GUIDELINES and RECOMMENDATIONS
on MOBILITY MANAGEMENT in
RURAL AREAS and SMALL CITIES
EXPERIENCES from the SustraMM EU PROJECT

Focussing on small cities and rural areas
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Abstract
SustraMM (Sustainable transports for managing mobility) is an EU project addressing
the dramatic environmental, social and economic consequences of our energy hungry
lifestyles by supporting local and regional authorities to reach EU Energy and Climate
Package targets within the sustainable transportation and Mobility Management (MM)
fields.
The aim of this publication is to highlight the importance of increased understanding
and inclusion of soft measures actions within transport strategies.
One focus area of SustraMM is Mobility Management measures in rural areas and small
cities. This is a challenging issue and is basically about testing new approaches. In this
publication you will find
 Theoretical background about Mobility Management in general, and especially
in rural areas
 Successful implementations (pilot projects and training courses) from the three
SustraMM regions
 Summarised research papers that deal with related topic of special interest
within SustraMM (costs and benefits of cycling, effects of commuting and free
public transport services).
The common understanding and goal of Mobility Management measures is to increase
access (satisfied needs, the benefits), measured in the number of destinations reached.
At the same time, the traffic (km driven, the costs) should decrease.
The long term impact of SustraMM is to reach more sustainable and energy efficient
transport systems.
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1. Mobility Management is needed to counteract negative
effects of transport
For decades the development of the intensity of passenger traffic went along with overall economic
prosperity. Therefore the commuter and business travel was (and often still is) considered an important
input factor in the sector of production, trade and service (the more, the better) (ABERLE, 1997, p. 49).
However, today there is a critical reflection on this development as a huge amount of traffic caused by
motorised private transport, does also generate negative effects. Besides pollution, noise and the
resulting damages to health, another negative consequence is the high requirement of space. And,
economic deficits are caused by the time spent in congestion. Hence the reduction of private motorised
transport should be faced (BMVBW, 2004, p. 11).
In this context Mobility Management is a significant instrument that also helps to overcome – especially in
rural areas - negative impacts of car oriented transport and spatial planning.

1.1 Aims and principles of Mobility Management
The overall objective of Mobility Management is to fulfil the
different requirements of all target groups with respect to
the
environment,
the
society
and
efficiency
(MOMENTUM/MOSAIC, 2000, p. 17). Thereby the main focus
is on the reduction of individual motorised transport and on
the consequent reduction of negative impacts on the
environment and humans (BMVBW, 2004, p. 12). To realise
this
objective,
small
steps
can
be
focused.
(MOMENTUM/MOSAIC, 2000, p. 17).
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Influence mobility behaviour with the objective to
increase the popularity of sustainable transport
modes1. Mobility behaviour is not only rational, but
subjective and even contains an emotional
component.

“Mobility Management (MM) is a
concept to promote sustainable
transport and manage the demand for
car use by changing travellers’ attitudes
and behaviour. At the core of Mobility
Management are “soft” measures like
information
and
communication,
organising services and coordinating
activities of different partners. “Soft”
measures most often enhance the
effectiveness of “hard” measures within
urban transport (e.g., new tram lines,
new roads and new bike lanes).
Mobility Management measures (in
contrast to “hard” measures) do not
necessarily require large financial
investments and may have a high
benefit-cost ratio.” (EPOMM, 2012)

This includes walking, cycling and public transport (BMVBW, 2004, S. 19).
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Improvement of accessibility to sustainable transport
modes for everyone.
Efficient utilisation of current transport systems

Figure 1: All transport modes have to
be accessible for everyone (ELTIS)



Reduce the traffic growth by decreasing the
number of trips and shortening the trip distance.
Even the need to use individual motorised transport
modes can be reduced. Increase accessibility while
decreasing traffic volume.

Figure 2: Information and communication about mobility options is an important part of Mobility
Management (ELTIS)



An important principle of MM is the multimodal
mobility, the usage of various transport modes for
different purposes of travel and the combination
of several transport modes for one trip
(intermodal mobility, figure 3). Such travel
opportunities should be improved by the increased
cooperation of different stakeholders, e.g. transport
operators (BMVBW, 2004, p. 13).

Figure 3: Mobility Management should support intermodality (ELTIS)
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To achieve those targets you should consider the principles in figure 4.

Figure 4: Principles of Mobility Management (BMVBW, 2004, cover)

1.2 Target groups and stakeholders
Mobility Management does not only deal with the vehicles, but consider the requirements of certain
target groups and the specific purpose of travel. Sanctions mostly provoke a refusing attitude. Therefore
MM is based on an optional change of habits and traffic behaviour of the traffic participants.
The effectiveness definitely depends on the cooperation of affected stakeholders. Those stakeholders are
public authorities (politicians, administration with influence on traffic policy), everyone who cause traffic
(all traffic participants), induce traffic (e.g. companies, institutions of education, shopping malls) and those
who offer transport services (transport operators, car rentals). (BMVBW, 2004, p. 14)
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2. Mobility Management in rural areas and small cities
Because of external conditions it is not possible to implement all existing mobility measures straight
forward in rural areas and small cities. Nevertheless Mobility Management is not a fixed structure,
but it can be adapted to the individual conditions of different regions.

2.1 The characteristics of rural areas
Most of the examples of Mobility Management measures concentrate on urban areas. The reason for that
are the traffic problems caused by a lack of space and the high density of interactions (Kagermeier , 2004,
S. 15). Rural areas and smaller cities are different and have some specific characteristics as follows.


There is a low population density. In most cases this results
in long distances between the villages/small cities.
Moreover, the way to basic services (grocery shops, doctors,
etc.) can be very long.

Figure 5: A reliable public transport is important to ensure mobility needs
(ELTIS)



The public transport service is often unattractive because of low frequency. In some areas it is only
used by people who are not able to drive a car (e.g. pupils). The revenues of these few users are
very low and the public transport sector therefore usually depends largely on government support.



The car availability is much higher than in the cities. For example in Berlin the car density amounts
to about 357 cars/1,000 inhabitants (BVG, 2012, p. 5); in Dippoldiswalde, a small city in the east of
Germany, the number is 551 cars/1,000 inhabitants. (Ahrens, 2008, p. 20) Many people live in rural
areas or small cities but work in an urban environment. Consequently, the commuting travel
especially in the surrounding area of big cities is distinctive.



The rural areas are affected by the demographic change. In some areas elderly people stay (and
manage their situation somehow), whereas young people move to agglomerations for academic
studies, education or for a better labour opportunity. This leads to new requirements for the
transport and spatial system.
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2.2 Why are Mobility Management measures important in the
rural area, too?
Maybe the question comes up: “Why is it necessary to
implement Mobility Management measures in rural areas
where obvious traffic problems are much lower than in
agglomerations?” The answer is: Mobility Management is
not only focussing on the reduction of car traffic and traffic
jam; there is a variety of benefits of Mobility Measures that
also – or even especially – exists in rural areas and small
cities (see below). In general, the importance of social (and
economic) benefits for the society and the individuals is
higher in rural areas and small cities. In urban areas
environmental and health benefits have a higher importance;
nevertheless the reduction of the climate impact of
transportation in cities is as important as in rural areas.
Figure 6: Especially in smaller cities fare free transport might be an option (City of Cluses 2008)
Benefits for the municipality and the society

2



Mobility Management aims at the reduction of pollutant and noise emissions. Especially on
through roads in smaller cities or inner city areas, this can be a serious problem. This is a profit for
everybody and leads to healthier individuals and fewer costs for the health care system.2 To
enforce this effect it is necessary to implement Mobility Management measures which support
cycling and walking.3



Due to a healthier environment and a higher quality of life, the region could be more attractive for
the settlement of companies, shops, supermarkets and for people who move there. This could
reduce the migration from rural areas and small cities.



The implementation of Mobility Management measures has a positive effect on the image of a
region. This could be important for example for regions with a remarkable tourism sector.

For places in Europe with high concentration on particle matter (PM) studies show a higher mortality rate
(premature deaths); Air pollution caused 6% of total mortality or more than 40 000 attributable cases per year. About
half of all mortality caused by air pollution was attributed to motorised traffic, accounting also for: more than 25 000
new cases of chronic bronchitis (adults); more than 290 000 episodes of bronchitis (children); more than 0.5 million
asthma attacks; and more than 16 million person days of restricted activities (Künzli, 2000, see also Boldo, 2006, De
Leeuw & Horálak, 2009).
3
One method for the evaluation and calculation of health benefits is the application of the Health Economic
Assessment Tool (HEAT) for walking and cycling (WHO 2011). The tool can also calculate a cost benefit ratio, if the
costs of the evaluated measure are known.
An example from the city of Plzen (Czech Republic) shows the following result: If 2% of the inhabitants start cycling
(assuming an average of 2 cycling trips per day), the mortality savings from such an increase in cycling would result in
discounted annual savings of €882,000 (WHO, 2012).
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If the amount of cars should be reduced it is not necessary to build new infrastructure.
Consequently, building costs could be saved. Examples are costly bypass roads around smaller
cities to relieve town centres from the transit traffic.



Mobility Management improves the social solidarity, because many measures focus on community
traffic like public transport or car-pooling, the common use of a car or local infrastructure.4



If public transport becomes more attractive the number of users will increase, more earnings can
be generated and less subsidies are required. (MOMENTUM/MOSAIC, 2000, S. 17)

Benefits for the people

4



It improves the health of people living there. (see health issue above)



If different transport modes are supported, people have more options to carry out their ways and
satisfy their needs (raised satisfaction).



Mobility Management measures ensure individual mobility of people who cannot drive a car on
their own (old people, people with reduced mobility, children). But it also helps car users who are
temporarily not able/in the mood to use a car (illness, damage of the car).



Economic benefit: People could save money. This is an important aspect because of the raising oil
price nowadays. There is a decreased vulnerability to increasing fuel prices of people in rural areas
as they get support to fulfil their needs at destinations close/nearby.5 As a consequence of a
successful Mobility Management, shopping trips and fuel costs could be avoided (e.g. by a new
grocery store nearby6, home delivery services7 or joint trips (carpooling)). Driving to certain shop
destinations two times a week (5km distance) will cost about 468€ per year (~45 cent/km based on
Horn et al., 2008) for a compact or middle class car. Hence public transport is considerably more
favourable especially if purchasing a season ticket. By using a bicycle you save additionally the costs
for the gym.

Mobility Management measures might be the introduction of “social car sharing” (with a rental agreement between
owner and user(s) of the car) or the use of a kind of car pooling: e.g. on a notice board people announce their planned
trips (to nearest city for shopping, visiting a doctor, etc.) and offer other people to join that car trip.
5
The topic of vulnerability of households to increasing fuel prices is becoming more and more important and there are
several investigations on that. In France it is already high on the agenda, see e.g. Nicolas et al., 2012
6
The new (subsidised) village grocery store may also offer other services too, like post services, administration issues
etc. to save trips to somewhere and satisfy basic needs.
7
(Coop, 2011) For example in Switzerland the company Coop offers their costumers a home delivery service (min. ~
82€) with bicycle. You can go shopping (online shopping is available as well) and a long-term unemployed person
brings the shopping to your home with bike. Thus you do not need to go shopping by car to carry all groceries.
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Especially in rural areas new flexible forms of public transport services (e.g. by the “community
bus”) can even improve the accessibility for the people.



Social benefits for the individuals are difficult to quantify: to invest in local infrastructures means
that people could meet each other in shared, public space (social contacts/relations, social control,
solidarity, satisfaction); the same applies for using public transport or car-pooling where you are
always among people (social aspect). Some Mobility Management measures increase social
cohesion.
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2.3 Guidelines and fields of actions of Mobility Management in
rural areas and small cities

„The improvement of accessibility of basic
services, especially health care in rural areas,
requires an optimised and flexible supply and
an organisational structure which allows an
implementation on regional and local level”
(Planungsbüro VIA eG, 2012, p. 121, own
translation).

Innovation in the face of short financial resources

Public transport in rural areas and small cities is
especially characterised by low cost recovery and
occupancy rate. Nonetheless new approaches for
innovation should be developed and adjusted to the
rural areas’ conditions.8

 Public mobility in rural areas and small cities – organised more flexibly
Promotion of flexible and alternative transportation like call-a-bus or citizens’ bus is particularly possible
in rural public transport. Also car pooling, the sharing of private cars, is an attractive option to make
transport in rural areas more environmentally friendly. It provides a complement to the public transport
system and increases residents’ mobility options. Furthermore social networks support the procurement
of spontaneous ride share opportunities. (Planungsbüro VIA eG, 2012, p. 125f.)
 Create synergies – use collective commitment
Voluntary commitment and initiatives should be supported and
promoted. Passionate people can have more effect than
administrative regulations.
 Extend intermodal offers in rural areas and small cities
Depending on the rural conditions it could be reasonable to support
park-and-ride or bike-and-ride. It is conceivable that people in rural
areas use a bike to get to the next public transport stop or city where
they continue their trip to the next bigger city by bus or train.

8

Figure 7: Munich
parking (ELTIS)

bicycle

Main source is “Leitlinien zur Verbesserung der Mobilität in ländlichen Räumen in Niedersachsen“ (Guidelines for
mobility improvement in rural areas in Lower Saxony, Germany) which can be transferred to other areas in Europe as
well.
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 Learn from good practice and adapt them
If there are successful Mobility Management measures
implemented elsewhere, these could be adjusted to the
local conditions and then implemented.

A collection of good practice examples
from the three SustraMM regions is
available at www.enercitee.eu/sustramm

 Manage Mobility – communicate the offers
Do good things and talk about it! Marketing should focus on the relevant target group, e.g. commuters.
 Find local allies and support
Mobility Management should be locally based. It is necessary to find local actors who help to adapt the
mobility services to the existing needs. Local partners from health care, retail, educational and cultural
institutions can be the necessary link between organised Mobility Management and local needs
(Planungsbüro VIA e.G., 2012, S. 153)
 Create cooperative structures – establish networks
All major actors in the region (politicians, administration, transport companies) have to cooperate in
order to ensure an effective implementation of Mobility Management measures.
 Strengthen independent and supra-regional local transport planning
Transport plannings for rural areas and small cities are made on local administrative level. But transport
relations and demand (originating and terminating traffic) are rarely limited to administrative borders.
In order to create an attractive service it is important to expand the Mobility Management to
neighbouring regions.
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Within the SustraMM project there were a variety of Mobility Management
measures implemented in Southeast Sweden, Pirna (Germany) and the City of
Cluses (France). Those measures are briefly summarised in this chapter.
The full fact sheets are available at www.enercitee.eu/sustramm. For further
information please contact the project partners directly.
.

3. Successful implementation of Mobility Management measures within
SustraMM
3.1 Light pilot implementation projects by the SustraMM partners
In many cases the lack of financial resources seems to limit the implementation
of Mobility Management measures within rural areas and small cities. However,
promotional events like the European Mobility Week are important (low cost)
opportunities to develop the awareness towards eco-mobility. The Sustainability
and Local Agenda 21 Department organised such an event in Cluses already two
times and could achieve a real success as many people confirmed interest. The
city officials even agreed that eco-mobility is the key to relieve the area from
congestion and encourage the development of sustainable economies.
Figure 8: European mobility week (City of Cluses)

Another incentive is to get city employees
to show inhabitants sustainable travel
means. A Sustainability Team in Cluses
calculated the official´s footprint first and
then set up the project Bicycle Promotion
Program for City employees. To avoid the
car usage for visiting meetings during work
time, 4 bikes (including 2 electrical ones)
were purchased and a training course
within the European Mobility Week was
organised. In 2011 60 kilometers were
ridden with those bikes and further action
are planned.
Figure 9: Employees testing E-bikes with Extra Energy on April
2011 (City of Cluses)
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The Sustainability and Local Agenda 21 department in Cluses initiated
the light pilot project Carpooling promotion for city employees’
commuters by the end of 2011. To reduce scepticism, an internal doorto-door action helped to explain the objective and the functioning.
Other companies (e.g. from the screw cutting sector) wish to join the
online platform to help city employees finding more opportunities for
carpooling.
Figure 10: City employees testing carpooling (City of Cluses)

Another measure addressing commuters is Southeast Pedals in Sweden. This
successful project which aims at increasing the bicycle modal share of
commuting is developed as electric bicycle campaign since 2012. To replace
“unneeded” car commuting also during the winter period, the Energy Agency
Southeast Sweden started at the winter bicycle competition called Lucia
pedals first in November/December 2011. 150 commuters already
participated and took part in the popular raffle.
Figure 11: Logo of Lucia´s Pedals (Energy Agency for Southeast Sweden)

In April 2012 the city of Pirna organised an Electric mobility
day Pirna. That was implemented in teamwork with car-and
bicycle-retailers. A highlight was the presentation of an
Italian electric bus. The city of Pirna hopes that such a bus
soon will serve the historic city centre.
There were many booths with information about mobility
and electric vehicles. Many people used the chance trying
very different vehicles. A Segway course offered a lot of fun
and action. With this first day of mobility the city of Pirna
made residents and visitors aware of the various options for
an alternative mobility.

Figure 12: Electric mobility day Pirna
(City of Pirna)
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Already in the 1990s the city of Pirna wanted to introduce a bus
line in the historic city centre (City Bus). This offer should
reduce the number of cars in the centre. But at this time the
demand was too low. Within EnercitEE the city of Pirna started
another try for an electric powered bus service. After a survey
among the potential users, the city of Pirna and the regional
transport company carried out a testing phase for one month in
December 2011. The results of the survey and two workshops
were considered for planning route and timetable. The testing
phase turned out as a great success. Consequently, the city of
Pirna is now trying to develop a permanent financing of this line.
Figure 13: Logo of the citybus service in Pirna (City of Pirna)

In August 2012 the administration of Pirna did a
mobility survey among cities’ employees. Fortunately,
the city of Pirna got back around 160 completed
questionnaires (90% respondent rate). After analysing
the questionnaires, a workshop will be carried out to
provide information about suitable options to use public
transport and offers for cyclists, for example the bicycle
room and the shower room. One option is also to set up
an intranet-platform for car sharing. This process of the
administration of Pirna and its outcomes will be
exemplary for other administrations in the region, too.
Figure 14: Bicycle garage City of Pirna (City of Pirna)
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3.2 Training Courses implemented by SustraMM partners
The City of Cluses organised three Eco-driving courses for its municipal
Technical Services department. This training course is part of the green
administration plan of the City of Cluses, in which a chapter about mobility
and transports aims to reduce the environmental impact of the municipal
daily activities.

Figure 15: Change driving behaviour at Eco-driving courses (Bildtankstelle 2012)

The one-day course consisted of a half-day seminar and a practical training on the road (with a
consumption calculation). The 25 participants received training in the principles of eco-driving and were
repeatedly informed about how adoption of these principles can significantly improve fuel consumption
and therefore, lower emissions. With these eco-driving recommendations the 25 participants could reduce
their fuel consumption around 0.5 to 1.5 l /100 km and even the most resistant participants changed their
mind about potential savings.
Another option for people who depend on their car is car sharing and carpooling. The aim of a half-day
training course, organised by the Energy Agency for Southeast Sweden, was to improve the know-how
about these mobility options and show the potential as a prospective concept. The seminar consisted of 6
presentations about the internal work of three administration units (city of Växjö, village of Tolg and county
of Kronoberg) and the strategies of two carpool companies. 30 participants took part in the seminar and a
video recording is available for free on-line. The slogan “More cars at lower costs and with environmental
benefits” turns out as successful as collaborations already started to develop among participants.
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The Energy Agency for Southeast Sweden focuses on the four step principle during a second seminar. The
four-step principle is an approach to transport planning which involves the examination of the potential
improvements through the following four steps.
Step 1: Affect the demand for transport and the
choice of modes of transport
Step 2: More efficient utilisation of the existing road
network
Step 3: Road improvement measures
Step 4: New investment and major rebuilding
measures

Figure 16: Implementation of four step principle in Lund/ Sweden (ELTIS)

The Energy Agency for Southeast Sweden focused in a 3rd training course
on the importance of bicycle parking and the significance of cyclists for
shop keepers in central Växjö. One finding of the seminar: each m2 of
bicycle parking leads to 15 Euros spent in central Växjö, whereas each m2 of
car parking leads to only 1 Euro earned for shopkeepers.

Figure 17: picture from Per Hansons (speaker on the training course)

In August 2011 the City of Pirna carried out a workshop for shop- and restaurant owners, parking
operators and others. About 25 people took part in this workshop. Main topic was the development of the
electric powered city bus line in the historic city centre. By the early involvement of the target groups and
the teamwork with the TU Dresden the acceptance and later the use of the developed measures can be
significantly increased. Now the city of Pirna is looking - together with these target groups – for a
permanent financing of this service.
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4. Topics of special interest of SustraMM partners regarding
their (potential) Mobility Management activities

The Dresden University of Technology (TUD) in Germany was responsible for the scientific support
during the SustraMM project. On request of the Energy Agency Southeast Sweden, the City of Cluses/
France and the City of Pirna/ Germany, TUD developed several research papers. The three main papers
are very briefly summarised here.
The full papers are available at www.enercitee.eu/sustramm.

4.1 Costs and benefits of cycling
Cycling is - after walking - the easiest and most natural way to move along. First of all there are benefits for
the individual such as extensive improvement of the personal health9 and relevant time savings in urban
traffic (up to 5 km). Furthermore the ”accident potential of cars” is much higher compared to the one of
bikes as the kinetic energy of bikes is much smaller.

Figure 18: Speed of different transport modes in urban
traffic (De Koster & Schollaert, 1999)

In the end, the benefits for the individual also serve the whole community: The health care costs and other
costs for road construction and maintenance would be reduced.10 Investments in the field of cycling have a
more positive effect on the employment referring to the total sum and in comparison to road construction.
To support cycling even helps the local economy: As cyclists show up more often in local shops than car
users, in total they have a higher purchasing power than car drivers (cyclists spend about 10€/month more
than motorists). Employers should also support the cycling of their employees. Absenteeism can be
reduced by 14% to 80% by encouraging taking the bicycle. And, companies save expenses for parking space
as well.

9

See also chapter „Why are Mobility Management measures important in the rural area, too?” above
See also chapter „Why are Mobility Management measures important in the rural area, too?” above
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On top of that, cycling is an environmental friendly transport
mode. Cycling will help to reach the defined aims for CO₂
reduction. Cycling also helps to minimise the space
requirements for stationary traffic, because one car parking
space would suite 8 to 10 bicycles. This would mean that
there is more space available for more attractive purposes
than parking.

Figure 19: Space requirements for stationary traffic (Australian Mobility research 2004)

Many of these benefits can be calculated financially. Hence cycling also attracts with extensive financial
savings.

4.2 Effects of commuting for the region
A region with many commuters develops different characteristics than a region with only few commuters.
On the other hand, transport structures influence the behaviour of commuters and their choice of
transport. In rural areas and in cities with little public transport, commuters mostly depend on a car. The
amount of people who live more than 25 km from the workplace even increased 3.9% (1996 - 2004)
(Nöther, 2004, pp. 57). People tend to live more far away from their workplace than before and sometimes
even borders have to be crossed to reach the workplace.
If you assume that people will stay living where they are, commuting might also help to reduce
unemployment. If people enlarge their radius of action with more transport modes, they can reach more
job opportunities.
Commuter activity could also indirectly help to support the tourism sector. Certainly, with a new public
transport connection, other target groups can be addressed, too. A rural area could even develop to a
recreation area for citizens.
A well-established commuter net might positively affect the decision for a company’s location. This location
factor namely decides which location would be suitable for a plant. As infrastructure and accessibility is an
important point, the improvement or development of a commuter net would be a real positive criterion for
the allocation of new companies. Additionally, the prices of space are generally cheaper in rural areas and
small cities. It is shown that there is a positive correlation between the accessibility of a place and the gross
value added.
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Above all public transport should be supported, because it causes
less emissions, pollutants and noise. Furthermore, public
transport can help to enlarge the radius of action of people with
reduced mobility. Sometimes public transport is even the easiest
and fastest transport mode, because commuters are less stuck in
congestion.
Figure 20: Older people have a reduced radius of action (AGSF, 2008)

On the other side there are negative effects resulting from commuting. The (new) connection between a
smaller city and a bigger one (e.g. by a railway line) might lead to a process of suburbanisation (-if the
region from which people commute off is not too remote) which causes additional traffic (pollution, noise,
congestion, land use…) in the region (Kreibich, 1978, Holz-Rau/Kutter, 1995, pp. 61).
To estimate whether a measure which is supporting commuter action will have a positive impact or not, all
action should be considered individually.

4.3 Free public transport
Looking at the emissions emitted in 2005 (1,001 million t CO2-equivalents of greenhouse gases), it is
obvious that every effort must be made to avoid the severe climate damage. As the sector of traffic heavily
contributes to this, we are confronted with a challenging task (Maudet, 2010, p. 17). One option to help
people shift towards more sustainable transport modes is to make public transport free of charge.
Such a fare free system is really user friendly as no one would be bothered with a complicated pay scale
system and every one (even households with low income and people with reduced mobility) can satisfy his
mobility needs. PT can also be seen as a social institution, because people get in contact with each other.
Streets might also be released (if sufficient people shift transport mode) and the costs for maintenance of
streets decline. Redundant streets could be used for more attractive purpose (park, playground…).
Surprisingly, fare free PT is often not much more expensive than conventional PT. In small towns the
municipal administration already has to cover some PT deficits because revenues of the ticket sale do not
cover the costs which guarantee a good public transport system.
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The risk with fare free PT might be that former cyclists or pedestrians switch to PT as well. Free PT may
even encourage people to travel more. That possibly leads to an increase of individuals’ and total level of
emissions. If not communicated properly, free PT-systems could also create the image that “public
transport is for free, and this means it is not worth anything”. Furthermore this could overload the system.
This would be counter-productive, so one has to take care of this aspect properly.
Examples for such systems are many and a particular successful one is the city of
Hasselt. The example especially shows that it is not sufficient to only remove the
fares, but to rethink the whole system. Possible measures could be to restrict car
traffic by introducing car free areas or eliminate parking space in the city centre
and offer a system of loaned bicycles, tandems, E-bikes.

Figure 21: Free Public transport in Hasselt
(City of Hasselt (2012))

23

References
AGSF (2008): Figure 20 – Older people have a reduced radius of action Brochure Nahmobilität Arbeitsgemeinschaft Fahrradfreundlicher Städte (2008); in Reiter et al.2010
Ahrens (2008): Mobilität in Dresden und Umland – Ergebnisse der Verkehrserhebung SrV 2008 (DE) [Mobility in
Dresden and its surroundings – results of the traffic census 2008] by Gerd Axel Ahrens 2008, published
by the city of Dresden and the local public transport operator.
http://www.dresden.de/media/pdf/mobilitaet/SrV_Broschuere.pdf November 2012
Austrian Mobility research (2004): Figure 19 – Space requirement for stationary traffic by the Austrian Mobility
research, 2004, in: [Reiter et al. 2010, p. 19]
http://www.trendy-travel.eu/index.phtml?id=2400 (brochure available in 9 languages) September 2012
Bildtankstelle (2012): Figure 15 – Changing driving behaviour at Eco-driving courses
http://www.bildtankstelle.de/detail.php?picture_id=4457 November 2012
Bogenberger (2002): Mobilitätsmangagement (DE) [Mobility Management] updated 2011
http://www.forschungsinformationssystem.de/servlet/is/19796/ September 2011
Boldo (2006): Apheis: Health impact assessment of long-term exposure to PM2.5 in 23 European cities (EN) by
Elena Boldo, Sylvia Medina, Alain LeTertre, Fintan Hurley, Hans-Guido Mucke, Ferran Ballester,
Inmaculada Aguilera6 & Daniel Eilstein on behalf of the Apheis group, published by European Journal of
Epidemiology in 2006
http://www.stichtingduurzamea12.nl/documents/Apheis3PM2.5.pdf November 2012
BMVBW (2004): Figure 4 – Principles of Mobility Management, in: Mobilitätsmanagement - Ziele, Konzepte und
Umsetzungsstrategien (DE)[Mobility Management - objectives, concepts and implementation strategies]
Bundesministerium für Verkehr, Bau- und Wohnungswesen. (2004). Bremerhaven: Wirtschaftsverlag
NW, Verlag für neue Wissenschaft GmbH
BVG (2012): Bedeutung und Perspektiven des ÖPNV in Berlin (DE) [Importance and perspectives of the PT in
Berlin] by Dr. Sigrid Evelyn Nikutta May 2012
http://www.irenekoehne.de/downloads/doc_news_1.pdf November 2012
City of Cluses: Figure 6 – Especially in smaller cities fare free public transport might be an option
http://eltis.org/index.php?id=13&lang1=en&study_id=3480 November 2012
Figure 8: European mobility week – Flyer
http://www.prioriterre.org/upload/wysiwyg/File/agenda/sept2012/flyerSM2012.pdf November 2012
Figure 9: Employees testing E-bikes with Extra Energy, April 2011, in the factsheet about Bicycle
Promotion Program for City employees provided provided by City of Cluses

24

Figure 10: City employees testing carpooling, in the factsheet about Carpooling promotion for city
employees’ commuters provided by City of Cluses
City of Hasselt: Figure 21 – Free public transport in Hasselt
http://toerisme.hasselt.be/du/0/content/4424/kurzfuehrer-hasselt.html December 2012
City of Pirna: Figure 12: Electric mobility day Pirna; provided by the City of Pirna
Figure 13: Logo of the citybus service in Pirna; provided by the City of Pirna
Figure 14: Bicycle garage City of Pirna; provided by the City of Pirna
Coop (2011): Liefergebühren, Bestellschlusszeiten und Bestellmengen (DE) [Delivery fees, order cut-off times and
order quantities] by coop@home October 2011
http://www.coopathome.ch/images/layout/BestellschlussDE.pdf November 2012
De Leeuw & Horálak (2009): Assessment of the health impacts of exposure to PM2.5 at a European level (EN) by
Frank de Leeuw, Jan Horálek, published by The European Topic Centre on Air and Climate Change
(ETC/ACC) in the Technical Paper 2009/1 June 2009
http://acm.eionet.europa.eu/docs/ETCACC_TP_2009_1_European_PM2.5_HIA.pdf November 2012
De Koster & Schollaert (1999): Figure 18 – Speed of different transport modes in urban traffic, in Cycling the way
ahead for towns and cities by J. Dekoster, U. Schollaert, Belgium 1999
http://ec.europa.eu/environment/archives/cycling/cycling_en.pdf November 2012
Energy Agency of Southeast Sweden: Figure 11: Logo of Lucia Pedals, Figure 17: Per Hansons (Speaker at the
training course) http://www.energikontorsydost.se/mobilitetskontor/sustramm.php November 2012
ELTIS: Figure 1 – All transport modes have to be accessible for everyone
http://eltis.org/index.php?ID1=23&id=29&photo_id=317 November 2012
Figure 2 - Information and communication about mobility options is an important part of Mobility
Management http://eltis.org/index.php?ID1=23&id=29&photo_id=314 November 2012
Figure 3 - Mobility Management should support intermodality
http://eltis.org/index.php?ID1=23&id=29&photo_id=249 November 2012
Figure 5 - A reliable public transport is import to ensure mobility needs
http://eltis.org/index.php?id=13&lang1=en&study_id=3473 November 2012
Figure 76 – Munich bicycle parking
http://www.eltis.org/index.php?ID1=23&id=29&photo_id=288 November 2012
Figure 16: Implementation of four step principle in Lund/ Sweden
http://www.eltis.org/index.php?id=13&lang1=en&study_id=1986 November 2012
EPOMM (2012): European Platform On Mobility Management, EPOMM brochure, Karl-Heinz Posch
(Coordinator)
http://www.epomm.eu/docs/20110926_Folder_EPOMM_web.pdf November 2012

25

Horn et al. (2008): Mobilität 2025 - Der Einfluss von Einkommen, Mobilitätskosten und Demografie (DE) [Mobility
2025 – The influence of income, costs for mobility and demography] by Dr. Manfred Horn, Dr.-Ing. Uwe
Kunert, Dipl.-Volksw. Dominika Kalinowska, Dipl.-Soz. Jutta Kloas, Dipl.-Volksw. Richard Ochmann, Dr.
Erika Schulz in Berlin April 2008, published by DIW Berlin
http://www.ifmo.de/basif/pdf/publikationen/2008/APIII_Die_Mobilitaetskosten_im_Jahr_2025.pdf
November 2012
Kagermeier (2004) (Hrsg.): Studien zur Mobilitäts- und Verkehrsforschung: Verkehrssystem- und
Mobilitätsmanagement im ländlichen Raum (DE) [Studies of mobility and traffic investigation]
Mannheim 2004
Kreibich (1978) Holz-Rau/Kutter (1995): In Siedlungsstrukturen und Verkehr (DE) [Housing schemes and traffic]
by Christian Holz-Rau, Joachim Scheiner, pp. 61
Künzli et al. (2000): Public-health impact of outdoor and traffic-related air pollution, a European assessment (EN)
by N. Künzli, R. Kaiser, S. Medina, M. Studnicka, O. Chanel, P. Filliger, M. Herry, F. Horak Jr, V.
Puybonnieux-Texier, P. Quénel, J. Schneider, R. Seethaler, J.-C. Vergnaud, H. Sommer in 2000
http://www.higher-solutions-for-your-health.com/support-files/studieabgasegesundheit.pdf
Maudet (2010): Nulltarifsystem im öffentlichen Personennahverkehr (ÖPNV)-Theorie und Praxis der Finanzierung
(DE) [System of free admission in public transport – theory and practice of financing] by René Maudet,
diploma thesis, August 2010
MOMENTUM/MOSAIC (2000): Handbuch für Mobilitätsmangement (DE) [Handbook on Mobility Management]
http://www.epomm.eu/downloads/MMhandbuch.pdf November 2011
Nicolas et al. (2012): Daily trips and Car use – portion of income spent on transport and household vulnerability
when face with fuel price increases (EN) by Jean-Pierre NICOLAR (correspondent), Florian VANCO,
Damien VERRY, published by Revue d´Économie Régiomale & Urbain 2012 N°1
http://www.certu.fr/fr/_Mobilit%C3%A9_et_d%C3%A9placementsn25/D%C3%A9placements_et_planification-n46/Mod%C3%A9lisationn50/IMG/pdf/2012_2_NicolasVancoVerry_reru.pdf November 2012
Nöther (2004): Leben und Arbeiten in Deutschland: Ergebnisse Mikrosensus (DE) [Live and work in Germany:
results microcensus]; Published in 2004 by Manuela Nöther in cooperation with the „Statistisches
Bundesamt“ [National office of statistics], pp.57
Planungsbüro VIA e.G. (2012): Mobilität in ländlichen Räumen in Niedersachsen (DE) [Mobility in rural areas in
Niedersachsen/Germany] by Planungsbüro VIA e.G. Cologne January 2012 in charge of
Niedersächsischen Ministeriums für Ernährung, Landwirtschaft, Verbraucherschutz und
Landesentwicklung
http://www.ml.niedersachsen.de/portal/live.php?navigation_id=30687&article_id=105843&_psmand=7
November 2012

26

Issued by:
Technische Universität Dresden
Chair of Transport Ecology
Hettnerstr.1, 01069 Dresden
Telephone: +49 351 46 33 65 66
Email: info@verkehrsoekologie.de
In cooperation with SustraMM partners:
Energy Agency for Southeast Sweden
contact: Camille Delepierre
camille.delepierre@energikontorsydost.se, +46 (0)76 620 90 52
City of Cluses, Haute-Savoie region
contact: Cécile Le Quesne
cecile.lequesne@cluses.fr, +33 (0)4 50 96 69 90
City of Pirna, Saxony region
contact: Manja Becker
manja.becker@pirna.de, +49 (0)3501 556 309
Edited by:
Torsten Belter, Sandra Sorof, Maike von Harten
Layout:
Technische Universität Dresden
Chair of Transport Ecology
Press Date:
13.12.2012
General Information:
The sole responsibility for the content of this
report lies with the authors. It does not
represent the opinion of the European
Communities. The European Commission is
not responsible for any use that may be
made of the information contained therein.
This brochure has been developed within the
European project SustraMM-Sustainable
transports for managing mobility.

