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1 In trodu c ti on

Mobi l i ty is a vital el em ent of m odern soc i ety. The movem ent of people and of

goods en h a n ces both our living standards and our well - bei n g. However it also bri n gs in

its wake train significant adverse ef fect s . The verti ginous growth in road tra f f i c , in parti c-

u l a r, is causing probl em s : exce s s ive em i s s i ons (parti c u l a rly CO2 and NOx) , i m p a i red

access to towns and factori e s , degrad a ti on of the qu a l i ty - of - l i fe in both urban and ru ra l

a re a s . In com b a ting these adverse ef fects the govern m ent has over the last dec ade

adopted two different tack s :

F i rs t ly the envi ro n m ental standard s a pp lying to veh i cles and fuels are being made

gradu a lly more stri n gen t . This increases the eco - ef f i c i ency of i n d ivi dual veh i cl e s . But this

ben efit is being part ly of fs et by the growth in mobi l i ty. Si n ce the late 1980s, envi ron m en-

tal policy has therefore also sought to c u rb the growth in mobi l i ty, p a rti c u l a rly passen ger

car use. S p a tial planning measu res have been a major com pon ent of govern m ent po l i c y

in this rega rd ,i nvo lving in particular the cre a ti on of ‘com p act citi e s’ and loc a ting indu s-

try so as to minimise tra n s port need s .

In its advi ce ‘ Mobi l i ty within Re a s on’ the Council for Ho u s i n g, S p a tial Planning

and the Envi ron m ent analyses the merits of the pre s ent policy tow a rds road tra f f i c ,a n d

d raws up proposals for updating this stra tegy to produ ce a more favo u ra ble balance

bet ween the costs and ben efits of m obi l i ty. If adequ a te soluti ons are to be devi s ed , t h e

adverse ef fects need to be analys ed in terms of the geogra phical level (i.e. l oc a l , regi on a l ,

n a ti on a l , gl obal) at wh i ch they occ u r.
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2 Growth in traffic vo lu m e s

The growth in road traffic is roo ted in the stru ctu re of our econ omy and our

s oc i ety. Futu re increases in car-use wi ll be rel a ted to dem ogra phic factors su ch as pop u-

l a ti on growth and redu cti ons in mean family size . These stru ctu ral factors , wh i ch have

d riven growth in the past, a re gradu a lly beginning to lose mom en tu m , h owever.

Al t h o u gh the nu m ber of p a s s en ger cars wi ll grow by several tens of percen t a ge points by

2 0 3 0 , the growth of a utom obi l i ty in terms of the total nu m ber of k i l om eters wi ll decl i n e

to the histori c a lly low figure of 15 to 35% over 35 ye a rs . This holds out excell en t

pro s pects of bri n ging the em i s s i o n s probl em under con trol by technical means. But any

i n c rease in car-use thre a tens to furt h er aggrava te probl ems of co n ge s tion and quality - of -

l i fe at the regi onal and local level s .

Frei ght tra n s port has long been increasing mu ch faster than passen ger tra n s port .

By 2030 veh i cle kilom etres are ex pected to have incre a s ed by a furt h er 40-70% and a

growth of even 200% cannot be ru l ed out . This pro l on ged growth is driven by the

growth in GNP, l e ading to an ex p a n s i on in the vo lumes of produ cts tra n s ported , and by

the increasing distances bet ween different companies and bet ween the companies and

t h eir market s . For the mom ent the trend tow a rds a knowl ed ge - b a s ed ,s ervi ce - ori en ted

econ omy seems to be rei n forcing this growth ra t h er than modera ting it, t hus placing an

i n tere s ting pers pective on ex pect a ti ons to the con tra ry. Low tra n s port costs (wh i ch aver-

a ge 2-5% of the cost pri ce of final produ cts) mean that produ cers are not under pre s su re

to redu ce the distances invo lved . This growth is on ly ex pected to level of f l a ter. As a

re su l t , co n ge s tion and quality - of - l i fe probl ems wi ll be ex acerb a ted along specific ro ute s

and in specific loc a ti on s . As a con tri butor to the em i s s i o n s probl em ,f rei ght tra n s port is

s ti ll of l e s s er import a n ce , but the proporti on of the total em i s s i ons it accounts for is

i n c re a s i n g.

The em i s s i ons from frei ght tra n s port , and spec i f i c a lly road tra n s port ,a re gradu-

a lly drawing level with (CO2) or exceeding (NOx) those from the (nu m eri c a lly far su pe-

ri or) passen ger car.

The probl ems caused by road tra n s port are predom i n a n t ly attri but a ble to

dom e s tic frei ght tra n s port , wh i ch accounts for 80% of f rei ght veh i cl e - k i l om etres and is

expanding ra p i dly. In tern a ti onal frei ght tra n s port accounts for on ly a small proporti on

of road tra n s port . It is however a major con tri butor to co n ge s ti o n on the major intern a-

ti onal tra n s port arteri e s .
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3 Traffic vo lume con t a i n m ent 

policy to date

Si n ce the Na ti onal Envi ron m ental Policy Plan and the Second Tra n s port

S tru ctu re Plan - wh i ch both date back to the late 1980s - the govern m ent has been tryi n g

to curb mobi l i ty - in particular car-use - in the fo ll owing ways :

¬ ef fecting a modal shift1: the ach i evem ent of a su b s t a n tial shift from the motor-

car to public tra n s port and bi c ycl e , and from lorries to shipping or ra i l , su pport -

ed by spatial planning po l i c y;

¬ reducing the need to use cars thro u gh ch a n ges in the spatial stru ctu re , in parti c u-

lar by shortening the lengths of f requ ent journ eys ;

¬ pricing po l i c y.

Modal sh i ft

The Council ob s erves that a modal shift in passen ger traffic with car journ eys

giving way to walking, c ycling and public tra n s port can make a useful con tri buti on to

reducing con ge s ti on , i m proving access at the loc a l / regi onal level and enhancing qu a l i ty -

of l i fe loc a lly, but wi ll have mu ch less impact on overa ll nati onal car-use in terms of k i l o-

m etres driven . This policy wi ll therefore have little impact on the nati onal em i s s i ons of

C O2 and NOx. A con s i dera ble increase in public tra n s port would be nece s s a ry to bri n g

a bo ut a small redu cti on in the total nati onal car tra f f i c . Pu blic tra n s port accounts for

on ly a small proporti on of total mobi l i ty, and an improved public tra n s port wi ll pri m a -

ri ly attract travell ers other than motori s t s . Si n ce the em i s s i ons per travell er- k i l om etre for

p u blic tra n s port are abo ut half of those for the car, a su ccessful modal shift, a l t h o u gh it

would cut em i s s i ons from cars , would re sult in a su b s t a n tial increase in em i s s i ons from

p u blic tra n s port . And the po ten tial net redu cti on to be ach i eved by a shift from car to

p u blic tra n s port is redu ced furt h er each year that the envi ron m ental perform a n ce of t h e

p a s s en ger car improve s .

A policy ge a red tow a rds ef fecting a modal shift in frei ght tra n s port wi ll on ly

ach i eve a minimal redu cti on in total nati onal em i s s i on s . In the first place the differen ce s

in envi ron m ental perform a n ce are app a ren t ly mu ch small er than is gen era lly though t . In

a ppraising the ef fect of a modal shift, the envi ron m ental perform a n ce of the differen t

m odes must be com p a red for the same frei ght type s , and account must also be taken of

the ef fects of the first or last tra n s port leg, of the need for tra n s s h i pm ent and the of ten

u n avoi d a ble need , in the case of w a terw ay or rail tra n s port , to take a more ro u n d a bo ut

1 Modal split refers to the rel a tive proporti ons of the different forms of tra n s port (e.g. car against publ i c

tra n s port ) ; a modal shift is a shift in the modal split.
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ro ute . Secon dly, on the basis of pre s ent tech n o l ogy the ch a n ces of ach i eving a re a lly su b-

s t a n tial redu cti on in the proporti on of n a ti onal frei ght tra n s port using road are not con-

s i dered to be very high . Pro s pect s , su ch as they are ,a re best for lon g - d i s t a n ce tra n s port :

this accounts for on ly a small proporti on of road tra n s port in the Net h erl a n d s , and on ly

a limited proporti on of this can be swi tch ed to another mode of tra n s port . Most frei gh t

tra n s ported by road is over rel a tively short distance s . The Council therefore con s i ders

that mu l ti m odal tra n s port wi ll have little role in ach i eving the redu cti on obj ective for

em i s s i ons of C O2 and NOx. It can however have a significant impact on specific bo t t l e-

n eck s :p a rti c u l a rly the main tra n s port arteries for intern a ti onal frei ght tra n s port and on

f rei ght tra n s port in and around town s .

C hanges  in  th e spat ia l  structure

Mod i f ying the spatial stru ctu re is a ra t h er inef fective way of c u rbing nati on a l

m obi l i ty. S p a tial planning and land-use po l i c y, in particular ch oi ces made in rega rd to

i n f ra s tru ctu re , h ave mu ch more influ en ce on wh ere traffic flows occur and on the mode

of tra n s port than on the total vo lume of traffic in terms of nu m bers of j o u rn eys and

k i l om etres driven . S p a tial planning policy has a mu ch gre a ter impact on matters rel a ted

to qu a l i ty of the more local envi ron m ent (noise and other nu i s a n ce , h a z a rd and the pro-

tecti on of s cen i c , eco l ogical and cultu ra l - h i s torical fe a tu re s ) .

Pr ic in g pol icy

Policy inten ded to redu ce passen ger traffic vo lumes thro u gh pri ces have led to

s h a rp increases in pri ce s , but the traffic redu cti on obj ectives have not been met . Th e

Council advoc a tes that pricing policy be based on a proper intern a l i s a ti on of the ex tern a l

costs so that both indivi duals and or ga n i s a ti ons can make bet ter dec i s i ons abo ut tra n s-

port . However the pricing issue in rel a ti on to passen ger traffic is mu ch more rel a ted to

the s tru ctu re of these costs than to an inadequ a te intern a l i s a ti on of the ex ternal costs for

the tra n s port sector as a wh o l e : the key probl ems here are the low proporti on of the to t a l

costs wh i ch are va ri a ble and the lack of d i f feren ti a ti on in motoring co s t s .

The va ri a bl e p a rt of the costs must be made high er. These high er va ri a ble co s t s

m ay be parti a lly or fully of fs et by redu cti ons in the fixed co s t s ; for ex a m p l e , per kilom e-

tre costs can be incre a s ed by means of n a ti onal pricing measu re s .

Ac ro s s - t h e - boa rd increases in nati onal va ri a ble costs ign ore the fact that in som e

c i rc u m s t a n ces car-use has on ly a minor adverse impact while in others the impact is

con s i dera bl e . Gre a ter d i f feren ti a ti o n in taxes and levies is therefore de s i ra ble (con ge s ti on

ch a r ge s ,p a rking co s t s ,a n nual car tax based on crucial veh i cle ch a racteri s tics su ch as

em i s s i ons ch a racteri s tics and specific en er gy con su m pti on ) . This differen ti a ti on should

be ge a red more tow a rds reducing the ex ternal costs at times and in places wh ere the

gre a test probl ems occ u r. Mo toring costs should prefera bly be stru ctu red su ch that the
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u s er sees these costs rise as the ex ternal costs he imposes incre a s e , and sees them fall

wh en the oppo s i te app l i e s . The motoring costs for the indivi dual motorist are at pre s en t

far from ide a lly stru ctu red : the va ri a ble com pon ent is too low and the fixed com pon en t

too high .

The ex ternal costs of f rei ght tra n s port have not yet been intern a l i s ed to a su f f i-

c i ent degree . A more com p l ete intern a l i s a ti on of costs could redu ce the growth in this

s ector in the peri od up to 2010 by some 10-20% bel ow what would otherwise be the

c a s e . It wi ll not, h owever, m a teri a lly affect the loc a ti onal dec i s i ons of i n du s try or the

geogra phical distri buti on of l a bo u r, ei t h er nati on a lly or intern a ti on a lly.

An updated  po l icy st rategy

The foregoing leads us to con clu de that po l i c y - m a kers should take more acco u n t

of the po s s i ble ef fectiveness of m e a su res at the different geogra phical level s . In tack l i n g

the adverse ef fects of m obi l i ty it is therefore appropri a te to formu l a te specific policy for

(a) em i s s i ons probl ems important on a wi der (nati onal and intern a ti onal) level , ( b )

probl ems rel a ted to amen i ty and qu a l i ty - of - l i fe (noise and other nu i s a n ce , h a z a rd ,u rb a n

air qu a l i ty) and (c) the probl em of con ge s ti on / acce s s . Moreover in seeking more ef f i c i en t

policy stra tegies it is important to distinguish bet ween passen ger traffic and frei gh t

tra n s port on road s .
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4 Mob i l i ty and em i s s i on s

The cen tral focus of envi ron m ental policy for the tra n s port sector must con ti nu e

to be on reducing em i s s i ons by fo s tering the devel opm ent and app l i c a ti on of i n n ova tive

veh i cle and fuel tech n o l ogi e s . For a nu m ber of po llutants this wi ll have to be accom-

p l i s h ed thro u gh reg u l a ti on (a n d en forcem en t ) , in particular at the Eu ropean level .

The improvem ent in envi ron m ental perform a n ce being ach i eved thro u gh mod i-

f i c a ti ons in conven ti onal tech n o l ogy is impre s s ive . De s p i te growth of 70-80% in autom o-

bile traffic over the peri od 1980-2020, almost all em i s s i ons wi ll redu ce by 50-90%. Th i s

reversal of previous trends dem on s tra tes that most of the probl ems assoc i a ted wi t h

h a rmful em i s s i ons can be adequ a tely con tro ll ed by means of technical measu re s . Th i s

cert a i n ly does not app ly to CO2 em i s s i on s , h owever. In the Net h erl a n d s , econ om i c

i n s tru m ents - cro s s - s ectoral carbon or fuel taxes or trade a ble em i s s i ons permits - are

m ore appropri a te than a policy spec i f i c a lly de s i gn ed to redu ce em i s s i ons from the tra n s-

port sector2. This wi ll open the door to a significant - and in the Co u n c i l ’s vi ew, n ece s-

s a ry - con tri buti on from the tra n s port sector to the redu cti on of cl i m a te - d i s ru pti n g

em i s s i ons from the Dutch econ omy as a whole to within the perm i t ted em i s s i ons cei l i n g,

in a way that is co s t - ef fective from the nati onal standpoi n t .

Because there is no large-scale autom obi l e - i n du s try in the Net h erl a n d s ,t h i s

co u n try is curren t ly playing little role in the devel opm ent of l ow - em i s s i ons veh i cle tech-

n o l ogi e s . In this rega rd the Net h erlands must be reliant on intern a ti onal and/or

Eu ropean tech n o l ogy. Un til now devel opm ents have been dom i n a ted by Eu ropean em i s-

s i ons standard s . However there is scope in Eu rope for govern m ents to pursue a more

of fen s ive policy in rega rd to tech n o l ogy than they have so far don e .O n ly recen t ly have

the first steps been taken within the EU to increase pre s su re on auto manu f actu rers to

en h a n ce fuel ef f i c i en c y. It is as yet unclear wh i ch tech n o l ogy wi ll preva i l . An en er geti c

( Eu ropean) policy needs to be pursu ed wh i ch does not pre - em pt this dec i s i on and wh i ch

h a rnesses the com peti ti on bet ween manu f actu rers to produ ce the veh i cle tech n o l ogy of

the futu re . An o t h er po s s i bi l i ty would be to make agreem ents or set spec i f i c a ti ons for the

mean en er gy ef f i c i ency of i m ported cars .

2 It is esti m a ted , for ex a m p l e , that an attem pt to redu ce CO2 em i s s i ons from passen ger traffic by 1.2 mil-

l i on tonnes by making motoring more ex pen s ive would nece s s i t a te a petrol pri ce hike of Eu ro 0.25 per

l i tre (i.e. an increase of m ore than 20%), while a rise of just Eu ro 0.01 would gen era te su f f i c i ent funds to

f i n a n ce a redu cti on in CO2 em i s s i ons of the same magn i tu de at the current marginal redu cti on costs in

the Net h erl a n d s .
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The govern m ent should invest heavi ly - prefera bly within the fra m ework of t h e

EU - in a well - t a r geted R&D po l i c y, so as to sti mu l a te technical progre s s . One com po-

n ent of this policy would be to en l a r ge market s , for example by providing incen tives to

produ cers and hauliers , and niche managem ent (tem pora ry pro tecti on for prom i s i n g

tech n o l ogies from com peting produ ct s ) , a l t h o u gh subsidies must be used cauti o u s ly. Th e

Council advoc a tes special atten ti on for bu s e s , vans and lorries in vi ew of the ra p i d

ex p a n s i on in the nu m bers of these veh i cles (thro u gh o ut Eu rope ) . Ot h er po s s i bi l i ti e s

would be to provi de tax incen tives to en co u ra ge the purchase of f u el - ef f i c i ent cars ,a n d

to introdu ce an Envi ron m ental Fund to en co u ra ge the early purchase of su ch veh i cl e s .

More atten ti on needs to be paid to the em i s s i ons standards for ra i l , w a ter tra n s-

port and marine shipp i n g.
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5 Mob i l i ty, qu a l i ty - of - l i fe and 

s p a tial qu a l i ty

The growth in road tra n s port is giving rise to ac ute pre s su res on the qu a l i ty - of -

l i fe in urban areas in and around our citi e s , in the form of con ge s ti on , h a z a rd and noi s e ;

in ru ral areas it is causing damage to wi l dl i fe and the co u n trys i de . In order to pre s erve

a m en i ty and pro tect the qu a l i ty of towns and the co u n trys i de , the ex p a n s i on of t h e

tra n s port sys tem must be made more su b s ervi ent to the ex i s ting or de s i red spatial stru c-

tu re than is at pre s ent the case. Dec i s i ons abo ut the stru ctu re of the tra n s port sys tem can

h ave major po ten tial stra tegic implicati ons for spatial planning po l i c y. This argues for

close coord i n a ti on of the con tent of the Fifth Policy Doc u m ent on Spatial Planning and

the Na ti onal Tra n s port Plan.

Reducing the del eterious impact of traffic on qu a l i ty - of - l i fe in urban areas call s

in the Co u n c i l ’s vi ew for a policy with the fo ll owing com pon en t s :

¬ A plan of c a m p a i gn for a co h erent approach to frei ght tra n s port in the ‘n et work

c i ty ’3 com prising vo lu n t a ry agreem ents with the tra n s port sector on load factors

for frei ght traffic in urban are a s ; the devel opm ent of ‘l ogi s tics park s’ in wh i ch

tra n s port - i n ten s ive activi ties are con cen tra ted and the rel a ted tra n s port can bet-

ter be coord i n a ted ; and the vi gorous prom o ti on of u rban distri buti on sys tem s

and ad d i ti onal stu dy of and dec i s i on-making on the con s tru cti on of u n der-

ground distri buti on sys tem s .

¬ Well reg u l a ted and well situ a ted tra n s port links: very good fac i l i ties for bi c ycl e

traffic and public tra n s port , the erad i c a ti on of t h ro u gh traffic from re s i den ti a l

a reas and the physical con s o l i d a ti on of traffic flows bet ween towns (also as a

means of f ac i l i t a ting interm odal tra n s port ) . It is essen tial that early provi s i on is

m ade for public tra n s port to new su bu rb s . More spec i a l i s ed or large-scale fac i l i-

ties wh i ch provi de a functi on for the city as a wh o l e , su ch as hospitals, t h e a tre s ,

s pecialist shop s , dep a rtm ent stores and ad m i n i s tra tive bu i l d i n gs need to be 

s erved by a tra n s port net work of excell ent qu a l i ty.

¬ A parking policy wh i ch en su res that the ex ternal costs rel a ted to space requ i re-

m en t s , not on ly down town but thro u gh o ut the urban are a , a re adequ a tely inter-

n a l i s ed .

¬ A policy of s el ective ad m i s s i on of f rei ght traffic into town s , also aimed at en co u r-

a ging the use of l ow - em i s s i ons veh i cl e s .

¬ Prom o ti on of c a r- s h a ri n g.

3 Con cept used by urban planners to den o te a po lycen tric (con tiguous) urban area ch a racteri s ed by tra f-

fic flows with a net work con f i g u ra ti on .
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¬ Di s co u ra gem ent of c a r-use in re s i den tial areas so as to en h a n ce the qu a l i ty - of - l i fe

in the direct living envi ron m en t . The close prox i m i ty of f ac i l i ties is crucial for

t h i s , as is a con c rete parking policy at the local distri ct level .

In ru ral areas it is de s i ra bl e , in the vi ew of the Co u n c i l , that mu ch more ef fort is

m ade to en su re that ex i s ting infra s tru ctu re bl ends harm on i o u s ly with the su rro u n d i n g

l a n d s c a pe , and the gre a test re s traint should be exerc i s ed in con s tru cting new infra s tru c-

tu re in green f i eld site s . If i n f ra s tru ctu re is de s i gn ed to be in harm ony with the ch a racter-

i s tics of an are a , this wi ll go a long way tow a rds en su ring public accept a n ce and su pport ;

the apprec i a ble ex tra costs wh i ch this invo lves must be rega rded as an integral part of t h e

i n f ra s tru ctu re costs if qu a l i ty - of - l i fe is to be pro tected in our co u n try. It can som eti m e s

be difficult to reconcile the need for noise abatem ent with maintaining spatial qu a l i ty in

the co u n trys i de . Noise screens can be vi su a lly intru s ive , cause habitat fra gm en t a ti on and

impair travell ers’ en j oym ent of the landscape thro u gh wh i ch they are travell i n g. Th i s

probl em can be overcome by taking an integra ted approach to tra n s port ae s t h etics wh i ch

is ad a pted to the specifics of the local situ a ti on so that the ch a racteri s tic natu ral and

s cenic fe a tu res of the landscape can be en j oyed by road - u s ers and train passen gers .

In du s trial ri bbon devel opm ent is a cause of real con cern .
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6 Mob i l i ty and acce s s

The main probl ems rel a ted to access arise in the net work cities wh ere tra f f i c

f l ows , both passen ger and frei gh t , a re incre a s i n gly interfering with one another. Th e s e

probl ems go beyond simply en su ring the free flow of i n tern a ti onal frei ght tra n s port ,

wh i ch has long been the focus of policy on traffic and infra s tru ctu re . Me a su res to re s tore

access are urgen t , but at the same time simply adding more infra s tru ctu re is unaccept-

a ble if degrad a ti on in spatial qu a l i ty is to be preven ted . The Council con s i ders that the

w ay forw a rd essen ti a lly lies in te chnical innova tion and pri ci n g.

The issue of i n c reasing infra s tru ctu re capac i ty calls for a hiera rchical approach .

Plans not yet finalised and infra s tru ctu ral bo t t l en ecks should be tack l ed using the fo l-

l owing approach and cri teri a :

¬ The first ch oi ce must be for soluti ons invo lving bet ter uti l i s a ti on of the ex i s ti n g

traffic infra s tru ctu re . On the su pp ly side this means app l i c a ti ons of i n form a ti on

and com mu n i c a ti ons tech n o l ogy ulti m a tely leading to autom a tic veh i cle gui-

d a n ce sys tem s . On the demand side , a proper sys tem for pricing the use of veh i-

cles and infra s tru ctu re is urgen t ly needed : va ri a ble ch a r ges wh i ch depend on the

p l ace and time at wh i ch use is made of the infra s tru ctu re . Equ i pm ent wh i ch en a-

bles su ch sys tems to be put into ef fect must be made ava i l a ble in the near futu re .

¬ Wh ere bo t t l en ecks remain wh i ch cannot be rem oved in this way, the Council can

accept an ex p a n s i on in capac i ty, provi ded this consists of an ad d i ti on to the exi s -

ti n g i n f ra s tru ctu re , and provi ded that the mod i f i c a ti on requ i red remains wi t h i n

an ex i s ting physical all oc a ti on of l a n d , or satisfies stri n gent planning cri teria rel a-

ting to the appropri a teness of the devel opm ent to its su rro u n d i n gs . The dec i s i on -

making needs to be built on a more ra ti onal fo u n d a ti on , wh i ch requ i res a bet ter

pricing sys tem .

¬ Expanding capac i ty by con s tru cting new linear infra s tru ctu re along new ro ute s

should be avoi ded other than in excepti onal circ u m s t a n ces wh ere crucial links

a re missing in a tra n s port sys tem wh i ch forms part of a well de s i gn ed spati a l

m odel , and wh ere these new el em ents are in harm ony with their su rro u n d i n gs .

These are more likely to be in the public tra n s port net work than in the road

n et work .

Now that our cities have become net work citi e s ,n ew demands are being made of

our public tra n s port sys tem . The ch a ll en ge is to iden tify sel ective , well - t a r geted inve s t-

m en t s . The Council advoc a tes - in ad d i ti on to con n ecting in to the intern a ti onal high -

s peed train net work - above all excell ent public tra n s port fac i l i ties bet ween mu l ti m od a l

n ode s , the early provi s i on of con n ecti ons to new cen tres of u rban growt h , and tangen ti a l
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con n ecti ons bet ween new metropolitan su b - cen tres to com p l em ent the cen tre - to - cen tre

con n ecti ons wh i ch have trad i ti on a lly been bet ter provi ded .

The pre s ent policy sets out ,s en s i bly, to retain major servi ce sector em p l oyers

( of f i ce s , etc.) in town s . In order to limit com muting to work by car, the policy is to

m a i n ly of fer these em p l oyers loc a ti ons wh i ch are excell en t ly served by public tra n s port

and with little by way of c a r- p a rking fac i l i ti e s : the so-call ed ‘A loc a ti on’ po l i c y. This po l-

icy needs to be urgen t ly mod i f i ed in order to prevent it from back f i ri n g.
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7 Recom m en d a ti ons 

¬ Stop burdening spatial planning policy with objectives for the transport sector at

national level, such as the reduction of national emissions and a shift in the

national modal split. This has proven to be insufficiently effective because generic

concepts such as, for example, the compact town do not permit sufficient recog-

nition to be given to the time- and location-specific nature of the adverse effects

of mobility and the different geographical levels at which they apply. Spatial plan-

ning policy does however have a major role to play in reducing the negative

impact of traffic on quality-of-life and access at the regional and local level.

¬ Im pre s s ive stri des forw a rd have been made in abating em i s s i ons by mod i f yi n g

conven ti onal tech n o l ogy, and this trend must be con ti nu ed and inten s i f i ed .

Soc i etal and po l i tical pre s su re has produ ced re su l t s , and must be maintained .

E m i s s i on redu cti ons ach i eved by prom o ting innova ti ons in veh i cle and fuel tech-

n o l ogy are su ch that previous trends in em i s s i ons have been revers ed , except for

C O2. Pro s pects for furt h er improvem ents con ti nue to be good . As far as po l i c y

i n s tru m ents are con cern ed , for a nu m ber of po llutants the Net h erlands mu s t

p u rsue the ro ute of reg u l a ti on (a n d en forcem ent) at the Eu ropean level . Ot h er

i n s tru m ents inclu de en su ring the wi de s pre ad app l i c a ti on of these innova ti on s ,

i n cen tives for produ cers and hauliers ,n i che managem en t , tax con ce s s i ons for

f u el - ef f i c i ent veh i cles and the establ i s h m ent of an envi ron m ental fund to pro-

m o te the early purchase of su ch veh i cl e s .

¬ E f forts and pre s su res need to be stepped up in order to bo l s ter po l i c y, pre s en t ly

l a n g u i s h i n g, with rega rd to em i s s i ons standards for ra i l , inland waterw ay tra n s-

port and marine shipp i n g, a l ong the same lines as the foregoi n g.

¬ As far as CO2 is con cern ed , con s i dera ti ons of co s t - ef fectiveness argue for the use

of econ omic instru m ents - cro s s - s ectoral carbon or fuel taxes or trade a ble em i s-

s i ons permits - in preferen ce to a policy spec i f i c a lly de s i gn ed to redu ce em i s s i on s

f rom the tra n s port sector. This wi ll open the door to a significant - and in the

Co u n c i l ’s vi ew, n ece s s a ry - con tri buti on from the tra n s port sector to the co s t -

ef fective redu cti on of cl i m a te - d i s ru pting em i s s i ons from the Dutch econ omy to

within the perm i t ted em i s s i ons cei l i n g. This wi ll help to also prom o te the inter-

n a l i s a ti on of ex ternal costs in the frei ght tra n s port sector, wh i ch has hitherto

been insu f f i c i en t .

¬ The ex ternal costs assoc i a ted with the autom obile have not been su f f i c i en t ly

i n tern a l i s ed . The va ri a bl e p a rt of the costs must be made high er. These high er

va ri a ble costs may be parti a lly or fully of fs et by redu cti ons in the fixed co s t s . An d

this va ri a bi l i s a ti on of the costs must be accom p a n i ed by a gre a ter d i f feren ti a ti o n

in taxes and levies (con ge s ti on ch a r ge s ,p a rking co s t s , a n nual car tax based on
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c rucial veh i cle attri butes su ch as em i s s i ons ch a racteri s tics and en er gy con su m p-

ti on ) . This differen ti a ti on should be ge a red more tow a rds reducing the ex tern a l

costs at times and in places wh ere the gre a test probl ems occ u r. The costs should

prefera bly be stru ctu red su ch that the user sees his costs increase as the ex tern a l

costs he imposes incre a s e , and sees them fall wh en the oppo s i te app l i e s .

¬ A tra n s form a ti on is needed in the way planners think abo ut tra n s port sys tem s .

We should be rega rding the con f i g u ra ti on and mod i f i c a ti on of tra n s port sys tem s

as a vital tool for exerting influ en ce on the spatial stru ctu re ra t h er than see k i n g

to ad a pt the tra n s port sys tem to the spatial stru ctu re .

¬ This argues for close coord i n a ti on of the con tent of the Fifth Policy Doc u m en t

on Spatial Planning and the Na ti onal Tra n s port Plan.

¬ In order to improve qu a l i ty - of - l i fe in urban are a s , a plan of c a m p a i gn is requ i red

for a co h erent approach to frei ght tra n s port in the ‘n et work city ’ com prising vo l-

u n t a ry agreem ents with the sector on load factors for frei ght traffic in urb a n

a re a s , the devel opm ent of ‘l ogi s tics park s’ in wh i ch tra n s port - i n ten s ive activi ti e s

a re con cen tra ted and coord i n a ted , the vi gorous devel opm ent of u rban distri bu-

ti on sys tems and ad d i ti onal stu dy of and dec i s i on-making on the con s tru cti on of

u n der ground distri buti on sys tem s .

¬ Im provem ents in qu a l i ty - of - l i fe also requ i re : well reg u l a ted and well situ a ted

tra n s port links: very good fac i l i ties for bi c ycle traffic and public tra n s port ,t h e

erad i c a ti on of t h ro u gh traffic from re s i den tial areas and the physical con s o l i d a-

ti on of traffic flows bet ween towns (also as a means of f ac i l i t a ting interm od a l

tra n s port ) ; a parking policy wh i ch en su res that the ex ternal costs rel a ted to space

requ i rem en t s , not on ly down town but thro u gh o ut the urban are a ,a re adequ a tely

i n tern a l i s ed ; a policy of s el ective ad m i s s i on of f rei ght traffic into town s ,a l s o

a i m ed at en co u ra ging the use of l ow - em i s s i ons veh i cl e s ; prom o ti on of c a r- s h a-

ri n g ; and disco u ra ging the use of c a rs in re s i den tial are a s . The close prox i m i ty of

f ac i l i ties frequ en ted daily is crucial for this, as is a con c rete parking policy at the

l ocal distri ct level . It is essen tial that early provi s i on is made for public tra n s port

to new su bu rb s .

¬ It is de s i ra ble that mu ch more ef fort is made to en su re that ex i s ting infra s tru c-

tu re bl ends harm on i o u s ly with its su rro u n d i n gs in ru ral are a s , and the gre a te s t

re s traint should be exerc i s ed in con s tru cting new infra s tru ctu re in green f i el d

s i te s . It can som etimes be difficult to reconcile the need for noise abatem ent wi t h

maintaining spatial qu a l i ty in the co u n trys i de . This difficulty can be overcome by

taking an integra ted approach to tra n s port ae s t h etics wh i ch is ad a pted to the

s pecifics of the local situ a ti on so that the ch a racteri s tic natu ral and scenic fe a tu-

res of the landscape can be en j oyed by road - u s ers and train passen gers . In du s tri a l

ri bbon devel opm ent must be re s i s ted .
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¬ Good access to companies and to goods and passenger transport facilities is an

urgent matter, but at the same time simply adding more infrastructure is unaccep-

table if degradation in spatial quality is to be prevented. The Council considers

that the way forward essentially lies in technological innovation and pricing. Plans

not yet finalised and the resolution of capacity problems should be tackled using

the following approach and criteria:

The first choice must be for solutions involving better utilisation of the existing

traffic infrastructure.On the supply side this means automatic vehicle guidance

systems.On the demand side,a proper system for pricing the use of vehicles and

infrastructure is urgently needed. Equipment which enables such systems to be

put into effect must be made available in the near future.

Where bottlenecks remain which cannot be removed in this way, an expansion in

capacity is acceptable provided this consists of an addition to the existing infra-

structure, and providing the modification required remains within an existing

physical allocation of land, or satisfies stringent planning criteria relating to the

appropriateness of the development to its surroundings. The decision-making

needs to be built on a more rational foundation, which demands a better pricing

system (see recommendations 4 and 5).

Expanding capacity by constructing new linear infrastructure along new routes

should be avoided other than in exceptional circumstances where crucial links are

missing in a transport system which forms part of a well designed spatial model,

and where these new elements are in harmony with their surroundings. These are

more likely to be in the public transport network than in the road network.

¬ A central pivot in the strategy to maintain or enhance access consists of the deve-

lopment of an integrated multimodal network for passenger traffic, with a signifi-

cant share being taken by public transport on congestion-prone routes. The

public transport system must be improved through selective investments of a stra-

tegic nature. In addition to connecting in to the international high-speed train

network,this means in particular providing excellent public transport facilities

between multimodal nodes,the early provision of connections to new centres of

urban growth,and tangential connections between new metropolitan sub-centres.

The policy of discouraging commuting to work by squeezing parking facilities

needs to be reconsidered as it can backfire by causing employers to relocate.
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Annex:  Composi t ion  of  the  Counci l fo r Housing , Spat ial  P lannin g

and the  Environment

The Counci l for  Housing , Spatia l P lanning and the  Envi ronm ent  is

made up as fol lows:

Dr Th. Quené, Chairman

Ms M.M. van den Brink

Mr L.C. Brinkman

Ms M. Daalmeijer

Professor J.W. Duyvendak

Professor R. van Engelsdorp Gastelaars

Mr J.J. de Graeff

Professor W.A. Hafkamp

Ms F.M.J. Houben

Professor J. de Jong

Ms M.C. Meindertsma

Mr P.G.A. Noordanus

Professor I.S. Sariyildiz

Proffessor J. van der Schaar

Professor W.C. Tu r k e n b u r g

Mr T.J. Wa m s

Ms L.M. Wo l f s - K o k k e l e r

O b s e r v e r s

Mr J.A. Vijlbrief, on behalf of the Central Planning Bureau

Professor N.D. van Egmond, on behalf of the RIVM

(National Institute for Public Health and Environment)

Mr Th.H. Roes, on behalf of the Social and Cultural Planning Bureau

Gene ra l  Secre tary

Mr H. Kieft

External member of the working party which prepared this advice

Professor F. le Clercq, Twijnstra Gudde and University of Amsterdam 

Secretariat personnel involdes with this advice

Mr P.A. van Driel

M r. J.L. ten Broek

Ms J. Crince-van der To l

Ms M.P. Hoogbergen

Mr H. Kieft

Ms M.A.C.C. Oomen
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