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INNOVATIVE TRANSPORT SOLUTIONS FOR RURAL AREAS 

This paper is based on an Austrian research project (MOVE 2001) and on the EC-research 
project ARTS (ongoing). 
 

1. Introduction 
Changes in the social and economic structure combined with a high density of jobs and 
supply infrastructure in the cities have negative consequences for rural regions. Traditional 
supply structures disappear, and the working population migrates into conurbations. Private 
motorised transport replaces Public Transport (PT) to a high degree. Especially in rural areas 
PT cannot be financed anymore, the number of daily runs decreases. This has further 
negative impacts on the basic supply with goods, particularly in sparsely populated areas 
without shops in the vicinity.  
The aim of the national research project MOVE was to analyse the reasons for this 
undesirable process and to find ways to provide reasonable supply with goods and mobility 
for people without access to a private car. We identified various indicators to classify Austrian 
communities according to their economic development and mobility, such as unemployment, 
women’s employment, long-distance commuting, average income and job situation. We found 
two types of economic deprived areas in Austria: near the border to the Czech Republic, 
Slovakia, Hungary and Slovenia at the former Iron Curtain, and alpine regions without 
tourism. We also found that there are not more cars per household in deprived regions than 
elsewhere, but the daily trip patterns differ, especially for commuting and supply-trips. In co-
operation with the provincial governments we have chosen 5 regions with specific problems 
for detailed analyses (Fig. 1).  

 
Figure 1: Five test regions for innovative rural transport in central and eastern Austria 
 
The survey methods used so far were: 
(1) Functional evaluations of the regions determining the supply infrastructure (shops, 

restaurants, health-care facilities, kindergartens etc.) as well as the modes and 
frequencies of PT; 

(2) Standardised postal household surveys including socio-demographic data and one-day 
trip diaries; 

(3) Focus groups in all municipalities including official members of the municipalities’ 
administration, shopkeepers/grocers, people without permanent access to a private car 
(housewives, senior citizens etc.);  

(4) In-depth interviews with people affected by the poor supply situation.  
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Various (mobility) characteristics as well as an impression of individual mobility problems of 
the residents out of different points of view could be derived from these surveys. Taking into 
account the individual mobility problems, especially the inadequate PT supply, compared to 
the amenities a private car provides for its user, several solutions were offered to the people 
in the focus groups as well as to the interviewees. The two most promising schemes of 
providing adequate PT were: 
 
A “Bus-Day” (BD),  
where regular busses run on a dense schedule on one or two days (called “bus-day”) a week, 
for example, every hour instead of two or three times per day. Different sub-regions can be 
served at different days of a week. So a dense schedule once or twice a week would allow 
people to reach medical care in the nearest centre or to shop without having to wait long 
times for the next bus back home. The service would, however, include all the negative 
characteristics of “classic” PT services: Fixed schedules and fixed stops, meaning that 
another feeder mode to and from stations is needed, when goods need to be transported. 
 
A “Demand-Responsive Transport Service” (DRT),  
called “Landmobil” (i.e. “Country-Mobile”), which is a variation of a shared-taxi-service and 
offers some of the amenities a private car provides. This service will be implemented in a 
field-test and is described later in more detail. 
 
We found it interesting that in the focus groups most persons affected by the poor PT-
services in those areas said they would prefer regular bus-services (BD) instead of the much 
more flexible DRT-service. We think that this preference is due to the fact that people have 
been accustomed to buses for some generations and that changes of old habits are not easily 
achievable. Nevertheless DRT is considered an innovative solution for PT in rural areas. It is 
therefore scheduled for practical trials – well knowing that for success it has to be 
accompanied by an extensive and comprehensive information campaign. In the in-depth 
interviews the advantages of the DRT were explained more in detail, with the result that this 
option found broad consent. 

2. ARTS and the Austrian demonstration 
Alternatives in PT in very sparsely populated rural areas are the focus of the EC-RTD 
research project “ARTS”, which started in December 2001 and has a duration of 36 months. 
Ten demonstrations implementing various improvements of PT at different sites all over 
Europe will be installed, tested and evaluated in ARTS, including sites in Austria, Finland, 
Greece, Hungary, Ireland, Italy, Scotland, Spain, Sweden and Wales. The Austrian 
demonstration (“ALMA”, ALternative Mobility supply in Austria) will be located at one of the 
regions formerly evaluated in MOVE. This offers the advantage of good background 
information on the local situation. The following part of this paper deals with the DRT-service 
which will be implemented at the Austrian demonstration site. 
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ALMA – characteristics of the region 
The idea behind the Austrian demonstration ALMA is that a DRT can be operated even in 
sparsely populated areas. The demonstration area has the following characteristics: The 
municipality of “Klaus an der Pyhrnbahn” is part of the Region “Klaus/Windischgarsten” 
(Fig. 1). It is a small municipality in the Austrian Alps consisting of three villages: Klaus, 
Steyrling and Kniewas (Fig. 2). This municipality was interested co-operating in this project –
an important precondition for a successful implementation. 
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Figure 2: The municipality of „Klaus an der Pyhrnbahn“, consisting of the three villages Klaus, 

Steyrling and Kniewas 
 
1200 people live in an area of 108 km². The population numbers have – after a decrease of 
more than 20% during the sixties and seventies - been slightly increasing during the last ten 
years. Klaus/Windischgarsten is located at one of the Alpine transit routes, the “Pyhrn-route” 
from Linz to Graz. This route offers good opportunities for (car-)mobile commuters but it has 
left the hinterland without sufficient supply with goods and PT. The transport infrastructure is 
oriented towards the centres (Kirchdorf in the North and Windischgarsten in the south-east). 
The transit route with lots of heavy vehicle traffic is not well suited for bicycle traffic or other 
non-motorised modes of transport. People without access to a private car suffer a loss in their 
quality of life as the mountainous area in combination with the scattered settlements causes 
long trip-distances which cannot be served adequately by public busses. The numbers of 
busses running towards and from Kirchdorf (the next local centre) per day are 3 to 6 on a 
normal working day, 2 to 4 during school-holidays and 1 to 2 on Sundays. 

Mobility data 
Motorization in the region is steadily increasing and has reached 523 cars per 1000 
inhabitants in the year 2000. Men own significantly more (89%) cars than women (45%). The 
two genders also show differences in the percentages of driving-license holders. Whereas 
among older women only a few hold a driving-license, almost all men have driving licenses. 
At 40 years of age, there is hardly any difference noticeable between the two genders. We 
believe that in 30 to 40 years gender-related differences will not exist any more (Fig. 3). But 
even people who have a license often do not have access to a motorised vehicle (a car) or do 
not use it for some reason. The household survey revealed the numbers of cars per 
household. Figure 4 shows that in this region 9 % of the households do not own any car and 
56 % have only one, which is not available for the rest of the family when someone uses it, for 
example commuting. 
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Figure 3: Driving license holders of the region “Klaus-Windischgarsten” according to age 
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Figure 4: Car-availability in households of the region “Klaus-Windischgarsten” 
 
If we look more closely at mobility data, we find that mobile persons in this municipality spend 
71 minutes per day on travel, the average trip is 14 kilometres long. The modal split for the 
region shows a strong dependence on private motorised vehicles – mainly car traffic (Fig. 5).  
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Figure 5: Modal split of the region “Klaus-Windischgarsten” according to age  

(workday, Mon-Fri) 
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People of the target groups for the DRT have a high proportion of (private) supply trips, 
leisure trips and service trips (Fig. 6). Although the mean trip length for private supply trips is 
12 kilometres, which is short for this region, people from Klaus need an average of 
33 minutes for these 12 km (Fig. 7). We suppose that the “country-mobile” will be the ideal 
mode for some of these trips. 
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Figure 6: Trip purposes of fully-employed and not-employed persons of the region “Klaus-

Windischgarsten” (workday, Mon–Fri) 
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Figure 7: Average distance (left) and duration (right) of supply trips in different communities of 
the region “Klaus-Windischgarsten” (workday, Mon–Fri). 

 
We have collected a variety of data on this test-region. Detailed information on mobility and 
goods-supply (in German) can be found at: http://www.boku.ac.at/verkehr/move.htm $ 
“Publikationen” $ “Datenanalyse - Modellgebiet Klaus-Windischgarsten”  

Target groups of the service 
We identified our target groups – potential passengers who will rely on the DRT - as follows: 

(1) Persons, who do not hold a driving licence, 
• young people (too young to drive), 
• disabled and old people (not able to drive), 
• people without a driving license for other reasons; 

(2) Persons with driving license but no motorised vehicle available, for example, single-
car households, when someone else uses the car; 

(3) Persons with both driving license and access to a motorised vehicle, who prefer not to 
/ cannot drive themselves for whatsoever reasons (ill and injured persons, business 
travellers, tourists, ...). 

 
A person from group (1) or group (2) depends on some kind of transportation, (3) usually has 
a mode-choice to use the motorised vehicle of its own – normally a car. People who (have to) 
drive passengers to some destination (service-trips) also profit from this service. The mobility 

http://www.boku.ac.at/verkehr/move.htm
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behaviour of these target groups will be assessed to analyse changes in mobility caused by 
the measures implemented in the demonstration. 

3. The “Country-Mobile” 
The implementation of the DRT “Country Mobile” is planned for the second half of the year 
2002.  

Objectives 
The objectives are: 
• securing basic (public) mobility, 
• complementing/supplementing existing mobility services (feeder system for PT), 
• reducing the number of service trips (to school, kindergarten, ...), 
• supporting car-free travelling (tourism etc.), 
• securing the basic supply with goods for everyday life, 
• improving traffic safety, 
• improving social bonds within the municipality, 
• reducing the total costs of PT for the public in the long run. 

Actors involved  
The “Country-Mobile” involves different actors in a complex partnership. Table 1 gives an 
overall view. Contrary to a normal shared-taxi this service will be organised from the 
grassroots. The main idea is to involve the local population and to strengthen social 
responsibility at the same time. It is also estimated that acceptability will be better, if all the 
important local people support this scheme. 
 
Table 1: Actors and their contribution in the DRT project 
 

Involved actors Contributions and funding 

Private association of 

• plain members 

• active members 

• sponsoring members 

 

Membership fees 

 

Sponsoring 

Municipality of  
“Klaus an der Pyhrnbahn” 

Organisation (non monetary),  
funding after the initial period (one year) 

BOKU,  
Institute for Transport Studies 

Planning, organisation,  
scientific evaluation etc. 

Provincial government of  
Upper Austria 

2/3 of the DRT-costs,  
further funding after the initial period of 1 year 

EC via the  
ARTS-consortium 

1/3 of the DRT-costs,  
funding of the scientific evaluation etc. 

 

How it should work 
A non-profit private organisation (an association) under the patronage of the municipality, 
including some of its representatives will run the “Country-Mobile”. Listed below are the most 
important features of the project: 
 
• The drivers will be local people joining the project as volunteers. They will use their 

private cars and receive a financial compensation per kilometre driven (estimated at 
€ 0,44/km). A lot of people in rural areas are looking for part-time jobs. Driving can earn 
some extra money for people who raise children or run the household. More important 
than the extra income are social aspects: There is readiness among local people to help 
others free of charge. 

• Private cars will be used at the start of the service. Only when the demand increases, 
leased cars or special vans are needed and more cost-efficient. The break-even point 
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between private cars and a vehicle leased or owned by the association depends also on 
the mode of compensation for the drivers and on the other fixed and variable costs of the 
service. 

• At least one driver is always on duty. Individual (work) shifts for the drivers will be four 
hours or a multiple. The drivers have to keep a list of the bookings, which they hand over 
to the driver in the following shift. When something unexpected happens, they have to 
cope with it, which includes providing substitute drivers. 

• Trips will have to be pre-booked at least half an hour in advance. The driver on duty can 
be reached via a mobile phone. Earlier booking ensures that the trip can start at the 
desired time. 

• The service will operate on weekdays (for example, from 6:30 a.m. until 9:00 p.m.), for 
shorter hours on other days and on previous appointment (including extra funding) for 
special events. 

• The service will be demand-responsive (door-to-door) within the boundaries of the 
municipality. People (and goods) will be picked up and delivered at any point. During 
operation hours people can also travel whenever they want. Tickets are available from 
the driver or at the supportive members’ businesses etc. 

• The fares will be a little higher than those of standard PT. There are several different 
variations possible. Currently we intend to charge 2€ to 4€ per trip. Members will have to 
pay half price or will receive tickets for free rides together with their membership. Half 
price will also be charged for trips to and from member-businesses, such as grocer, 
hairdresser, doctor etc., regardless if the passenger is a member or not. The fare will be 
slightly higher than the fares of the public buses because of the better (door-to-door) 
service. 

• Association membership will be offered to individuals (low monthly fee) as well as to 
businesses (moderate monthly fee), but access to this service is free for everybody. 
- ordinary members: pay a monthly fee and receive free/cheaper trips in return; 
- active members: working in the association – members of the executive body; 
- supporting members: sponsor the project and advertise their businesses within the 

project’s information campaign. Their customers are entitled to half-price fares. 
• The association will work on a non-profit basis, thus minimising interference with transport 

organisations, taxis etc. The service will not compete but co-operate with transport 
operators. No trips parallel to PT services are to be made. The “Country-Mobile” will be a 
feeder service towards PT, especially for the rail service. 

• Driver and passenger live in the same region and probably know each other. This adds a 
personal touch and improves social bonds. 

Obstacles 
Some obstacles, however, have to be removed before the start of the operations in the middle 
of the year 2002: 
• Insurance: It is not completely clear whether the insurance of the private car covers 

damages caused during a DRT-trip. The compensations the drivers receive might relieve 
the insurance from covering any damages. We are currently trying to sort out the legal 
background. A higher insurance cover(age) for the cars/drivers will, however, be a good 
idea to calm down critics. 

• Taxes, business-concession: When compensations for the drivers exceed a (not legally 
defined) threshold value, the service might be regarded as a profitable business, needing 
a business-concession. In the worst case, some of the drivers’ compensations might be 
liable to taxation. The service might even face lawsuits started by angry transport 
operators (taxis, ...). 

• Public funding: The provincial government of Upper Austria intends to fund the DRT-
service/the “Country-Mobile” in the years following the first year based on guidelines for 
PT-funding. This means that we have to stick to the rules of PT-funding. We will have to 
have time-tables as well as “bus-stops”. Very basic time-tables will do and we also intend 
to have only a handful of bus-stops in addition to the already existing bus-stops and 
railway-stations for which our DRT is going to be a feeder system anyway. The 
municipality of “Klaus an der Pyhrnbahn” is not a wealthy community. Still it will have to 
fund a part of the service after the initial phase of the first year. 
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Information campaign 
This DRT-service is new for the local people and therefore needs a good information 
campaign to help people overcome the initial reserve towards this service. The following 
information events are planned: 
• Direct mailings to all households; 
• information in the municipality news leaflet (“Gemeindezeitung”); 
• personal visits of instructors in primary school, kindergarten, retirement home, senior 

clubs, households etc.; 
• display of the telephone-number and basic information at all public places (bus-stops, 

restaurants, shops etc.); 
• presentation of the drivers plus their vehicles at local events or festivities (parish fair etc.); 
• additional information including press conferences in local media (local TV and radio, 

local newspapers); 
• posters, leaflets etc. 

4. Conclusions and outlook 
We intend to keep the DRT-system as simple as possible. We also intend to introduce this 
service at minimum costs. It is planned to substitute currently insufficient bus services with 
this DRT service. The perspective for the future is that PT can be organised even in low-
density areas without increasing the total costs of public spending. Services like this being 
implemented in the ARTS project can provide feeder service towards and from a basic grid of 
higher level PT in future. The organisation of “country mobiles” within entities consisting of 
one or two joined municipalities all over the country would allow an excellent DRT service for 
the low-volume road-network and provide the connection to the faster arteries of PT. 
 
The prospects for success are good. Partly similar but more expensive services – with a 
leased car and part-time employed drivers – have already been successfully running in 
another Austrian Province for some years. The partnership of different stakeholders including 
citizens of the area will be strengthened when the citizens are employed as drivers and 
involved in different tasks of the running service. This will mean that customers and operators 
discuss and solve mobility problems together, which is a new strategy after years of 
centralised organisation of PT services. The surveys in MOVE have shown that a local 
infrastructure of goods-supply is also very important for the well-being of the people. If people 
use their private cars, they tend to drive to bigger centres for shopping and leisure activities. 
The “country-mobile” with an operating-radius of only a few kilometres provides good chances 
that the local supply infrastructure will be kept intact or even strengthened so that local sub-
centres can develop and provide all the things essential for everyday life. 

5. Sources 
MOVE (2002): Institut fuer Verkehrswesen und Institut fuer Raumplanung und laendliche 
Neuordnung: Mobility and supply needs in economic deprived rural areas due to structural 
changes (MOVE, “MObilitaets- und VErsorgungsprobleme in strukturschwachen laendlichen 
Raeumen infolge des Strukturwandels”), Vienna 2002,  
http://www.boku.ac.at/verkehr/move.htm. 
 
ARTS (ongoing): Actions on the integration of Rural Transport Services. EC-RTD research 
programme. GROWTH, Competitive and Sustainable Growth (FP5),  
http://www.rural-transport.net/ 

http://www.boku.ac.at/verkehr/move.htm

	INNOVATIVE TRANSPORT SOLUTIONS FOR RURAL AREAS
	INNOVATIVE TRANSPORT SOLUTIONS FOR RURAL AREAS
	Introduction
	ARTS and the Austrian demonstration
	ALMA – characteristics of the region
	Mobility data
	Target groups of the service

	The “Country-Mobile”
	Objectives
	Actors involved
	How it should work
	Obstacles
	Information campaign

	Conclusions and outlook
	Sources


