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1. Introduction 

Over the coming decades, the surroundings of Turku Castle and the port area will be facing major 
changes. Guidelines are currently being prepared for what the area will look like in the future. Resi-
dential area Linnakaupunki is already being built and the results of the international idea competition 
for the Linnanniemi area has been announced. The prize-winning, purchased and honourable men-
tioned entries of the idea competition will be utilized in the zoning of the area. The aim is, that Lin-
nanniemi will be a centre of year-round urban culture where history, sea and archipelago can be ex-
perienced simultaneously. The area is also envisioned to be accessible with all forms of transport. To 
serve these purposes, a traffic and mobility master plan for the Turku port area was prepared within 
HUPMOBILE project. 

The preparation of the traffic and mobility master plan for Turku port area started in autumn 2019. 
The starting point of the work was to create a plan for the development of the traffic arrangements 
and mobility services in the area, taking all modes of transport into account. The purpose of the plan 
was to connect the planned ship passenger terminal smoothly and safely with its surroundings, im-
prove the accessibility of the port area and promote forms of sustainable mobility. The master plan 
examines the area surrounding the new terminal as well as other traffic connections in the vicinity of 
the port area. During the work, interviews about passengers’ travel modes were conducted by Häme 
University of Applied Sciences (HAMK) in both passenger terminals (arrivals and departures of even-
ing ships) to supplement the initial data. Also, a vision workshop involving different stakeholders was 
organized. 

The port is an important concentration of cultural sites and is considered the city's gateway for inter-
national shipping and archipelago traffic. The port is directly accessible e.g. by train and long-distance 
buses, which is yet a clear advantage when it comes to sustainable mobility options for passengers. 
However, the areas surrounding the current port terminals have been built in stages and are per-
ceived as difficult to grasp. The street network is mainly dimensioned for the needs of heavy traffic or 
the solutions are outdated. Fragmented traffic areas dominate the valuable cultural landscape. 

The master plan for 2029 guides the construction of Linnakaupunki and Linnanniemi towards centre-
like area and the construction has progressed during the preparation of the Joint Port Area Master 
and Mobility Plan. This plan was included as a starting point and background information in the Lin-
nanniemi international idea competition. In order to develop the port's public transport connections, 
the city has prepared e.g. tramway and trunk bus plans. The planned new joint terminal means that 
car traffic into ships will leave the Linnanniemi area completely, which will significantly free up space 
for the development of the area. 

Apart from being linked to the HUPMOBILE project, the Traffic and Mobility Master Plan is also linked 
to the Ferry Terminal project, where shipping companies Tallink Silja Oy and Viking Line Abp, the Port 
of Turku and the City of Turku are working together for the development of the port area. The pur-
pose of the Ferry Terminal project is to allow a new common ship terminal to be built and the port 
area’s operations and traffic arrangements to be developed. 

The material of this report has been compiled by WSP Finland Oy. The whole report is available in 
Finnish. 
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Figure 1. The surroundings of the Port of Turku 

The current ship terminals are causing most of the traffic in the planning area. The traffic solutions in 
front of the terminals, especially for parking, have been built in stages expanding further and further 
away from the terminals. There is no central parking in the area, but several different parking areas 
subject to a charge. Free parking on the streets is limited in time. There is also a small private car 
parking facility near the Viking Line terminal. 

Regional public transport stops are well connected to the terminals. 

Areas for charter buses and taxis are basically divided by terminal and are located reasonably close to 
the terminals. At the time of writing, improvements to the charter and kiss and ride area were being 
made in front of the Viking Line terminal. 

Train and long-distance bus platforms are located within a reasonable walking distance of the termi-
nals, but in such a way that the road has to be crossed several times on the way to the terminals. 

The city bike station is located next to the long-distance bus platforms and is far from the terminals. 

Traffic on the streets of the area is not restricted except for the Ensimmäinen linja, which is a route 
reserved only for public transport and taxis. Linnankatu is the route for local buses to the city center. 
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Figure 2. Current traffic arrangements in the terminal area 

2. Background and Objectives 

This chapter introduces best practise evaluations from similar destinations, evaluation of the present 

state and cooperation between different stakeholders during the planning process. 

2.1. Best Practice evaluation 

To find examples of solutions in traffic management, sustainable mobility and transport services in 
other similar destinations, a Best Practice evaluation was carried out (appx. 1 in the original report). 
The cases of the port cities examined were the case of the City of Gothenburg (Danmarksterminale) 
and the case of the City of Stockholm (Värtahamne). In the same way as in Turku, these two ports 
combine land use development and various port operations, especially passenger shipping. The ports 
of Danmarksterminale in Gothenburg and Värtahamne in Stockholm were selected on the following 
grounds: 

• The port area of Danmarksterminalen in Gothenburg is located in a cramped place in the 
center of Gothenburg. Line passenger traffic runs from the port to e.g. Denmark and part of 
the port area is being developed for urban use. Of particular interest are the port's traffic ar-
rangements, how sustainable mobility is taken into consideration and the growth of residen-
tial areas in the immediate vicinity of the port. 

• Land use in the port of Stockholm's Värtahamnen is currently being developed and a resi-
dential area will be built next to the port. The port's vessels are of the same size as at the 
port of Turku, and the turning time of Silja Line's ships bound for Turku is short. 
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In both Stockholm and Gothenburg, compromises have been made on the use of space. It is not nec-
essary to locate long-term parking for cars in the immediate vicinity of the terminal. In Stockholm, 
long-term parking is several hundred meters away in parking facilities. Regarding the long-term park-
ing, it is worth considering (as part of the comprehensive parking policy for the port and the city as a 
whole) how much support it should achieve and to what extent it is affordable. For example, the fu-
ture new parking facility in the Port of Turku does not necessarily have to remain used only by the 
Port – the policy can be changed later. 

The planning of port areas and new urban development areas is a long-term, decades-long project. 
Visions, goals, modes of mobility, and management tools for planning are likely to change during the 
process. The planning is also influenced by external factors, such as climate change which is the 
driver for sustainable mobility goals and requirements. 

The planning and restructuring of large areas must both look far into the future and be flexible: 
planned solutions must also work in changing circumstances and as goals change. It must be possible 
to demand changes in practices from all parties. It’s easy to agree on great visions, but someone also 
has to pay the cost of the changes — both changes in the physical environment and changes in prac-
tices. 

Stockholm Framkomlighetsstrategin - four design principles for the road and street network: 

A) More people and goods can be moved from one place to another as more people use high-
capacity modes of transport, such as public transport, walking and cycling, and high-capacity 
freight transport. 

B) The accessibility of the road and street network will be improved by increasing the travel 
speed of high-capacity modes of transport and improving the reliability of the travel times of 
all road users. 

C) The role of roads and streets as attractive places will be strengthened by improving the city’s 
walkability. 

D) The negative effects of road and street traffic are minimized by diverting car traffic to those 
journeys that are most beneficial to society. 

 

Stockholm policies: 

• Achieving bold visions requires determination and cooperation of all parties. The city must 
dare to demand a new kind of approach and vision from partners, designers , property own-
ers and builders. To support this, the city should develop concrete tools to show what other 
parties need to do as a minimum, and also to encourage them to go beyond the minimum 
requirements. For example, town planning already has tools for other types of regulation - 
some things are already used to be demanded. 

• Resources for the development of tools for cooperation and planning needs to be allocated. 

• Plans drawn up must be assessed separately from the point of view of sustainable mobility, 
and there must be a commitment to solve the issues raised in the assessments. Once the 
construction of the area is complete, it will require much more effort to change and improve 
the solutions that have already been made. This applies to both the city’s own planning and 
zoning as well as private property owners’. 

• Prioritization of modes of transport: In practice, everything starts with the prioritization of 
modes of transport and the (re)allocation of limited space according to prioritization. Prioriti-
zation may be different in areas with special needs (e.g. port traffic). 

• New vs. old modes of transport: New modes of transport and mobility services are a part of 
the Mobilitetsindex (a tool that helps property owners to improve the conditions for sustain-
able mobility of their property and area – described in more detail in appendix 1), which is 
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being tested in Stockholm. However, they are not the only decisive means of increasing sus-
tainable mobility. Equally important, or even more important, is the promotion of traditional 
sustainable modes of mobility; walking, cycling and public transport by all possible means. 

2.2. Evaluation of the Present State 

Present state and future scenarios 

The traffic distribution of the port terminal differs from the traffic distribution of Turku and Turku re-
gion. It is not common to walk or cycle to the terminal, especially during winter. People walk to the 
terminal for example from the car parking from several hundred meters away. However, the share of 
the public transport compensates for the lack of walking and cycling, which means that the share of 
sustainable mobility is at the level of Turku. Nonetheless, the goal in Turku is a 66% share in sustaina-
ble modes of transport, which can also be considered a good starting point in the terminal area. 

The Linnanniemi area and, more broadly, Linnakaupunki are to be connected as an integral part of 
the city center and to create services and jobs in the area. There are opportunities in the region to 
invest even more in the share of sustainable modes of transport than what is Turku's general goal, 
and therefore the target status is set higher than the general target of Turku. 

 

Table 1. Comparison of present state and future scenarios.  

 

 

The evaluation of the present state included analysis of 

1) Urban environment 

2) Traffic arrangements 

3) Protected buildings 

4) Soil conditions and contaminated land 
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5) Modal split 

a. Summary of the results of the 2018 research (interviews with port area actors) 

b. Passenger interviews and traffic observations conducted in the port terminals by 
HAMK 

6) Assessment of the current routes of different modes of transport 

7) Residents' mobility habits when traveling to the port (Survey by Aalto University) 

8) Land use development 

9) Transport system development 

More about the evaluation of the present state in report (p. 8-25) available in Finnish. 

2.3. Cooperation in planning 

The plan was made in close cooperation with port area operators and other stakeholders. Joint coop-

eration and development model was put together to make sure open communication and transpar-

ency were included in the process. The model focuses on recognizing all the stakeholders and ways 

for internal and external interaction. It suggest different tools for fluent exchange of information and 

participatory planning. 

Internal interaction during the port area development planning 

- Leading team members 

o City of Turku 

o Port of Turku 

- Working team members 

o City of Turku 

o Shipping Companies 

o Port of Turku 

o Port operators 

o Finnish Transport Infrastucture Agency 

- Cooperation with teams of consultants and constructors 

o City of Turku 

o Port of Turku 

o Selected consultants 

o Selected constructors 

- Interaction 

o Meetings 

o Emails 

o Shared workspaces for storing files  

External interaction during the port area development planning 

- External stakeholders 

o Residents 
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o Societies 

o Companies 

o Regional authorities 

o Municipal organizations 

- Tools for participation 

o Interviews 

o Workshops 

o Online surveys 

o Exhibitions 

o Webinars 

o Guided tours 

The whole Joint cooperation and development model for Turku port area development also prepared 
within HUPMOBILE project is available in English. 

3. Current Mobility Habits and Vision for the Future 

This chapter introduces the results of interviews and a survey that examined current mobility habits 

in the Port of Turku as well as future vision for the traffic and mobility in the area that was created 

during a vision workshop. 

3.1. Interviews by HAMK 

Häme University of Applied Sciences conducted 192 interviews at Silja Line and Viking Line terminals 
in October 29th, 2019. The following observations are related to the respondents' modes of 
transport: 

- The respondents arrived or planned to leave using many different modes of transport. How-
ever, an exact modal split is not obtained with this sample, and the modal split can vary e.g. 
on different days of the week and according to how many passenger uses charter buses. 

- As expected, there was only little walking and cycling (turn of the month October/November 
may have reduced the number compared to full year on average). 

- In Turku, own car, kiss and ride and regional public transport are strong modes of transport, 
but taxis are also emerging. 

- Particularly in the rest of the Turku region, the main mode of transport is own car, but there 
is also a significant amount of kiss and ride. 

- For longer trips, own car, long-distance buses and charter transport all play a significant role. 
The importance of trains is also emphasized, as expected. 

Departure or destination of the trip: 

- Around third of the respondents were going to or coming from Turku 

- 16 percent were going to or coming from Turku region other than Turku 

- Around half were going to or coming from outside Turku region 

- From outside Turku, passengers come fairly evenly from directions of all main roads 
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Figure 3. Departure / destination locations of the respondents. 

 

Alternative mode of transport for all respondents: 

- Around a third of the respondents answered that there was no alternative to the mode of 
transport they used; more than half of them had used a car. Correspondingly, around two-
thirds would have had another option. 

- Driving a car or kiss and ride would have been an option for around 20 percent of the re-
spondents (especially those arriving by charter bus). 

- Train would have been an option for around 10 percent of the respondents. 

- A local bus would have been an option for just over 10 percent of the respondents (especially 
those arriving by car). 

- A long-distance bus would also have been an option for around 10 percent of the respond-
ents. 

- Some of the respondents would have had several alternative modes of transport, or the jour-
ney would have required the use of more than one mode of transport (for example, they 
would have had to use both local and long-distance buses on the journey). 

- In terms of sustainable mobility, the alternative mode of transport would not always be opti-
mal, i.e. from public transport / a charter bus to a car / taxi. Around 30 percent of the re-
spondents could have changed their mode of transport to a more sustainable alternative, i.e. 
from a car / a taxi to public transport. 



 

 
 

12 

 

Figure 4. The main alternative modes of transport for all respondents. 

Alternative mode of transport according to departure / destination: 

- Due to the small number of respondents, the results are mainly indicative, but quite logical. 

- Turku residents have the potential to switch to local transport, while those from further  
have the opportunity to switch to long-distance trains and buses. 

- People living in the vicinity of Turku usually come by car and feel that they have the least op-
portunities to change their mode of transport (although a very small number of respond-
ents). 

 

- Outside Turku region: Around 36% of respondents would travel primarily by car (either as a 
driver or passenger), around 11% by train, around 22% by long-distance bus and around 25% 
by charter bus. The figure shows the main alternative modes of transport for the respond-
ents. 
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Figure 5. The main alternative modes of transport for the respondents going to / coming from out-
side Turku region. 

- Turku: Around 60 percent of respondents would travel primarily by driving a car themselves 
or as a passenger, around 23 percent by local bus and around 10 percent by taxi. The figure 
shows the main alternative modes of transport for the respondents. 

 

Figure 6. The main alternative modes of transport for the respondents going to / coming from Turku. 
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- Turku region (other than Turku): Around 97% of respondents would travel primarily by car 
(as a driver or passenger). The rest of the respondents (3%) would travel primarily by train. 
The figure shows the respondents’ main alternative modes of transport. 

Figure 7. The main alternative modes of transport for the respondents going to / coming from Turku 
region. 

3.2. Survey by Aalto University 

To support the master planning of the Turku port area, a survey concerning the mobility habits of the 
residents of Turku region has been carried out by Aalto University as part of the HUPMOBILE project. 
The survey was conducted in early 2020 and received a total of 806 responses. The aim of the survey 
was to find out the mobility habits of the region's residents on trips to the Port of Turku and Turku 
archipelago, as well as their interest and willingness to change current mobility habits and try differ-
ent mobility services. 

Respondents background 

Around 69% of the respondents lived in Turku, 10% in Kaarina, 7% in Raisio, 6% in Naantali and the 
rest in other smaller municipalities such as Lieto and Paimio. 47% of the respondents were women 
and 53% men. The largest group of respondents were aged 45-64 (36% of respondents) and over 64 
(22% of respondents). 87% of the respondents had a driving license and around 81% of the respond-
ents had the opportunity to use a car daily or several times a week. Around 45% of the respondents 
had a season ticket for public transport and 85% said they owned a bicycle. 
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Mobility habits when traveling to the port 

Around 78% of the respondents said that they visit the port less than once a month and the main 
reasons for a visit were travel and leisure. The figure below shows the respondents' primary modes 
of transport when travelling to the port. Respondents were generally satisfied or very satisfied with 
the conditions related to the primary mode of transport. 

Figure 8. The respondents’ primary mode of transport when transporting to the port. 

Dissatisfaction is mainly caused by the difficult traffic arrangements in the area, as well as the con-
gestions when ships arrive to or leave the port. According to the respondents, there is not enough 
parking space and it is difficult to find. In addition, parking in the area is considered expensive. Public 
transport travel chains to the port are not considered smooth. The area is not considered to be suita-
ble for cycling and the cycle paths are intermittent. Bicycle parking is considered to be deficient and 
too unsafe to leave the bicycle there during a cruise. In addition, access to ship by bike is considered 
challenging. 

Interest in mobility services 

When asking how likely it would be to walk or cycle to the area if improvements were made to walk-
ing and cycle path arrangements, very positive responses were received. Around 45% of the respond-
ents thought they would very likely or likely walk to the area and around 50% very likely or likely to 
cycle to the area with improvements. 

When asking how likely it would be to travel to the port area using different mobility services, the 
majority answered very unlikely or unlikely. The alternatives given were: 

• Car rental services 

• Carpooling or other shared ride services 

• Car sharing services 

• Scooter sharing or electric bike services 

• City bikes 

• Public transport 
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Public transport was considered to be the most attractive of the alternatives and over 60% answered 
that they would very likely or likely use it. City bikes, shared electric scooters or electric bikes, and 
carpools or other shared rides would be very likely or likely to be used by less than 20% of the re-
spondents. Car rental services or car-sharing services would not be used by almost any of the re-
spondents. 

3.3. Vision Workshop 

In order to develop the land use of the port of Turku and its surroundings, a vision of traffic and mo-
bility for the port and Linnakaupunki area was drawn up. The formation of the vision is based on the 
results of the analysis of the initial data studied at the beginning of the work and the City of Turku's 
goals for the future modal split and the development of the city center. The vision was created in ex-
tensive interaction within a workshop, in which representatives of the steering group, the consultant, 
operators and residents of the area, as well as other industries of the city took part (Appx. 2 in the 
original report). 

The city aims for carbon neutrality by 2029. In terms of transport, the share of sustainable modes of 
transport in the Linnakaupunki area should be around 70% by 2029 and in terms of traffic to the ter-
minal at least 66%. In the current situation, 49% of the domestic journeys of Turku residents and 38% 
of the domestic journeys in the entire region are made by sustainable modes of transport, e.g. walk-
ing, cycling or public transport. Achieving the goal of carbon neutrality requires strong investments in 
the transport system and in changing mobility habits. 

The shared vision of traffic and mobility in the Port of Turku and Linnakaupunki area is: 

A unique maritime center that connects the center of Turku sustainably and smoothly to the archi-
pelago. 

A thematic map was created based on the future vision of the area’s traffic and mobility. It follows 
the prioritization of the modes of transport described below. Important planning principle is the sep-
aration of the routes of sustainable modes of transport from the routes of vehicle traffic. 

 

Figure 9. Prioritization of the modes of transport. 

As learned from the Best Practice evaluation of the Case of Stockholm, the implementation of bold 
visions requires a determined approach and cooperation of all parties. The city must dare to demand 
a new kind of approach and vision from partners, designers and property owners and builders. To 
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support this, the city should develop concrete tools to show what other parties need to do at least, 
and also encourage them to go beyond the minimum requirements. The sustainable mobility toolkit 
is the first step towards the development of a concrete tool that should be further developed and 
included in the various planning stages. 

 

Figure 10. Thematic map of the urban structure 

 

Figure 11. Thematic map of traffic and mobility 
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4. Sustainable Mobility Toolkit 

The preparation of the traffic and mobility master plan for Turku’s port area has included examining 
alternative solutions for supporting the use of sustainable modes of transport in the area. These ex-
aminations have taken into account the future residents of the area, other city residents and travel-
ers as well as passengers arriving at and leaving the ship passenger terminal. 

An important part of fostering sustainable mobility is the prioritization of modes of transport and ad-
equate space allocations, which must be considered in the planning process from early stage. On the 
other hand, the impact of the pleasantness of the environment on the use of public transport has 
also recently begun to be studied. According to research, around 44% of the total travel time in pub-
lic transport is walking and waiting. When people are asked what they remember about their public 
transportation trip, around 70% of the memories are related to walking. The majority of the walking 
experience is based on visuality and thus the comfort of the environment largely determines 
whether the information obtained during the walk is perceived as pleasant or unpleasant. 

In a pleasant environment, the time spent walking is felt shorter. According to research, people are 
willing to walk up to around 70% longer in human-friendly environment. This means that there is a 
willingness to walk a longer distance to the public transport stop in a human-friendly and pleasant 
walking environment. In addition to smooth and uniform connections, in promoting sustainable mo-
bility, it is also important to take into account the creation of a comfortable urban environment that 
attracts people to walk. 

A so-called sustainable mobility toolkit has been compiled in order to take the use of sustainable 
modes of transport into account as part of the area’s planning. This toolkit refines the vision for traf-
fic and mobility and presents ways to implement sustainable mobility solutions. The Sustainable Mo-
bility Toolkit consists of development measures divided into three categories: 1) Services 2) Infor-
mation and 3) Operating models. The development measures support each other: some of the 
measures can be implemented through different planning solutions, but most of the measures also 
require cooperation between different parties and the development of the available information. 

The sustainable mobility toolkit is summarized in the following tables. First table covers the terminal 
area and the second more broadly the Linnakaupunki area. For each development measure, the 
mode of transport, the responsible actor for promoting the measure and the first planning stage in 
which the measure must be taken into account are described. The toolkit does not take into account 
the infrastructural needs of street connections but the other means of supporting sustainable mobil-
ity. 

Sustainable mobility toolkit 1/2 Mobility in the terminal area. 

Table 2. Sustainable mobility toolkit of the terminal area. 

 

 

 

 

  

 
Mode symbols affected 

by the measures.  

Service levels: 
I basic level of service 
II good level of service 
Measures in accordance with 

the basic service level should 

be implemented as a matter of 

priority. 

Walking, cycling, mi-

cro-mobility 

Pick-up services, kiss 

and ride, 
park and ride 

 Car 

Public transport 
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Sustainable mobility toolkit 2/2 Mobility in the Linnakaupunki area 

Table 3. Sustainable mobility toolkit of the Linnakaupunki area. 

Public transport  
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Mobility hub inspires to move and experiment boldly 

Sustainable development solutions for the terminal area have been examined from the perspective 
of the mobility hub concept. The objective of the development of mobility hubs is to increase the 
popularity of public transport, cycling and walking. Mobility hubs provide access to a variety of 
transport modes, such as trains, trams and buses, as well as excellent pedestrian and bicycle connec-
tions and several city bike stations in different directions.  

Mobility hubs also provide good conditions for kiss and ride, car sharing and various ride services by 
allocating sufficient space for them. Mobility hubs enable the development of mobility services by 
creating an operating environment that attracts developers of new services. 

In the traffic planning of the Port of Turku terminal area, the preconditions of the mobility hub 
should be taken into account. The infrastructure solutions should support the accessibility of mobility 
services and, on the other hand, promote the emergence of services. Facilities for various services 
must be reserved close to the terminal. However, the limited space imposes restrictions, so the prior-
itization of modes of transport must be taken into account in the planning. Some mobility services, 
such as parking for shared cars and carpools, will be at a parking facility, which may be located a little 
further away, while public transport stops should be located as close as possible to the terminal en-
trance. Services should be easy to find, either clearly visible or well-guided. Getting to the terminal 
by other mode of transportation than a car requires a major change in mobility habits due to lug-
gage. Thus, a luggage transport service is presented in the toolkit. Transport service could operate 
during the departure and arrival hours of ships and the booking of transport would take place as an 
additional service in connection with the booking of a cruise. In addition, kiss and ride parking should 
be chargeable, guiding passengers to use other, more sustainable modes of transport. 

Smooth walking and cycling connections to the terminal area are important for the accessibility of 
the port, but they are also important for the daily mobility of the residents of the surrounding area. 
The services of the port's mobility hub would be available to residents, therefore creating a stronger 
user base for the services. 

Figure 12. Possible activities of a mobility hub in the port of Turku. 

Port of Turku  

mobility hub Bicycle parking 

Electric bicycle charging sta-

tion 

City bike station and other shared modes of 

transport 

Bicycle rental service for travellers 
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Multi-channel information and development of operating models 

An important part of a successful travel chain is getting enough information in the right place at the 
right time. The information should be multi-channel and available at all stages of the travel chain. 
The Sustainable Mobility Toolkit presents various information channels and tools that complement 
existing information and guidance in the terminal area and in the city. 

The information should be easily accessible, for example compiled to an existing mobility service, e.g. 
Föli's website. In addition, passenger information should be displayed in real-time on screens located 
along the  pedestrian routes in connection with apartments blocks and offices in the area as well as 
inside the terminal and when disembarking the ship. Mobility hub services should be actively mar-
keted, for example, by informing cruise passengers about different mobility options, taking into ac-
count both arriving and departing passengers. This involves, for example, marketing the Föli ticket as 
an integral part of the cruise ticket, which encourages access to the port by public transport. Infor-
mation should also be provided at a fixed information point located in vicinity or inside the terminal, 
which could combine information on marketing, mobility and tourism in the area. 

Part of a functioning travel chain is functional walking and cycling guidance, which is seamlessly com-
bined with terminal area guidance. In order to promote sustainable tourism, there should be guid-
ance in the port area on boarding by bike in the same way as by vehicle traffic. 

Sustainable mobility audit and plans 

When designing an environment that encourages sustainable mobility, the system and network level 
alone are not enough. It is important that the whole journey from door to door all the way till desti-
nation is working well. The first and the last kilometers play an important role in the choice of a sus-
tainable mode of transport, since the choice of mode of transport is often made there. This should be 
taken into account in the development of the entire Linnakaupunki area. The toolkit sets out two 
measures to ensure that the conditions for sustainable mobility are met in design: 

• Sustainable mobility audit as part of zoning. 

• Properties’ sustainable mobility plan, which must be included as part of the construction per-
mit. 

 

Figures 13-17. Different bicycle parking solutions and a shared load bike service in Sweden, as well as 

an example of public transport information displayed on a real-time screen. 
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5. Tentative Traffic and Mobility Master Plan 

The starting points for the master plan are described in this chapter. The plans are presented in the 

appendices 3-14 in the original report. 

WIDER PLANNING AREA 

- Incoming directions of motor vehicle traffic are being planned to be clearly separate for vehi-

cles going to ships and traffic in Linnanniemi side of the terminal (kiss and ride, public 

transport, parking, taxis) 

- Tramway / superbus reservations are taken into account 

- The functionality of parallel intersection of Pahaniemi interchange is examined especially 

with regard to acceleration lanes and pedestrian and cycling crossings 

- Space reservation examination for third lanes on Pansiontie between Suikkilantie – Paha-

niemi interchange – justified by the increased volume of heavy traffic in the port 

- Alternative plans for Ruissalo connections will be prepared: 

o Improving the street of Tuontikatu 

o Preliminary space reservation examination and cost estimate of Vapaavarastonkatu, 

taking into account the possible connection from the street also to the West Harbour 

o Bridge connection space reservation examination for pedestrian and cycling, and for 

pedestrian, cycling and car traffic also taking into account the possibility of electrifi-

cation of port tracks. 

- Separated pedestrian and cycling as a starting point in the planning of street cross-sections - 

justified by the growing number of pedestrians and cyclists due to the land use of Linnakau-

punki. In principle, two-way cycle paths are planned for the street network, which as such 

are best connected to the current surrounding cycling network. In the vicinity of the termi-

nal, cycle paths have been designed on both sides of the street, which also allows one-way 

cycle paths. 

- Preparations for floods in street planning 

PORT SURROUNDINGS 

General principles include for example: 

- Enabling high-quality and safe outdoor walking routes, i.e. avoiding or minimizing road cross-

ings between the terminal and the mode of transport 

- A clear and safe route to the center of Turku 

- In the terminal area, mainly one-way car rotation principles 

- Tramway / super bus reservation in front of the terminal 

- Leaving space reservations for future modes of transport and mobility arrangements where 

possible 

Sizing of the functions in south side of the terminal: 

- Adequate facilities for bicycle parking and a city bike station as close as possible to the termi-

nal 
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- The design principle for the tram stop is that maximum length of the tram is 47 m 

- Local transport stops locating near the terminal, and taking into account the possibility to 

charge electric buses. 

- The basis for the tram and bus traffic is its own stops e.g. timing point and charging possibil-

ity of electric buses 

- Room for taxis for at least 270 m 

- 10 platforms for haulage 

Sizing of the functions in northeast side of the terminal: 

- 20-30 Platforms for charter buses 

- Parking facility for around 600 cars (functionality of the parking-walking connections) 

- Ground-level kiss and ride lanes and parking areas (parking subject to a charge) 

 

Figure 18. Traffic plan for the terminal area. 

The main principle is to place passenger car traffic and charter bus traffic in their own area northeast 

of the terminal. In the plan, all the public transport platforms are placed nearest to the terminal. 

Space is reserved for a tramway or superbus on the eastern and southeastern side of the terminal, as 

well as both a drop-off area and a separate taxi station are designated for taxis are also to be located 

here. A parking facility, surface parking and drop-off area serves passengers arriving by car. Cyclists 

are directed to a centralized bicycle parking facility next to the tram/superbus stop. The section of 

Linnankatu next to Turku Castle is designated as a pedestrian-oriented street, which public transport 

may still pass through. 
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6. Cost Estimate 

Figure 19. Division of cost accounting around the terminal. 

The cost estimates are defined by region below. The total costs are € 30.1 million (with a risk reserve 

of € 31.2 million for the renovation of the Tuontikatu bridge). The cost estimate does not include the 

construction costs of the tramway, necessary foundation reinforcements or municipal engineering 

solutions. The estimates also do not include working-time arrangements (excl. a rough estimate re-

lated to the renovation of the Ruissalo bridge) or possible remediation of the contaminated land, 

which will require more detailed investigations in the future. The construction of the car park and the 

costs of relocating the train track are also not included in the cost estimate. 

Table 4. Cost estimates for traffic arrangements by construction site, MAKU index 105.04 (2015 = 

100). 

 

* Includes a 2 m high noise barrier. 
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** The cost estimate for the bridge in the direction of Tuontikatu will be specified in further planning. 

The lower limit of the cost estimate is based on the partial demolition of the current bridge, but if 

further planning ends with the demolition of the current bridge, the costs are roughly in line with the 

upper limit. 

7. Conclusions 

The starting point for drawing up the plan was to take into account all modes of transport in traffic 

arrangements and the development of mobility services. The aim was to enhance sustainable mobil-

ity, travel chains and align traffic volumes with the size of the port. The development of the sur-

rounding areas was also taken into consideration in the plan. 

In this work the target for the share of sustainable mode of transport of the terminal area and the 

Linnakaupunki area were set at 66% and 70%. Sustainable modes of transport and solutions related 

to them have been prioritized over private cars. In terms of physical infrastructure, the planning ob-

jectives have been achieved. In the future, the development of transport services in the area must be 

taken into account as part of the sustainable utilization of infrastructure. In addition, planning of the 

land use should promote solutions for real estate’s sustainable mobility through cooperation, but 

also as required by the city. 
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Figures 20-22. Estimating the achievement of the sustainable mobility objectives of the traf-

fic plan. 

The reporting of the process as well as the results can be utilized in similar harbour destinations, 

where residential areas are growing in the vicinity of the port. This report provided insights and con-

crete tools on how to plan traffic arrangements, that support especially sustainable modes of 

transport in developing harbour area. The report also provided recent study results on residents’ mo-

bility habits that could be utilized in other locations at least to some extent. 
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