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Abstract

This paper addresses the topic of urban freight data collection. Survey work was carried out with experts in eleven European countries to describe and compare urban freight transport data collection efforts to better understand what currently takes place and to identify examples of good practice. The extent of urban freight data collection varies significantly between the European countries surveyed Much of the existing urban freight data is found to come from the disaggregation of national survey results. The paper identifies the most commonly identified gaps in data collection, as well as the need for greater standardisation in data collection methods and in analysis and reporting of this data.
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1. Introduction 

Freight data is collected for a wide range of reasons including:

· Investigating specific projects and initiatives

· Government monitoring and performance measurement

· To meet requirements of EC Directives

· To produce national estimates

· For freight transport modelling and forecasting

· Legal requirement for licensing and safety controls

· Crime investigation (e.g. speeding and loading offences)

· Commercial monitoring (i.e. company vehicle operating and marketing data) 

· Helping to inform the development of regulations and policy measures 

In most countries the national government is the main collector of freight transport data. This usually takes place as part of larger, national surveys that include an urban component. Much of this freight data collected by national governments is reported at a national scale (i.e. it does not distinguish between urban and non-urban freight). It can be possible to disaggregate some urban freight data from these sources. However, extracting urban freight data from these national surveys can prove difficult. Main difficulties in extracting data include:

· It is dependent on time availability of the national government survey staff. 

· Vehicle operator surveys carried out to meet the requirements of the EU Directive on Freight Statistics are often based on vehicle activity, not specific geographical location, so both urban and non-urban data is collected (and is sometimes difficult to separate).

· Sample sizes for smaller urban areas are likely to be relatively small in such vehicle activity surveys.

Many urban authorities also carry out either periodic or occasional vehicle traffic counts that include goods vehicles but do not tend to carry out surveys of goods vehicle operations. Often, the only data collection efforts that focus solely on urban freight transport are surveys carried out in specific towns or cities. These have usually been conducted on a one-off basis as part of a review of urban freight strategy or to assist in making an urban planning decision.

This paper is based on work carried out in the EC established the Co-ordination Action (CA) on BEST Urban Freight Solutions II (BESTUFS). The purpose of the task carried out in BESTUFS was to collect, compare and describe urban freight transport data collection approaches in different European countries in order to better understand what currently takes place and to identify examples of good practice. The paper contains a synthesis of information provided by freight transport experts to the questionnaire carried out at a national level in the following European countries:  Belgium, France, Germany, Hungary, Italy, Netherlands, Portugal, Spain, Sweden, Switzerland, and the United Kingdom. The paper contains a summary of the findings about the following topics:

· The current state of urban freight data collection: including national reviews of freight data collection, the current extent of urban freight data collection, methodologies used, and gaps in freight data that have been identified. 

· Details of the range of urban freight data currently collected in each country including the most useful and innovative data collection exercises.

· Urban freight transport indicators used in the countries surveyed.

The final section provides conclusions and recommendations for future urban freight data collection based on the findings of the survey work. This includes consideration of important gaps in the data, and the methodologies and approaches used in collecting the data. 

2. National reviews of freight data collection

Reviews of freight data collection have taken place in a few of the countries surveyed, as well as in other countries outside the EU. Such reviews are typically used to establish what data is being collected, why and how it is being collected, and the extent to which the data being collected meets the data requirements in terms of factors such as supporting freight policy decision-making and freight modelling. However, where such reviews have taken place, they tend to be concerned with freight data at a national level, rather than specifically at an urban level. 

In Germany, an inventory of all data collected that concerned commercial traffic was carried out between 1997–2000 by a special research team on behalf of the German Ministry of Transport. The objective was to review the available data on commercial traffic to identify possible extensions to existing data collections and also to produce recommendations to overcome possible deficits in the existing data collected. 

In the UK, the Department for Transport commissioned “The Review of Freight Modelling Project” which took place between 2001 and 2003 (WSP, et. al., 2002). This project considered data requirements and data sources currently available in UK for freight modelling purposes. Much of the review was at the national and regional scales, but urban scale was considered. Work by the University of Westminster for Transport for London (TfL) has reviewed freight data sources for London (Browne et al., 2004).

In France, a review carried out on behalf of the French Ministry of Transport in 1994 concluded that there was a major lack of urban freight data collection. Ambrosini and Routhier (2004) compared urban freight survey work in several countries including France. 
In the USA, a review was carried out by the US Transportation Research Board (TRB) into national freight data in 2003 (TRB, 2003). A scoping study was recently completed in Australia on freight data issues. Again, the consideration were focussed on national rather than urban freight data (Austroads, 2006). 

A brief review of urban freight data in member countries took place as part of the OECD report on urban freight transport in 2003 (OECD, 2003). The BESTUFS project has also previously examined urban freight data in 17 selected European countries, in terms of the availability of such data (BESTUFS, 2000 and 2003). 

The methodology for road freight data that is required to be collected and submitted to Eurostat by Member States under Council Regulation 1172/98 is also reviewed at regular meetings of members of national transport ministries/departments. This road freight data is typically published at a national level but contains data about urban freight transport activity within it (Eurostat, 2006). 

3. Changes in urban freight data collection

The availability of urban freight data has tended to remain the same or improve in the surveyed countries over the last five years. 

In countries in which urban freight data availability has improved this has either been the result of new national freight surveys from which urban activity can be disaggregated (for example, the company-registered van survey by the UK Government Department for Transport and the KID survey carried out in Germany in 2002), or one-off projects and data collection efforts at an urban scale (for example survey work in the Italian cities of Rome, Milan and the Emilia Romagna region, data collection in Liege and Ghent in Belgium, urban freight transport profiling in the Dutch cities of Amsterdam, Utrecht and Rotterdam as part of the Connekt MG-11 project, and survey work in UK urban areas including Ealing and Bexleyheath in London, and Newton Abbot in Devon as part of Freight Quality Partnerships).  

Some of the most innovative, large-scale urban freight transport data collection and modelling exercises in Europe took place in France approximately ten years ago. It was made possible due to government funding.  Three large combined establishment-driver surveys were carried out in Bordeaux, Dijon and Marseilles. The results showed the relevant relationships between the industry and the logistics organisation. Some one-off urban surveys have taken place in French cities since then but on a far smaller scale.

It should be noted that in some of the countries surveyed such as Hungary and Portugal there have been few efforts to collect urban freight data in the past ten years. However, this situation is expected to improve in Portugal over the next five years as a result of increasing congestion and concern about environmental problems. 

In several other countries, experts expect urban freight data collection to improve over the next five years as a result of it receiving greater attention from policymakers as they attempt to improve its efficiency and reduce its negative impacts. 

4. Country comparison of urban freight data collected

The freight experts surveyed were asked about the existence of a range of categories of urban freight data in their country. The experts identified relevant urban freight data sources for each of these categories and provided information about the issues concerning these sources including the name of the survey/data source, the reason for the data collection, the frequency of data collection, the type of data collected, sample size and units of measurement used.

The responses provided by the freight experts were used to distinguish the types of urban freight data collected in each of the eleven countries surveyed, and it was possible to identify several key points: 

· The range and quantity of urban freight data varies substantially between (and even within) countries. 

· The regularity with which urban freight data is collected also varies between countries and between types of data. In some cases, data is collected on a continuous basis as part of a national government survey while, at the other extreme, data is sometimes only collected in a single one-off survey that is never repeated. 

· The body responsible for organising the data collection also varies depending on the type of urban freight data in question. In many cases the data is collected by the public sector (either by a tier of government or by academics as part of a research project). However, in some cases (especially with data concerning operating costs, the structure of the freight transport and logistics industry, thefts from goods vehicles, freight activity using non-road modes, and goods vehicle data from vehicle tracking systems) private sector organisations are responsible for data collection. Such organisations can include individual companies, trade associations, chambers of commerce, insurance groups etc.

· In the case of data collected by public sector organisations, the tier of government at which the data collection takes place can vary. Some data is collected by national government (especially that data required to be collected by EU legislation – such as goods vehicle activity data), some is collected by regional government, and some is collected by urban/municipal authorities. 

· It is not always the case, but urban freight data collected by national government is often collected on an on-going basis, while some of the freight data collected by urban authorities takes place on a one-off basis as part of a specific study. Specific urban surveys are generally not co-ordinated at the country level except in France, through a National Program, which exists since 1994. In Italy, the Emilia-Romagna Region carried out a urban freight regional program.

· In some cases, freight data collected at an urban level is collected in all urban areas within a country (e.g. traffic count data). However, in other cases it is only collected in one or several urban areas (especially when it is collected as part of a specific study). 

· Urban freight data that is collected by national governments as part of continuous or occasional national survey work needs to be disaggregated from the overall dataset in order to be useful for urban freight analysis. The level of difficulty involved in disaggregating urban data from national freight datasets varies depending on how the data has been collected and coded. In some cases, disaggregation is not possible.  

Table 1 contains a summary and comparison of this information for all eleven countries
. There are two columns in the table for each country. The first column indicates whether or not such urban freight data is collected. The second column indicates the level at which this data is collected (national, regional or urban government, or collected by commercial organisation). 

Table 1: Urban freight data collected in the countries surveyed

	Type of data collection exercise/survey
	Belgium
	France
	Germany 
	Hungary
	Italy
	Netherlands
	Portugal
	Spain
	Sweden
	Switzerland
	United Kingdom

	Commodity flow survey
	(
	NS
	(
	
	(
	
	(
	
	(
	
	(
	
	(
	
	(
	
	(
	NS
	(
	NS
	(
	

	Site/Land Use/Establishment surveys
	(
	NS
	(
	SUS
	(
	NS
	(
	
	(
	
	(
	RS
	(
	
	(
	OUS
	(
	
	(
	
	(
	SUS

	Goods vehicle activity surveys (including driver diary surveys)
	(
	NS
	(
	NS
	(
	NS
	(
	SUS
	(
	NS
	(
	SUS
	(
	NS
	(
	NS
	(
	NS
	(
	NS
	(
	NS

	Shipper surveys
	(
	OUS
	(
	NS
	(
	SUS
	(
	
	(
	CD
	(
	
	(
	
	(
	SUS
	(
	
	(
	NS
	(
	

	Receiver surveys
	(
	SUS
	(
	SUS
	(
	SUS
	(
	
	(
	SUS
	(
	SUS
	(
	
	(
	SUS
	(
	
	(
	NS
	(
	SUS

	Good vehicle fleet licensing data
	(
	NS
	(
	NS
	(
	NS
	(
	SUS
	(
	NS
	(
	NS
	(
	NS
	(
	RS
	(
	NS
	(
	NS
	(
	NS

	Traffic counts
	(
	AUS
	(
	AUS
	(
	NS
	(
	SUS
	(
	SUS
	(
	SUS
	(
	NS
	(
	SUS
	(
	NS
	(
	SUS
	(
	AUS

	Distribution industry surveys
	(
	
	?
	
	(
	CD
	(
	
	(
	CD
	(
	NS/CD
	(
	
	(
	
	(
	
	(
	
	(
	CD

	Vehicle operating cost surveys
	(
	NS
	(
	NS
	(
	CD
	(
	
	(
	NS
	(
	CD
	(
	
	(
	RS
	(
	
	(
	CD
	(
	CD

	Loading/unloading/parking infrastructure data for goods vehicles
	(
	OUS
	(
	SUS
	(
	
	(
	OUS
	(
	
	(
	AUS
	(
	SUS
	(
	SUS
	(
	
	(
	
	(
	

	Data on road accidents involving goods vehicles
	(
	NS
	(
	NS
	(
	NS
	(
	OUS
	(
	NS
	(
	NS
	(
	NS
	(
	AUS
	(
	NS
	(
	NS
	(
	NS

	Data on lorry/lorry load thefts
	(
	NS
	(
	NS
	(
	CD
	(
	
	?
	
	(
	NS
	(
	
	?
	
	?
	
	(
	CD
	(
	NS

	Employment surveys in freight transport and logistics industry
	(
	NS
	(
	NS
	(
	NS
	(
	
	(
	NS
	(
	NS
	(
	NS
	(
	NS
	?
	
	?
	
	(
	NS

	Land use databases for town/city needed for freight modeling
	(
	
	(
	
	(
	NS
	(
	
	(
	OUS
	(
	
	(
	SUS
	?
	
	?
	
	?
	
	(
	NS

	Port freight traffic data in the urban area
	(
	OUS
	(
	CD
	(
	CD
	(
	
	(
	
	(
	NS
	(
	
	?
	
	?
	
	?
	
	(
	NS

	Rail freight traffic data in the urban area
	(
	
	?
	
	(
	CD
	(
	
	(
	
	(
	OUS
	(
	
	?
	
	?
	
	?
	
	(
	NS

	Inland waterway freight traffic data in the urban area
	(
	
	(
	CD
	(
	CD
	(
	
	(
	
	(
	NS
	(
	
	?
	
	?
	
	?
	
	(
	NS

	Airport freight traffic data in the urban area
	(
	
	(
	CD
	(
	CD
	(
	
	(
	
	(
	NS
	(
	
	?
	
	?
	
	?
	
	(
	NS

	Freight informatics data (from cameras, sensors & other automatic data capture devices)
	(
	
	(
	
	(
	
	(
	
	(
	
	(
	CD
	(
	
	?
	
	?
	
	?
	
	(
	CD

	Vehicle safety and maintenance
	(
	
	(
	
	?
	
	(
	
	(
	
	(
	NS
	(
	
	?
	
	?
	
	?
	
	(
	NS


Key to Table 1: 
( - freight data is collected

( - freight data is not collected
? - uncertainty exists about whether freight data is collected

NS = national survey/data collection
SUS = survey in some urban areas

RS = regional survey/data collection
OUS = survey in one urban area

AUS = survey in all urban areas
CD = data collected by companies, trade associations or other commercial organizations

5. Methodologies and approaches in freight data collection 

The information provided by freight data experts has indicated the breadth of different techniques that are currently being used to collect urban freight data. These techniques include:

· Interviews with freight transport company manager

· Interviews with receivers

· Interviews with shippers

· Roadside interviews with drivers

· Group discussions (including discussions with drivers, representatives from a single supply chain, representatives from different supply chains) 

· Questionnaires sent to freight transport company managers/drivers

· Questionnaires sent to receivers

· Questionnaires sent to shippers

· Accompanied trips with goods vehicle drivers

· Parking and loading activity surveys (i.e. observation surveys)

· Parking and loading infrastructure/inventory surveys

· Traffic counts (manual and automatic) 

· Aerial photography

· Data collection using new technology including:

· Use of satellite tracking data containing goods vehicle activity

· Use of roadside camera data (including automated number plate recognition (ANPR) data

· Use of weigh-in-motion (WIM) technology to measure axle weight of a moving vehicle 

Obviously the technique used to collect data will be influenced by the type of data that is being collected and the use to which it is being put (for instance data used to provide a quick snap-shot of an exiting situation is likely to be collected using a different methodology and sampling approach to data used as an input to a freight model). 

Both face-to-face, postal and electronic questionnaires have been carried out. Interviews have been conducted face-to-face and by telephone. In the case of detailed interviews, these are often carried out face-to-face because the topics and questions can be both lengthy and complicated. 

Large-scale national freight surveys in the European countries surveyed tend to make use of postal questionnaires. These surveys usually have high response rates due to the fact that they are often statutory surveys. In addition, these surveys usually have a well developed and refined methodology and sampling approach – this is a reflection of the time over which the survey has been taking place and the resources available to carry it out. 

Interviews and group discussion techniques tend to be more widely used in one-off or occasional data collection exercises that take place in a specific urban area. This is due to the cost of these approaches in a national survey. Data collection exercises in a specific urban area tend to also make use of all the other techniques listed above. 

As a result of budgetary and time constraints, sample sizes for one-off data collection exercises in specific towns and cities are often small and not statistically representative. This makes the comparison of data over time and between different urban areas very difficult. 

New technology offers the possibility to collect significant quantities of urban freight data at relatively low cost (compared with previous techniques). However satellite tracking (GPS) coupled with on board data processing is not commonly used for public data collection. Consideration of such techniques to collect urban freight data raises many questions about: (i) its legality (for instance the use of roadside cameras to record vehicle details is not currently allowed in Germany), (ii) the need to supplement this data with other data as these new technologies do not provide all the data that would have been collected in a traditional survey, and (iii) the co-operation and agreement needed between the public and private sector to share this data. 

6. Gaps in urban freight data

The responses provided by freight transport data experts in ten European countries carried out as part of this project have identified a range of urban freight data gaps. These gaps have implications both for understanding urban freight transport activity patterns and also for developing urban freight models. Issues that have been identified by the experts in considering urban freight data gaps include:

· In some countries relatively little urban freight data is collected. In these countries, data gaps are substantial. This lack of data is often based on a lack of appreciation of the need for urban freight data by national, regional and urban governments.

· Even when urban freight data is being collected, it is common for different data collection exercises (either in the same country or in another country) to use different data collection methodologies. This results in data gaps when comparisons between datasets are attempted. In addition, reporting of freight data and analysis of data varies between studies carried out.

· The experts have identified a wide range of specific urban freight data gaps. Common data gaps mentioned by several experts include: (i) data about light goods vehicle activity (i.e. up to 3.5 tonnes gross weight), (ii) data about the supply chain as a whole (i.e. the links between urban freight activity and the freight activity upstream in the supply chain), (iii) data about freight and logistics infrastructure to and from which urban freight activity takes place, (iii) sectoral data about urban freight activity (i.e. much urban freight data does not distinguish the type of supply chain involved and goods carried), (iv) data about loading and unloading operations and infrastructure for goods vehicles, (v) insufficient geographical detail about goods vehicle trips in urban areas, (vi) data collection concerning the trips carried out by consumers for the purposes of shopping (which is a form of urban freight transport but which is often not defined as such for the purposes of urban freight data collection exercises), (vii) insufficient freight data for non-road modes, and (viii) often relatively little information is available about how data was collected and processed, and about the reliability and representativeness of the data. 

· National surveys are often not sufficiently detailed and not locally representative to contribute efficiently to modelling and decision making in the urban areas.

· In thinking about data gaps it is necessary to consider the different uses of urban freight data. It can be used in its own right by policymakers and researchers to understand existing patterns of freight flow and vehicle activity, to monitor freight performance and responses to policy measures. Freight data can also be used as an input to modelling exercises. 

7. Urban freight transport indicators 
Respondents were asked to provide details of indicators used by governments or researchers to measure the performance of urban freight transport in their countries. They were also asked to include details of any urban freight transport indicators that they thought would be useful even if they were not aware of the indicator being used currently.

The responses suggest that there are few indicators that are currently in use by national, regional or local governments in the surveyed countries to monitor the performance of urban freight transport. The most commonly used indicators are related to road freight and include: goods vehicle trips, and goods vehicle kilometres (usually based on traffic count data). However, even these indicators are not available in many European urban areas. 

Other indicators that are commonly used by governments to measure and monitor freight transport at a national level include: tonnes lifted (by road and other modes), and tonnes moved (i.e. tonne-kilometres by road and other modes). However these indicators are often not available at an urban scale. Several of them are less efficient at an urban scale than at a interurban scale (for example tonne-kilometre by road is not easily connected with road use due to the great variety of packaging and size of vehicles used in urban areas).

Other national freight transport indicators used by governments in one or more European countries include:

· Freight Intensity (of heavy goods vehicles - tonne-kilometres / GDP)

· Lorry traffic intensity (of heavy goods vehicles - vehicle kilometres / GDP)

· Energy intensity (Fuel consumed per tonne-kilometre)

· Average length of haul

· Lading factor

· Empty running

None of the indicators listed above has been calculated for urban freight transport (with the exception of average length of haul, lading factor and empty running in London, produced from data disaggregated from the national survey). This is due to the data requirements of doing so, and a lack of consideration of freight indicators at the urban scale by all tiers of government.

A few research projects have produced other indicators of urban freight transport. A selection of these from projects carried out in France and the UK are shown in Table 2. These indicators have been calculated from one-off data collection exercises that have not been repeated. In the case of France, all of the indicators shown in Table 2 can be calculated using the FRETURB model developed by Laboratoire d'Economie des Transports (LET) at the University of Lyon. 

It is important to note that the questionnaire responses have highlighted that there is little common understanding or agreement about what constitutes an urban freight transport indicator. Also, it is not always clear from respondents’ answers whether an indicator that they have identified is currently in use or is being suggested as a potentially useful indicator.

Table 2: Urban freight transport indicators used in research projects in France and the UK 

	Title and description of the urban freight indicator
	Units in which the indicator is measured

	Loading/unloading density


	Number of deliveries and pick-ups per km2 in a zone

	Loading/unloading intensity per activity


	Number of deliveries and pick-ups per activity in a zone

	Loading/unloading time


	Number of hours of on street double parking for delivery or pick-up in a zone, per vehicle, per activity

	Ratio: Number of Loading/unloading 
	Number of deliveries and pick-ups per week per employee in an activity

	Length covered for Loading/unloading 


	Number of kilometres for one delivery or pick-up in a zone, per vehicle, per activity

	Average length of the first trip from platform to the delivery area (“marche d’approche”)
	Km

	Average distance travelled per collection/delivery
	Kilometres per collection or delivery

	Total distance travelled on roads in urban area transporting goods by HGV, rigid lorries, and LGV (<3.5 t) used 
	Total vehicle km per week in urban areas

	Average time taken per delivery
	Minutes per delivery

	Average speed per round (including and excluding stops to make deliveries) 
	Km per hour

	Greenhouse gas

and pollution
	- g pollutant per km travelled

- g CO2 per km travelled 

- litre of fuel per km according to the zone, the vehicle, the activity.


8. Conclusions and recommendations 

8.1 Methodologies and approaches

A wide range of different techniques are currently being used to collect freight data in urban areas in Europe. These range from postal questionnaires and interviews to observation surveys and electronic data capture using satellite tracking and roadside cameras. 

All of the techniques currently in use are likely to remain useful in future. However, new technology (such as satellite tracking, roadside camera and weigh-in-motion data) has major potential to provide significant quantities of urban freight data at relatively low cost (compared with other traditional techniques). Consideration is required in order to determine how these new data sources and collection techniques should be used, how they should be supplemented with other data and how best to manage this data and integrate it with other existing data. Although potentially very helpful, some of these new technologies do not provide all the data that would have been collected in a traditional survey (for example satellite tracking data does not provide the same amount of information about trip purpose and type and quantity of goods carried as a trip diary completed by a vehicle operator). More generally, new techniques for data collection are mainly oriented to traffic and trip (itinerary) data collection. They cannot replace the traditional collection of land use data, behavioural qualitative data necessary for decision making analysis. In addition, some of these new technologies are not currently allowed in some countries. For example, in Germany the use of roadside cameras to record vehicle details is not currently legal. 

The potential use of urban freight data collected by new technologies also raises issues about the extent of co-operation and agreement needed between the public and private sector to share this data. At present, satellite tracking data is the property of private companies. Public organisations need to work closely with these private companies to overcome issues concerned with funding and confidentiality in order to obtain access to it. 

Large-scale national freight surveys in European countries are likely to continue to be of assistance in providing some insight into urban freight operations. These surveys usually have a well developed and refined methodology and sampling approach. However, the level of insight they provide is determined by the ease with which urban freight data can be disaggregated from the total data. Therefore efforts to ease the disaggregation process should be encouraged. This is likely to include reconsideration of the level of geographical detail provided in the data collected and also in terms of the ways in which the data is coded. 

However, there is little indication that the level of large-scale national freight surveys in many of the European countries studied is likely to increase in the coming years. Therefore urban freight data collection initiatives will be required to be carried out at an urban level and this is likely to require support and resources from urban/municipal authorities. 

There is a need for greater standardisation in data collection methods and in analysis and reporting of this data. There is also a need for joint efforts between those working with urban freight data in different European countries to work jointly in establishing suitable urban freight transport methodologies and analyses (including indicators) so that data are more comparable. Also mechanisms should be established to encourage the sharing of data collection methodologies and actual freight data between projects, cities and countries.

Another concern is the gap in the harmonisation of the various local data gathered in a single urban area. A method of nested surveys may be useful. (for example, the combined establishment-driver surveys carried out in France were efficient for providing insight into the relationship between commodity flows, vehicles flows and urban logistics in different industrial sectors).

Issues concerning the availability and reliability of the data required for urban freight modelling (together with the lack of resources available to develop such models in the first place) mean that, with a few exceptions, relatively little has taken place in urban freight modelling to date. This situation may improve as national, regional and urban authorities realise the importance of urban freight. However, major increases in resources to collect urban freight data are likely to be necessary in order to meet the data requirements of urban freight modelling exercises.

8.2 Addressing gaps in urban freight data collection

A wide range of urban freight data gaps have been identified by the freight experts participating in this study. The most commonly mentioned data gaps include:

· data about light goods vehicle activity 

· data about the supply chain as a whole 

· data about freight and logistics infrastructure to and from which urban freight activity takes place

· data about loading and unloading operations and infrastructure for goods vehicles

· geographical data about goods vehicle trips in urban areas

· data about trips carried out by consumers for the purposes of shopping 

· speed and route data for goods vehicles

· data for non-road modes

· data for urban services flow (supplying residential and commercial buildings, and network maintenance (e.g. gas, electricity, water) 

· costs linked to the logistics of the last kilometre 

It should be noted that some of these data gaps exist at the national and regional as well as the urban scale. In some countries efforts are being made to fill some of these gaps through national freight data collection (e.g. the KID survey in Germany and the Company Van survey in the UK to collect data about light goods vehicle operations). Depending on the sample sizes involved, it may be possible to disaggregate these national surveys in order to obtain some urban data. In other cases, specific urban surveys can help to address some of these gaps (such as the surveys carried out by LET in France during the 1990s). 

It would appear that in general there is little resource or desire among local, regional and national government officials in several of the countries surveyed to extend urban freight data collection at present. However, this is not the situation in all countries and cities. In London, for example, Transport for London has recognised the importance of freight transport in the city and is now making greater resources available for freight transport initiatives and data collection. The Transport for London example suggests that senior personnel in government need to be persuaded of the importance of urban freight transport and, linked to this, the need for urban freight data collection. 

At present, there is a lack of co-ordination between different tiers of government in thinking about the collection of urban freight data. By working more closely together it would be possible for these governmental organisations to achieve more with their existing resource. 

In spite of the increasing concern displayed by the local authorities, their perspective and service provision is often not sufficiently focused towards urban logistics. It is thus important to develop the training required for this service provision.
The survey work carried out as part of this report has identified that some urban freight data publications and reports contain relatively little information about how the data was collected and processed, and about the reliability of the data. This can be overcome through ensuring that freight data collection exercises are well documented. Improved information would assist others in using the data to make comparisons with data collected in other urban areas (both nationally and internationally). 

It is important to recognise that urban freight data is required for different purposes. It can be required: (i) to provide an understanding freight operations and to monitor the effects of policy measures, and (ii) for forecasting with the help of urban freight models. The use for which the data is required can affect the data collection methodology, and the quantity of data required. In some urban areas sufficient urban freight data has been collected in order to have some understanding of freight operations, in other urban areas too little data has been collected to achieve even a basic understanding. Even in those urban areas in which much urban freight data has been collected in past surveys, the lack of repeat surveys in subsequent years can result in a deterioration in this understanding. 

8.3 Concluding remarks

Urban freight data serves a wide range of uses and is extremely important in helping public and private sector decision-makers to ensure that urban freight transport takes place in as efficient and sustainable a manner as possible. Without such freight data it is extremely difficult for national, regional and urban authorities to make decisions about issues including road space allocation and congestion, freight transport’s role in energy consumption and air quality, safety and security issues associated with freight transport, modal shift, and land use planning. Due to the great complexity of the urban goods transport system, it appears that the effort to improve the methods of surveying and data harmonisation that has begun in the past few years must be continued, in order to achieve a good, detailed understanding of urban logistics.

The extent of urban freight data collection varies significantly between the European countries surveyed. In addition, even in countries with the greatest quantity of urban freight data, most of this is derived from the disaggregation of data collections that take place at a greater geographical scale than the urban area. Freight data is currently collected by a large number of different organisations including: national, regional and urban governments, other public sector bodies and agencies on behalf of these governments, as part of one-off studies and projects, and by private sector organisations including industrial, retail, service and transport companies, trade associations and market research companies. These urban freight data collection efforts are not currently co-ordinated, and this results in many different data sources and data sets that vary widely in quality and methodology, making comparisons and combinations of them difficult or impossible. Even in the countries in which the greatest quantity of urban freight data is collected, when all of this urban freight data is brought together, it still does not provide a comprehensive picture of the urban freight transport system. Instead the picture provided is patchy and unreliable. 

The quantity and coverage of available urban freight data in all countries surveyed is still far less than either: i) freight data available at a national level, or ii) urban passenger transport data. This is due to the fact that all levels of government have traditionally focussed on passenger transport data collection rather than freight data (at national, regional and urban levels), together with the fact that much freight data (urban and elsewhere) is held by private organisations and is not made generally available by them. In addition, urban authorities tend to have far fewer resources available for continuous or periodic freight data collection than national governments.

The description provided in this report is a first step towards a better understanding of the state of urban freight data collection in Europe. It is important to focus on how to make best use of existing national and urban freight data collection resources in order to maximise the usefulness of the urban freight data collected. As new resources for urban freight data collection are made available, it is important that steps have been taken to ensure that it is directed towards collecting the most important data (based on a prioritisation of urban freight data gaps and needs), and that suitable methodologies, data analysis approaches, and reporting standards have been put in place. 

Further information
The full project report contains a summary of the current status of urban freight data collection in each of the eleven countries surveyed as well as what are considered by respondents to be the most important urban freight data collection exercises in each country and the key gaps in existing data collection efforts (BESTUFS, 2006). The report can be obtained from the BESTUFS website at: http://www.bestufs.net
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