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1. EXECUTIVE SUMMARY

This report examines the challenges and opportunities associated with coach access to cities,
with a particular focus on coach tourism. It is one of three complementary EGUM studies
exploring the impacts of urban access regulations on freight and passenger transport.

Purpose and context

Across Europe, cities are increasingly implementing Urban Vehicle Access Regulations
(UVARS), including Low-Emission Zones (LEZs) and Zero-Emission Zones (ZEZs), to improve
air quality, reduce congestion, and reclaim public space. While these measures advance
sustainability goals, they are also creating new barriers for coach operators, primarily small
and medium-sized enterprises serving tourism, education, and community mobility. The report
aims to document these challenges, reflect city perspectives, and identify good practices that
can support both sustainable urban mobility and the economic vitality of coach-based travel.

Key findings

1. The Role of Coaches in Sustainable Tourism

o City perspective: Cities acknowledge tourism’s value but are concerned about
congestion, nuisance and infrastructure pressures. Some are promoting decentralised
tourism and restricting large vehicles in historic centres.

o Operator perspective: The coach industry highlights its environmental efficiency,
affordability, and inclusivity. Coaches emit comparable greenhouse gases to rail per
passenger-kilometre, replace dozens of cars, and support local economies—generating,
for example, €14.3 billion annually in Germany and €9.6 billion for the local economy in the
UK. The sector argues that restricting access undermines both sustainable and socially
inclusive tourism as well as community mobility and education.

2. Access challenges

e Zonal access: Rapid introduction of LEZs/ZEZs is outpacing the market availability of
zero-emission coaches and the development of dedicated charging infrastructure.

o Physical infrastructure: Access to well-located terminals, drop-off zones and parking is
declining, often without adequate alternatives. This affects service reliability and
accessibility, particularly for passengers with disabilities or with reduced mobility.

e Administrative and operational issues: Fragmented UVAR schemes, complex
permitting and access systems and inadequate parking and drop off points increase
burdens on operators and drivers.

e Perception gap: Coaches may be targeted as symbols of “mass tourism,” despite their
environmental and social benefits.

3. Examples of good practice

o Strategic planning: A dedicated coach plan provides a framework for dialogue and a long-
term outlook for coach access.

e Collaboration: The Dutch Covenant for Zero-Emission Coaches (2023) shows how local
authorities, industry and government can coordinate phased transitions through shared
targets and incentives.



https://www.rijksoverheid.nl/documenten/rapporten/2023/12/13/bijlage-3-afsprakenkader-emissieloos-touringcarvervoer

Infrastructure and intermodality: Modern multimodal terminals in a number of cities
demonstrate how improved facilities and connectivity can enhance sustainability and
accessibility.

Information transparency: Cities like Lund (Sweden) provide clear online information for
visiting tourism coaches, improving compliance and efficiency.

Exemptions: Proportionate and transparent exemptions can help maintain service
continuity during transition phases.

Conclusions

The report finds that the following can help balance urban sustainability with coach tourism
and coach transport more generally.

1.

Integrating coach mobility into Sustainable Urban Mobility Plans (SUMPs) and city
tourism strategies.

Structured dialogue between cities and the coach sector to promote mutual
understanding and evidence-based policymaking.

Predictable, harmonised transition frameworks for UVARs including fair exemption
mechanisms.

Investment in dedicated charging infrastructure and modern, high-quality terminals.
Minimum standards for coach facilities—parking, drop-off zones, passenger amenities
and driver services.

Recognition of coach tourism as a sustainable, space-efficient and socially inclusive
transport mode supporting the EU’s green and tourism objectives.

Overall message

Coaches are a critical enabler of sustainable and inclusive mobility in Europe. They bridge
long-distance and local transport, support regional economies, and provide affordable access
to tourism. A balanced, collaborative and phased policy approach is essential to ensure that
Europe’s transition to low-carbon urban mobility remains accessible, equitable and
economically viable for all.


https://visitlund.se/en/visit-lund-ab/tour-operators

2. Introduction

This report responds to the 2025 mandate of the EC DG MOVE’s Expert Group on Urban
Mobility (a) to establish cooperation and coordination between the Commission, Member
States, cities, regions and stakeholders on city access issues for businesses to address
mobility challenges and implement the new Urban Mobility Framework and (b) to bring about
an exchange of experience and good practice in the field of city access for businesses. The
third task was among others (c) to deliver a report identifying key issues, case studies and best
practice for urban access, including aspects such as examining the challenges for collective
passenger road transport and road freight transport, service providers, when accessing cities,
including challenges related to urban vehicle access regulations and parking; examining the
role and effects of access restrictions on the development of sustainable tourism and
commercial fleet transition of cities applying the regulations.

This report is one of three issued by the subgroup, addressing the impacts of city access
restrictions on coach operations, with a particular focus on coach tourism. This is
complemented by two other reports on urban freight and city access and sustainable
passenger transport.

The report draws on the input of EGUM sub-group members, as collected through a dedicated
workshop, qualitative interviews (both in-person and online), a stakeholder questionnaire, and
free-text written input. Due to the limited input provided by EGUM members, particularly from
city authorities (only two city members of EGUM volunteered input) as well as the paucity of
research on the subject of coach access to cities and coach tourism, it was necessary to go
beyond the EGUM membership to gather insights and experiences. This report relied on input
from the following organisations:

¢ Interviews: Portugal’s Institute for Mobility and Transport (IMT), cities of Braga (PT) and
Amsterdam (NL), T&E

e Completed questionnaires: ACEA, Greek Ministry of Infrastructure and Transport

e EGUM subgroup meeting: kick-off meeting on 19 February 2025; coach-focused
meeting on 30 April 2025, final meeting on 9 September 2025

o Free-style text or reports submitted: ETOA, T&E, Portugal’'s IMT& city of Braga (PT)

¢ External documents consulted: the coach plans of Amsterdam and Copenhagen, coach
measures adopted in Barcelona, the SUMPs of approximately 10 cities

o Discussions and conclusions emerging from external events: Urban Mobility Days
(UMD), 2 October 2025, Vilnius; Busworld2025, 7 October 2025, Brussels; POLIS-IRU
joint workshops, Breda, 28/5/24 and 26/5/25

¢ Consultation with national associations representing coach operators (IRU members)

This document provides an overview of the challenges facing coach operators in accessing
cities following the adoption of new rules and regulations limiting the entry and free movement
of coaches - a trend that is affecting coach tourism particularly. The aim of the report is to
improve awareness of these challenges and to bring in the perspective of cities in terms of why
these measures are taken.

Following the definition of the report’s scope, the next chapter provides insights into the role of
coach transport in delivering sustainable tourism, from the perspective of coach operators and
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city authorities. The main body of the report is in the following chapter on ‘Challenges’, which
is broken down into four subsections addressing zonal access challenges (mainly emissions-
based restrictions), physical infrastructure access challenges, market access challenges and
finally other types of challenges. The next and final chapter provides a succinct description of
some examples of good practice that can be taken up to reduce the impact of the access
restriction measures taken.



3. Scope

More and more municipalities are adopting policies that are making it increasingly challenging
for coaches to enter and move around cities. According to IRU members, access to cities has
become the most important challenge facing coach operators. The policies are relatively
diverse in nature, but they broadly fall into two main categories: rules and measures targeting
coaches as a vehicle type (class Il bus) and regulations limiting access to coaches based on
their emissions performance. The policies are informed by city ambitions regarding modal shift,
the repurposing of public space (including pedestrianisation), traffic calming, air quality and
climate action, as set out in their local/regional transport plans, aka SUMPs (Sustainable Urban
Mobility Plans).

The coach industry is primarily made up of SMEs and the coach market itself is far from being
homogenous. Broadly speaking, it encompasses long-distance scheduled lines, occasional
services (long distance, domestic or local, group-based or individual) and school transport
services. The diversity of the coach market is poorly understood by city authorities because,
as this report confirms, very few cities have a coach plan, and few engage on a regular and
constructive basis with operators. This lack of structured dialogue contributes to an incomplete
understanding of the wide variety of services the coach sector provides, whose business
models differ substantially in terms of operational patterns, regulatory requirements and
service needs. Where such distinctions are not recognised, cities increasingly adopt ‘one size
fits all’ measures that can have disproportionate impacts on certain sub-segments, particularly
those serving tourism and education.

While this report does not deliberately exclude any coach market segment, tourist coaches
and long-distance scheduled services for tourism purposes are in focus as per the assignment
brief. Tourist coaches may encompass a wide range of coach services, including chartered
services for group visits to e.g., cultural attractions, concerts, sports or other events or
meetings (MICE sector); cruise passengers and sightseeing buses (‘hop on hop off’) among
others.



4. Sustainable tourism

a. Role of coach in sustainable tourism — city perspective

While acknowledging the importance of travel and tourism, cities emphasise that tourism must
be sustainable and achieve a greater balance with the daily lives of residents, which for coach
tourism implies alignment with sustainable mobility goals. There is a perception that the current
backlash against over-tourism in some cities is strengthening the momentum for policies to
discourage certain types of tourism, including tourists travelling by coach. Some common
problems arising from coach tourism identified by cities are listed below.

o Too many coaches tend to converge on the same destination often at the same time,
creating congestion in those areas and a nuisance for residents and businesses in the
vicinity. Cities would like to see a more distributed form of tourism, within the city and
indeed the wider region. Amsterdam, for instance, is planning for a poly-centric tourist
city in an attempt to decongest the city centre and Barcelona’s plan is to promote sites
within the city other than the crowded attractions.

¢ Weights and dimensions: many historic city centres are not suitable for heavy duty
vehicles (lorries and coaches). There are claims that bridges have collapsed and canal
walls have been damaged. Furthermore, cities state that coaches take up a lot of
space. Therefore, simply granting coaches unfettered access to city centres is no
longer sustainable.

e Some municipalities hold the view that tourists visiting a city as part of a ‘fixed-time
coach tour’ typically do not spend as much time or money in the city as other tourists.
The cost of hosting these visitors therefore outweighs the benefits

e Residents complain about coaches due to their size and some service types have been
singled out for their nuisance, like Hop on hop off buses (which subsequently led to
their ban in at least one city).

e The alleged ungovernable behaviour of a minority of coach drivers, (eg, stopping or
parking where not permitted) is giving the whole coach sector a bad name and is partly
responsible for the adoption of more stringent coach restriction policies in some
capitals.

e Some cities stated that poor behaviour tends to be more prevalent among foreign-
registered vehicles. Traffic violations are rarely enforced, although empirical evidence
is lacking on both these aspects. The absence of an EU cross-border enforcement
framework could be a reason for poor enforcement.

b. Role of coach in sustainable tourism — operators’ perspective

Coach tourism is a key player in the move towards greener and more sustainable tourism and
should therefore be seen as part of the solution. They offer high-capacity, low-emission mobility
and support the objectives of cities to manage visitor flows more efficiently. According to figures
from the German Environment Agency, long-distance coach travel is comparable to rail in
terms of greenhouse gas emissions per passenger-kilometer and generates only about 13%
of the emissions produced by aviation (diagram below). This begs the question as to whether
cities consider the travel mode of visitors in their strategic plans (SUMPs, climate, tourism,



etc.). Furthermore, a coach can replace dozens of cars. Coach operators have therefore
expressed regret about the current trend of restricting coach access to city centres, while still
allowing cars to reach attractions directly. Coach operators have reported feedback from their
clients indicating that coach tourists feel unwelcome in many European cities.

Furthermore, coach tourism is associated with substantial economic activity and employment
across accommodation, gastronomy, retail and cultural services. A recent report commissioned
by the UK bus and coach federation explored the impact of coach services on the economy
and society in Great Britain, recognising the role of operators as employers, buyers of goods
and services as well as economic and social enablers. It found that the economic impact of
coach passengers interacting with local economies (1 of 3 impacts measured) amounted to
€9.6 billion/year and that welcoming one coach carrying 49 passengers every day for a year
could bring as much as €1.15 million into the local economy. In Germany, coach tourism
contributes €14.3 billion in annual turnover and supports around 238 000 full-time equivalent
jobs across the economy according to a 2017 study commissioned by the German association
of bus and coach.

Besides its environmental credentials and economic benefits, coach tourism has other
advantages including:

o Social benefits, like affordability and inclusiveness (group travel for vulnerable or
isolated groups like older persons, persons with disabilities or reduced mobility, or
young children travelling as part of a school trip for instance, who cannot easily
undertake intermodal journeys with luggage and without appropriate adult supervision.

o Ability to spread tourism within the city and over a wider area, thereby providing a
tourism boost to less-visited destinations (urban and rural) and sites that are not easily
reached by other collective modes (due to their inherent rigidities) including during off-
peak periods).

¢ Resilience in the face of climate change relative to other modes which rely on fixed
infrastructure (airports, railway stations and tracks).

e Contribution to the local economy through group stays at hotels as opposed to short-
term lets that are contributing to the local rental crises.

The coach sector has advised that the improper behaviour of individual coach drivers be
treated with caution and should not be generalised to the sector as a whole. Many operators
follow voluntary codes of conduct and invest in training schemes to ensure high professional
standards. More consistent and targeted enforcement of existing rules is likely to be more
effective and proportionate than broad access restrictions affecting the entire sector.


https://www.cpt-uk.org/media/couiyy5y/240902-economic-impact-of-bus-final.pdf
https://www.iru.org/system/files/economic%20factor%20coach%20tourism.pdf
https://www.iru.org/system/files/economic%20factor%20coach%20tourism.pdf
https://world-habitat.org/blog/airbnb-and-the-housing-crisis/
https://world-habitat.org/blog/airbnb-and-the-housing-crisis/
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5. Access challenges

a. Zonal access

UVAR fragmentation

With close to 650 urban access restrictions (including 25 congestion charging schemes) and
750 emissions-based regulations, and over 150 emergency schemes, road transport operators
from all sectors are understandably concerned as journey planning becomes increasingly
complex due to the large variety of schemes, timelines, exemptions, enforcement methods and
regular changes (often yearly). The road transport industry has long argued for a UVAR
harmonisation across Europe. However, this would infringe on the subsidiarity principle, and
besides, municipalities argue that the specific transport characteristics of each city requires a
local approach.

At least one European country has adopted a harmonised approach: in 2018, Sweden adopted
a legal framework stipulating 3 types of LEZ/ZEZs covering HDVs (including bus & coach),
cars and zero-emission zones. Any municipality wishing to implement emissions-based
restrictions must ensure its scheme complies with this framework. There are pros and cons
with the Swedish framework: on the one hand, a fragmented UVAR landscape can be avoided;
on the other, municipalities cannot decide on exemptions themselves. This is problematic in
view of the move towards zero emission zones and the procurement principles adopted by
Swedish public authorities as described earlier in this chapter.

Of particular concern to operators are the range of different channels operators must use to
demonstrate compliance (online registration, stickers, etc) as well as the lack of clarity in terms
of requirements and exemptions applied to coaches. The absence of easily accessible
information about UVARs tailored to bus and coach is a further issue. Some national bus and
coach associations are trying to keep up with the proliferation of UVAR schemes, with the
support of coach operators, but this is impractical due to the sheer number and type of UVARs
being implemented locally. The IRU coach journey planner also carries information about
UVARSs.

Misalignment of the market and legislation

As one of the last vehicle categories to be electrified, coach (technically a class Il bus) faces
unique challenges in the green transition. There is an extremely limited supply of zero emission
coaches on the market today — in September 2025, there was only one commercially available
battery electric coach supplier (a Chinese manufacturer). Operators wanting to procure electric
coaches today have cited long delivery times. New electric coach models from European
manufacturers were on display at Busworld 2025, however, these are not expected to be
available for order until at least 2027. Market entry is therefore only just beginning. Large-
scale deployment will take years, not least because the required charging infrastructure is still
lacking.

The greening of the coach fleet risks not being able to keep pace with environmental
legislation. Phased transition rules can help many of these small and medium-sized operators
to adapt in time, without the risks of being forced out of certain markets. Coach operators may
find themselves locked out of cities implementing ZEZs unless exemptions are granted for
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internal combustion engine (ICE) coaches. It should be noted that some countries are shifting
towards low carbon fuels, such as Sweden whose bus and coach fleet is running primarily on
HVO.

Exemptions may also offer a solution in situations where strict social sustainability criteria are
applied to public service contracts involving coach services, such as school bus contracts. The
inclusion of social criteria in public tenders, in addition to environmental criteria, is practised by
public authorities in at least one EU country. The social criteria exclude from public tenders
any goods and services produced in countries with poor human rights and worker rights
records.

Deployment of the charging infrastructure

A possible under-development of charging/refuelling infrastructure for zero emission coaches
poses a considerable threat to the successful deployment of zero-emission coaches. A scarcity
of public recharging stations dedicated to heavy duty vehicles and recharging times that are
longer than refuelling times diesel are an obstacle for long-haul coach transport. Mega-watt
(MW) charging may shorten the recharge times, but these are only starting to be deployed.
Furthermore, vehicles capable of accepting a charging input of 1IMWh or above are yet not on
the market. Concerning depot (private) charging infrastructure, there is huge variation in
waiting times for the required access to the electricity grid; some Dutch logistics companies
have reported a 5-year wait time for permission to connect ultra fast recharging points to the
grid.

The Alternative Fuel Infrastructure Regulation (AFIR) sets mandatory targets for the roll out of
many more charging and refuelling points dedicated to heavy duty vehicles across the EU,
with specific targets for recharging pools along the TEN-T network and in urban nodes.
Furthermore, the TEN-T regulation sets targets for the deployment of recharging points in
multimodal hubs. These targets are expected to benefit freight transport and potentially long
distance scheduled passenger transport services to a great extent. However, occasional
transport services have very different needs: they frequently drive on roads that are not part of
the TEN-T network and in the countryside. Therefore, charging stations will also be needed at
visitor attractions and accommodation areas.

Many coach operators are small and medium-sized enterprises, and their ability to invest in
zero-emission vehicles depends on predictable, accessible and affordable charging options
along actual operating routes. If charging facilities are not available where coaches operate
and stop in practice, the transition risks becoming impracticable for large parts of the sector.
Ensuring geographically well-distributed, coach-relevant infrastructure is therefore essential to
support decarbonisation while maintaining the viability of existing services. AFIR prescribes
the electric charging targets in urban nodes (431 urban areas sitting on the TEN-T network).
These targets are meant to provide an initially sufficient level of infrastructure across the Union
and on which basis private investments shall drive the market. However, it remains to be seen
whether these targets are sufficient for the needs of heavy-duty vehicles and in particular of
coaches that in urban areas require charging at different locations than trucks

It is unclear who will take responsibility for financing and operating charging infrastructure at
sites that fall outside the scope of AFIR and TEN-T. Adequate charging infrastructure would
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benefit coach tourism and contribute to the EU’s ambition of spreading tourism more evenly,
to alleviate overtourism in some cities. Denmark’s national government has understood this
dilemma and is planning to launch an incentive scheme for a charging network corresponding
to the needs of tourist coaches.

Pending the widespread installation of charging infrastructure, it has been suggested that
accessing charging points at public transport depots in urban areas could offer a temporary or
even a long-term solution for coach operators. The Dutch company active in the provision of
coach, bus and taxi services, Transvision, has negotiated access to charging stations at
several public transport depots, as well as logistics depots and a charging station for electric
refuse vehicles. It was not possible to ascertain how widespread this practice is within this
study and would merit further research. A broader discussion and legal framework are needed
on opening private charging infrastructure to third parties to allow for opportunity charging.

Technological and operational uncertainty

The path to zero emission coaches is paved with many uncertainties and pressures. Firstly, it
is still unclear which zero emission technology will prevail — the consensus appears to be
favouring battery electric vehicles, but this is not a given. Operators are naturally wary of
betting on the wrong horse — a concern that is compounded in the case of the more costly
bespoke vehicles (for disabled passengers for instance). Secondly, the range performance of
zero emission vehicles is well below that of a combustion engine, meaning that coach
operators will no longer have the flexibility to use a coach for any type of operation or service
configuration. The huge difference in range between a zero emission and combustion engine
vehicle will require a transformation in the way in which services are planned, which may be
easier for larger operators with larger fleets, but may prove impossible for small companies
with fleets of 5-10 coaches. The Dutch company Transvision has already determined that
today’s electric coach can be used in about one-third of coach trips in the Netherlands whose
daily driving distance is below 300 km. Transvision is primarily deploying electric coaches on
rail replacement services and has already clocked up 200 000km.

As charging en route becomes the norm, this will need to be coordinated with the legally
required driving and rest times.

Financing the transition

It is widely known that the purchase cost of a zero-emission vehicle is much higher than an
equivalent diesel model —the price is at least double for a coach, which is a particular challenge
for the SMEs dominating the bus and coach sector. Subsidies for coaches are therefore vital
in removing this initial barrier, as has been proven in The Netherlands where two previous
grant scheme rounds for electric coaches have been so successful that all funds have been
depleted and a new grant scheme was launched early 2026. The subsidy value varies
according to the size of the company and the cost of the vehicle.

The purchase cost is just one financial consideration when buying a vehicle. Other key
considerations include the cost of energy and the resale (‘residual’) value of the vehicle, which
together make up the ‘Total Cost of Ownership’ (TCO) model. These two cost factors are
extremely uncertain: firstly, there are fears that the rising cost of electricity, which is bound to
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increase further as electric vehicle sales expand, could weaken substantially the TCO. Already
today, the difference in electricity cost between depot and on-street charging is deterring
operators from using on-street charging, preferring instead to use electric coaches for ‘local’
trips which allow the vehicle to be charged overnight at the depot. Secondly, the residual value
of an electric coach is simply unknown because the electric coach market is in its infancy. All
these ‘uncertainty’ factors make it far more complex for coach operators to negotiate financing
with banks and other financial institutions.

While the ‘business’ issues raised above may not be relevant to urban mobility, it is useful for
municipalities to be aware of them as they design their zero emission zones and decide on the
exemptions

On the matter of energy prices, a commercial electric vehicle operator highlighted the variation
in pricing at on-street charging points between different operators of charging points.

b. Access to physical infrastructure

Scheduled long-distance and occasional services have very different needs regarding access
to physical infrastructure in cities. The former requires access to well-located terminals with
good facilities for passengers and drivers, offering seamless connections to other modes to
allow passengers to reach their final destination. Occasional services need suitable drop off
and pick up points located near to the main visitor attractions, as well as coach parking bays
within proximity of these sites and the hotels where guests are staying. Other measures, like
the right to use bus lanes would also be beneficial. The absence of public financing for coach
infrastructure measures was highlighted by one city authority.

Coach terminals

The availability and quality of coach terminals is varied across Europe. Whereas countries like
Spain are reputed for their quality infrastructure, other countries are poorly served. There is a
growing trend towards the decentralisation of terminals serving regular coach lines. The
reasons for this are many but typically include capacity constraints or inadequate amenities at
existing terminals or strategic decisions to repurpose centrally located space in the name of
more liveable cities. For scheduled long distance operations, the location of a terminal is a key
element in the attractiveness of the service to budget-conscious travellers. For instance, the
relocation of the Cologne coach terminal from the central station located in the city centre to
the airport in 2015 led to a 30% drop in Flixbus customers. Coaches can only remain an
attractive option if customers are able to arrive close to their destination without any additional
high cost, such as having to take a taxi in the middle of the night - regular long-distance
services arrive and depart throughout the day and night.

A relocation of the coach terminal to the city/region’s outskirts is planned for several major
European cities, including Brussels, Amsterdam and Prague.

e Plans for a new terminal on the outskirts of the Brussels region have been drawn up —
although funding is still to be found - to replace the terminal at the North Station and
the coach ‘terminal’ (a parking lane in reality) that has grown organically at the South
station to carry airline passengers to Charleroi airport. According to the Brussels
regional government, there are two main drivers for the relocation: (i) capacity — 100%
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growth of international coach lines is anticipated in the coming years, yet the existing
infrastructure is already operating well beyond capacity at 33 coaches/bay/day against
the recommended 20 coaches/bay/day, and (ii) amenities — today's terminals lack
cleanliness, comfort, signage and safety, whereas the new terminal will have good
services for passengers (benefitting especially the 40% of passengers in transit) and
drivers and offer connections to the local public transport network.

e Prague is relocating its terminal because it does not own the land on which the current
centrally located terminal lies. It is therefore forced to look to the outskirts of the city for
a suitable plot of land to build a more comfortable coach terminal.

o Amsterdam is building a terminal for regular long-distance passenger services to the
south-east of the city centre with CEF funding, which will be connected to a large
railway station and metro station and located so that coaches can easily arrive from
and head eastwards, the south and south west..

A terminal located in the city centre is by far the preferred option for regular long distance
service providers carrying passengers with heavy luggage. A strategically well-located terminal
close to the city centre would allow coach to retain its competitive advantage. Where local
policy dictates otherwise, it is imperative that those affected by the changes are consulted by
the public authorities and engage in the process. Furthermore, to ensure that changes in
terminal locations support rather than undermine sustainability goals, any relocation should be
accompanied by impact assessments evaluating effects on modal shift, emissions and
accessibility. This would help cities to make evidence-based decisions that align operational
needs with climate and mobility objectives.

There is significant room for improving the quality of amenities at terminals. Even basic
functions like seating, information and toilets can be absent or not accessible. The EC report
on the application of passenger rights COM(2016) 619 final (26/09/2016) stated that ‘The lack
of suitable bus and coach terminals in several Member States is one of the most significant
barriers to the development of bus and coach transport: modern, accessible, and safe
terminals connected with other modes of transport could convince new users to opt for bus
and coach transport. Bus and coach terminals also play a key role in applying the Regulation:
a high-quality terminal can give passengers easier access to information about the services
and about their rights at terminals, terminal staff can provide passengers with disabilities with
the assistance they need, and passengers can be better assisted when there are transport
disruptions.’

Minimum requirements for terminals are not specified in EU legislation. To qualify as a
bus/coach terminal in Spain the infrastructure must meet a series of requirements related to
entry and exits, toilets, covered platforms and waiting area, storage and disabled access,
among others. There may be an opportunity to develop terminal specifications in the context
of the definition of multimodal hubs under the TEN-T urban nodes policy. The revised TEN-T
regulation requires the 431 cities qualifying as an urban node to deliver a multimodal hub by
2030. What this multimodal hub will look like and what functions it will offer are still to be
defined. Coach operators expect to be part of this hub, as stated in the TEN-T regulation “by
31 December 2030, the development of multimodal passenger hubs to facilitate first and last
mile connections, including the facilitation of access to public transport infrastructure and active
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mobility, and which are equipped with at least one recharging station as defined in Article 2,
point (62), of Regulation (EU) 2023/1804 dedicated to serve buses and coaches.”

Coach pick-up/drop-off and parking

Parking and drop-off/pick-up points for occasional transport service providers are becoming
more restrictive, scarcer and less accessible in cities, especially in the vicinity of the main
visitor attractions. Some 25% of coach parking bays have disappeared in Stockholm. A decline
in parking capacity in Copenhagen has also been observed, despite the city’s growing
attractiveness as a tourist destination and consequent growth in the demand for coach tourism.
The reduction in parking and stopping points can force coaches to cruise to find a place to stop
or park, thereby potentially leading to more traffic and emissions. Some cities are looking to
introduce dynamic slot management systems, which adapts to the situation in real-time and
allows for the best possible utilisation of existing capacity. For instance, Barcelona is planning
to use Al for dynamic slot allocation, which should allow it to increase the number of drop-
off/pick-up points and reduce the amount of parking bays.

Finding suitable pick up and drop off points is a particular challenge for coach operators
specialising in senior and disabled transport. Moreover, in some cases, the stopping points
require passengers to board and disembark quickly, creating difficulties for seniors and people
with reduced mobility who mostly travel by coaches. It is becoming increasingly difficult to
deliver groups directly to their hotels. Frequently, elderly passengers or those with limited
mobility have to walk long distances with their luggage from the coach drop-off point to the
hotel entrance.

Further concerns raised by coach operators include:

. Poor publicly available information, instructions and maps for visiting coach drivers.

. Complex, impractical or outdated administrative procedures in relation to placing
requests for parking, pick-up/drop-off, or accessing restricted zones.

. Poor enforcement of coach parking leading to other vehicles parking in bays reserved for
coaches

. Limited secure coach parking, particularly overnight parking, close to hotels or tourist
hotspots.

. Lack of transparency and harmonisation of the rates charged to access parking bays,
which can range from a one-off fee to a per hour charge.

. Increasing number of special permits required for coaches to enter a city.

. Inadequate facilities for coach passengers to be able to board and disembark coaches
safely

. Lack of facilities to allow drivers to take their legally required break at coach parking
areas.

Where suitable coach parking is available, it may not always be used. The municipality of Pisa
has observed that some coaches choose not to use dedicated coach parking close to the
Tower of Pisa to avoid paying a fee and instead park in neighbouring municipalities.

In the UK, the national trade association uses a scheme called Coach Friendly to work with
cities and other destinations to drive up standards of coach parking, pick-up and drop-off

16


https://www.transportforetagen.se/globalassets/vara-forbund/sveriges-bussforetag/event-webbinarium-inbjudningar/turistbussens-betydelse-och-framkomlighet-i-storstadsmiljo_v1.02.pdf
https://www.cpt-uk.org/campaigns-reports/coach-friendly-scheme/

locations and associated facilities. Coach Friendly cities are audited for the quality of their
facilities and information when they apply and each three years after. Over 50 locations in the
UK are now accredited, with Liverpool being the largest city to meet the standard. Cities use
Coach Friendly status in marketing their destination to tour operators. The results show the
value of the award in driving demand, with Inverness, for example, seeing the number of
annual coach visits more than doubling in the decade since it was first accredited.

Bus lanes

Another type of urban physical infrastructure that benefits coach operations are bus lanes.
Most larger cities have lanes reserved for buses operating as part of the local public transport
network. Commercial buses are permitted to use some bus lanes in Stockholm. This measure
does not seem to be commonplace. Coach access to public infrastructure like bus lanes,
terminals and stops, is not permitted in some countries, such as the Netherlands, due to the
lack of national enabling legislation.

Intermodality

Providing the means for regular long-distance service passengers to connect to other modes
at a coach terminal is important to allow them to reach their destination. This becomes even
more crucial where terminals are moved to the outskirts of cities. In these cases, it is imperative
that the transfer from the coach to a local mode of transport can be made as seamless as
possible, through for instance integrated ticketing options and integrated information.

Intermodality is not limited to regular transport passengers. Indeed, some cities are making
similar plans for occasional services, in response to policies to limit or prohibit coaches from
entering central areas of the city. For example, occasional coach services above 7.5 tonnes
are no longer allowed to enter the central area of Amsterdam although exemptions are
permitted in certain cases. Stops have been set up at public transport stations outside the inner
ring road (S100) from where passengers must use local public transport to reach the centre.
Limited coach parking may be available at these stops. This policy has been met with much
consternation by coach operators, especially as no provisions have been made for elderly and
disabled passengers nor for groups booked into hotels in the central part of the city. It has been
suggested that these passengers could be transferred by minibus to the centre; however, the
cost and logistics are dissuasive not to mention the extra traffic that will be generated by
multiple minibuses replacing a coach load of passengers.

Improving connectivity between long distance modes (including occasional services) and local
transport services is therefore moving up the policy agenda for several European cities. One
of Barcelona’s 2022-30 transport objectives is better connections between transport modes to
support tourism mobility, including the creation of a central hub for occasional transport service
providers at Barcelona’s Nord bus station offering improved information, amenities and
customer services. This objective is part of a broader coach plan which will see a regulation
on coach entry and exit to the biggest tourist attractions, improved boarding and alighting at
these areas and pre-booking requirements for coach parking, among other actions.

If the trend of decentralising coach tourism access to cities continues, much more attention
needs to be paid to the interchanges, be that the terminal or public transport stops, as well as
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to ‘last-mile’ solutions. The interchanges must be able to accommodate passengers with
luggage; hence physical access is paramount. They must guarantee safety (especially for
passengers arriving during the night) and offer good amenities (toilets, refreshments, covered
waiting area) as well as real-time information on connecting modes. Plans need to be made
for persons with special needs who cannot use public transport.

Multimodality

Seamless intermodal journeys require well-designed multimodal hubs, which bring together
different modes of transport and different operators under one roof. Much has already been
said in this report about the need for investment in coach terminals offering connectivity with
local transport modes. A rail stakeholder previously expressed regret that EU policy (and
investment) on multimodality has largely focused on aviation/rail hubs to the detriment of
ground transport terminals connecting road and rail, especially in view of EU objectives to shift
trips from aviation to less polluting modes. The contrast between the growth in brand new
air/rail hubs and the worsening state of coach terminals should not go unnoticed.

The state of terminals may improve in the future in view of the obligation for urban nodes to
have a multimodal hub by 2030 under the recent revision of the TEN-T regulation. According
to the revised regulation, the multimodal hubs should allow interconnection between long-haul
and local services. However, the definition of a multimodal hub has not been defined, hence
further guidance is required from the European Commission. Coach operators expect their
needs to be served by multimodal hubs and that openness to commercial service providers
(ie, not just reserved for public services) is guaranteed.

c. Market access

Few market access issues were identified in the course of preparing this report. The main one
related to access to terminals in Portuguese cities. Until recently, access to terminals by coach
operators was hindered or denied at privately-operated terminals. The reasons given included
private use only, limited capacity or closure to third party operators. The operation of
Portuguese terminals under a concession model was introduced following the liberalisation of
long-distance services (>50km), introduced by legislation n° 140/2019. Lines and terminals
were taken over by the same entity in some instances. The legislative requirement
guaranteeing transparent, equitable and non-discriminatory access to passenger terminals
was not complied with, forcing the government to adopt new legislation at the beginning of
2025 (3/2025, 3 January), in which the terminals were returned to public (municipal)
management. The 2025 legislation also sets out the conditions of use, including rules for
scheduling and admission, access to services and access fees. The number of regular services
operating from the bus and coach terminal in the Portuguese city of Braga has tripled since its
management was taken over by the municipality, with more than 20 public and private
operators.

Another issue identified concerns the coach permitting systems operating in some cities, which
may favour local operators due to discounts for multiple permits for instance, eg, in Rome.

d. Other access challenges

Administrative siloes
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Most coach travel is performed in a tourism context and consequently it sits at the intersection
of transport and tourism policy. At local and regional level, transport policy is generally dealt
with by the transport department within a municipal or regional authority whereas tourism policy
is the preserve of a Destination Management Organisation (DMQO) which is typically part of or
strongly linked with the local/regional authority.

The conclusion of several recent conference sessions addressing coach access to cities
(Urban Mobility Days 2025 and Busworld 2025) pointed to the need for improved coordination
between transport departments and DMOs. With each municipal department and agency
having its own perspective on coach tourism and coach mobility, a common approach and
narrative is lacking. Sustainable tourism and sustainable mobility are deeply intertwined and
therefore the current siloed thinking needs to be overcome. An obvious place in which tourism
mobility (including coach tourism) could be addressed is the Sustainable Urban Mobility Plan
(SUMP). This is part of the 2022 Transition Pathway for Tourism. The SUMP model, with its
focus on stakeholder and citizens participation, should allow both the residents and tourism
needs to be considered in a meaningful manner. In the absence of a plan, coach policy
measures adopted by cities will remain ad hoc and will typically focus on reducing coach
tourism.

Areview of the SUMPs of ten cities involved in EGUM revealed that coach is barely mentioned
in the mobility plan and only directly referenced in terms of the upgrading/building of new
terminals or bus stations in one half of the SUMPs reviewed. The importance of mobility hubs
and improved modal connectivity was highlighted albeit access to this infrastructure by
coaches was not specified. Similarly, tourism is rarely addressed in SUMPs, except in those
cities heavily affected by tourism. Other cities tend to view coach tourism and coach services
more generally as an additional burden on an already over-pressured mobility system.

Like any leisure tourism business, coach tourism providers need to plan ahead. They therefore
need certainty regarding UVAR rules affecting coach, access to hotels, access to visitor
attractions, permits required to enter the city, permits for parking as well as the cost of those
permits, availability of parking bays for overnight stays, etc.

Operational pressures and logistical complexity — the drivers perspective

In addition to time pressures related to driving and rest-time rules, drivers must also manage
strict time slots for entering certain cities. Finding suitable parking spaces offering adequate
unloading facilities and services (e.g. services for drivers while waiting; coach care services;
safety of passengers, drivers and vehicles; pedestrian crossings; shelters; wheelchair ramps,
etc.) has become a major challenge. Recruiting and retaining coach drivers has become more
difficult as the new job now requires additional skills such as using multiple parking and access
apps, navigating complex city systems, and handling new onboard technologies. For younger
drivers, the time pressure can be discouraging, while older drivers often find the technology
challenging.

Perceptions of coach tourism

Despite its environmental, social and economic benefits as set out in chapter 4, ‘Coach tourism
is misunderstood by the authorities’ was a common message delivered by some tourism and
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coach stakeholders during consultations conducted in the preparation of this report. The
possible reasons for this are many:

o Firstly, there is a lack of awareness of the social credentials. Coach tourism is inclusive
because it is affordable and it is particularly attractive to older people and the travelling
silver economy because it is door to door, offers a tour guide, and, as an essentially group-
based service, it offers the best conditions for travellers to socialise.

o The environmental benefits of coach tourism are not widely known. Contrary to popular
belief, long distance coach has low greenhouse gas emissions comparable with long
distance train according to figures from the German federal environment agency. (see
diagram in chapter 4)

e The overheating of the tourism market at some destinations, combined with allegations
that coach tourists do not spend as much as other tourists, may lead to adverse policies
by public authorities.

o Thereis a perception that the conspicuity of coaches makes them an easy target for access
restrictions, primarily for reasons of political expediency rather than as a solution to real
problems -coach access is controllable whereas general tourism numbers are not.

e Finally, it should be noted that coaches do not only serve tourists - they also transport
kindergarten groups, school classes, elderly citizens on outings from care homes, sports
teams, and more. This is an important nuance that many authorities overlook in discussions
about coaches. Restrictions targeting coaches for tourism cannot be designed solely as
measures against mass tourism, as they would also generate significant negative
externalities for residents, businesses, and institutions that depend on coaches for other
essential purposes.

6. Good practice themes

Examples of good practice appear throughout this report. A number of good practice themes
have emerged which can be found in this chapter along with some examples.

a. Strategic planning

Only a handful of cities appear to have or are developing a dedicated coach plan. While not all
policy measures adopted in the plan may be welcomed by the coach sector — as we have seen
in this report — a plan represents and captures the strategic direction of a city, which allows the
coach sector to prepare for change. The process of developing a plan requires engagement
with the stakeholders concerned and can build the knowledge of the municipality about the
coach sector and coach tourism in particular, which are both positive developments. This is
preferable to incoherent decisions taken without any consultation or engagement with those
affected.

The city of Amsterdam started planning for coach access with the Amsterdam Touring Car
Policy Memorandum 2012-2020, which was followed by the 2017 coach transition plan and
then a second coach plan, covering the period 2020-2025. With the aim of improving city
liveability through increased pedestrianisation, the reduction of motorised vehicles and
addressing over-tourism, each plan has led to greater restrictions on coach access to the city
centre and surrounding areas and has set ambitions for the transition to zero emission
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vehicles. A dedicated team of 2-3 persons has overseen the development and implementation
of the coach plans, who have become very knowledgeable about industry, as demonstrated
by the latest coach plan. Due to internal reorganisation, the team is expected to be disbanded
in 2026. Information about the rules in place for coaches can be found here.

b. Collaboration

Collaboration goes beyond the consultation and engagement that are typical of the strategic
transport planning. It represents a structured approach where multiple parties work together to
achieve a common goal. This is the spirit of the Dutch covenant for zero emission coaches,
which is a framework agreement signed in 2023 to speed up the process of deploying zero-
emission coaches. It was agreed upon by four different parties including four Dutch local
authorities, the Ministry of Infrastructure and Transport and two trade associations representing
the coach sector.

In essence, the agreement sets a target for the phasing out of zero emission coaches, namely,
only zero emission coaches are purchased from 2027 and only zero emission coaches are
permitted in zero emission zones from 2030. The agreement also details a range of enabling
measures like charging infrastructure in cities based on the needs of coaches, a harmonised
national exemption policy for coaches, and a national subsidy scheme. The results of a mid-
term evaluation have revealed that there is huge variation in terms of establishing depot
charging due to the long grid connection times in some areas (up to 5 years); there is a limited
supply of zero emission coaches and delivery times are long; and the business case (TCO)
largely depends on the availability of a national government subsidy. Hence, the transition is
going to take much longer than anticipated when the agreement was signed.

c. Information

Clear instructions and information for visiting coach operators about parking areas, stopping
points, rest areas and visitor attractions in a language that drivers typically understand
(English) are useful for the driver and for the municipality too. The Destination Management
Organisation of the Swedish city of Lund has a dedicated webpage for coach operators
containing information about coach parking, information on visitor attractions, including how to
arrange a visit to the main tourist attraction (the church), how to book a guide and suggestions
for restaurants that can accommodate many customers.

d. Infrastructure

The section on Access to physical infrastructure outlines the requirements for improved
terminals and interchanges and the need for minimum requirements, as well as other
infrastructure measures like access to bus lanes like the example of Stockholm cited in chapter
6.c.

There are some examples around Europe of good terminals.

e The terminal in Braga (PT), the Centro Coordenador de Transportes de Braga (CCTB) has
developed into a central hub for intermunicipal, express, and international bus services,
handling significant passenger volumes and supporting regional accessibility. In 2024, the
CCTB underwent major improvements to reinforce its role as a multimodal and accessible
transport node including the implementation of a centralised ticketing system, real-time
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passenger information and occupancy monitoring systems were deployed, along with new
acoustic alerts and display panels, improving navigation for all users, and cycling
infrastructure and universal accessibility features were added.

The Zaragoza Coach terminal is intermodal connecting buses and coaches with local
public transport services, taxis and rail (high speed rail included). It also
has parking services for coach tourism services with surveillance and security.

The Madrid South Terminal is one of the busiest terminals in Spain in terms of number of
operators and passengers. It provides free assistance to persons with reduce mobility
according to the EU Bus & Coach Passenger Rights Regulation and was included years
ago amongst accessibility best practices in the Observatory of Innovation in Design for All
by La Salle University.

e. Exemptions

Predictable, transparent and non-discriminatory exemptions can be a useful tool during
challenging transition periods, to help build support for stringent policies and to give time to
companies to adapt (especially for SMEs). Exemptions can take many forms, but the majority
discovered in the course of producing this report apply to low or zero emission zones.

In the Netherlands, companies can apply for exemptions from zero emission zone in 3
scenarios: (i) grid congestion is hampering the transition to zero emission vehicles, (ii)
personal circumstances (eg, retirement) or (iii) economic hardship (eg, risk of bankruptcy)
In some cities, coaches are exempt from the low emission zones, like in Vienna, Vitoria
Gasteiz and in the Madrid outer low emission zone (although most attractions are located
in the central LEZ which applies to all vehicles).

While the Brussels LEZ applies to all vehicles, there is not a blanket ban. It is possible for
vehicles to purchase 24 day passes per year for non-compliant vehicles.

In Amsterdam, large coaches (above 7.5 tonnes) may apply for an exemption to drive on
selected main roads in the city centre provided the group is visiting a cultural venue and is
carrying certain types of passengers (older persons, persons with disabilities or with
reduced mobility, children or artists).

Nice has recently adopted coach restrictions, with access contingent on a booking at a
service provider within a controlled zone, verifiable by means of a supporting document,
such as a transport contract or voucher confirming a service with hotels, restaurants,
beaches, or museums located along the red routes, or a document proving a contractual
arrangement with a hotel or tourist facility for the drop-off or pick-up of passengers.
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7. Conclusions

The findings of this report confirm that access to cities has become one of the most pressing
challenges for the European coach sector, particularly for coach tourism. While the objectives
of cities to improve air quality, reduce congestion and reclaim public space are legitimate, the
pace and manner of regulatory change have created significant operational and economic
pressures for coach operators—most of whom are small and medium-sized enterprises.

The rapid expansion of low-emission and zero-emission zones (LEZs/ZEZs), combined with
the limited market availability of zero-emission coaches and dedicated recharging
infrastructure for heavy-duty vehicles, including coaches, risks excluding coaches from many
urban areas before viable alternatives exist. These risk undermining both mobility and tourism
objectives, while threatening the survival of smaller operators.

Physical access to infrastructure—terminals, drop-off points, parking areas and
interchanges—has deteriorated in many cities, reducing the attractiveness and feasibility of
coach travel. The lack of well-located, safe and accessible terminals and the increasing
scarcity of parking near attractions and hotels disproportionately affect tourists with reduced
mobility and the elderly. Similarly, fragmentation of Urban Vehicle Access Regulations (UVARS)
and inconsistent local permitting systems create unnecessary administrative complexity and
uncertainty for operators.

The report also finds that coach tourism remains poorly understood by many city authorities.
Misperceptions about its economic and social value persist, despite evidence that coaches are
among the cleanest and most efficient motorised transport modes, contribute substantially to
local economies, and provide inclusive, affordable travel for diverse groups—from tourists to
schools and community organisations.

At policy level, there is a clear need for greater coordination between transport and tourism
planning. The absence of coach-specific considerations in most Sustainable Urban Mobility
Plans (SUMPs) demonstrates a gap between urban mobility policy and tourism management.
Integrating coach access into SUMPs would help cities balance resident and visitor needs,
while supporting sustainable tourism development.

In conclusion, a balanced and evidence-based approach is essential to ensure that the
transition to sustainable urban mobility does not come at the expense of inclusivity,
accessibility, or economic resilience. Coaches are an indispensable part of Europe’s mobility
ecosystem—bridging long-distance and local travel, supporting tourism and communities, and
enabling a just transition to low-carbon transport. The following measures can help Europe
achieve its urban sustainability objectives while maintaining the social, economic and
environmental benefits that the coach sector provides.

e Embed coach mobility within urban and tourism planning frameworks, involving relevant
stakeholders, including representatives of communities the coach mobility is intended to
serve.

o Ensure proportionate, predictable and harmonised regulation.

e Support investment in suitable charging infrastructure and terminals.

o Foster dialogue and partnership between cities, DMOs and the coach sector.
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8. Annexes

a. Sources

e hitps://bcnroc.ajuntament.barcelona.cat/jspui/bitstream/11703/128157/1/Pla%20de %20M
obilitat%20Urbana_bcn 2024.pdf

¢ hitps://www.vitoriagasteiz.org/docs/wb021/contenidosEstaticos/adjuntos/es/45/92/94592.
pdf

e https://bkk.hu/en/about-bkk/strategy/budapest-mobility-plan/

e https://www.comune.parma.it/it/argomenti/mobilita-sostenibile/pums/ppdp/pums-
parma_proposta-di-piano.pdf

e https://www.cm-braga.pt/archive/doc/Braga SUMP_en.pdf

e https://www.denhaag.nl/nl/verkeer-en-vervoer/den-haag-leefbaar-verkeersveilig-en-
bereikbaar-houden/

e hitps://frankfurt.de/themen/verkehr/verkehrsplanung/masterplan-mobilitaet

e https://bau.bremen.de/mobilitaet/verkehrsentwicklungsplan-5586

e hitps://start.stockholm/globalassets/start/om-stockholms-stad/politik-och-
demokrati/styrdokument/stockholms-stads-framkomlighetsstrategi.pdf

e https://zmo.ro/download/PMUD.pdf

e https://www.youtube.com/watch?v=a3Ehp7kOHZY

e hitps://www.youtube.com/watch?v=_WFteivN8-U&list=PLtPtDd3S K-H5nsBSLI-
3xxrDWuixUh3y&index=29

e hitps://urbanaccessregulations.eu/userhome/what-are-access-regulations-uvars-or-
urban-vehicle-access-regulations

e Coach plan of the city of Copenhagen (not published yet)

e https://cleancitiescampaign.org/research-list/pioneers

e hitps://cleancitiescampaign.org/research-list/lez-essential-guide

e hitps://cleancitiescampaign.org/research-list/the-development-trends-of-low-and-zero-
emission-zones-in-europe/

e hitps://cleancitiescampaign.org/research-list/the-7-steps-to-create-effective-low-emission-
zones/

e https://cleancitiescampaign.org/research-list/e-mission-zero/
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https://che01.safelinks.protection.outlook.com/?url=https%3A%2F%2Fwww.youtube.com%2Fwatch%3Fv%3D_WFteivN8-U%26list%3DPLtPtDd3S_K-H5nsBSLI-3xxrDWuixUh3y%26index%3D29&data=05%7C02%7Ckalle.hasenberg%40iru.org%7Cf621e9d73b7d46de9b5e08de2779a058%7Ca0365e17e383490dbc424e99b3eb9cd4%7C0%7C0%7C638991600491483747%7CUnknown%7CTWFpbGZsb3d8eyJFbXB0eU1hcGkiOnRydWUsIlYiOiIwLjAuMDAwMCIsIlAiOiJXaW4zMiIsIkFOIjoiTWFpbCIsIldUIjoyfQ%3D%3D%7C0%7C%7C%7C&sdata=%2FFh3k8wiwZnB8U9M0QFbGgY8jdY%2B5WwQEJC9emNTli4%3D&reserved=0
https://urbanaccessregulations.eu/userhome/what-are-access-regulations-uvars-or-urban-vehicle-access-regulations
https://urbanaccessregulations.eu/userhome/what-are-access-regulations-uvars-or-urban-vehicle-access-regulations
https://cleancitiescampaign.org/research-list/pioneers
https://cleancitiescampaign.org/research-list/lez-essential-guide
https://cleancitiescampaign.org/research-list/the-development-trends-of-low-and-zero-emission-zones-in-europe/
https://cleancitiescampaign.org/research-list/the-development-trends-of-low-and-zero-emission-zones-in-europe/
https://cleancitiescampaign.org/research-list/the-7-steps-to-create-effective-low-emission-zones/
https://cleancitiescampaign.org/research-list/the-7-steps-to-create-effective-low-emission-zones/
https://cleancitiescampaign.org/research-list/e-mission-zero/

b. Acronyms and abbreviations

ACEA - European Automobile Manufacturers' Association,
AFIR — Alternative Fuels Infrastructure Regulation

Al - artificial intelligence

DG MOVE - Directorate General for Mobility and Transport
DMO - destination management organisation

EC — European Commission

EGUM — Expert Group on Urban Mobility

ETOA — European Tourism Association

EV — electric vehicle

HDV — heavy duty vehicle

HVO - hydro-treated vegetable oil

ICE — internal combustion engine

IMT — Institute for Mobility and Transport

IRU — International Road transport Union

kW — kilowatt

LEZ — low emission zone

MICE - Meetings, Incentives, Conferences, and Exhibitions
MW - megawatt

OEM - original equipment manufacturer

PRM - person with reduced mobility

SME - small and medium-sized enterprises

SUMP - sustainable urban mobility plan

T&E — Transport & Environment

TCO - total cost of ownership

TEN-T — Trans European Networks for Transport

UVAR - urban vehicle access regulation

ZEZ — zero emission zone
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c. Participating organisations

Expert group on urban mobility — subgroup 2

City Access for businesses
Subgroup leaders

POLIS
IRU
Cities & regions

City of Amsterdam
Municipality of Braga
City of Graz

City of Stockholm
City of The Hague

Member States

Czechia

Greece
Lithuania

Malta

Poland

Portugal
Romania
Slovenia

The Netherlands

Organisations

ACEA

ALICE

CEMR

Cycling Industries Europe
EIT Urban Mobility

Ertico

ETF

Eurocities

LEVA-EU

Maas Alliance

Move EU

T4SM

Transport & Environment
UITP



