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Technical guide  
to delivery areas 

 
 
 
 
 
 

1. Foreword  
 

The distribution of goods in an urban environment contributes to the heavy flow of 
road traffic in public spaces. In this respect, the goods carrier is one type of road user for 
whom a part of public space must be reserved. Currently, the provision of parking spaces for 
delivery areas in public space is virtually the only concrete technical measure taken by the 
public powers to facilitate good distribution. Only their number and size vary according to the 
areas, neighbourhoods and/or main roads that entail movements for goods transport in the city 
[“TMV” in French]. Currently, there is no methodology for defining the implementation of 
delivery areas in relation to logistic functioning on the scale of the street. Delivery areas are 
most often provided according to the demand by economic players, or after logistic pressure 
is observed, or else due to a technical requirement. 

 
The City of Paris, which places goods transport as a priority in its policies concerning 

travel and the division and sharing of public space, wishes to provide a coherent response to 
city goods transport which translates notably by planning and development of public space 
compatible with all road projects.  

 
This document is a part of this response. Its aim is to provide a methodology for the 

implementation of delivery areas, which must be pragmatic and meets the logistic needs as 
well as possible. It consists of providing the municipal departments responsible for the 
planning and development of public space in the City of Paris with an approach that takes into 
account the logistic functioning of the studied area and to define the needs in terms of public 
space. 

 
It must be a decision-making aid that provides recommendations for the 

implementation of delivery areas. It must not be directive, and it must leave the final planning 
and development choice to the departments concerned.  

 
The document is in three parts:  
1. Goods transport in the city, 
2. Logistic review, 
3. Recommendations for planning, development and design.  

 
The document must also be used to take into account the issue of goods transport from 

the early stages of projects.  
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2. CITY GOODS TRANSPORT 

2.1. Definition 
 

 “Ranging from express transport of documents, removal of rubble, collection of 
domestic waste, deliveries to small city centre grocery stores [...] and the final transport of 
common consumer goods by supermarket customers with their cars, free of charge! It’s an 
endless list!”1. The subject of city goods transport is very diverse, and it often causes great 
confusion. The aim of this section is to give an overall presentation of city goods transport. 
 

2.1.1. General definition of city goods transport 
 
 Goods transport in the city is composed of three main elements:  

1. traffic relative to shops and industrial or service sector premises in the private 
sector, 

2. journeys by private individuals to obtain supplies (shopping trips), 
3. other traffic, called “secondary” traffic, consists of goods transport traffic 

created by other activities such as transport of waste, the public services’ own 
needs, home/business removals, home deliveries, postal services, and hospitals.  

  
 The unit of observation chosen for city goods transport is the “movement” of goods 
(which is either a delivery or a removal). The observation of the sources and destinations of 
goods delivery traffic and of factors that create goods delivery traffic is used to characterise 
goods transport.  
 

2.1.2. Overall composition of city goods transport 
 
 The study of city goods transport in three major 
French urban areas (Marseille, Bordeaux and Dijon) as part 
of the national city goods programme defined an overall 
composition represented by the following figure: 
 

The Components of City Goods Transport 
Source: City Goods Transport Programme / METL / LET 

 
 The results shown here are in private car vehicle-
km-equivalents (which means that the unit of measurement 
is the private car). Goods vehicles of less than 3.5 tons are 
evaluated in terms of the space requirements of 1.5 cars, a 
lorry is evaluated as 2, and an articulated or semi-trailer 
vehicle as 2.5 private cars. 

Furthermore, the following invariable 
characteristics of city goods transport were identified:  
 

1. the average number of deliveries/removals 
created per person employed and per week 
is around 1, 

                                                           
1 Jean-Guy Dufour, Une exploitation de l’enquête “Chargeurs” de l’INRETS, CERTU, 1994. 

goods deliveries/removals to/from 
industrial, commercial or private 
service sector business premises 

transport of goods in private car by 
private individuals after shoppings

other goods transport

building & civil engineering work sites 
 
 
 
 
 
waste 
 
 
 
 
miscellaneous 
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2. ¾ of deliveries/removals are carried out as part of rounds, 
3. there are twice as many deliveries as removals, 
4. there is a similar number of served premises/businesses per round in all towns, 
5. commerce is the real driving force in the city, creating more than half of the 

deliveries/removals, 
6. the predominance of goods transport by businesses on their own account (see 

explanation below), 
7. more than half the deliveries/removals are carried out by vehicles of less than 

3.5 tons and without goods handling equipment, 
8. average stopping time of around 15 minutes for deliveries.  

 
 
 Goods are transported either as part of delivery rounds (i.e., several stops to deliver 
several different goods) or as a direct delivery from the producer to the customer. In addition, 
there are three methods for managing the delivery of goods:  
 

1. goods transport by the forwarder on its own account, 
2. goods transport by the consignee on its own account, 
3. goods transport for a third party. 

 
 In the first case, the goods are transported by the forwarder, i.e., the producer, the 
manufacturer, etc. In the second case, the goods are transported by the consignee, i.e., the 
customer who is located in the city: wholesale or retail shops, department stores, service 
sector businesses, private individuals, etc. In the third case, the goods are transported by a 
third party who is responsible for bringing the goods from the forwarder to the consignee. 
 
Therefore it is difficult to reason in terms of the “Origin – Destination” [O-D] combination 
with respect to city goods transport, because, due to the methods of grouping together 
delivery rounds, removal in a transport hub corresponds to several deliveries in the city: the 
“Origin – Destination” of the vehicle is often simply “Warehouse – Warehouse”, and every 
shipment has its own O-D.  
 

2.1.3. Specific features of city goods transport  
 
 Transport of goods in the city can be divided into two categories:  

1. Specific features related to the size of the city, which are rigid in the medium term 
(density of goods movements, length of journeys):  

 The density of goods movements in the city centre increases with the size of 
the city. The city centre is a place of consumption. It is also a place where 
retail shops and self-employed professionals and tradesmen are concentrated. 

 The length of journeys increases with the size of the city and according to its 
layout. An average distance of delivery journeys is around 40 km inside large 
urban areas. 

 
2. Specific features related to the organisation and structure of those involved in 

transport, which are therefore flexible: 
 businesses' rate of equipment with their own delivery vehicles, 
 composition of the fleet of lorries, 
 vehicles used for deliveries, 
 activities, infrastructures: routes followed. 



Technical Guide to Delivery Areas for the City of Paris – version 1 

Paris City Council - Direction de la Voirie et des Déplacements -–Agence de la Mobilité 5

 

2.2. The delivery area 
 

Since the late 1980s, there has been renewed interest in city goods transport, which is 
often placed within more general perspectives of development, town planning and the 
environment. Through its Article 28-1, Loi d’Orientation des Transports Intérieurs 
(LOTI) [an Act providing guidelines for internal transport within cities] now 
includes,, goods transport in local transportation policies.  

 
Article 28-1 of LOTI guidelines for internal transport within cities 
 

An urban transportation plan concerns [...] goods transport and delivery 
while rationalising conditions of supply to the urban area in order to 
maintain commercial activities and activities of self-employed professionals 
and tradesmen. It makes provision for coherence of delivery times and of 
the weight and dimensions of delivery vehicles within the area of urban 
transport. It takes into account the surface areas required for proper 
functioning of deliveries, particularly to limit congestion of roads and of 
parking areas. It proposes an appropriate response for the use of existing 
logistic infrastructure, particularly those located on feeder routes other than 
roads, and it specifies the location of future routes, within a perspective of 
multimode transport facilities. 

 
This provision applies to urban transport areas located in urban areas with populations of 
more than 100,000. 
 
This article translates the objectives of a comprehensive policy for goods transport in the city 
by incorporating the required changes on organisational, regulatory and technical levels. 
Currently, the provision for city goods transport consists mainly of reserving a “portion of 
public space”, viz. the delivery area. This goes hand in hand with a regulatory and legal 
framework based on the concept of the “vehicle stop” which is examined in Article R. 110-1 
of the French Highway Code. 
 
“The term “(vehicle) stop” means the momentary immobilisation of a vehicle on a road 
during the time required for [...] loading or unloading the vehicle, with the driver remaining at 
the vehicle’s controls or close by, in order to be able to move it, if required”.  
 
Therefore a delivery or a removal corresponds generally to a “stop”. The official definition of 
a “stop” does not include any notion of precise duration. On the other hand, parking is defined 
as “immobilisation of a vehicle on the road outside of circumstances that characterise a 
vehicle stop” (Article R.110-1 of the French Highway Code).  
 
Logically, it is the Mayor who can modify the organisation of deliveries by exercising his/her 
“policing power”. The Mayor can limit or facilitate freedom of circulation and parking of 
goods vehicles on all roads in the municipal district (Articles L. 2212-1, L. 2212-2 & L.2213-
1 of the Code general des collectivités territoriales – General Code of Local/Regional 
Government Authorities). Since the Act dated 27 February 2002, the Mayor of Paris and the 
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Préfet [Chief of Police] share policing powers concerning vehicle traffic and parking, and the 
Préfecture [Police Authority] remains responsible for their control. 
 
In any case, it is possible to reserve places on roadsides for deliveries. Their legality posed 
problems for a while, because, by favouring goods vehicles to the detriment of private cars, 
they did not comply with the principle of equality between the various users of public roads. 
In a ruling dated 10 May 1983, the Council of State recognized their legality, backed up in 
1991 by the Court of Appeal: “the creation of these spaces designed to avoid congestion of 
traffic is justified by the general public interest and is not contrary to the principle of equality 
of citizens under the Law since any person [including a private individual] can use 
them2”. 
 
Since the passing of the Act on Solidarité et Renouvellement Urbain [Urban Renewal and 
Solidarity] (in December 2000), Article L.2213-3 of the Code general des collectivités 
territoriales [General Code of Local/Regional Government Authorities] formally authorises 
the provision of spaces reserved for “stopping vehicles that load or unload goods”.  
 
However, the Mayor cannot provide preferential treatment for certain shopkeepers, i.e., the 
Mayor cannot give a carrier the possibility of delivering to a company at a place that is 
normally forbidden, nor reserve an area for one or more identified shopkeepers. 
 
The Paris municipal district currently contains more than 9,780 delivery areas representing 
more than 21,000 normal parking spaces (15% of public space). They can take different 
forms: a space in a parking lane, a “Lincoln3” parking space, a “half-Lincoln” parking space, 
etc. Note that, in addition to these reserved areas in public space, there are unprotected bus 
lanes in which stopping for goods delivery/removal is allowed during precise time slots (see 
section on regulations). 
 
Although they may take several forms, delivery areas must all meet the logistic needs of their 
areas of influence. However, in accordance with the above, the characteristics of logistic 
activity vary very greatly in time and space: type of vehicle, type of goods handling, and 
delivery/removal time. Therefore the delivery area must meet different logistic needs.  
 
 
 

                                                           
2 Note however that the French Highway Code does not comply with this distinction in its article R417-10 III 4° 
which defines obstructive parking of a vehicle “in spaces reserved for stopping or parking of delivery vehicles”.  
3 “Lincoln” and half-Lincoln” parking spaces: see descriptions in 4.2.1 
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2.3. Paris regulations 
 
 Goods transport in Paris is regulated by the bye-law dated 17 May 1999 which came 
into effect on 6 September 1999. This bye-law regulates traffic, stopping and parking of 
goods vehicles within the Paris area. It is based on three major principles:  

 Simplification of regulations, 
 “Sanctuarisation4” of clearways and bus lanes, 
 In return, widening the possibilities offered to goods delivery trade professionals. 

 
The table below summarizes the conditions of circulation, stopping and parking 

offered to vehicles transporting goods:  
 
 

Time slots 0:00-7:30 hrs 7:30-9:30 hrs 9:30-16:30 
hrs 

16:30-19:30 
hrs 

19:30-24:00 
hrs 

Vehicles with a 
ground surface 
area less than 

16 sq. m. 

Allowed on 
all roads 

Forbidden in 
bus lanes and 
on clearways 

Allowed on 
all roads 

Forbidden in 
bus lanes and 
on clearways 

Allowed on 
all roads 

Vehicles with a 
ground surface 
area between 16 

and 24 sq. m. 

Allowed on 
all roads 

Forbidden in 
bus lanes and 
on clearways 

Allowed on 
all roads 

Forbidden on 
all roads 

Allowed on 
all roads 

Vehicles with a 
ground surface 

area greater 
than 24 sq. m. 

Allowed on 
all roads 

Forbidden on 
all roads 

Forbidden on 
all roads 

Forbidden on 
all roads 

Allowed on 
all roads 

 
 

Paris regulations on deliveries 
Source: Paris City Council 

(See Map of clearways in Appendix 1, page 46) 
 
 
 Certain categories of users benefit from occasional or 
permanent exemptions granted by the Préfecture de Police [Police 
Authority]. Among other things, within the clearways, stopping and 
parking are strictly forbidden and are transferred to adjacent roads. 
Fines are imposed for any stopping, even for deliveries. However, 
stopping for delivery/removal is allowed during certain time slots on 
certain clearways such as Boulevard de Magenta.  
 

The photograph illustrates this case.  
 

Source: Paris City Council – Direction de la Voirie et des Déplacements5 
 
                                                           
4 sanctuarisation: protecting clearways, bus lanes, delivery areas, etc., ensuring that they are reserved only for 
their intended use, and ensuring that road users comply with regulations concerning their use.  
5 Direction de la Voirie et des Déplacements = Roads and Transport Department 
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 Delivery areas are allotted at all times (day and night) for loading and unloading 
goods. In this respect, only the “traffic” part of regulations governs the daily functioning of 
delivery areas. Only vehicles with a ground surface area of less than 16 sq. m. can enter the 
entire Paris municipal district at any time of day (except bus lanes and clearways during 
certain time slots). Vehicles of more than 24 sq. m. cannot enter the Paris municipal district 
after 19:30hrs and before 7:30hrs the next day (there are some exemptions for refrigerated 
vehicles, home/business removal vehicles, for which the maximum limit may be up to 
28 sq. m.).  
 
The police are responsible for controlling stopping and parking (and for issuing of related 
fines). The simplest means of control, apart from showing the vehicle’s papers, which 
requires the driver to be present (which is sometimes not appreciated), is by reading the tare 
weight plate6:  
 
However, it is particularly difficult to control delivery areas, because any vehicle that delivers 
or removes goods can use “delivery areas”, even a private vehicle. This poses difficult 
application problems to the forces responsible for controlling vehicle stopping and parking.  
 
For, since the vehicle’s driver is virtually always absent, the forces of law and order are 
reduced to considering that the vehicle is parking illegally or incorrectly according to 
criteria that vary in time and space: cold car engine hood, locked doors of vehicle, etc. 
 
A Paris, on average, there is around 50% illegal occupation of delivery areas. The present 
“delivery area” system has a mediocre operational level: illegal parking that reduces a large 
potential of occupation, unsuitability for certain logistic needs, incompatibility with driver-
deliverers’ working conditions, etc. 
 
With this document, which is in the form of a guide, it must be possible to make the system of 
“delivery areas” more durable and effective.  
 

                                                           
6 The tare weight plate: “Any vehicle intended for transporting goods [...] must bear indications of the following, 
which must be clearly visible to an observer placed on the right-hand side:  

1- Its unloaded weight, its permissible loaded weight and its authorized gross vehicle weight, 
2- Its maximum length, width and ground surface area” (Article R317-11 of the French Highway Code). 
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3. CONSTRUCTION OF THE REVIEW OF LOGISTIC OPERATION  
 

The review is used to identify the logistic characteristics of the studied area. It defines 
the dysfunctions between public space and city goods transport. It is the basis of the 
methodology for implementing delivery areas, because it will guide the actions to be taken in 
favour of logistics. Similarly to other guides or charts, the review of logistic functioning is 
based on collecting data prior to analysis and study.  
 

3.1. The survey of types of business activities 
 
 The survey of shops in the studied area is a determinant stage in the diagnostic review. 
It is the basis of all analysis and study that follows. In accordance with the first studies 
conducted as part of the “national goods in the city programme”, it has been shown that the 
two fundamental elements in determining the creation of goods movements 
(deliveries/removals) were the type of shop (or other place of commercial business) and its 
size, which is characterised by the number of employees.  
 
 Prior to the field survey, the survey official must obtain the information concerning the 
categories of workforces of shops and other places of commercial business in the studied 
areas from the Atelier Parisien d’Urbanisme [Paris City Planning Office] in the data file of 
the “BDCOM” Shops Data Base. On the basis of the studied area, it consists in obtaining a 
list of shops or other places of commercial business classified by street number with their 
workforce classification. This information will act as a basis for the field survey and must be 
either confirmed or invalidated.  
 

The survey must take into account all shops and other places of commercial business 
in the studied area, particularly specifying the concentrations of commercial premises, such as 
single-activity neighbourhoods, supermarkets, street markets, banks (since specific treatment 
must be provided for the transfer of funds), and car dealers, which create a lot of traffic.  
 
 The survey must correspond to a classification of shops and business activities which 
will act as an outline for examining the creation of goods movements. This classification is 
based on the first work carried out as part of specific operations such as “espaces civilisés7” 
and the first results of the national goods in the city programme. The table below shows the 
chosen categories of activities: 
 

Codes TC 12 Category of shop / business activity 
1 Restaurant / similar traditional food outlet 
2 Fast food outlet / Cafeteria 
3 Café (drinking establishment) 
4 Hotel 
5 Other specialised food shop (sweet/savoury 

products) 
6 General grocery 
7 Department store 
8 Independent personal outfitter shop 
9 Franchised personal outfitter shop 

                                                           
7 See footnote on “espace civilisé”  
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10 Home equipment shop 
11 Wholesaler 
12 Industry 
13 Warehouses 
14 Car dealer 
15 Bank 
16 Pharmacy 
17 Public institution / other public 

establishment 
18 Administrative / Clerical 
19 Services 

 
 
This classification of business activities does not correspond to a pre-established 
nomenclature. Certain details need to be provided for each category:  

� The “Restaurant / similar traditional food outlet” category concerns restaurants or 
brasseries with waiter service, of all sizes, whether independent or franchised, 

� The “Fast food outlet / Cafeteria” category concerns cafeterias, fast food outlets, 
sandwich bars, etc., whether they are part of large chains or independent, and of all 
sizes, 

� The “Café” category concerns only drinking establishments that provide no waiter-
service meals, 

� The “Hotel” category concerns hotel premises that provide no meals except 
breakfast, and of all sizes, 

� The “Other specialised food shop (sweet/savoury products)” category includes 
bakeries, butcher’s shops, etc. 

� The “General grocery” category concerns franchised or independent grocery 
stores, small and medium-sized, 

� The “Department store” category includes supermarkets, large specialised chains 
and other places of commercial business, and Parisian department stores (BHV, 
Samaritaine, Printemps, Galeries Lafayettes, Bon Marché, etc.),  

� The “Independent personal outfitter shop” category includes clothes shops, shoe 
shops, jewellers, etc., not belonging to large chains, of all sizes, 

� The “Franchised personal outfitter shop” category concerns shops belonging to 
large chains, of all sizes,  

� The “Home equipment” category includes mainly furniture and electrical 
household appliances shops,  

� The “Wholesaler” category concerns particularly companies that specialise in the 
import-export trade (in single-activity neighbourhoods), 

� The “Industry” category concerns companies that produce manufactured goods,  
� The “Warehouses” category includes companies that specialise in goods storage, 
� The “Car dealer” category includes companies that sell, rent or repair vehicles, 
� The “Bank” category concerns all banks, including bureaux de change, 
� The “Pharmacy” category includes all places that sell pharmaceutical products, 
� The “Public institution / other public establishment” category includes premises 

belonging to a public entity (a local/regional government authority, or a public 
company such as La Poste, EDF, GDF, etc.), 

� The “Administrative / Clerical” category includes real estate agencies, insurance 
companies, temporary employment agencies, etc. 

� The “Services” category includes travel agencies, hairdressing salons, etc. 
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The field survey is an opportunity for the survey official to check information taken 

from the BD COM data base by asking the shopkeepers to specify the number of their 
employees. In addition, these “mini-interviews” can provide extra useful information for the 
diagnostic review (the frequency of deliveries, the most typical day, etc.). At this stage, these 
are not in-depth interviews with shopkeepers, because experience shows that this requires 
preparation of a minutely-detailed questionnaire and it takes a lot of time. The aim of the 
approach presented in this guide is to provide the local government authority with a logistic 
review based on a simple, rapid methodology (see comment in Section 3.3 Principle of 
creation of goods movements, page 13).  

 
The ground survey must also list the businesses that create specific goods traffic, such 

as department stores or car dealers. For the latter, it would be useful to determine their logistic 
functioning more precisely.  

 
The business activity classification survey described above must be presented in a 

form that shows their spatial distribution. The types of business activities in the studied area 
should be shown on a background plan in order to particularly identify areas of influence by 
activity. The example below is a model. The colour code shown is not necessarily required. 
However, it should be followed as closely as possible in order to produce uniform results.  
 
 

Plan of business activity classification: example of Avenue Jean Jaurès - Plan 4/8 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité8 

 
 
 
 
 
 
 
 

                                                           
8 Agence de la Mobilité: An agency in charge of planning transportation, mobility and traffic control in the city 

 
 

CAFE, BAR, HOTEL, RESTAURANT, or OTHER FOOD OUTLET  
BANK  
PUBLIC INSTITUTION / OTHER PUBLIC ESTABLISHMENT  
PERSONAL OUTFITTERS  
GENERAL GROCERY STORE  
HOME EQUIPMENT  
PHARMACY  
MISCELLANEOUS  
OTHER SPECIALISED FOOD SHOP (sweet/savoury products) 
CAR/MOTORBIKE GARAGE 
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3.2. Analysis of accessibility to sources and destinations of goods delivery 
traffic  

 
The review must highlight the degree of accessibility to sources and destinations of 

goods delivery traffic before the preliminary design. The access to shops and other places of 
commercial business should be defined on the basis of stopping and parking conditions for 
goods vehicles in studied area.  

 
To do so, it is necessary to note the number delivery areas available in the studied area 

and to identify the presence of any bus lanes or clearway. The degree of accessibility to 
sources and destinations of goods traffic is deduced from the unofficial so-called “50 metres” 
rule, which is accepted virtually unanimously by goods transport trade professionals. This rule 
stipulates that a removal/delivery must not require the deliverer to move a distance of more 
than 50 m from his stopping place. This norm is the goods handling maximum limit accepted 
by a deliverer for doing his job in good working conditions. It can be reduced when the route 
taken involves major requirements and constraints (such as a steep slope, etc.). Areas where 
driver-deliverers are forbidden to stop are defined by one of two means:  

- by regulations, such as bus stops and paved dips in pedestrian pavements,  
- technically, for example, by “St Andrew’s Cross” barriers. 
 
It is on the basis of these possibilities of stopping that the degree of accessibility to 

sources and destinations of goods delivery traffic can be defined. The plan below is an 
example of how the degree of accessibility to sources and destinations of goods traffic can be 
presented.  

 
Degree of accessibility to sources and destinations of goods delivery traffic: example of Boulevard de 

Magenta 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

NO STOPPING ALLOWED OR POSSIBLE 
STOPPING ALLOWED from 09:30 to 16:30 & from 19:30 to 07:30  
DELIVERY AREA  
EASY ACCESS FOR DELIVERIES from 09:30 to 16:30 & from 19:30 to 07:30 
LIMITED ACCESS FOR DELIVERIES from 09:30 to 16:30 & from 19:30 to 07:30 

ACCESSIBILITY FROM DELIVERY AREAS IN ADJACENT STREETS 
REGULATED PARKING 

BOULEVARD DE MAGENTA  
LEVEL OF ACCESSIBILITY TO 

SOURCES/DESTINATIONS OF GOODS 
DELIVERY/REMOVAL TRAFFIC  

Map 3/9 
SCALE : 1/750  
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The areas in red are places where it is forbidden or impossible to stop.  

Areas where stopping is authorised in bus lanes or on clearway and in delivery areas are 
shown in green.  

 
The degrees of accessibility to sources and destinations of goods delivery traffic is 

shown by different colours and shades. In the example above, yellow indicates a good degree 
of accessibility, and dark orange shows the difficulties of access to shops. This accessibility is 
calculated on the basis of the open bus lanes, and is therefore limited in time. Black hatching 
indicates accessibility from delivery areas that are available at all times. The example reflects 
a high degree of accessibility during the time slots when stopping in bus lanes is authorised. 
Conversely, in time slots when stopping in bus lanes is forbidden, accessibility is very 
limited.  

 
This stage defines the existing range of public space dedicated to goods transport 

before any planning or redevelopment projects. Among other things, it particularly indicates 
the portions or areas with a low degree of accessibility and which therefore must create 
disorders in the management of public space. The various “close-ups” are used to focus more 
closely on the “hard points” in the following stages of the logistic review.  
 
 

3.3. Principle of creation of goods movements  
 
 

This stage consists in determining the creation of goods movements for the studied 
area. Its aim is to provide a picture of the logistic activity in the chosen area using a 
methodology based on movement reference values.  

 
Note: For large-scale projects in areas of high business activity such as the “espaces 

civilisés” [areas of traffic calming, green open spaces, etc., which create a harmonious balance 
of different means of transport and favour pedestrian, public transport and non-motorised 
“soft” means of travel, but mixed with motor vehicles]9, the method described below is 
suitable until the preliminary design stage. For these projects, therefore, it is recommended to 
have more precise delivery surveys conducted by the Observatoire des Déplacements [Travel 
Observatory] of the Agence de la Mobilité, particularly in order to validate certain choices 

                                                           
9 “espace civilisé” : The concept of “espace civilisé” [literally, “civilised space”] was developed by the City of 
Paris in 2001. It concerns the planning and development of major arterial roads, and it is complementary to the 
planning and development of green neighbourhoods and the implementation of a network of green open spaces 
that follows more local roads and streets. Avenue du General Leclerc is one of the seven arterial roads that are 
declared “espaces civilisés”. The six other arterial roads are Boulevard de Magenta, Avenue Jean Jaurès, 
Boulevard de Clichy, Boulevard de Rochechouart, Rue de Rennes, Boulevard Barbès and Avenue de France. 
 
The main aims are: 
 

- to provide a new way of dividing up and sharing public space for the benefit of buses and non-
motorised “soft” means of travel, while maintaining automobile traffic; 

- to provide more greenery; 
- to reduce the different forms of local pollution; 
- to improve local community life; 
- to preserve and enhance the quality of the architectural and urban landscape and heritage. 
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made in the programme. It is the survey which will then reveal the creation of goods 
movements that must be addressed as indicated at the end of this part.  

 
On the basis of the classification of types of business activity, it is possible to estimate 

the effective logistic activity of every shop (or other place of commercial business) in the 
studied area. As for any simulation tool, this is a forecast which must be interpreted with 
caution.  
 
 The methodology is based on two approaches for determining the creation of goods 
movements:  

• the quantitative approach, 
• the qualitative approach. 

 
This distinction is derived from investigations carried out on the basis of the surveys of 
deliveries by the Observatoire des Déplacements. For certain types of business activities, the 
available data base cannot be used to quantify logistic functioning. For these types of business 
activities, a qualitative approach has been developed, based on the results of the National 
goods in the city programme and on field observations.  
 
 Quantitative approach 
 

The principle of quantitative creation of goods movements is based on the “number of 
employees” criterion. On the basis of the commercial survey obtained from the field 
investigation, it is proposed to assign a maximum daily number of goods movements, which 
is a maximum limit value, according to the number of employees, specifying its frequency or 
period of weekly recurrence.  
 

The table below shows the results to be taken into account:  
 

Comparison table: business activities – creation of goods movements 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la mobilité 

 

CATEGORY 

OF 

BUSINESS 

ACTIVITY 

NUMBER OF  
DAILY GOODS MOVEMENTS 

 

WEEKLY 

FREQUENCY 
SPECIFIC FEATURES 

Restaurant / 
similar 

traditional 
food outlet 

 
 
 
 

Every day except 
at weekends 

• Certain restaurants also receive 
deliveries on Saturday 

• Apart from take-away food, few 
restaurants create removals traffic 

Fast food 
outlet / 

Cafeteria 

 
 
 
 

3 times every 
week  

• The cafeterias / restaurants of large 
chains have precise weekly organisation

 
 
 

Hotel 

 
 
 
 

Every day except 
at weekends 

• This category creates at least one daily 
delivery of foods for breakfast and one 
removal of linen 

 
 

4 Number of 
movements 

Number of 
employees* 0 2 5 9 20 

Number of 
movements 2 

Number of 
employees 0 2 5 9 20 

3 or+ 

Number of 
movements 3 

Number of 
employees 0 2 5 9 20 

6 or+ 
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Other 
specialised 
food shop 

(sweet/savoury 
products) 

 
 
 
 
 

Every day except 
at weekends 

 

• Supply for the shop’s own account via 
Rungis market and deliveries  

General 
grocery 

 
 
 
 

 
 

Every day except 
at weekends 

 

• These values do not count home 
deliveries made particularly by large 
chains. These home deliveries are 
considered as removals and may be 
made from the public space 

Independent 
personal 
outfitter 

 
 
 

 

 
3 times every 

week 
 

• This value is not valid for single-
activity neighbourhoods (such as 
Sentier or Gravilliers). Refer to the 
specific study for these neighbourhoods 

 

Home 
equipment 

 
 
 
 
 

3 times every 
week 

 
• As per “general grocery” category 
 
 

Wholesaler 

 
 
 
 
 

Every day except 
at weekends 

• These results must be used with caution 
in single-activity neighbourhoods such 
as Sentier 

• Goods movements are shared equally 
between removals and deliveries 

Pharmacy 

 
 
 
 
 

Every day except 
at weekends 

• Most of these are express deliveries to 
meet a one-off request 

 
 

Services 

 
 
 
 

2 times every 
week 

• This value is a maximum that counts 
deliveries of letters. Certain services 
companies only create deliveries very 
rarely 

 
 
*: in the case of a single-person public limited company, count 1 
 

The weekly frequency value is a maximum. The surveys conducted showed that 40% 
of companies receive deliveries every day and 70% receive deliveries several times every 
week.  
 
Methodology: 
 
 On the basis of the shops/businesses survey, a number of goods movements is 
allocated to every activity. Concerning the weekly frequency of return, there are two theories 
of counting for categories of business activity that do not create goods movements every day:  
 

- concentration of business activities that do not create goods movements every day  
 

3 Number of 
movements 

Number of 
employees 0 2 5 9 20 

3 Number of 
movements 

Number of 
employees 0 2 5 9 20 

0 

Number of 
movements 2 

Number of 
employees 2 5 9 20 

5 or+ 

4 Number of 
movements 

Number of 
employees 0 2 5 9 20 

2 Number of 
movements 

Number of 
employees 0 2 5 9 20 

Number of 
movements 3 

Number of 
employees 0 2 5 9 20 

6 or+ 

2 Number of 
movements 

Number of 
employees 0 2 5 9 20 



Technical Guide to Delivery Areas for the City of Paris – version 1 

Paris City Council - Direction de la Voirie et des Déplacements -–Agence de la Mobilité 16

In this case, it is recommended to count the creation of goods movements of two shops 
out of three in order to not overestimate the simultaneous nature of goods movements 
in the studied section. 
 
- discontinuity of business activities that do not create goods movements every day  
 
In this case, it is recommended to take into account the creation of goods movements 
for all shops.  

  
The series of examples below illustrates the application of this method in different 

cases of concentration of shops.  
 
 
 
 1st case: high density of shops/businesses 
 

 
 

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la 
Mobilité 

 
 
 
The studied section includes the different categories of business activity corresponding 

to the quantitative approach. Continuity of shops/businesses induces high density of 
shops/businesses. The field survey is used to determine the spatial distribution of this 
concentration of shops/businesses and to classify shops and other places of commercial 
business by their numbers of employees. Application of the table shown above gives the 
effective picture of the logistic demand in the studied section. It is a picture that presents an 
extreme scenario of a high level of daily traffic. Sources and destinations of non-daily goods 
movements follow the rule described above: shops marked by a cross are not counted.  
 

This example is characterized by an area of high concentration of goods movements 
counting more than 32 deliveries/removals. If the public space only provides one delivery 
area in this place, with delivery times limited to 30 minutes, the delivery area could be 
potentially occupied 16 hours every day. However, studies show that ¾ of deliveries/removals 
are made in the morning, up to 13:00 hours. Therefore this area is apparently saturated.  
 
 

 

Number of deliveries/removals  
Number of employees  
Independent personal outfitters  
Specialised food shop (sweet/savoury products)  
Restaurant / similar traditional food outlet  
Fast food outlet / Cafeteria  
Hotel  
General grocery store  
Home equipment  
Wholesaler  
Pharmacy  
Service  
Specific source/destination of major goods 
transport traffic Area of major goods movements 
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 2nd case: discontinuity of shops/businesses 

 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 
 

The studied section has low density of shops/businesses. Again, application of the 
above table provides a maximum effective picture of the logistic demand. In this case, the 
sources and destinations of non-daily goods deliveries/removals are all counted.  
Although the demand is more scattered, the section must have more than one delivery area, to 
avoid the driver-deliverer having to cover excessively long distances.  
 
 3rd case: combination of several densities of shops/businesses  

  
 

 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 

 

Number of deliveries/removals  
Number of employees  
Independent personal outfitters  
Specialised food shop (sweet/savoury products)  
Restaurant / similar traditional food outlet  
Fast food outlet / Cafeteria  
Hotel  
General grocery store  
Home equipment  
Wholesaler  
Pharmacy  
Service  
Specific source/destination of major goods 
transport traffic 

continuity of shops/businesses 

discontinuity of shops/businesses 

Number of deliveries/removals  
Number of employees  
Independent personal outfitters  
Specialised food shop (sweet/savoury products)  
Restaurant / similar traditional food outlet  
Fast food outlet / Cafeteria  
Hotel  
General grocery store  
Home equipment  
Wholesaler  
Pharmacy  
Service  
Specific source/destination of major goods transport traffic 
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 In this case, the studied section has different densities of shops/businesses and, 
especially, irregular creation of goods movements. 
 

Example No. 1 includes a category of business activity which is a so-called “specific 
creator of major goods movements”, shown in black. This must be given special attention 
during the field survey, because it consists mainly of car dealers or department stores that may 
have private delivery areas; if this is the case, their impact on public space is limited. If not, 
they can cause major disturbance and the failure of the development implemented: they will 
be marked by S, to indicate that they must be incorporated from the early stages of the 
project.  
 
 4th case: a concrete case as part of a project for an “espace civilisé”.  

 
 

 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 
 
The study from which the above plan was obtained concerns the development of Boulevard 
de Magenta as an “espace civilisé”. It highlights sections that are sources and/or destinations 
of heavy goods traffic of up to 10 movements every day.  
 
 Qualitative approach 
 

CAFE, HOTEL, RESTAURANT 
BANK  
PUBLIC INSTITUTION  
PERSONAL OUTFITTERS  
GENERAL GROCERY STORE  
HOME EQUIPMENT  
PHARMACY  
MISCELLANEOUS  
OTHER SPECIALISED FOOD SHOP 
CAR/MOTORBIKE GARAGE

BOULEVARD MAGENTA 
NUMBER OF DELIVERIES 

 
Map 3/9 

SCALE : 1/750   
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Among the business activity classifications presented in the first part, certain categories of 
business activities cannot be examined through a quantitative approach, and they are analysed 
by qualification of their main characteristics as sources and destinations of goods movements. 
The table below summarizes this information:  
 

Qualitative description of the main categories that are sources and/or destinations of goods 
movements 

Sources: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 

Category of 
business activity 

Characteristics  

Café (drinking 
establishment) 

Most of these types of business premises receive one delivery of drinks from 
specialised wholesalers every day. These are bulky deliveries which take a long 
time, and delivery vehicles need to be parked near the shop. The vehicles used are 
mostly heavy goods vehicles with a permissible loaded weight of 12-13 tons.  

 
Department stores The business premises concerned create a lot of goods traffic, but most of them 

have incorporated supply logistics facilities. Most of them have private delivery 
areas and therefore do not use public space for deliveries/removals. However, 
some of them, such as La Samaritaine, may not have private delivery areas.  
Deliveries are made by heavy goods vehicles with an average permissible loaded 
weight of around 19 tons. Studies of these goods traffic generators show daily 
deliveries with at least ten vehicles.  

Industry  Although there are not many of them in the Paris municipal district, these sources 
of goods traffic require specific treatment. They can entail large traffic flows and 
involve long periods of vehicle immobilisation. In carrying out the logistic review, 
they must be surveyed. On the basis of surveys in large French cities, the “national 
goods in the city programme” has shown that there is 1 delivery/removal every 
week per employee in this type of business activity. This rate must be used with 
caution, particularly in the case of single-activity neighbourhoods such as Le 
Sentier, etc.  

Warehouses As for the “industry” category of business activity, there are not many warehouses 
in Paris, and they require a specific survey. This is because this category of 
business activity includes goods storage for varying lengths of time, and therefore 
they may or not entail major goods movements. As part of the national 
programme, the rate of 6.5 goods movements every week per employee was chosen. 
This value is close to the results of surveys conducted in sites such as warehouses 
on Boulevard Ney and Boulevard Macdonald. In the case of single-activity 
neighbourhoods such as Le Sentier, this value may be higher.  
Note that the revised “PLU” Local Urban Development Plan includes the specific 
features of this type of business activity and proposes to establish an obligation to 
provide private delivery areas after the first sq. m. of warehouse.  

Car dealer This type of business activity creates many nuisances because of its supply 
logistics. Its delivery vehicles carry 4, 6 or 8 cars, and they block the street and 
have turning problems, etc. However, deliveries are often made by appointment. 
These business premises must also be surveyed specifically as part of the logistic 
review. They must be taken into account to ensure the long-term viability of the 
project, because of the possible damage to kerbs, street furniture, etc. 

Bank The developments around banks must obey regulations concerning the transfer of 
funds. This obligation means that specific provision must be made for this 
category: an adequate “funds transfer” space compliant with regulations must be 
provided. For information, surveys conducted on the subject of these business 
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premises show that they are sources and/or destinations of around 4 goods 
movements every day, including envelopes and small packets.  

Public institutions / 
other public 

establishments 

Public institutions and other public bodies and establishments must be surveyed as 
part of the logistic review. Their disparities can lead to the creation of different 
goods movements. For example, schools with canteens receive deliveries every 
day, while the local government authority’s civil administration office premises 
only receive occasional one-off deliveries.  

Administrative & 
Clerical 

This category of business activity mainly creates deliveries or removals of small, 
light packages by express freight or mail or courier companies. However, these 
goods movements are daily and they occur throughout the entire day. On specific 
occasions, more bulky deliveries are made, particularly for office supplies, etc. (no 
more than once or twice a month).  

 
On the basis of these two approaches and of information obtained on the ground (by 

the survey of shops/businesses + other surveys), it is possible to obtain an effective picture of 
the goods movements created by the studied area in a day. This picture reflects a maximum 
rate that is not reproduced every day. However, as for many design principles, it is desirable 
to know the maximum requirement in order to determine the provisions to be made. To define 
this requirement more precisely, the following part provides qualitative information on the 
type of goods movements created according to the types of business activities.  
 

3.4. Analysis of goods movements 
 
As for the previous part, this part describes the nature of goods movements for each 

type of shop/business, particularly by specifying the type of vehicle used and the type of 
goods handling. Their spatial distribution is also shown.  
 

This stage consists in determining the critical characteristics for designing and 
determining the dimensions of the developments to be provided in order to ensure the proper 
logistic functioning of deliveries/removals. For these purposes, when processing information 
obtained from surveys of deliveries concerning goods movements it is important to retain the 
information that results in the largest dimensions. The previous part determines the number of 
daily goods movements. This characteristic indicates the areas that require a sizeable number 
of delivery areas. However, to determine their number and size, two additional items of 
information are required: 

□ The duration of goods movements, which is used to define an average turnaround 
rate and especially the number of delivery areas required for meeting the demand, 

□ The type of vehicles used and especially their size, used for defining the area 
occupied by delivery areas. Therefore the number of heavy goods vehicles is a 
determinant item of information. 

 
As above, the chosen methodology consists of both qualitative and quantitative 

approaches based on types of business activities.  
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 Quantitative approach 
 
Contrary to the creation of goods movements, the principle chosen for analysing goods 
movements is not based on “number of employees” criterion. Indeed, the research studies 
conducted show that there is no direct explicit link between this criterion and the type of 
vehicles used. The principle chosen for qualifying the type of vehicles used in the creation of 
goods movements is based on the number of goods movements estimated above. This consists 
in determining the frequency of occurrence of heavy goods vehicles for every category of 
shops, from a threshold of goods movements. The presence of heavy goods vehicles is the 
most determinant factor for designing the dimensions of delivery areas. For, although they 
have different contours and volumes, light vehicles and vans are rarely more than 5.5 m to 
6 m long, a length which is suitable for the minimum dimensions of delivery areas currently 
provided. On the other hand, heavy goods vehicles are usually more than 7.5 m long, and 
therefore they need delivery areas at least 10 m long (to allow for their parking manoeuvres 
and to leave room for the elevating tailgate).  
On the basis of the above creation of goods movements, the methodology proposes to 
determine the percentage of heavy goods vehicles according to the types of shops/businesses. 
The table below gives the values to be used.  
 

Table: percentage of heavy goods vehicles by type of shop/business 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 
CATEGORY 

OF 

BUSINESS 

ACTIVITY 

BREAKDOWN OF TYPES OF 

VEHICLES NUMBER OF HEAVY GOODS 

VEHICLES 

Restaurant / 
similar 

traditional 
food outlet 

 
35% light goods vehicles 

45% vans 
20% heavy good vehicles 

 

 
Over 4 goods movements,  
25% heavy good vehicles 

 
 

Fast food 
outlet / 

Cafeteria 

 
35% light goods vehicles 

45% vans 
20% heavy good vehicles 

 
Over 4 goods movements,  
25% heavy good vehicles 

 
 

Hotel 

 
45% light goods vehicles 

40% vans 
15% heavy good vehicles 

 
Over 3 goods movements,  
30% heavy good vehicles 

 
 

Other 
specialised 
food shop 

(sweet/savoury 
products) 

 
36% light goods vehicles 

42% vans 
22% heavy good vehicles 

 
Over 5 goods movements,  
40% heavy good vehicles 

 
 

General 
grocery 

 
45% light goods vehicles 

43% vans 
12% heavy good vehicles 

Heavy good vehicles only for large 
chains (Carrefour, Monoprix & 

Casino supermarkets) 
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Personal 
outfitter 

 
48% light goods vehicles 

32% vans 
20% heavy good vehicles 

Over 3 goods movements in 2/3 of 
goods movements,  

1 heavy good vehicle 
Over 6 goods movements, the 
proportion may be more than 2 

heavy good vehicles 

Home 
equipment 

 
40% light goods vehicles 

45% vans 
15% heavy good vehicles 

 
Over 3 goods movements,  
33% heavy good vehicles 

 
 

 
Methodology 
 
It is the creation of goods movements that orients their qualification. For, on the basis of the 
number of goods movements and of the type of shop/business, it is possible to quantify the 
number or proportion of heavy goods vehicles that may be used, specifying the delivery areas 
that have to be designed with a greater length.  
 
For example, the following diagram illustrates this methodology.  
 

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 

TYPES OF DELIVERY VEHICLES 
 

Map 3/9 
SCALE : 1/750  

CAFE, HOTEL, RESTAURANT 
BANK  
PUBLIC INSTITUTION  
PERSONAL OUTFITTERS  
GENERAL GROCERY STORE  
HOME EQUIPMENT  
PHARMACY  
MISCELLANEOUS  
OTHER SPECIALISED FOOD SHOP 
CAR/MOTORBIKE GARAGE

Light goods vehicle / 
Estate wagon 

Van Heavy goods vehicle 

Except 2-wheeled motor vehicles 
and public service vehicles (PTT postal service, EDF electricity service, etc.) 
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Durations of goods movements  
 
As specified above, the duration of delivery/removal is an important item of information for 
determining the number of delivery areas to be provided. It is used to determine the possible 
turnaround rate for each delivery area. The table below summarizes the average durations 
observed in surveys of deliveries:  
 

Duration of 
goods 

movements 

Number of goods 
movements (%) 

1 min 5 
1 to 5 min 42 

5 to 10 min 24 
10 to 15 min 10 
15 to 30 min  10 
30 to 60 min 5 

more than 1 hour 3 
not departed at 
the end of the 

survey 

1 

Breakdown of durations of goods movements 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 
More than 80% of goods movements have a duration less than a quarter of an hour and more 
than 90% less than half an hour. In order to take into account goods movements that can last 
for between 30 minutes and one hour, it is advised to use the 30 minutes threshold for 
counting the possible turnaround rate of a delivery area. Apparently, the recorded durations of 
more than one hour correspond to illegal parking.  
 
At this stage of the logistic review approach, it is possible to determine the position and 
number of delivery areas that are necessary to meet demand according to the principles of 
planning, development and design explained in the third part.  
 
Type of goods handling 
 
On the basis of surveys conducted by the City of Paris Observatoire des Déplacements and at 
this stage of study of urban transportation of goods, it is not possible to specifically quantify 
the frequency of specific goods handling according to a particular criterion (type of 
shop/business, number of goods movements, number of employees for each business 
premises, etc.). Only the qualification of movement based on a rate is found to be relevant. 
This provides reference values that obtain an estimation of goods movements which require 
goods handling equipment (such as a pallet truck, hand truck, etc.).  
In addition, the investigations have demonstrated the fact that 50% of goods movements by 
heavy goods vehicles involve goods handling by pallet truck and/or hand truck. The two 
tables below summarize the results.  

Type of goods handling by type of vehicle  
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 
 Type of goods handling (%)  
Type of vehicles Manual With hand 

truck/trolley 
With pallet truck 

light goods vehicle / 88 12 0 
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Estate wagon 
Vans 77 18 5 
Heavy goods vehicles 51 27 22 

Type of goods handling by type of shop/business –  
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 
 Type of goods handling (%) 
Types of business activities Manual With hand 

truck/trolley 
With pallet truck

Fast food outlet / Cafeteria 74 16 10 
Restaurant / similar 
traditional food outlet 

77 18 5 

Hotel  69 26 5 
Services 80 14 6 
Personal outfitter 80 10 10 
Other specialised food shop 
(sweet/savoury products) 

80 15 5 

General grocery 86 10 4 
 
Note: The complete business activity classification is not presented in the second table 
because statistical values for all the shops cannot be derived from the available data.  
 
The second table shows a slight difference in the breakdown of goods handling between the 
types of shops. It provides a general approximate picture for the logistic review. On the other 
hand, the first table characterises the type of goods handling according to the type of vehicle. 
It shows the large proportion of deliveries/removals made with a hand truck or pallet truck for 
goods movements made with heavy goods vehicles. For vans, 1 movement out of 4 results in 
goods handling that requires a hand truck and/or a pallet truck. This rate increases to 1 
movement out of 2 when heavy goods vehicles are concerned. This last piece of 
information is essential in the preparation of the logistic review, and more specifically 
concerning the proportion of bulky objects that can involve interactions with the planning, 
design and development of public space. The solutions addressed in the third part of this 
guide attempt to take these specific features into consideration. For example, in a delivery 
area that is to be used mainly by heavy goods vehicles, it would appear to be desirable to 
provide a lowered pavement on a part of the area to facilitate goods handling with a pallet 
truck.  
 
This characteristic is used to qualify the design and layout of the delivery area in order to 
better meet the driver-deliverer’s needs, together with the other comfort objectives fixed for 
other users of public space.  
 
This part devoted to the analysis of goods movement is used to quantify and qualify delivery 
areas that may be able to meet the logistic demand assessed by the proposed methodology. 
This approach to the assessment of the range of delivery areas must be refined for areas that 
create very heavy goods traffic.  
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3.5. Constitution of synopsis of areas of high logistic pressure 
 
This part concerns the last stage of the logistic review. The user of this guide must cross-refer 
a certain number of results of the previous parts. This part explains the criteria that must be 
considered to obtain a synopsis of the areas of high logistic pressure.  
 
The analysis developed above on the functioning of city goods transport is used to reach 
conclusions on the form and spatial distribution of this activity.  
 
 As for other project design methodologies, it is useful to highlight the key points of the 
review in order to provide the most appropriate response. With this approach, the cross-
referral and comparison of a certain amount of data developed in the previous sections 
identifies the areas of public space that are most constrained by city goods transport. The les 
following information must be combined and shown:  
 

 sections including more than 3 deliveries/removals, 
 factors that lead to transport by a heavy goods vehicle, 
 deliveries/removals by trolley or on pallets above a rate of around 25%, 

 
The two first points identify the places where there is high pressure of city goods 

transport on roads, which can cause conflicts with the other road users (car drivers and 
cyclists). The third point indicates the pressure exerted by city goods transport on pedestrian 
pavements and, at the same time, places where there are conflicts with pedestrians.  
 
The cross-over of these three items of information is used to show geographically the areas 
that use public space for goods transport. It is then possible to show the areas of high logistic 
pressure illustrated by the plan below concerning a case in Paris that has been already dealt 
with.  
 

Synopsis of areas of high logistic pressure – Present state – of Boulevard de Magenta 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 BOULEVARD MAGENTA 
Synopsis of areas of high logistic 

pressure 
Present state 

Area of high logistic pressure 
 
Area of incompatibility between logistic business activity and the development Scale 
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The hatched “blobs” indicate the areas of high logistic pressure for which it will be necessary 
to provide a more specific development and layout than in other parts of sections.  
 
 
 
Just like the other parts of the general diagnostic review, this last stage – completion of the 
logistic review – must be carried out before any proposed development scheme. It provides a 
general idea of the functioning of goods transport and identify the points that entail the 
greatest constraints. The solutions to be provided must take the diagnostic review into 
account. As already specified above, the diagnostic review is theoretical and is based on an 
empirical approach. For very specific projects or large-scale projects, it would be useful to 
carry out a survey of deliveries to obtain the basic data. The diagnostic review is then 
constructed in the same way, replacing the rates specified in the guide by the actual values 
found. Indeed, the methodological approach to defining the areas of requirements and 
constraints remains identical.  
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4. ADAPTATION OF THE RANGE OF SPACES: 
RECOMMENDATIONS  

 
The aim of this section is to offer a methodology for providing an appropriate a range of 
public space, considering the logistic review explained above. It is in three parts: 1 – 
optimisation of the range of delivery areas; 2 – recommendations concerning different types 
design and layout of delivery areas; 3 – regulatory leverage.  
 

4.1. Determination of the range of delivery areas  
 
This part must make it possible to determine the right number and locations of the delivery 
areas for the entire studied area. The proposed methodology is based on the results of the 
logistic review. 
 
The theoretical number of required delivery areas shall be calculated according to the 
following reasoning:  
 

4.1.1. Areas of high logistic pressure 
 
 Quantification of delivery areas  
 

We must count the number of daily goods movements in each pocket of areas of high 
logistic pressure. Like other calculation methods, to avoid minimising the phenomena, 
the counted goods movements correspond to a time slot of 7 hours (the delivery 
surveys showed that 75% of deliveries took place between 7:00hrs and 14:00hrs). In 
addition, the average duration of a chosen reference delivery is half an hour, which 
agrees with the results of surveys and other envisaged measures (see below). We can 
then determine the number of delivery areas required for a perfect turnaround scenario, 
in which a city goods transport vehicle is replaced by another every 30 minutes. 
Although it may appear too perfect, this last scenario takes into account the fact that 
several delivery vehicles may be present at the same time. For, in addition to the fact 
that 80% of goods movements last for less than 15 minutes, the previous incremental 
factor compensates for any under-assessment of delivery areas.  
 

 Locations of delivery areas  
 

Once the number of delivery areas is determined, their priority location must be 
defined. In areas of high logistic pressure, it is recommended to have delivery areas to 
match the level of goods movements that result in a high percentage of goods handling 
other than by hand and/or using heavy goods vehicles. This measure must provide for 
goods movements that create the greatest disruption of roads, thereby avoiding 
nuisances as much as possible (double parking, etc.). Once these priority delivery 
areas are determined, the others (if there is a remaining portion) must complete the 
logistic development scheme by obeying the unofficial so-called “50m” rule.  
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4.1.2.  Between the areas of high logistic pressure 
 

 Quantification and location of delivery areas  
 

Between the areas of high logistic pressure, the number of delivery areas is determined 
on the basis of the unofficial so-called “50m” rule, which is accepted by virtually all 
transport professionals for estimating the level of access to shops and other places of 
commercial business. This rule stipulates that a removal/delivery must not require the 
deliverer to move a distance of more than 50m from his stopping place. This norm is 
the goods handling maximum limit accepted by a deliverer for doing his job in good 
working conditions. This provision allows us to determine and place delivery areas 
that complete the scheme for logistic development of public space as part of the 
proposed project. 
 

 
Once the range of delivery areas is fixed, we must indicate the desirable implementation 
measures for these same areas.  
 

4.2. Recommendations for design and layout 
 
This part defines the technical provisions which the delivery area must comply with. 
Naturally, these recommendations are to be adapted to the requirements and constraints of 
each project, and they are to be obeyed as much as possible to ensure proper functionality of 
the delivery area and its regular use by the driver-deliverer. These recommendations for 
design are in the form of a “tool-box” which must be open to change and must be improved 
on the basis of future experience in order to continually adjust the design and layout of the 
public space to the deliverers’ requirements.  
 

4.2.1. Chosen categories of delivery areas  
 

This part describes two types of delivery area – (a) a space provided on the 
carriageway, and (b) a space on the pedestrian pavement, commonly known as the “Lincoln” 
stopping space – which shall be treated respectively as part of projects that include parking on 
the normal carriageway or that include protected bus lanes.  
 
Note: It is possible to use a “Lincoln”-style design for projects that do not include protected 
bus lanes. 
 
  Space on the carriageway  
 
This is the classic delivery area located on a parking space on the carriageway alongside the 
pedestrian pavement. Its technical characteristics are examined below. 
 
  Space on pedestrian pavement  
 
This is the “Lincoln”-style design which consists in cutting out a rectangle of the pedestrian 
pavement to insert a space for deliveries. The term “Lincoln” comes from the name of the 
street in Paris where this type of development was first provided. A variant of the “Lincoln” is 
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a “half-Lincoln” parking space, of which half the width is on the pedestrian pavement and the 
other half-width is on the carriageway. This type of development particularly resolves the 
issue of parking on protected bus lanes.  
 

4.2.2. General recommendations 
 
These indicate the principles that must be obeyed, whatever the type of proposed scheme.  
 
  Road markings 

 

The proper use of road markings is specified in the "Instruction interministérielle sur la 
signalisation routière". This specifies the method and conditions for using markings defined 
in the amended interministerial Order dated 24/11/67. This instruction is approved and 
amended by several interministerial Orders, which means that it is legally opposable to all 
managers of roads. It was last updated in 2002. The stipulations are as follows: 

Ground marking of delivery areas shall be in yellow only. The areas shall be: 

- delimited by a discontinuous dashed line, composed of a series of 50cm of line and 
50cm space, 10 cm wide; 

- marked by a diagonal “X”, composed of continuous lines, 10 cm wide. 
- the word "LIVRAISON” (i.e., “DELIVERY”, in the singular case) shall be written 

along the dashed line.  
 

Marking of a conventional delivery area on the carriageway along the pedestrian pavement 
must now have the following appearance:  

 

 

 

 

Regulation markings 
Source : Guide technique et 
juridique pour les livraisons en 
ville / GART 

pedestrian 
pavement  

carriageway 

Regulation markings 
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Although this is not explicitly mentioned in the ministerial instruction, one may suppose that, 
as for the word PAYANT [i.e., PAYING]10, the word "LIVRAISON” [i.e., “DELIVERY”] may 
be written either in yellow letters or in negative in a yellow rectangle where the word will 
appear in outline. 

 
  The space 

 
The lorries stopped in delivery areas must not block the other users’ view of road signage 
(such as traffic lights and road signs). 

 
  Dimensions 

 
The delivery area must be of sufficient dimensions to take the vehicle, to allow the deliverer 
to move around his vehicle with the goods and, possibly, to allow some packages to be placed 
in the road during handling. 
 
Therefore the following must be defined:  

 
- The width 
 

Delivery areas on the carriageway must not be more than 2m wide, particularly to avoid any 
illegal parking at an angle to the kerb. However, as mentioned above, marking of the word 
Livraison [Delivery] may extend onto the carriageway, enabling the driver-deliverer to find 
the delivery areas more easily. This additional margin will allow space for industrial vehicles 
up to 2.50 m wide.  
 
The “Lincoln” delivery areas may be up to 2.50m wide if there is enough room in the 
pedestrian pavement space, and they must be at least 1m wide in the case of “half-Lincoln” 
delivery areas.  

 
- The length  

 
1) The length must correspond to the size of the vehicles expected, 

The logistic review must identify the major categories of vehicles involved in goods 
movements in the studied area. The investigations conducted have shown that, apart from 
light vehicles, heavy goods vehicles and even some ultra-light goods vehicles (less than 3.5 
tons) are often more than 6.50m long. This is illustrated by the examples below.  
 

  

This “delivery van” has goods delivery van type 
bodywork and an elevating tailgate that is raised 
vertically 

Tare weight plate: Unloaded weight of vehicle: 
2.9 t – Total permissible loaded weight: 3.5 t – 
Authorized gross vehicle weight: 7 t – 2.2m wide 
x 6.83 m long – Ground surface area: 15.03 m2 

                                                           
10 Interministerial Instruction on road markings, Article 118.2, paragraph A, line c 
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This 7.5 ton lorry has a rear curtained opening 
and an elevating tailgate that slides under the 
chassis. 

Tare weight plate: Unloaded weight of vehicle: 
4.50 t – Total permissible loaded weight: 7.50 t – 
Authorized gross vehicle weight : 11.00 t – l x L: 
2.3m wide x 7.0m long – Ground surface area: 
16.1 m2 

  

Refrigerated lorry. 

Tare weight plate: Unloaded weight of vehicle: 
8.50 t – Total permissible loaded weight: 19 t – 
Authorized gross vehicle weight: 22.5 t – 2.6m 
wide x 10m long – Ground surface area: 26 m2 

 

Examples of “urban delivery vehicles”  
Source: Technical and legal guide to deliveries in the city / GART 

 
Therefore it is recommended:  

- if there are few heavy goods vehicles present, to provide delivery areas at least 8m 
long to take the largest vans.  

- if there are heavy goods vehicles, to provide delivery areas at least 12m long.  
 
However, whenever possible, it is desirable to have a length of 12m.  
 
Note: For a length of 12m, the delivery area corresponds to an average surface of 24 m2, i.e., 
the maximum allowed by present goods transport regulations in Paris. Over this limit, 
vehicles are only authorized to enter the city at night (between 19:30hrs and 7:30hrs). 
 

2) The length must correspond to the space required for handling goods 
In addition, as far as possible, it is recommended to provide a goods handling space for the 
driver-deliverer. In areas that have few heavy goods vehicles, the goods handling space must 
be added to the 8m length of the delivery area. It is desirable to provide a goods handling 
space at least 2m long. When the delivery area is 12m long, it is possible to consider that the 
goods handling space is included within it. In fact, very few urban goods vehicles are more 
than 10m long.  
In this space, the deliverer can lower his elevating tailgate, operate the goods handling 
equipment and handle his goods. In particular, the deliverer can put down packages while 
tidying the inside of the lorry or sorting the items that have to be delivered. This area must not 
contain any obstacles to movement, such as bollards, hydrants, posts or other street furniture. 
 
If high logistic pressure is identified in the review, it is possible to create several delivery 
areas in succession.  
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  Design of the delivery area 
 
Unloading the goods and rolling goods handling equipment require a level delivery area. 
However, when goods are handled with the aid of equipment, the kerbs of pedestrian 
pavements can be a major obstacle for driver-deliverers. Therefore it is recommended to make 
specific provisions to allow the goods to be taken over the changes in level of the road, such 
as a lowered kerb at the delivery spaces. These lowered parts of the pedestrian pavement may 
only be on a part of the length of pedestrian pavement (at the end corresponding to the rear of 
the vehicle). Obviously, this type of design must go hand in hand with equidistant posts, 
1.40m apart, to allow passage of a European standard pallet and to prevent illegal parking. In 
addition, the slopes connecting the lowered kerb and the pedestrian pavement must comply 
with the other requirements applicable to public spaces, such as the guide to road accessibility 
for people with reduced mobility.  
 
In order to limit the driver-deliverer’s manoeuvres to a minimum, a bevelled edge could be 
provided on a part of the delivery area.  
 
The following are recommended for delivery areas on the carriageway along the 
pedestrian pavement:  
 

1)- In the case of an area with a high density of shops/businesses, provide 
permanent developments that create greater “sanctuarisation11” protection of 
the delivery area. These could consist in placing protective islands at the ends 
of the delivery area. This arrangement would particularly avoid overflow of the 
parking area onto the delivery area and would somewhat dissuade irresponsible 
drivers, who would fear being more exposed. The rear island must particularly 
allow handling of goods on pallets. For this purpose, it will include a part that 
is lowered towards the delivery area and a grating connecting it to the 
pedestrian pavement, which also allows roadside gutter water flow to continue. 
Overall, this design of delivery area corresponds to three normal parking 
spaces, i.e., a total of 15m.  
 
 

 
 

Example of layout with protective islands 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 
 
2) - In the case of areas with variable density of shops/businesses, provide 
developments that can be modified with time. For the same purposes of 

                                                           
11 See footnote on “sanctuarisation” above 

grating 

direction of movement of goods
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“sanctuarising12” the delivery area, this design combines the delivery area with 
other specific developments of public space. For example, carriage entrance 
passages can be used to frame the delivery area and facilitate the handling of 
goods on pallets, a two-wheeler parking facility can provide protection, or a 
parking space reserved for the handicapped will also meet the need for access 
to shopping/business areas by this category of users of public space. 
 

 
Example of layout between carriage entrances 

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 
 

  

 
Example of layout between carriage entrance and 2-wheeler parking spaces 

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 
 

 

 
Example of layout between carriage entrance and space reserved for the handicapped 

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 
 
Note: In certain cases, it can be useful to have a delivery area near a pedestrian crossing, to 
allow the driver-deliverer to deliver goods on the two pedestrian pavements on either side of 
                                                           
12 See footnote on “sanctuarisation” above 

Road markings

Road markings Two-wheeler parking spaces

Parking space reserved 
for the handicapped 

Road markings 
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the road/street, and thereby to benefit from protection provided by a widened pedestrian 
pavement. If there is no pedestrian crossing nearby, and if the delivery area must serve the 
two sides of the road/street in question, it is recommended to provide a crossing in the 
proposed development scheme.  

 

  
Example of layout near a pedestrian crossing 

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 
 
 
 
The diagram below presents the recommendations for “Lincoln” delivery areas: 

 

 
 

Example of layout of a “Lincoln” delivery area 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité  

 
 

The posts delimiting the goods handling area are spaced at least 1.40m apart in order to allow 
handling of goods on European standard pallets.  

Note: In terms of load-bearing strength, the treatment of a “Lincoln” delivery area must be 
similar to that of the carriageway. Kerbs shall preferably have bevelled edges to resist wear by 
heavy goods vehicles. 

Lowered pavement 

Island 

grating 

Goods 
handling area

Carriageway

Pedestrian 
pavement 

Inclined plane to facilitate 
rolling of goods handling 

equipment 
Bevelled edge to facilitate 

vehicle manoeuvres 



Technical Guide to Delivery Areas for the City of Paris – version 1 

Paris City Council - Direction de la Voirie et des Déplacements -–Agence de la Mobilité 35

4.2.3. Specific layouts and developments 
 
  Protected bus lanes  
 
The development and layout of protected bus lanes on certain main roads of Paris leads to 
three main types of schemes that involve several recommendations for dealing with goods 
transport:  
 

- two-way central bus lane  
 

With this type of design, goods vehicles do not have to use the protected bus lane and they are 
on the sides within general traffic. Therefore there is no physical obstacle between the 
stopping area used for delivery/removal and the destination or source of the goods. The 
delivery area can be placed within a normal car parking space if this is foreseen in the 
proposed scheme, or placed as a “Lincoln” or “half-Lincoln” delivery area. The cross-sections 
below illustrate some cases of different layouts: 
 
Central protected bus lane widened for bicycles with “half-Lincoln” parking spaces provided 

for deliveries/removals. 
 

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 
 

Central protected bus lane widened for bicycles with “Lincoln” parking spaces provided for 
deliveries/removals. 

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

DELIVERIES DELIVERIES

from 7.0 to 9.0

DELIVERIES 
DELIVERIES 
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Central protected bus lane widened for bicycles with delivery areas provided within car 

parking spaces 

 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 
 
 
- bilateral one-way bus lane  

 
For this type of arrangement, the following are recommended:  

- opening traffic in the bus lane to goods vehicles at specific times and/or 
places to allow them to gain access to the stopping area, while obliging them 
to leave the bus lane at the next road junction, 

- provision of “half-Lincoln” delivery areas for goods vehicles. Surveys of the 
first developments of this type showed that the delivery areas had a good 
operational level. Conversely, the protected lanes widened to 5.50 m with 
spaces for deliveries create conflicts between users.  

 
The cross-section below illustrates the recommended arrangement:  

 

 
Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 

 
Note:  
• The users authorized to use protected bus lanes are currently being defined as part of 

another study conducted by the steering committee composed of members of Paris City 
Council, the Préfecture [Police Authority] and goods transport professionals. A distinction 
based on a criterion related to the type of vehicle is being examined.  

DELIVERIES DELIVERIES 

DELIVERIES
AREA

4.5 inside

Bus lane

1.0 to 1.3
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• The study of the functioning of delivery areas in bus lanes conducted by the Direction de 
la Voirie et des Déplacements [Roads & Travel Department] has shown the dysfunction of 
other layouts and arrangements chosen in the first operations for protecting bus lanes. For 
example, the 5.50m lane with provision of the delivery area disturbs bus traffic, because 
certain goods vehicles do not stop exactly in the spaces, and therefore they prevent traffic 
flow.  

 
 

- two-way unilateral bus lane  
 
This type of arrangement makes it necessary to take different measures for each side of the 
road in question. On the side of the road beside the area of general traffic, delivery areas 
located inside the normal car parking spaces or designed as “half-Lincoln” or “Lincoln” 
parking spaces are adequate for goods transport. On the side beside the bus lane, it is 
recommended to allow the circulation of goods vehicles in the direction of traffic flow along 
the pedestrian pavement and to provide “half-Lincoln” or “Lincoln” delivery areas. 
Concerning traffic rules, it would be wise to not allow goods vehicles to cross the bus lane to 
join the general traffic. Therefore they must leave the road once they reach the next adjacent 
street. To do this, it is important to design the traffic flow plan to allow efficient looping.  
 
The cross-section below illustrates these principles:  
 

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 
Solutions such as a central reservation containing delivery areas should be excluded as much 
as possible. This is because they cause excessively long crossings of traffic that create conflict 
with other users. In addition, pedestrian crossings have to be provided in every case, and even 
more have to provided in areas that create a lot of movements of goods.  
 
In the most complex cases, a solution with a deliveries track on the pedestrian pavement can 
be envisaged, such as in the development on Boulevard Saint-Michel, in order to serve the 
side of the pedestrian pavement along which a bus lane runs in the opposite direction. 
 
 Managing conflicts with other users 
 
Certain schemes may lead to creating areas of conflict between users. It is important for the 
safety and comfort of all users that the development should take into consideration the 
requirements and constraints and the nuisances created by handling goods which are 
sometimes bulky and/or heavy. This is illustrated by the diagram below:  
 

DELIVERIES 
DELIVERIES 

2.7m min. per lane 2.7m min. per lane   0.5m min. from 7.0 to 8.0m  
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Example of layout near a bicycle track  

Source: Paris City Council – Direction de la Voirie et des Déplacements – Agence de la Mobilité 
 
The bicycle track separator is discontinued to allow handling of goods with a trolley or on 
pallets from the delivery area located within the parking spaces. The common space between 
the bicycle track and the goods transport and handling area is an area of conflict which must 
be given particular treatment. It is possible to devise:  

- vertical signage to warn cyclists that they are crossing a portion where goods may 
be in transit, and horizontal signage, such as a logo of a bicycle, to warn driver-
deliverers that they are crossing a bicycle track, 

- a change in colour of the bicycle track surface at the delivery area space, with 
ground markings of bicycle logos.  

 
 
Of course, all these recommendations must be adapted to the actual situation encountered. 
Therefore they can have variants. However, the main principles must be obeyed as much as 
possible. They must also be improved regularly by the feedback from future users of this 
guide. In addition, other studies conducted in the steering committee (consisting of members 
of Paris City Council, the Préfecture [Police Authority] and goods transport professionals) 
will add to these recommendations.  
 

4.2.4. Assessment 
 
In certain situations, it may be useful to draw up a comparative assessment of several systems 
and arrangements, particularly as part of projects for protected bus lanes. In order to do so, it 
is recommended to use multicriteria analysis. The chosen criteria may be the following:  

- Degree of accessibility to sources/destinations of goods delivery traffic: 
This criterion is used to qualify every proposal with regard to the accessibility of 
shops and other places of commercial business in the street in question. The more 
the proposed development offers good conditions of accessibility, the higher its 
score will be.  
 
- The driver-deliverer’s safety: 

AREA OF CONFLICT (REQUIRES SPECIFIC DESIGN/TREATMENT)

SMALL POSTS
(1.40m apart) 

LOWERED KERB
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This criterion indicates the level of danger for the driver-deliverer in carrying out his 
delivery/removal tasks. The more the proposed development offers safe working 
conditions, the higher its score will be. 
 
- Operational level of the delivery area: 
This criterion stresses the operational aspect of the delivery area. It determines the 
risk that the delivery area may be particularly used or blocked by other users and 
that, in practice, it will be impractical for goods vehicles.  
 
- Level of control of vehicle stopping and of access: 
This criterion indicates the complexity of the task face by the forces of law and 
order in controlling the logistic functioning of the delivery area. Among other 
things, vehicle stopping and access are the main things which are difficult to control. 
The more the proposed development facilitates control for the forces of law and 
order, the higher its score will be.  
 
- Difficulties of implementation: 
This criterion is relative to the physical construction and provision of the delivery 
area. The more the proposal requires complex developments, the lower its score will 
be.  
 
- Rigidity of the development: 
This criterion indicates the adaptability of the delivery area in relation to future 
transformations of the road or street. The less the proposal leads to infrastructure 
work, the higher its score will be.  
 
- Urban and cityscape integration: 
This criterion evaluates the level of integration of the delivery area. The more the 
proposed development is integrated qualitatively with the entire proposed scheme, 
the higher its score will be.  
 
- Understanding by the user: 
This criterion stresses the level of comprehension of the development by the 
“average” user. The more the proposal is clearly understandable, the higher its score 
will be. 
 
- Conflicts with other users: 
This criterion characterises the level of incompatibility between driver–deliverers 
and other users. The more the proposal involves risks of conflicts, the lower its 
score will be.  

 
- Cost of development: 
This criterion indicates which proposal appears to be the most costly. The proposal 
that appears to require the least funds will have the highest score.  

 
 
 

One may choose a principle of scoring for weighting certain criteria according to the 
constraints and requirements of the proposed scheme and the desired guideline:  

- every solution is marked from 1 to 4 for each criterion, 
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- every criterion is weighted by a coefficient between 1 and 5 (1 for the least 
important and 5 for the most important), 

- the overall score indicates the degree of match between the solution and the 
assessment criteria. Therefore solutions can be compared with each other.  

 

4.3. Regulatory leverage 
 
The delivery surveys and the studies conducted have shown the importance of regulations for 
the proper use of public space. In goods transport, regulations cover traffic, parking and 
stopping. Concerning stopping, the definition of the delivery area presented in the first part 
shows that all users can use the delivery area. This particularity, combined with a low level of 
control by the forces of law and order, leads to major abuse of delivery areas which do not 
fulfil their initial function. The studies conducted have shown the low rates of fines for a high 
rate of illegal parking in these areas.  
 
The steering committee – composed of members of Paris City Council, the Préfecture [Police 
Authority] and goods transport professionals – is currently working on regulations to make 
them effective and to thereby complement the above-mentioned design and layout principles 
as well as possible.  
 
 
The main lines of thought currently being examined are:  
 

- The provision of an obligatory disk for using a delivery area, which will limit the 
duration of stops to 30 minutes (change of status of the delivery area). 

This measure will clearly identify whether the vehicle is stopped for a 
delivery/removal and it will limit the time of use of the delivery area. The 
requirements for circulation of the disk are being examined. 

- The simplification of the present Paris regulations by eliminating a limit of the 
ground surface of delivery vehicles. 

This measure must simplify the different players’ understanding of regulations and 
must be adapted to the new standards of vehicles. 

- The establishment of an environmental principle in regulations in the long term. 
This measure must motivate goods transport professionals to firstly renew their 
fleets of vehicles and then to choose clean forms of energy. 

- The improvement of control of goods regulations and of the use of delivery areas 
- The possibility of reserving certain delivery areas for a category of users. 
 

The results of current studies will provide food for thought for the next versions of this guide 
and will therefore complement the range of measures for improving the use of delivery areas. 

5. Conclusion  
 
 

This technical guide to delivery areas for the City of Paris aimed at technical 
departments must be an adaptable, interactive document. It must be able to adapt to changes 
in logistic organisations, to technical improvements and to the design and development 
requirements dictated by urban functioning. Its aim is to clarify the “delivery area” facility 
and to provide a methodology which is as pragmatic as possible so that it can be used to its 
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full potential according to the logistic activity observed. In addition, it achieves the goals 
more generally on the scale of Paris municipal district, which are to facilitate the work of 
urban driver–deliverers and to improve the city’s economic functioning. Therefore the 
approach is part of a policy for the re-arrangement of public space to the benefit of all users, 
including the driver-deliverer and the goods as much as the others.  
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