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About SPREE Project
The Servicizing Policy for Resource Efficient Economy (SPREE)
three-year research project was launched in July 2012 under the
European Commission’s Seventh Framework Programme (FP7).
Its overarching goal is to provide insights into how servicizing
can help EU countries to achieve a sustainable and prosperous
economy characterized by decoupling of economic growth and
social prosperity from inefficient use of resources. Servicizing,
which facilitates the transition from selling products to providing
services has the potential to address such a challenging goal
of decoupling and hence was chosen as the core of SPREE
research.

Servicizing is defined in SPREE project as a transaction
where value is provided through combination of products
and services and where satisfaction of customer needs
is achieved by selling function of the product rather than
product per se and/or by increasing the service component
of the offer. Servicizing, theoretically, has the potential to
bring us closer to decoupling as its realization in practice
influences production as well as consumption patterns.
However, servicizing can lead both to increased and decreased
environmental, economic and social impacts. Hence it becomes
necessary to study the conditions under which servicizing
can actually live up to its potential and establish profitable
but resource efficient business activities, enhance consumer
satisfaction and promote high quality of life. For this purpose,
SPREE team applied Agent-Based Modelling (ABM) on the basis
of evidence-based data derived from nine case studies in six
different countries, in order to evaluate the impact of servicizing
systems’ diffusion together with the effects of policies designed
to support these systems.
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SPREE focused on the application of servicizing in three
sectors: Greywater Recycling and Rain Water Harvesting
systems in the Water sector; Car- and Bike-Sharing systems
in the Mobility sector; and Crop Protection Management
Solutions in the Agri-food sector.
The Servicizing Policy Packages is the key outcome of SPREE
Project. The Servicizing Policy Packages in the Mobility sector is
based on the project’s accumulated knowledge on the transition
towards servicizing and contributes to the development of policies
to promote decoupling of economic growth and social prosperity
from inefficient use of resources, through the facilitation of Carand Bike-Sharing systems.
Please see the SPREE Website Report section for the key results
of the Mobility case studies in the UK, Finland, Sweden and Israel.
Spree project website: www.spreeproject.com
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Car- and Bike-Sharing Systems
The Servicizing system selected in SPREE project for the Mobility
sector is the potential to move along the servicizing continuum
between vehicle ownership, through the currently available
methods of sharing to passenger transport in particular city
contexts. The empirical work has focused on moving away from
private car ownership towards servicized vehicle use mainly
concentrating on Car- and Bike-Sharing. The Mobility case
selected is considered as a Business-to-Consumer (B2C) type of
servicizing.
The empirical work of the Base Case has focused on London,
UK. The Base Case in the Mobility sector and where attention was
focused on in the initial Policy Packaging process (the Basic and
Effective Packages) was the UK. Additional three case studies
were carried out in Finland, Sweden and Israel.
The complex nature of vehicle sharing, mainly in terms of spacetime and ownership, means that a range of important actors need
to be considered when drawing the system boundaries of moving
away from private car ownership through Car- and Bike-Sharing
systems all the way to Public Transport (Figure 1). In the UK context
these included central and local governments; service users
(individuals, firms); car-owners; non-car-owning users (driver/
passenger); non-driving users; service providers; insurance and
infrastructure providers; producers/manufacturers; employers
and employees. Furthermore, close attention was given to the
regulators and regulation trends.
Geographically, the system was investigated at city-metropolitan
scale mainly due to higher levels of usage of vehicle sharing
in densely populated areas, as well as the potential to replace
ownership by sharing. Specifically in the UK, Due to different
aspects related to data availability and modelling, the focus was
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narrowed down to formal back-to-base Car-Sharing schemes.
(Detailed explanation for this focus appears in SPREE Deliverable
7.1.4 under the “Reports Section” in SPREE website.)

London is one of the largest European back-to-base CarSharing markets and car sharing is included in the strategy
plan of Transport for London (TfL) - the chief institution
responsible for transport in Greater London. Since 2000,
the number of operators in the London has increased.
Despite London being the largest Car-Sharing market in
Europe, the market is still a niche market, in which there
areimportant players emerging both from the government
and business sectors, with the former having a significant
role in the market. When investigating the impact of CarSharing and recommending policies, it is important to note
the existence of policies such as congestion charging,
extreme concentration of wealth and that London is going
through a sustained population increase.
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Figure 1. The Product-Service continuum in the Mobility
sector
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Servicizing Policy Packaging towards
Decoupling: The Case of Car- and BikeSharing System
Policy Packaging – aim and methodology
A Policy Package is a combination of policy instruments designed
to address one or more policy objectives. Through a combination
of policy instruments, a Policy Package should result in meeting
goals that otherwise cannot be met with a single policy instrument.
Policy Packages utilize positive synergy effects between
policy instruments while avoiding contradictory effects and
reducing negative unintended effects. They are also designed
to increase public acceptance of policies - social acceptability
- and to achieve political compromises – political acceptability.
Thereby, Policy Packages facilitate both (1) effectiveness and
(2) implementatability of the desired policy goals.
In order to design a Policy Package several stages of development
and refinement are defined (Figure 2). Initially, a “Basic Package”
of policy instruments is created. The Basic Package is designed
in order to directly achieve the desired policy goals. It is the result
of a process in which many individual policy instruments are
assessed based on their ‘effectiveness’ and ‘implementability’
characteristics. On this basis, the most promising instruments
are identified. Then, pre-conditions to the implementation of
these promising instruments are identified as well as instruments
which may facilitate the effects of the policy instruments, or have
synergetic effects with them. In addition, potential contradictions
among instruments are identified. On this basis the Basic
Package is formed.
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At the second packaging stage – the “Effective Package”
formulation, primary and ancillary instruments are added and
removed to enhance the net effectiveness of the Package. That
is, to maximize the benefits of the Policy Package, while taking into
account rebound and other unintended effects. For that, causal
mapping technique is used, as well as Agent-Based Modelling
(ABM), and insights derived from expert interviews and the other
Mobility study’s methodologies in order to better understand the
criteria that couldn’t be assessed in the ABM due to the model’s
limitations. Causal mapping illustrates the mechanisms through
which a policy instrument may affect the policy goal and by that
anticipate some unintended effects.
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In the final stage – the “Viable Package” formulation, social and
political acceptability are thoroughly examined, alongside an
analysis of possible implementation barriers such as financial,
institutional, regulatory and technological barriers. On the basis
of additional changes, the most viable Package is designed – the
Package that it is expected to be implementable and effective.

Figure 2. Three key stages of the Policy Packaging process
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Basic Package for the Base Case in London, UK
The process of comprising the Basic Package for the Mobility
sector followed a series of steps in which 63 Policy Instruments
were outlined, scored according to ‘effectiveness’ and
‘implementability’ criteria and reviewed according to relevance
for the Base Case.

The inventory of policy instruments was created in order
to achieve the policy goal of decoupling. The decoupling
indicator for the Mobility sector was defined as the ratio
between emissions/fossil fuel use from passenger cars
per unit and the revenue from Car-Sharing growth (or vkm
driven if Bike-Sharing is the focus). The decoupling levels
were measured against the decoupling level of the
conventional model of car ownership in order to assess the
effects of shifting to servicizing.
The inventory of policy instruments was then cut down to a
list of those 30 with the most potential of being effective and
implementable. A Matrix to identify relationships between
pairs of instruments (synergies, pre-conditions, facilitation and
contradictions) was created. Based on the scores for each policy
instrument and its relations with other promising instruments,
‘Golden Measures’ and ‘Low-Hanging Fruits’ were identified to
establish the Basic Package. ‘Golden Measures’ are very effective
and easy to implement instruments that do not contradict other
instruments, while ‘Low-Hanging Fruits’ are easy to implement
but not necessarily the most effective ones. ‘Bad’ instruments
(contradictions) and any mistakes identified in the relationships
were eliminated in the second phase of this process that aimed
at grouping policy instruments and identifying patterns.
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Effective Package for the Base Case in
London, UK
Each proposed policy instrument for the Basic Package may have
some unintended effects that will erode or eliminate its actual net
effectiveness with respect to the defined policy goal. There can
also be unintended effects affecting other policy domains which
are of importance. Therefore, a causal mapping technique was
used to anticipate these unintended effects and mitigate them
by adding supporting ancillary policy instruments or removing
instruments from the Basic Package. The ABM results were
utilized in this stage to assess different instruments in the Basic
Package has the most desirable effect on achieving the policy
goal of decoupling through servicizing, together with insights
derived from expert interviews and the other Mobility study’s
methodologies in order to better understand the criteria that
couldn’t be assessed in the ABM due to the model’s limitations.
Ancillary nstruments were also considered in order to facilitate
the function of one or more policy instrumentsthus affecting the
policy goals indirectly by facilitating implementation. Ancillary
instruments were also considered in order to facilitate the function
of one or more policy instruments thus affecting the policy goals
indirectly by facilitating implementation.
With the above aims in mind, the Effective Package was created
based on the modifications to the Basic Package derived from the
causal mapping and the ABM. In essence, the causal mapping,
with inputs from the ABM results, led to the identification of
policy instruments that should be added, removed or modified.
The result of this process was the Effective Package, which was
designed for the sector’s Base Case in London, UK.

13

Viable Packages for case studies in the UK,
Finland, Sweden and Israel
In the next stage the implementability of the Effective Package
was assessed to derive the Viable Package – the Package that
has the most chances of being implemented and achieving
the desired policy goal. Implementability was assessed by
considering first social acceptability of the Effective Package assessment of the main losers and winners from implementing the
Package, then considering a range of potential implementation
barriers to assess the feasibility of implementing the Package,
and finally considering political acceptability. To assess political
acceptability the main initiator/promoter of the Package was
identified and then the main political actors were identified that
are important in implementing the Package.
Due to its unique context specific character a different Viable
Package was designed for each of the case studies in the Mobility
Sector in the UK, Finland, Sweden and Israel. This process
included first modification to the Effective Package to adjust it
to local case conditions before carrying out the implementability
analysis and forming the case specific Viable Policy Package.
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Using Agent-Based Modelling for CarSharing
On Agent-Based modelling (ABM)
Agent-Based Modelling (ABM) is a relatively new simulation
method which allows analyzing the physical part of complex
systems, such as technology and infrastructure, as well as the
social part including behavior of individuals and organizations.
As the developments within complex socio-technical systems are
subject to many uncertainties, ABM is used for exploration rather
than for prediction, that is to explore possible future development
pathways. To date, ABM has been applied in various disciplines,
including economics, sociology, geography, political science,
anthropology, linguistics and even social history.
One of the main strengths of ABM is that social behavior of
individuals and the interactions between them can be taken into
account explicitly by representing them as autonomous agents. An
ABM therefore consists of agents, objects and the environment.
Agents are entities that have individual properties and behavior.
They make decisions and interact with each other. Objects are
passive entities that may represent any other relevant concept in
the system under consideration. The Environment provides the
context for the interaction between agents and objects. In an
Agent-Based simulation, the model runs step-by-step activities
and decisions by all the individual agents. System-level patterns
then emerge and evolve as a result of the agent interactions and
serve as the knowledge produced by the ABM for consideration
and evaluation.
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ABM use in SPREE project
In SPREE project, Agent-Based Modelling has been incorporated
as a main methodology for the purpose of studying the potential
of servicizing and servicizing policy to reach decoupling. The
main reason is that ABM allows for the consideration of the
role of consumer and business behaviors in the economic
and environmental developments of industrial sectors. These
developments are characterized by business strategies and
consumer preferences, among others, which can be captured in
an ABM. Furthermore, a generic (domain-free) ABM of servicizing
systems can be used to represent and simulate servicizing in
various sectors. In SPREE, the sector-specific ABM enables the
exploration of different individual policy instruments and Policy
Packages in different simulation runs to gain better understanding
of their likely effects.
To develop the SPREE Mobility sector ABM, the Mobility experts
specified the relevant businesses, consumers, products, services,
and production and consumption processes, including the
associated costs and environmental impacts. This resulted in the
Base Case model, which simulated the ‘world’ – the interactions
between agents, objects and the environment - without the
presence, or implementation, of any policy instrument or Policy
Package. At the next stage, various policy options (instruments)
were specified and inserted into the model, as well as Policy
Packages, to test their potential to promote decoupling through
servicizing.

Thus, the main role of the ABM in SPREE project is to support
the design of the Policy Packages by simulating the effects
of different policy instruments and Policy Packages and to
assist in the design of the Effective Package.
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The main simulation outputs of the SPREE ABM to assist with
the above are business profits, consumer expenditures, product
and service market shares, product and service volumes and
prices, supply chain GDP, system-level environmental impact,
and consumer preference fit (indicating satisfaction with product/
service quality). By comparing the supply chain GDP - defined
as the profits of the Car-Sharing businesses - and the systemlevel environmental impact outputs for different policy scenarios,
the potential for decoupling through servicizing was extracted.
Naturally, these results should be interpreted in view of the model
and data assumptions in place.

When tested in the ABM, the decoupling indicator
demonstrated that with less servicizing, there were more
emissions and negative economic growth, suggesting that
the decrease in servicizing would lead to an increase in
environmental impact. With the Effective Policy Package
‘implemented’ in the ABM there main results were not
significantly different. However some changes could be
still noted. The Effective Policy Package tested in the ABM
did improve the servicizing rate, but not significantly, and it
improved the outcome for producing businesses, with no
negative impact on consumer groups - service price was
even reduced (Table 1).
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Average product/
service price

Product/Service
market share

Profits

ABM outputs

ABM scenario

Largely same as Base Case, with
slightly more total profit is seen

Average price of sharing
increases, resulting in lower
market share for Car-Sharing

Price is marginally lower than the
Base Case, especially for small
luxurious Car- Sharing

The product/market share for small
Small luxurious cars make up
luxurious cars and small economic
91% of use across all consumcars is lower than the Base Case
er groups (except mid-income
and small economic Car-Sharing is
young men)
slightly higher

Initial increase in profit for all
producing businesses, before
stabilizing at just over £2,500
profit

ABM simulation for the Base ABM simulation for the Base Case
of Car-Sharing in the UK with
Case of Car-Sharing in the
Car-Sharing Policy Package
UK
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All environmental impacts are
slightly higher than the Base Case,
with the exception of fossil depletion, photochemical oxidant formation and CO emissions which are
lower than the Base Case

All environmental impacts
increased over the time sequence, as the level of servicizing decreased

Number of product/
service used

Decoupling

Table 1. Summary table of ABM outputs for the Mobility Base Case in the UK compared
to simulations with Car-Sharing Policy Package added

Same as Base Case

Small economical cars largest
kilometers driven across all
shared modes - mainly from
mid-income young men

A Glance at the Servicizing Policy
Packages in the Mobility Sector
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The Effective Policy Package for Car- and BikeSharing systems
Based on the above analysis and experts’ judgment, considering
also input from an extensive field work and a large survey,
the Effective Policy Package to achieve decoupling through
promotion of Car- and Bike-Sharing in London, UK was designed
as is presented in Figure 3.

The Policy instruments comprising the Effective
Policy Package for London, UK are:
1. Prohibit private car entry into the city Centre at peak
hours
2. Increase congestion charging (reduced fee for CarSharing companies)
3. Transform current car parking to sharing-car-parking
only
4. Reduce parking costs for shared cars
5. Additional shared bike stations built only on car
parks
6. Exempt Car-Sharing companies from VED
7. Enforce the use of low emissions vehicle by CarSharing companies
8. Support for promotion of sustainable travel plans for
employers
9. Open data- integrated mobility services
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10. Incentive schemes to returning bikes to popular
docking stations
11. Establish Bike-Sharing programmes
12. Public businesses to use Car-Sharing instead of
own fleet or private cars
13. Private businesses: economic instruments (e.g.
through lower VAT on shared mobility services)
14. Improving and expanding secure bike park
infrastructure
15. Integrating Bike-Sharing into public ownership
16. Build and provide dedicated bike lanes and public
throughways (right-of-ways) in city centres (for active
mobility)
17. Redistribution of bicycles to popular docking
stations
18. More frequent public transport to outer London
(Zones 4-6)
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15. Integrating
bike sharing into
public ownership

8. Support for promotion
of sustainable travel plans
for employers

9

F
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18. More frequent public
transport to outer London
(Zone 4-6)

3. Transform current car-parking to
sharing-car-parking only

Figure 3. The Effective Policy Package for London, UK
[F=Facilitation relation; S= Synergy relation; P=Pre-condition]

16. Build and provide dedicated bike lanes and
public throughways (right-of-ways) in city centers
(for active mobility)

10. Incentives schemes
to returning bikes to
popular docking stations
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7

7. Enforce the use of
low emissions vehicle
by car sharing
companies

1

4

4. Reduce parking costs for car pools
and shared cars

1. Prohibit private car
entry into the city
centre at peak hours

17. Redistribution of bicycles
to popular docking stations

6. Exempt car sharing
companies from VED
(vehicle excise duty)
(affects everything)

13. Private businesses:
economic instruments (e.g.
through lower VAT on
shared mobility services)

12. Public businesses to use
car sharing instead of own
fleet or private cars

14. Improving and expanding
secure bike park
infrastructure
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Viable Policy Packages for Car- and Bike-Sharing
systems
The Viable Policy Package for London, UK
In the London case, the main promoter of the Policy Package
in London is “Transport for London” (TfL) who must work in
collaboration with the 33 local boroughs in London and CarSharing companies. These, local boroughs and Car-Sharing
companies, were also the main political actors that were identified
as having an important contribution (either by supporting or
opposing the Package) to achieving the goal of promoting CarSharing.
The political acceptability analysis carried out in the context of
London and the Effective Policy Package and together with the
social acceptability and feasibility analyses resulted in the Viable
Policy Package (Figure 4). The top boxes represent existing
conditions (policy instruments already in place) in the London
case including: Operating Car- and Bike-Sharing schemes;
Carplus - a national accreditation body for car sharing providers
in the UK; and a congestion charging scheme in place.
Taking into account the features of the UK case and the broad
regulatory framework a Viable Policy Package has been designed
(Figure 4).
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The Policy instruments comprising the Viable Policy
Package for London, UK are:
1. Provision of discounts to Car-Sharing where the
residents in the CC zone choose the option for CarSharing instead of renewing parking permit
2. Transform current parking space of the public
businesses in outer London to shared car parking
space
3. Encourage use of Car-Sharing by public businesses
in outer London and the councillors to promote the
scheme
4. Exempt Car-Sharing from VED
5. Encourage the use of low emissions vehicle by
Car-Sharing companies through more stringent
requirements of Carplus accreditation
6. Provide guidance for employers to provide travel
plans that integrate all available options to their
employees
7. Integrate cycle hire and Car-Sharing bay availability
into TfL Journey Planner and share the data on a
common database
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8. Integration of the Cycle Hire into the land planning
with a view to increase availability in low income
neighbourhoods
9. Long term planning of the public ownership with
clear tasks of redistribution of bicycles to popular
docking stations
10. Provide guidance on integration of docking stations
and Car-Sharing bays
11. Build and provide dedicated bike lanes and
public throughways in low income neighbourhoods
12. Provide guidance into the synergies between the
Car-Sharing and cycle hire scheme
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the data on a common database
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2. Transform current
parking space of the
public businesses in
outer London to shared
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Emergence of new actors:
e.g. Car Plus

Figure 4. The Viable Policy Package for London, UK
[F=Facilitation relation; S= Synergy relation]

11. Build and provide dedicated bike
lanes and public throughways in low
income neighbourhoods

10. Provide guidance on
integration of docking
stations and Car-sharing
bays

9. Long term planning of the
public ownership with clear
tasks of redistribution of
bicycles to popular docking
stations
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8. Integration of Cycle Hire into land use
planning with a view to increase availability
in low income neighbourhoods

3. Encourage use of car sharing by public
businesses in outer London and the
councillors to promote the scheme

Car/Bike sharing schemes

The Viable Policy Package for Helsinki, Finland
The case study boundaries were drawn around the Helsinki
Metropolitan Area, which consists of the cities of Helsinki, Espoo,
Vantaa and Kauniainen.
Helsinki Regional Transport Authority (HRT) is the body
responsible for strategic transport system planning in the region
and is considered as the promoter of the Policy Package and
its implementation. In the Helsinki case there is no congestion
charge in place and there is no equivalent body to Carplus. In
the Helsinki region there is a Car-Sharing service operating but
no Bike-Sharing service.
Taking into account the features of the Helsinki case and the
broad regulatory framework a Viable Policy Package has been
designed (Figure 5).

28

The Policy instruments comprising the Viable Policy
Package for Helsinki, Finland are:*
1. Prohibit private car entry into the city centre at peak
hours
2. Introduce congestion charging (reduced fee for CarSharing)
3. Transform current car-parking to sharing-car-parking
only
4. Reduce parking costs for car pools and shared cars
5. Additional shared bike stations built only on car
parks
6. Exempt Car-Sharing from VED (vehicle excise duty)
8. Support for promotion of sustainable travel plans for
employers
9. Open data- integrated mobility services
11. Establish Bike-Sharing programmes
12. Public businesses to use car sharing instead of own
fleet or private cars
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13. Private businesses: economic instruments (e.g.
through lower VAT on shared mobility services)
14.

Improving and
infrastructure

expanding

secure

bike

park

15. Integrating Bike-Sharing into public ownership
16. Build and provide dedicated bike lanes and public
throughways (right-of-ways) in city centers (for active
mobility)
19. Reducing the amount of kilometre allowance
* Policy instruments are numbered according to the Effective
Package for London, UK
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Figure 5. The Viable Policy Package for Helsinki, Finland
[F=Facilitation relation; S= Synergy relation]
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1. Prohibit private car
entry into the city
centre at peak hours

16. Build and provide dedicated
bike lanes and public
throughways (right-of-ways) in
city centers (for active mobility)

14. Improving and
expanding secure bike
park infrastructure

19. New Instrument: Reducing
the amount of kilometre
allowance

6. Exempt car sharing from VED
(vehicle excise duty) (affects
everything)

13. Private businesses: economic
instruments (e.g. through lower
VAT on shared mobility services)

12. Public businesses to use car
sharing instead of own fleet or
private cars

4. Reduce parking costs for car pools
and shared cars

The Viable Policy Package for Malmö, Sweden
Four Car-Sharing companies operate on the Swedish
market. Although the use of Car-Sharing is still on rather small
scale, the sector is developing rapidly. Next to commercial
Car-Sharing providers there are many ‘closed’ Car-Sharing
organisations operated either by private citizens’ clubs,
private companies or public organisations and dedicated
solely for the needs of their members.
The Southern part of Scania – Scania (Skåne) – was
selected as focus area for the case study, with particular
focus on Malmö and the municipality of Malmö as the actor
who designs and implements the Policy Package. However,
the regional transport authority (Skånetrafiken) operates the
regional public transport system.
In the Malmö case there are Car- and Bike-Sharing services
in operation, but not a congestion charging scheme as in
London. A unique feature is that in some public organisations
there is a procurement goal for at least 25% ecological
products or services. In this respect Car- and Bike-sharing
could be considered as “ecological services”.
Taking into account the features of the Malmö case and the
broad regulatory framework a Viable Policy Package has
been designed (Figure 6).
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The Policy instruments comprising the Viable Policy
Package for the Malmö, Sweden are:*
3. Transform current car parking to sharing-car-parking
only
4. Higher cost for parking all vehicles in general
(including Car-Sharing vehicles)
8. Support sustainable travel plans for employers
9. Open data - integrated mobility services
12. Public business must use Car-Sharing instead of
own fleet or private cars
13. Reduce VAT on eco-cars combined with lower VAT
on sharing services
16. Further expand and improve design and quality of
bicycle lanes throughout the city: from city outskirts
to city centres
19. Reduce parking-per-flat norm in city planning
20. Tax breaks for CS participants in business errands
21. No business benefits for using private cars or
subsidies for commuting to work
22. Expand the use of Bike-Sharing for other purposes
than personal mobility
*Policy instruments are numbered according to the
Effective Package for London, UK
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Figure 6. The Viable Policy Package for Malmö, Sweden
[F=Facilitation relation; S= Synergy relation]

16. Further expand and improve design and quality of
bicycle lanes throughout the city: from city outskirts to
city centres

22. Expand the use of bike sharing for
other purposes than personal mobility

12. Public businesses
to use car sharing
instead of own fleet or
private cars

13. Private businesses:
lower VAT on eco-cars
with lower VAT for Car
Sharing services

͞ŐƌĞĞŶ͟Ăƌ-Sharing vehicles - certification for
green procurement made possible

The Viable Policy Package for Tel Aviv, Israel
The metropolitan area of Tel Aviv (known as “Gush Dan”) with
approximate of 3.5 million residents was the case study selected
in Israel. The main promoters of the Policy Package in this case,
and those responsible for its implementation, are the different
municipalities in the area. They are currently separated and
independent institutions – there is no one regional transport
authority the equivalent to TfL or HRT, and each of these
collaborate on transport policy and planning aspects with the
Ministry of Transport (MOT) which has the main responsibility for
transport infrastructure and services in the region. Parking policy
however remains the responsibility of each municipality (and
often an important source of revenues).
In the Tel Aviv area there is no congestion charge and Car-Sharing
services operate mainly within Tel Aviv, the main city in the area.
Bike-Sharing services operate exclusively within Tel Aviv but
other municipalities are considering the establishment of such
service. There is no body in Israel similar to the UK’s Carplus.
Taking into account the features of the Tel Aviv case and the
broad regulatory framework a Viable Policy Package has been
designed (Figure 7).
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The Policy instruments comprising the Viable Policy
Package for Tel Aviv, Israel are:
1. Establishment of a congestion charge scheme in GushDan between 07:00 and 18:00 Sunday to Thursday
2. Transform current car parking to sharing-car-parking
only
3. Reduce parking costs for shared cars
4. Additional on-street shared bike stations
5. Exempt Car-Sharing companies from excise tax 6.15%
discount for Car-Sharing companies on purchasing
low emission vehicles
7. Municipalities to support for promotion of sustainable
travel plans for employers
8. Integrated information, ticketing and payment - open
data
9. Incentive schemes to returning bikes to popular
docking stations
10. Enforce the use of Car-Sharing instead of own fleet or
private cars by Public businesses
11. Improve and expand secure bike parking infrastructure
12. Build and provide dedicated bike lanes and public
through ways in city centers
13. More frequent public transport into Gush-Dan (to be
funded by the Israeli MOT)
14. Expand/establish additional Bike-Sharing programs
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6. 15% discount for car sharing companies
on purchasing low emission vehicles
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3. Reduce
parking costs
for shared cars
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13. More frequent
public transport into
Gush-Dan (to be
funded by the Israeli
MOT)

2. Transform current
car-parking to sharingcar-parking only

F

F

5. Exempt car
sharing
companies
from excise tax

10. Enforce the use of car sharing instead of
own fleet or private cars by public businesses

Figure 7. The Viable Policy Package for Tel Aviv, Israel
[F=Facilitation relation; S= Synergy relation]
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4. Additional shared
bike stations built only
on sidewalks

Bike Sharing

1. New Instrument:
Establishment of a congestion
charge scheme in Gush-Dan
between 07:00 and 18:00
Sunday to Thursday (to be
funded by the Ministry of
Transportation - MOT)

Selected Recommendations
The Servicizing Policy Packages for the Mobility
sector were designed to support decisionmaking processes on the European level in order
to improve Resource Efficiency and to achieve
decoupling through servicizing. The European
Commission can find the selected conclusions
outlined below as the starting point for actual
implementation of a Servicizing Policy Package to
promote and facilitate a shift from owning to sharing
in the Mobility sector, after which modifications
will be made in order to improve efficiency. In
this modification process, the entire knowledge
of the SPREE project, documented in the various
Deliverables can be consulted, and specifically the
full 8.2.2 Deliverable: “Servicizing Policy Packages
for the Mobility sector” available on SPREE website.
The process described here is recommended
to follow as a systematic way to think about the
different ways to design policy that is at the same
time effective and implementable. Policy Packaging
aims to try and ensure that the political policy
formulation process is streamlined, to the extent
possible, and is progressing while considering
several stages and associated ‘tests’ or evaluations.
By empirically testing the Policy Packaging
methodology, use was made for the first time of
an Agent-Based Model (ABM), developed and
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specifically tailored for each servicizing case. The
ABM thus allowed for a simulation of the outcome
of implementing different policy instruments.
As it currently stands and emerged from the case
analysis, it is not possible to consider substitution
of car production by Car-Sharing services given
the current market conditions and trends. The
focus in studying the chosen servicizing system
in the Mobility sector then switched to changing
consumers behaviour: from using owned cars and
bikes to shared cars and bikes, and examining the
potential of this shift to achieve decoupling. In a
consumer-driven economy and sector, decoupling
can occur as a result of changes in consumer
behaviour which is in turn depends on consumers’
preferences and what is available to them in the
market. Thus the impact of servicizing in the Mobility
sector was evaluated in terms of the implications
of the move from using owned to shared services,
rather than evaluating the standard shift from
production of car for sale to offering cars as service
by car manufacturers
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The fact that Car-Sharing’s contribution to
decoupling is through its role in inducing
behavioural changes amongst transport users is an
important insight for EU’s decoupling strategy in the
Mobility sector. At present, the decoupling agenda
includes Car-Sharing only as part of a broader
Mobility management system without looking into
the details of the scheme, which is an important
service to which there will probably be a growing
demand. At present, the market for shared mobility
services is not a viable one and thus requires policy
support, at least until it has grown enough, in order
to secure the benefits of moving from ‘owning’ to
‘sharing’ in the Mobility sector.
From interviews and focus group discussions
it appears that there is a lack of clarity in the
definitions of Car-Sharing practices and the
business model of Car-Sharing is perceived to be
complex. Probably as a result, there is a lack of
trust of Car-Sharing services. While Bike-Sharing is
perceived as an integral part of the public transport
system, Car-Sharing is not. This lack of clarity about
the position of Car-Sharing with the Mobility sector
and the transport planning system is a limitation
and a barrier for a move from owning to sharing.
It is thus important to first define Car-Sharing as
an integral part of the public transport system and
second, act to fully integrate Car-Sharing with bike
sharing schemes.
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When looking into the details of Car-Sharing
schemes and across the cases examined, the
governance of the transport and Mobility system
is often a major barrier for implementation of
Car-Sharing schemes and for their successful
operation. For example, across all cases to a
certain degree, the main component of a CarSharing scheme is the availability of dedicated and
secured parking spaces for the Car-Sharing fleet
that substantially affects the system’s feasibility.
In London in particular, the provision of parking
permits is at the heart of the business model, due
to the high parking costs and congestion charges
that come with private car ownership. Interestingly,
this constraint also applies to the case of BikeSharing.
From a business perspective, the business model of
Car-Sharing challenges conventional notions and
practices and the fragmented governance landscape
also adds to the complexity of establishing a CarSharing scheme. An important conclusion is the
importance of modifying the regulatory frameworks
to accommodate the required changes needed
to reduce the institutional and regulatory barriers
for Car-Sharing and Bike-Sharing schemes. Also
from the business perspective, raising awareness
and providing information about Car-Sharing are
important as the concept of sharing is new and
remains at this stage very much vague in the eyes
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of consumers, the market and the planning bodies.
Policy must address this aspect and perhaps see
it as the real ‘low-hanging fruit’ policy instrument
that will enhance any Policy Package to promote
servicizing in the Mobility sector. It is relatively easy
to implement and its effectiveness is expected to
be large, mainly by supporting and facilitating any
other actions to promote servicizing in the Mobility
sector.

This publication is a summary of the SPREE deliverable 8.2.2 which
presents the full Servicizing Policy Packages for the Mobility Sector,
and can be referred to for further details.
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