nations?
No landowner can create land values. They
do not create the valuable minerals that lie
under the soil; neither do they create the
land value that arises from the natural
fertility of the land, the value of sites with
beautiful views of countryside, rivers or
oceans nor the site value in the centre of
busy cities.
If this were the case, then an
entrepreneurial landowner in the Scottish
Highlands would be able to create more
value than an indolent landowner in the
City of London.
No! Land values arise because of natural
advantages (e.g. local climatic conditions
or proximity to natural harbours), they also
rise because of the efforts of the whole
community - past and present investment
by both the public and private sectors, and
the activities of individuals. Why do we
not assume as our birthright the sharing of

these land values, which are as much a gift
of nature and probably in most western
economies are worth much more than Iraqi
oil?
A solution exists. The introduction of a
Location Benefit Levy would produce
many benefits.
Each site would be valued, based on its
optimum permitted use and a levy applied
– a similar method to the UK’s
commercial rates on buildings but based
solely on the land value and ignoring
improvements or the size and condition of
any existing building.
The effect of this policy would be to give
all citizens a share in the natural wealth of
their own nation.
The UK (and other Governments) were
working on these lines when they
auctioned the rental value of the spectrum
for third generation mobile phones. In the
UK twenty-year leases raised £22.4billion
for public funds, paid voluntarily by the
phone companies. This policy works on
exactly the same principle as the Location
Benefit Levy and of course future
generations will be able to raise fresh
funds every 20 years as these spectrum
leases come up again and again for regular
renewal.
If the Government extends this principle to
all common resources by introducing a
Location Benefit Levy they could use this
flow of income to abolish all other
property taxes on buildings. This
additional revenue could also pay for the
building of new infrastructure which adds
to the nation’s wealth (such as railways) or
more importantly to reduce those other
taxes which most damage our economy
(such as sales taxes) and are a burden to
collect.
With a Location Benefit Levy, empty sites
would be brought into use as landowners
sought an income from idle or underused
land, the purchase price of land (and hence
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homes and commercial premises) would
become more affordable, reduced interest
rates would not create a housing boom and
the property cycle of booms and slumps
would be evened out. Because it’s based
on land; an immovable property; the
Location Benefit Levy would be cheap to
collect and impossible to avoid. With
annual valuations it would be fair for
landowners
(even
automatically
compensating those landowners whose
land, for some reason, has decreased in
value), it would help reduce the
North/South, rich/poor areas divide; and,
by encouraging better use of brownfield
sites, the propensity for urban sprawl
would be diminished and thus our
countryside and invaluable urban green
field spaces would be better protected.
It is an injustice that landowners can
speculate on empty sites, denying or
delaying their use for jobs or homes.
It is an injustice that a factory owner can
sack all their workers, smash the roof of
their building to let in the rain and be
rewarded with elimination of their rates or
tax bill.
It is an injustice that the poorest residents
pay the highest share of their incomes in
Council Tax
It is an injustice that housing tenants
receive no share in the land value

appreciation that their very presence
creates
It is an injustice that most people are
denied their legitimate share of the earth’s
resources.
I am suggesting a new way for funding our
transport systems with a measure that can
not only deliver this immediate aim but
has much wider implications for the
prosperity of the wider economy and
delivering social justice.
At a time when the fastest travel was on
horseback, the early rail pioneers opened
up the world and brought people and
places closer together at speeds which
hitherto had only been imagined. It would
be befitting, if you, today’s descendants of
those early pioneers not only led the way
to sensible transport funding but showed
Governments around the World how there
is a fairer and more sustainable way to pay
for public services.
In transport – we don’t need subsidies – we just
need access to the land wealth

that the

community and Mother Nature creates!

The Location Benefit Levy is not just
offering a new way for funding transport
but also, (and probably more importantly),
it offers a simple way to start addressing
one of the world’s greatest remaining
injustices.
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Abstract

This article explores delivery services for
urban shopping in Germany. It presents the
results of a pilot project in Bonn and
outlines a number of recommendations for
the future development of delivery
services intended to de-couple the growth
of car use and mobility from shopping.
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Introduction

In Germany shopping mobility causes
about 12 percent of all passenger
kilometres, which are approx. 120 billion
kilometres; the car is used for more than
80 billion shopping kilometres per year. A
crucial benefit of private car use for
shopping purposes is the possibility to
carry
the
shopping
back
home
conveniently.
This paper focuses on the connection
between passenger and freight transport
(e.g. goods) in shopping mobility. It
summarises the current situation of
delivery services (DS) in Germany and the
results of the pilot project “Goods
Delivery Service of a Public Transport
Company (Bonn)”. For environmental
mobility management, DS are interesting
due to their potential to decouple shopping
mobility and private car use.
Effects of ecological relief by DS can be
achieved if a sufficient quantity of goods is
delivered and the delivery routes are
logistically optimised, the delivery cars are
comparatively environmentally friendly
(e.g. gas engines) and customers can easily
reach shops by environmentally friendly

modes of transport (on foot, by bike, by
public transport).
Delivery Services and Retailers in Germany –
an Overview

Hardly any systematic empirical findings
are available regarding the importance of
delivery services by retailers in Germany
(not considering mail-order business and
e-commerce), for the market, their traffic
impacts and the resulting effects on the
environment. The following are different
kinds of DS presented as relevant to
shopping mobility.
DS run by individual retailers in different
sectors

A relevant number of retailers already
offer their customers DS as an alternative
to the private car. The retailers themselves
either operate these services, or special
transport organisations are contracted to
provide the service. Normally DS are used
for the transport of heavy and bulky
products; the use is also quite common if
installation or assembly of products at
home is necessary. The enhancement of
customer loyalty or the development of a
USP (Unique Selling Proposition) might
be additional reasons for the retailer to
offer such a service.
According to the German lobby
organization of retail traders, about 60% of
German retail shops offered a DS1 in 2001.
A case study carried out in Erfurt in
summer 2002 showed that in the city
centre about 44% of the retailers offered a
DS.
Where the trade of furniture, big electric
appliances and electronic equipment is
1

Ruhr Nachrichten Dortmund, 27/11, 2001
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concerned, DS is usually expected by
customers and is offered by the retailer as
a matter of course. The goods are
delivered to the customer’s address by the
individual retailer delivery van whose
staff, in most cases, are required to mount
and install appliances. In Do-it-yourself
stores, garden-centres and pick-up
furniture stores like IKEA, businesses in
which often heavy and cumbersome goods
are sold, home delivery services or rent-avan-services for delivery by the customer
himself are part of the regular service and
are not especially pointed out and
advertised.
In German cities, department stores
usually offer their own DS. Because of the
great number of customers and the
corresponding high level of deliveries
required, these retailers run a companyowned delivery-system with personal staff
and
delivery-vehicles,
which
they
recommend as a special service.
According to investigations undertaken by
the Consumers’ Agency of North-Rhine
Westphalia, however, these DS are usually
only offered if customers ask for such a
service, they are hardly ever actively
promoted by the sales staff.
In typical central urban retail stores where
smaller products are sold, retailers do not
usually offer a DS. It is usually not
advertised or recommended as a special
service. There is also little demand for
such services from customers in inner
cities. The lack of service-orientation from
the retailers corresponds to the lack of
interest in those services from their
customers.
In the food sector, many retailers such as
supermarkets, neighbourhood shops and
those trading in specialised beverages offer
DS for a small delivery fee or as a free
service for goods exceeding a specific
price limit. Usually this DS is offered upon
inquiry by certain groups of people, e.g.
the aged, handicapped, or car-free
customers. The service is usually not
actively advertised as a special service.

DS run by extra-company providers

In comparison to the DS mentioned above,
which are related to a single retailer, there
are a few examples of DS organisations
that offer their transportation services to a
larger number of retailers within a city or
region. The aim of these services is to
promote
environmentally
friendly
transport modes in addition to providing
an efficient and economical operation. In
this way, most of these services get
financial support through public funding.
One example for such a service is the DS
in Bonn.
In Germany, between 1997 and 2003,
eight pilot projects of DS run by extracompany providers (e.g. taxi companies,
forwarding agencies, parcel services,
public transport companies and non-profit
employment initiatives) have been
developed. These extra-company providers
offer logistic solutions for several retailers
and their customers. Three of these eight
pilot projects have already ceased
operation; one was terminated during the
preliminary planning phase; only four of
them are still running, partly modified.
The number of logistic actions achieved
through these DS are very modest, as are
the corresponding traffic reductions and
environmental improving effects. The
experiences show that it is at present
difficult to operate these kinds of DS
economically. The lack of cost coverage
was the main difficulty. The seven
comparable
projects
confirm
the
experience of the Bonn pilot project (see
below).
Sales concepts similar to DS

Only a few retailers offer their goods in
mobile sales vans in residential districts. In
this case the distance between the
customer and the store is shortened, so that
goods may easily be transported home on
foot either by the salesman/driver or by the
customer. Regarding the process of
concentration in the retail trade, the supply
of goods in residential districts may gain
importance in the future. In some rural
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districts, these “shops on wheels” have
already been established as part of a
regular retailers’ system.
Another type is the selling concept offered
by markets, which take place once or twice
a week on central squares that can easily
be reached on foot, by bike or by public
transport. Thus, retailers and/or producers
meet their customers halfway.
In Germany, there are several examples of
manufacturers (e.g. of beverages, frozen
products, organic food) who operate a
direct sale and distribution system. The
additional costs for the operation of their
own system of orders and distribution, for
advertising and sales promotion are lower
than the costs they would have to pay for
distribution services of the intermediate
trade.
New logistical concepts for shopping mobility

New logistic projects address mainly the
“last mile problem” in order to reduce
transport costs. Goods ordered via phone,
fax or internet are delivered to stations
located more or less near to residential
districts where they are stored until the
customer picks them up. Usually the
customer gets a message via e-mail or
SMS that their goods have arrived and a
PIN-code to receive them.
Examples of these kinds of logistical
concepts in Germany are as follows:
Pick-up Points, which are usually staff
attended are mostly petrol stations.
Tanning salons, videotape libraries or
kiosks-convenience stores are possible
stations too. There are about 1,300 Pick-up
Points in Germany and about 250 in the
Ruhr Region2. Staff-attended packet shops
of big mail-order firms use a similar
system.
Pack Stations are automatic lockers at
central urban points (e.g. at the main
station, in the city-centre or at suburban
fast train stations) operated by the German
postal service. There are pilot projects in
2 Ruhr-Nachrichten Dortmund 9/4; 21/4, 2001

the cities of Mainz and Dortmund with 15
lockers.
Tower24 is a concept introduced by the
“Fraunhofer Institute”, which is the largest
system at present. It is a tower with about
300 standard boxes, which offer three
different temperatures for the storage of
fresh and frozen products. The first tower
was built as a test in Dortmund.
There are, however, no preliminary results
from evaluations of these logistical
experiments.
Results of the pilot project in Bonn: an
example of DS for urban shopping

The objective of the pilot project in Bonn
was to assess options and restrictions of a
DS (run by a public transportation
company) and to receive general
information about the perspectives of DS.
The “Wuppertal Institute” initiated this
pilot project, advised the development and
implementation of the project concept and
evaluated the results of the pilot project
through several surveys. Methods and
findings are documented in a final report
(only available in German). The focus is to
show the elements of success and failure,
to describe the responsible key factors and
to derive conclusions for the development
of new approaches to DS.
The goods delivery service of the public
transportation company of Bonn Stadtwerke Bonn Verkehrs-GmbH SWBV, with the brand name “EasyShop”,
was offered by retailers in the city of
Bonn for 30 months (from September
2000 until March 2003). Participating
retailers could offer the service to their
customers. Upon request, Staff of the
SWBV delivered the shopping on the same
day and even after closing time, to the
customers’ home, which should be located
within the region of the public
transportation association. The region has
an approx. size of 5,150 square kilometres,
3.2 million inhabitants and 1.4 million
users of bus, tram and train per day. The
price for the service was quite moderate
(2, 3 or 5 Euro). Public transport users
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paid even less. Target figures of deliveries
per day were 20.
Number of deliveries and kilometres driven

From October 2000 to December 2001
“EasyShop” made 3,492 deliveries. Five
retailers carried out three thirds of the
deliveries. 40 of the 78 retailers who
participated did not use the service once.
The development of the frequencies shows
an increase in the number of deliveries
during the survey. The highest number was
reached due to Christmas shopping in
December 2000 und 2001, which amassed
24% of all deliveries. Generally, the

demand of the service refers to business
activity, which is characterised by high
and low sales figures. It has also to be
considered that the economic situation in
Germany was tense when “EasyShop”
started.
On average 9 deliveries per working day
were made. On Saturday only half of the
deliveries were ordered. With the number
of participating retailers and consumers on
a relatively low level, “EasyShop” did not
meet the goals and expectations envisaged.

Table 1: Operated kilometres and delivery organisation
Number of deliveries
Total kilometres driven
Logistic actions
Average kilometres driven per
logistic action
Average kilometres driven per
delivery

The logistics and distribution were
organised by the drivers themselves. The
results of the kilometres driven show the
relatively high number of kilometres
driven per delivery if it is to be considered
that 65% of deliveries were distributed
within the city of Bonn. This fact is
relevant for controlling costs.
Users and Non-Users of “Easy Shop”

The major consumer groups of the service
were women and elderly people. Their
level of income was relatively high. In
comparison to the non-users the customers
were regular users of public transport;
their access to a private car was therefore
lower. The typical user visited the city
centre more often and was more familiar
with alternative shopping modes like
online shopping. Also 50% of the nonusers had heard about the service, which
proves the effect of the marketing
measures undertaken by the SWBV.
The main motivation for using the service
was the nature of the shopping goods,
which were mostly big, heavy and/or
bulky (85%). The reasonable price charged

3,492
62,763 km
610
103.2 km
18.1 km

for the service definitely supported usage.
Non-users preferred to carry their
shopping on their own, although 55% of
non-users would think about using the
service in future.
The level of contentment with the service
was high, but surprisingly most of the
users (95%) ordered the service only once.
This is an effect of the specifics of
products (periodical demand) offered in
the city centre but could also be an
indicator of a lack of consumer loyalty.
Politeness of the drivers and prices were
considered positive; but the image of the
service and quality of information were
criticised.
The main result of the consumer survey
was that consumers were mostly people
who needed help with their shopping
goods because of different mobility
restrictions. These people had definitely
won individual autonomy. As a
consequence DS could be important for
the improvement of accessibility for
special target groups such as the elderly
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(keyword: greying society), handicapped
people and families with children. Due to
the increased participation of these target
groups in social and economic life, DS has
an added value that cannot be quantified.
This result proves the importance of
mobility management concepts achieving
equity and social justice. If such concepts
were to become part of social welfare they
would need political support and funding
because economic operation of the
services is difficult under the given general
conditions.
It must also be stated that target groups
such as young employed people who have
purchasing power and lack of time have
not been reached by the service. If a
service is limited to the city centre it is
important to address this target group.
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carry their shopping back home by
themselves.
Key results of the survey were that
retailers generally played quite a sensitive
role, with high expectations regarding the
professional organisation and benefits of
which reduction of costs were deemed the
most important. Any kinds of deficiencies
are not accepted. Even where the retailers
offer different kinds of goods delivery
services; the tenor is that the customer
himself is mainly responsible for the
transport of the shopping.
There is no alternative – for urban
shopping services retailers are the key
factor. The service needs the support and
marketing of the retailers; so acquisition of
retailers
and
target
oriented
communication is crucial.

Participating retailers

Key factors to the success of a service like
“Easy Shop” are the retailers who have
direct contact to the consumer. They are
responsible for offering the service to their
customers when people do not ask for the
service of their own accord. A survey was
therefore carried out to ask the
participating and not-participating retailers
about motivation and restrictions to using
the service. All in all the awareness of the
service within both groups was high.
For the participating retailers the service
supplied an additional service but was not
perceived as part of their core business.
The main motivations for participation
were positive effects on costs and staff.
Most of them did not feel responsible for
the marketing of the service. Because
customers seldom ask for the service it
was only ordered occasionally. The cost
structure of the service was regarded
highly, yet the organisation (especially in
terms of reliability and intricateness), the
staff and the marketing were criticised.
The main reason not to participate was the
use of other, comparable services. Most of
the non-participating retailers specified
that the necessity for such a service is
generally low because customers prefer to

Ecological findings and proposals for changes

In order to enhance productivity and
ecological effects, different possibilities to
change the organisation of the service have
been analysed. The figure of 18.1
kilometres driven for only one delivery on
average was particularly alarming. A
special survey has also shown that
“EasyShop” did not reduce kilometres but quite the contrary. It must be assumed
that additional kilometres have been driven
due to the high percentage of users who
used public transport.
The core-benefit of “EasyShop” was to
install a consumer oriented service, which
would meet, to a large extent, the
requirements of the users. In consideration
of consumer orientation versus efficiency,
consumer orientation has always been
favoured. When analysing the possibilities
(reduction of hours for deliveries,
reduction of the area of deliveries, price
increase) of how to optimise the economic
and ecological result of “EasyShop”, it
became clear that every measure would
mitigate consumer orientation.
In comparison to professional parcel
services, “EasyShop” had only a limited
scope of action. Professional parcel
services dominate the market with
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concept, price and a high number of
clients. But consumer orientation is low.
Because of that they can benefit from
logistic and efficiency principles to operate
as cheaply as possible. “EasyShop” was a
niche product that gained attractiveness
with its customers through low prices and
convenience.





Résumé of the urban shopping project in Bonn

Due to the economic results, the project
was stopped by the SWBV at the end of
March 2003. The reasons for the failure
were the difficult general frame conditions
(key words: Euro-adjustment, lack of
service culture) and the reservations of
large numbers of consumers and retailers
towards the service. It must also be stated,
that a rapid success with a high number of
consumers could actually not be expected.
Innovative and new mobility services need
time and strong marketing efforts to reach
potential consumers and to become an
established product on the mobility
market. The challenge is to change
shopping and mobility routines.
Public transport companies are currently
under pressure to concentrate on their core
business “transportation of passenger” and
to sustain their service while reducing
production costs in a more competitive and
liberalised market. Hence, from an
economic point of view, they are
obviously not the appropriate partners in
providing low-priced delivery services.
Other professional providers like parcel
delivery companies, taxiing companies or
providers of newly developed 24-hoursgoods-store-towers might stake their
chance in the market.
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The interest
of
retailers for
participation is low especially if they
operate their own DS. Acquisition
should address retailers as well as
customers.
Information, special campaigns and
personal recommendation are crucial
to reach customers. Within the first
phase of operation realistic numbers of
users should be expected.
Patience and public money is needed
to overcome the long haul to establish
the service.

Perspectives of DS

Increasing individualisation, pluralisation
and flexibility of lifestyles, as well as
diffusion of technical options like
shopping via Internet, fax or telephone
might also increase the demand for DS.
We are probably facing a transition into a
more service-oriented and increasingly
technically based culture of shopping.
Both factors might increase the demand
for modern types of DS. To manage the
transition towards a sustainable and lesscar-dependent urban shopping mobility,
DS could be one tool to promote the use of
environmentally friendly transport modes.
If the demand for transportation of small,
individual goods is due to increase as
expected, there might be an opportunity
for extra-company providers like in Bonn.

Recommendations






DS should be run by professional
providers, e.g. specialized couriers,
express- and parcel-services.
There has to be a balance between
optimisation
of
logistics
and
customers’ interests. Prices must be
calculated to cover all costs.
Processes of order and payment must
be smart: understandable, transparent
and easy to carry out.
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