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1.  Introduction  

Remote regions in central Europe share the same risks and issues related to the fact that they are located 

at the periphery of main transport networks. Inadequate and under -used services, excessive costs, lack of 

last-mile services and proper intermodality, poor communication and information to users and car 

commuting are some of the challenges that man y central European regions face.  

The SMACKER project addresses these disparities and promotes public transport and mobility services that 

are demand-responsive and that connect local and regional systems to main corridors and transport nodes.  

Within SMACKER mobility issues related to peripheral and rural areas, main barriers are assessed and 

addressed and solutions drawn on the best international know -how are provided. SMACKER promotes 

demand-responsive transport services to connect local and regional syste ms to the main transport corridors 

and nodes. Soft measures (e.g. behaviour change campaigns) and hard measures (e.g. mobility service pilots) 

are used to identify and promote eco -friendly solutions for public transport in rural and peripheral areas, 

with the aim of achieving more liveable and sustainable environments and better integration of population 

to the main corridors. SMACKER helps local communities to re-design their transport services according to 

user needs, through a coordinated co -design process between local/regional partners and stakeholders; 

SMACKER also encourages the use of new transport services through motivating and incentivizing campaigns. 

The direct beneficiaries of the actions are residents, commuters and tourists.  

Participation refl ects the overall integration of citizens and groups in planning processes and policy decision -

making and consequently the sharing of power. In particular, transport planning and transport relevant 

measures are often the subject of controversial discussions  within the urban community. The concept of 

Sustainable Urban Mobility Planning has established the principle that the public should be included from 

the very beginning of the transport planning process and not only when the plans are largely completed and  

only minor amendments can be carried out. For that reason, public authorities need to open -up debate on 

this highly specialised and complex subject area and make participation a part of the planning process. In 

order to ensure participation throughout the  process, the development of an engagement strategy would 

be necessary. 

This deliverable intends to provide to each SMACKER ETP follower a common approach and framework  for 

the development of their Action Plan related to the creation/improvement of a DRT s ervices in their pilot 

areas. These Action plans has been developed with the technical support of the selected SMACKER external 

technical experts and the supervision of the SMACKER responsible partners.Within this  general framework ,  

the present Action P lan addresses the ETP follower area,  Szombathely,  to establish and develop a  local DRT-

system with high service level. To reach this ,  a State of the Art  based Action Plan document defines the 

main issues for the city of Szombathely.  

 

2.  Aims  

Regarding the local public transport system of Szombathely ,  as in State of the Art report was determined ,  

that on working days, bus lines operate in all four categorie s (core, periodic, work -related and DRT) serving 

both the inner areas and the outskirts. This is depicted in Figure 1a (on the left). The map shows the major 

public buildings, institutions and other traffic attracting places, as well as the area covered by  the 300 m 

circles of each PT stop. However, it must be emphasized that southern and western outskirts are almost 

exclusively served only in peak hours.  On weekends (Fig. 1b on the right), core lines operate primarily 

(besides a very low number of periodi c, work -related and DRT-based lines). Consequently, some parts of 

Szombathely are inaccessible by public transport on weekends. Inaccessible parts of the city include Petşfi-

telep  in the south (from 3 May 2021, interurban buses serve this area with local t ariffs  in addition to local 

line No. 23); the Parkerdş Residential Park in the west, and the area around the Csónakázó-tó  (boating 

lake), which includes an outdoor museum and a lookout tower; and the Aranypatak Residential Park at the 
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north western border of the city. Although the Aranypatak Residential Park is accessible by interurban buses, 

the tariffs are different from the local ones  (the problem of tariff -system is described in State of the Art 

report ). The other areas mentioned above are inaccessible by public transport on weekends.  

 

Figure 1a. (left) Coverage of local public transport on working days (source: own work)  

Figure 1b. (right) Coverage of local public transport at the weekends (source: own work)  

The Erdei Iskola (Forest School) and its surroundings, located on the western border of the city, belonging 

to the inner area of Szombathely, are considered as an area not served by public transport. This area is 

mainly occupied by newly built detached houses and small in dustrial buildings. It should be noted that the 

area was served by traditional public transport until the mid -2000s, but after Erdei Iskola (Forest School) 

was closed in 1995, travel demand fell dramatically, resulting in the closure of the bus line No. 22  linking 

the area to the bus station. In the early 2010s, the area began to be developed into a residential -recreational 

area with single -story apartment blocks. In line with this, there has been an increasing demand for mobility, 

primarily in the radial d irection towards the city centre, which, in the absence of public transport, can only 

be served by private transport.  
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Figure 2. Local transport network of Szombathely with bus line No. 22 (source: own work)  

Given the nature of the area (built -up area, population), the introduction of demand -responsive public 

transport will clearly increase the level of services available and provide an alternative mobility service for 

residents. It is proposed to organise the flexible service - as mentioned in the case of areas with no service 

at time ð on the route of the traditional bus line No. 22  (Figure 2.) , with fixed departure times and with 

services only based on previous demand-notifications.  

Based on the mentioned unserved areas, in the framework of the SMACKER project,  t he experts ð by 

cooperating with the stakeholders ð are expected to develop a local Action Plan to address the issues 

previously described in the State -of-the-Art Report. For this purpose, the objective of the Action Plan is to 

define key actions regarding the development of existing, new service and traditional public transport 

replacing DRT-service elements.  

This action plan give s a timetable a nd a set of clearly defined steps  to reach the DRT-elements mentioned 

above. For each objective , the Action Plan defines the  sequence of steps that must be taken, or activities 

that must be performed , for a strategy to succeed. Moreover, a key driver for a successful implementation 

of the  Action Plan is represented by the actual involvement of  all the different stakeholders  and their active 

participation towards the definition of shared framework objective.  Therefore, this Action Plan is based on 

the discussion and cooperation of key stake holders (e.g. workshops, meetings, round tables), who were 

involved into planning process.   

The Action Plan is expected to be a planning document also containing a risk analysis regarding the 

development of key actions. The evaluation defines the risks in 5 levels (national, local, founding, 

operational  and passenger-side).  

Founding resources is an important successfactor of DRT-service, as this Action Plan document clearly 

defines the Hungarian (national) possibilities by evaluating financing and legislati on opportunities as well as 

the used compensation system regarding public transportation.  

Regarding the above mentioned parameters, this Action Plan document is structured the following:  
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1) Aims; 

2) Stakeholders involved; 

3) Key actions; 

4) Timescale implementation ; 

5) Risk analysis; 

6) Funding resources.  

 

3.  Stakeholders involved  

Wide-range of coordination is needed before the introduction o f a demand-responsive public transport  in 

Szombathely. The following stakeholders were involve d during the preparation of the Action Plan:   

¶ Local government ð ordering and supervising the local  PT  

¶ Blaguss-Agora Hungary Kft ð providing the  local PT from 1 January 2022 

¶ Volánbusz Zrt. ð providing the regional and interurban public bus service ; moreover providing the 

local PT till 31 December 2021 

¶ GYSEV Zrt. ð providing regional railway service  

¶ KTI Nonprofit Zrt. ð ordering and supervising the regional and interurban public bus service  

¶ Mobilissimus Kft ð transport planning company  

¶ Savaria Turzimus Nonprofit Kft ð responsible for tourism in Szombathely  

Local government : Responsible for ordering and supervising the local PT service in the settlement .  During 

the situation analysis ,  a roundtable -discussion was held to discuss the ideas of the city concerning the 

present project  (see Section 9).  

Blaguss-Agora Hungary Kft.: Private Austrian-Hungarian bus company, responsible for t he local PT service 

operation  from 1 January 2022. Providing a DRT service may be part of the companyõs task. However, if the 

DRT service is not provided in the frame of the public service, a DRT service can be operated by a third 

party  on a market basis. Blaguss-Agora Hungary interpreted the aspects and aimed towards the operation 

of a DRT service in Szombathely via an online discussion in October 2021 (see Section 9).   

Volánbusz Zrt.: State-owned bus company was responsible for the local PT service operation till 31 December 

2021. Volánbusz Zrt. is also responsible for the provision and opera tion of interurban bus services. Though 

the company has not provided the local PT service since 1 January 2022, using some regional lines for local 

travel ing is still possible in some relations . Furthermore, the operational experiences of night DRT services 

connected to the last railways can be used during the Action Plan.  

GYSEV Zrt.: Regional railway company owned by the Hungarian and the Austrian states.  An integrated local 

and interurban PT system for Szombathely and the harmonization of these services can be achieved if the 

railway providers are in volved as stakeholders. Ensuring the railway connection is a major aspect during the 

timetable planning of several local bus lines. DRT may enhance the operational efficiency of s everal rounds 

especially in the off peaks ( e.g. early morning, late night).  

KTI Nonprofit Zrt. : responsible for the provision of PT systems at the national, regional and agglomeration 

levels in Vas County. Comments and suggestions were considered during the planning  to ensure the 

interoperability of the relevant local and interurban PT systems, and to harmonize these services.  

Savaria Turizmus Nonprofit Kft.: responsible for the touristic destination management of Szombathely . 

Taking into consideration that according to the Hungarian l aw DRT service cannot be provided for work - or 
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educational -related travels, one of the application fields can be the touristic purpose. Accordingly, the 

touristic aspects  provided by Savaria Turizmus were considered during the planning.  

Mobilissimus Kft.: Transport and city planning company.  The company planned the DRT service in 

Zalaegerszeg. Accordingly, several valuable experiences and comments were provided and considered 

during the p lanning.  

In addition,  KTE (Hungarian Scientific Association for Transportation) and BKK (Centre for Budapest 

Transport) was involved during the preparation. BKK is part of the SMACKER project and has experience in 

operating DRT service in the capital city of Hungary. 

 

 STAKEHOLDERS KEY ROLE  INVOLVEMENT SO 

FAR 

FUTURE ROLE 

LOCAL LEVEL 
Local government 

 

Ordering and 

supervising the local 

PT 

 

A roundtable-

discussion was held to 

discuss the ideas of 

the city  

Develop DRT and local 

PT system 

Blaguss Agora 

Hungary Kf. 

Providing local PT 

service 

Interpreted the 

aspects and aimed 

towards the operation 

of a DRT service in 

Szombathely 

Operate the PT system 

in a highest service 

level  

REGIONAL 

LEVEL GYSEV Zrt. 

Operate the 

interurban railway 

system 

A roundtable -

discussion was held 

to discuss the ideas 

Ensuring more railway 

connections to DRT 

NATIONAL 

LEVEL 

Volánbusz Zrt. 

Responsible for the 

local PT service 

operation till 31 

December 2021., 

operator of the 

interurban bus lines  

Interpreted the 

aspects and aimed 

towards the 

operation of a DRT 

service in 

Szombathely 

Ensuring integration 

to the interurban 

service 

KTI Nonprofit Zrt.  

Responsible for the 

provision of PT 

systems at the 

national, regional 

and agglomeration 

levels 

A roundtable -

discussion was held 

to discuss the ideas 

Ensure the 

interoperability of the 

relevant local and 

interurban PT 

systems, and to 

harmonize these 

services 

GENERAL 

PUBLIC  

KTE (Hungarian 

Scientific 

Association for 

Transportation)  

Share scientific 

researches regarding 

transportation  

A roundtable-

discussion was held 

to discuss the ideas 

Help in integrat ion of  

local and interurban 

public transport 

system 

SMALL, 

MEDIUM-SIZED 

AND BIG 

ENTERPRISES 

Mobilissimus Kft. 

 

Plan public transport 

networks, systems 

including DRT 

A roundtable-

discussion was held 

to discuss the ideas 

Share the experiences 

and comments 

regarding ZERGE DRT-

service in City of 

Zalaegerszeg 
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HIGHER 

EDUCATION 

AND RESEARCH 

BKK (Centre for 

Budapest 

Transport) 

 

Order the local 

public transport 

system in Budapest 

A roundtable-

discussion was held 

to discuss the ideas 

Participate in 

SMACKER project, 

share the experiences 

and new features in 

case of DRT 

BME (Budapest 

University of 

Technology and 

Economics) 

High educational 

organisation 

(transport 

technology faculty ) 

Managing SMACKER 

project of 

Szombathely 

Establish Action Plan 

for Szombathely 

Széchenyi István 

University 

High educational 

organisation 

(transport 

technology faculty)  

Providing researches 
Develop DRT-service 

in city of Gyşr 

INTEREST 

GROUPS AND 

NGOS 

Savaria Turizmus 

Nonprofit Kft.  

Responsible for the 

touristic destination 

management of 

Szombathely 

A roundtable-

discussion was held 

to discuss the ideas 

of the city  

Manage touristic 

mobility by using DRT-

system 

 

4.  Key actions  

In designing a demand-responsive public transport system, particular attention needs to be paid to both :  

user and operator criteria  and parameters. These aspects form the basis for key actions, providing a starting 

point for the proposed interventions. The criteria are  the followings : 

¶ the demand-responsive service can be integrated into the existing public bus transport system ; 

¶ to ensure user acceptance of the system, DRT-service (transport network, departure times, demand-

notification , reliability ) should be accessible to passengers and easy to understand and use; 

¶ service fares and discounts should be in line with those of traditional public transport;  

¶ the operation of the demand -responsive service must be well communicated to the passenger by 

the local authority (responsible for the service) and the transport service provider;  

¶ the implementation of the system should be based on the principle of "effort on the same level" , 

i.e. th at the customer  does not have greater funding needs than in case of traditional bus serivce  

(for further details see chapter 7. Founding resources) . 

The key actions can be grouped according of the interventions' relationship to the current public transport  

service. On this basis, the following divisions can be defined:  

1. Demand-responsive public transport as a new service element ;  

2. Development of the existing demand responsive public transport system ; 

3. Demand-responsive transport to replace traditional public transport in case of low -use periods.  

 

4.1.  Demand-responsive public transport as a new service element  

In order to  create a more attractive and better public transport service for passengers, the introduction of 

demand responsive transport as a new service is proposed as a priority in areas currently underserved in 

terms of space and time.  In Hungary, regarding public  transport system (based on public service contract) 

the most common DRT-solution has also a timetable (fixed route with fixed departure times) but only a 
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section of the route  (or the whole route)  is served only when demand is notified previously. It can b e done 

by phone call, via internet or directly at the driver. Furthermore, the real flexible service is not applied in 

local and interurban public transport system, only market -based solutions are available (e.g. airport shuttle 

bus).  

Areas unserved in ent ire operating hours  or periodically : 

The areas (Parkerdş Residential Park, Csónakázó-tó , Aranypatak Residential Park) ð mentioned in State of 

the Art document and in Aims chapter in this document ð which are not served by public transport  in time 

during weekends (entire operating hours) and off -peak hours on working days, the introduction of demand 

responsive transport as an additional service is proposed as a key action. Bus lines of the DRT-system should 

be operated based on the routes of the traditional service and fixed timetable departures. This means that 

buses will run on predetermined routes and times, but only if a previous demand request is taken for one 

of the timetable departures  (fixed route with flexible departures) . The criteria se t out above are thus met: 

the user is offered a service on the same route and at fixed times as in traditional public transport, i.e. the 

service parameters are easily accessible to passengers. The need for the demand-notification (e.g. 

telephone call) is easily communicated by the Operator or/and the Municipality.  

Spatially unserved areas :  

The Erdei Iskola (Forest School) and its surroundings, located on the western border of the city, belonging 

to the inner area of Szombathely, nowadays are considered as an area not served by public transport. Several 

years ago, it was served by traditional bus line (N o. 22), but it was closed due to the very low number of 

passengers. In the past  years, several residential parks were built here, so DRT -system should be 

implemented based on route of the bus line No. 22 and fixed timetable departures (fixed route with flexible 

departures).  

Summarizing the key actions covering the temporally and spatially unserved areas, the emerging flexible 

services are going to be:  

¶ integrat ed into the current public transport system;  

¶ operate on a fixed route, with departure times (timetable), but only on previous demand-

notifications  (request)  ð fixed route with flexible departures . 

 

4.2.  Development of the existing demand -responsive public trans port system  

The expansion and development of the current demand -responsive public transport service can also be 

defined as a key action. Based on the State of the Art report since December 2020, DRT lines have been 

operating to transport the passengers of the ISEUM Intercity train from Budapest to Szombathely Railway 

Station arriving at 10:49 p.m. according to schedule. The lines connect the railway station and the major 

parts of the city (primarily those in the inner area). One vehicle journey on three  lines has been provided, 

which only operates if there are passengersõ request to transfer to these lines from the train. Passengers 

need to consult the drivers to express their need to travel. The vehicle and the personnel are present at 

the railway stati on until the time of departure given in the timetable, irrespective of the future number of 

passengers. Moreover, due to the curfew measures introduced during the coronavirus pandemic (in Hungary 

there was a curfew between 8 or 10 p.m. to 5 a.m. between 4 November 2020 and 1 May 2021), no traffic 

survey regarding the DRT-service is available.  

The service can be extended to all trains departing and arriving in the early morning and late evening hours, 

offering a fully flexible door -to-door service. The main differences compared to the current system are:  

¶ although the flexible system remains connected to the rail service, DRT -services do not operate on 

a fixed route and fixed timetable, but are routed dynamically based on previous demand -

notification s and aggregated demand (so that each vehicle journey  may have a different route 

depending on demand); 
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¶ instead of changing (boarding, alighting) passengers at stops, passengers can use a door-to-door 

passenger transport system (if the destination can be reached by b us) as a service of comfort ;  

¶ as a result of the above parameters, an increased fare will be charged to the passengers instead of 

the current fares and discounts applied to local public transport.  

With the extension of flexible services, the current DRT -specific public transport will be phased out and its 

replacement is defined as a key action. 

 

4.3.  Demand-responsive transport to replace traditional public transport in 

case of low -use periods  

Demand-responsive public transport can be defined not only as a new se rvice, but also as a system that 

offers a better service level, more efficient use of resources and better adaptability to demand s and needs. 

Therefore, replacing elements of the current, traditional public transport system based on flexible services  

can be defined as a key action . 

The Act XLI of 2012 of Hungary on the public transport services regulates also DRT services. This mode of 

public transport is defined as a òpublic transport service organized by information technological devices 

arranged for flexible routes with a flexible timetableó. DRT services can only be offered if the provider 

obtains a permit for the line or signs a contract for public services. If DRT services are integrated into the 

public transport system, the leg islation valid for the PT system must be applied for such a system, with the 

exception of requirements for the timetable.  

According to the previous, weekday ( in the early morning, and late evening) and weekend (entire operating 

hours) services can be replaced in the future by a DRT -system for the traditional fixed -route public transport 

service if  passenger traffic data are available. Therefore, in all cases, traffic measurements regarding all 

bus lines and vehicle journeys  are required to determine the sub stitutability.  

 

5.  Implementation time  plan 

Regarding the development of demand responsive public transport, the implementation schedule of the key 

actions discussed in Chapter 4 can be divided into sections:  

1. Actions to be implemented in the short term within 1 year;  

2. Medium-term actions to be implemented within 3 years;  

3. Long-term actions beyond 3 years.  

Among the short-term elements implemented within 1 year, it is primarily necessary to prepare 

developments on the infrastructural, organizational and veh icle specification side . That means: 

¶ start or redeploy the purchase of minibuses and / or midibuses for flexible transport ;  

¶ preparation of the service provider's employees and IT system for receiving and handling the needs, 

primarily by telephone. Expand staff if necessary ; 

¶ in case of enlargement of DRT-service, defining  the form of financing  (e.g. compensation subsidy, 

implementation into the public service ).  

The medium-term actions to be implemented within 3 years are mainly the impleme ntation of DRT-

development,  are as follows:  

¶ installation of new DRT -service elements with a special focus on serving the Aranypatak Residential 

Park, the Parkerdş Residential Park, the Petşfi-telep  and the Csónakázó-tó  (boating lake)  areas on 
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those periods (usually weekends and weekdays off-peak hours), when traditional transport is not 

available (based on Chapter 4.1);  

¶ establishment of a new , full service hours operating  DRT-service element in the area  (Erdei Iskola 

(Forest School)) covered by Bus line No. 22 (closed in 2009), exploring the areas of surrounding 

institutions and residential  buildings (based on Chapter 4.1); 

¶ development of the current DRT -service (adapted to the late -night intercity train) by increasing the 

flexibility of the system with  the pre-notification of the needs, semi-dynamic route planning, even 

as a door-to-door service (based on Chapter 4.2); 

¶ implementation and development of the DRT -support module of the  current  passenger information 

and traffic management support IT -system(s); 

¶ continuous monitoring and review of vehicle needs, travel needs and financial balance.  

Long-term actions to develop flexible transport (implemented beyond 3 years ) signify  a set of long-term 

interventions, which are required by the implementation of  short- and medium-term development elements. 

In addition to existing DRT services, in the long term it is proposed to replace some elements of the 

traditional public transport system, mainly in the early morning and late evening periods, but flexible 

transport can be extended to other periods  also (based on Chapter 4.3). Prerequisite for this:  

¶ systematical collection of travel data, including continuous monitoring of travel needs ; 

¶ intensive infor mation to the public for easier user acceptance;  

¶ the availability of need -notification, route planning and communication support IT -systems; 

¶ if necessary, purchase new vehicles suitable for DRT-service. 

Regarding all of the actions (including short term, m edium-term, long -term) the communication is very 

important, because it can influence the success of DRT -system. Two types can be defined:  

¶ Poromotional campaigns: the main goal is to advertise the DRT -service and to let inhabitants know 

about the (new featu res) of the system. It can be reached by using:  

o Social media (e.g. Facebook, Instagram, TikTok);  

o Local electronic and printed newspapers;  

o TV and radio channels starring well -known local people;  

o Personal appearances with merchandise products in markets, schools, main squaers; 

o Sensitising trainings for elderly people in the local pensions clubs.  

¶ Tutorial, ôhow to use itõ campaigns: the main aim is to present how the DRT-system works (e.g. 

demand notification), what are the benefits of the service . For this, the following interfaces can be 

used: 

o Videosharing systems (e.g. youtube) by creating tutorial videos (e.g. ZERGE video: 

https://www.youtube.com/watch?v=NqY64qO4ONw );  

o Call centers with information and helpdesk function;  

o Printed and electronis manual brochures , leaflets . 

Based on the above, the interventions discussed in the Key Actions chapter  (No. 4.)  cover all three time 

periods, and their implementation can be considered realistic according to this schedule.  
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6.  Risk analysis 

The spatial  and temporal problems  and the lack of PT availability deduced from the parameters of the local 

PT system can be primarily solved by introducing  a DRT service. However, revealing and avoiding potential 

risks are needed before introducing  any DRT service. The risks can be divided into 5  groups: 

¶ National level risks;  

¶ Local level risks;  

¶ Financing risks; 

¶ Operational level risks ; 

¶ Passenger-side risks. 

National level risks:  

The most significant and  general national  risk connecting to the DRT services is that  the legislation is 

incomplete. Offering DRT services for work- and education-related travels is not an option according to 

Hungarian legislation applied in 2022. The introduction  of DRT in new territorial areas for fulfilling work - 

and education-related t ravels would require law modificatio ns, which can be regarded as a threat  due to 

political will.  

Regarding service integration, i t should be highlighted that the regional and urban operators (Blaguss -Agora 

Hungary Kft, Volánbusz Zrt, GYSEV Zrt and MÁV-Start Zrt) should work together, which needs effective 

communication and a common tariff system, timetable  and service level . If the trains are not on time,  extra 

tasks and costs result in the case of connecting local DRT service (providing the ve hicles and 

driver) .Considerable risk is identified o f these purposes are not completed .  

Local level risks:  

The introduction of a  DRT-service in Szombathely is influenced by  the results  and statements of the 

Sustainable Urban Mobility Plan (SUMP) under construction . A comprehensive traffic count has been 

conducted for the city, which could be the basis of introducing any new mobility service. The SUMP is not 

yet completed and the data are not yet available. Prior to that, there was no such volume of traffic survey  

for several years. These must be categorized as a significant risk, as there might be no real demand for a 

DRT service. 

Furthermore, the introduction of the DRT service might not be considered as a real alternative  in areas 

where the general income is high  (e.g. Kilátó út  ð Kilátó street ð and its neighbourhood). However, 

introducing  a DRT service would be an effective and attractive solution in the off -peak hours in peripheral 

residential areas (e.g. Aranypatak Residential Park, Parkerdş Residential Park, Petşfi-telep ), where PT 

service is not available in off -peak hours currently .  However, there is a risk that the extent and nature of 

mobility needs in these areas are not known in detail.  

Constructing the optimal fare system and network, and the operation  forms (e. g.: fix departure times , fix 

route or their combination ) can also be risk factors . A compl icated  system is not attractive  for the 

passengers. Therefore, the purpose is to construct an integrated line-numbering system and tariff  system. 

Moreover, unified and memorisable timetable  and operation type change (e.g. fix timetable in peak hours, 

DRT in off-peak hours) is needed. New lines are added to the existing network with the introduction of the 

DRT service; the passengers should memorize the timetable, lines, etc. Especially in areas served by hybrid 

service, namely sometimes fix, sometimes demand -responsive, journey planning is more difficult . If the 

system is not attractive enough, the demand can decrease , the sustainability of the system decreases.   

Taxi drivers may be aware of potential demand  loss; currently, the flexible demand is fulfilled by taxi 

service. In addition,  t he resistance of some passengers can also appear if they do not concede that some 

lines are not fixed in off -peak hours. 
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Financing risks: 

Financing the new DRT is also a significant risk; the modification of the financing system (between the 

operator and  the Municipality) is required. During the operation of a DRT -service, not only the real vehicle 

kilometre but the presence of the vehicle and the driver are considerable. According to the Hungarian 

practice, the state only provides some subsidies based on  the population (15% of total inhabitants); 

moreover, the local government compensates the service providers considering the social discounts given 

for the passengers (e.g. student tickets). There are risks as to whether the DRT service can be reimbursed 

similarly to  the current public transport service.  

After the successful implementation one of the risks is the high and regular mobility needs that result in a 

transformation from the DRT service to a traditional PT service with fix timetable, which might m ean 

additional costs. Moreover, in the case of a not adequate DRT -system, the operational costs and unpopularity 

among travellers might rise.  

Operational risks:  

More complex and flexible planning and operational tasks should be managed by the operator. Pla nning the 

maintenance plan is more difficult because of the inhomogeneous vehicle -kilometre performance. Operating 

these vehicles during peak hours may cause crowdedness. Nevertheless, if they are not used in peak hours, 

the capacity utilization is not eco nomical. Based on this, a  risk from the vehicles -side is that in the fleet of 

the new PT-operator (Blaguss-Agora Hungary Kft. from 1 st of January 2022):  there are only 3 midibuses, 

which operate on conventional lines with  fix timetable. A potential extensi on of the current network or  the 

transport supply may require purchasing new buses causing high implementation cost s. 

A significant risk is building and operating the informatics  system to manage the DRT-services. Although the 

Blaguss-Agora Hungary Kft uses the passenger information and traffic -management modules of the  modular 

software package RealCity, buying the DRT-package is only a medium-term plan. Itõs notable, that the 

RealCity software is compatible with the national passenger -informati on system under construction .  

Educating the drivers and dispatchers is another challenge . The drivers should learn the new network and 

how to d ri ve the new vehicles. In some cases, a DRT-system may increase the support  of human resources; 

dispatchers are needed if the dispatchers should manage the incoming transport needs (e.g.: by phone).  

The dispatchersõ decision-making can be supported by software tools.   

Passenger-side risks: 

New aspects and attitudes should be applied using a DRT-service by the passengers. Moreover, 

telecommunication devices (e.g. smartphones, internet -connection) are necessary if the demand is 

announced on mobile applications, a lthough other options for booking (e.g. telephon e) to provide service 

to e.g. elderly people can be offered as well.  

 

Risk Risk description  Measure  

Legislation  Offering DRT services for work- and 

education-related travels is not an 

option according to Hungarian 

legislation applied in 2022  

Modify the law.  

Service integarion  Effective communication and a 

common tariff system and timetable  

needed in regional level  

Complete the risk purposes 

Lack of traffic surveys  There might be no real demand for a 

DRT service 

Complex traffic survey needed 
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Risk Risk description  Measure  

Constructing the optimal 

fare system and network, 

and the operation  forms  

A complicated  system is not attractive  

for the passengers. 

Construct an integrated line-

numbering system and tariff  

system 

Extremely high income  DRT service might not be considered 

as a real alternative in areas where 

the general income is high  

Make DRT-service attractive  

Taxi service  Taxi drivers may be aware of potential 

demand loss 

Construct an integrated tariff  

system in a local level too  

Financing the new DRT  Not only the real vehicle kilometre but 

the presence of the vehicle and the 

driver are considerable  

Modification of the financing 

system (between the operator 

and the Municipality) is 

required  

Apperance of high and 

regular needs  

The high and regular mobility needs 

that result in a transformation from 

the DRT service to a traditional PT 

service might result extra cost  

Modification of the financing 

system (between the operator 

and the Municipality) is 

required  

Operational tasks  More complex and flexible plannin g 

and operational tasks should be 

managed by the operator  

Complex informatics system and 

vehicle fleet -optimization are 

needed 

Cost of informatical system  Buying the DRT-package for the used 

passenger information and traffic -

management RealCity software i s only 

a medium-term plan  

Allocate more resource to buy 

DRT-module previously 

Educating the drivers and 

dispatchers  

The drivers should learn the new 

network and how to drive the new 

vehicles, the dispatchers should 

manage the incoming transport needs  

Implementing software tools for 

the bus drivers and dispatchers 

too 

New aspects and attitudes 

for the passengers  

Telecommunication devices (e.g. 

smartphones, internet -connection) are 

necessary 

Other options for booking (e.g. 

telephone) to provide service to 

e.g. elderly people can be 

offered  

 

7.  Funding resources  

There are several options for financing DRT-service: 

1. Full local government -funded as a social service; 

2. As a public transport service based on public service contract and compensation subsidy provided 

by the local government ;  

3. Promoting and social service funded by a project ;  

4. As a free-price, market -based service. 

The forms of financing are independent of the transport provider.  
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Full local government funded as a social service  
Based on the Act XLI of 2012 of Hungary on the public transport services, the maintenance and ordering of 

local public transport (including the establishment of tariffs) is a municipal task. Therefore, among other 

things, the customer of DRT-service can even maintain it as a social service that can be used free of charge 

by users. This means that the compensation of the full operating costs to the service provider is involved by 

the Municipality, there is no income from passengers. In terms of Hungarian financing opportunities and 

practice, this method has a significant risk due to the narrow circumstances of t he city . In some settlements 

in Hungary, the whole local transport system operates on a social basis (e.g. H·dmezşv§s§rhely), or partly 

in the case of each route (e .g. Gyşr), or partly with private company financing (e.g.  free bus lines to 

shopping centres).  

As a public transport service based on public service contract and compensation subsidy provided by 

the local government  

This is the most common form of financing local public transport in Hungary, where users pay a fee (ticket, 

season ticket) to use the service. The local government is obliged to compensate the transport operator 

annually for justified costs not covered by revenues ( compensation subsidy). In addition, a n inhabitant -

based subsidy may be claimed from the State budget. Experience in the country shows that this form of 

financing also represents a signif icant financial burden for the M unicipality, but replacing traditional public 

transport by DRT-service could reduce the level of compensation.  

Promoting and social service funded by a project  

Unlike before, the financial compensation for DRT -service can also be financed by state (public) or 

international (mainly EU) funded projects. In this case, the operational and other costs (e.g. project 

preparation, planning and implementation ) are covered by one-off and fixed financial resources allocated 

to the project, i.e.,  they are not charged to the municipal budget. Although local resources are not used, 

the amount available for the project is  - in the vast majority of cases  - fixed and 'non-renewable', i.e.,  

sufficient for a certain  ð pilot - period. With this, it is necessary to decide which of the different funding 

options is the most appropriate to integrate  the service or to discontinue it at the end of the pilot period. 

In Hungary, within the INTERREG project, a flexible public transport system has been introduced in  the city 

of Zalaegerszeg, in previously unserved areas. During the project, the service was operated twice for 3 

months and then temporarily stopped due to lack of funds.  

As a free -price, market -based service  

As demand responsive public transport is able  to serve mobility needs at the highest possible level, both in 

terms of space and time, it can be operated on a market basis. In this case, the service operates without 

state ( public ) and/or municipal compensation, i.e.,  without any additional funding resources. Market-based 

pricing and operation may be justified in particular for DRT-service complementing conventional public 

transport.  

Whatever the financing options, it should be emphasized that, an informatics  system should be set up and 

operated, which may require significant resources . The IT-system registers the number of vehicle journeys, 

the number of passengers, the discount level used and the travel relations  (OD matrix).  

The DRT-service in Szombathely is recommended to be integrated into the  local  public local public transport 

system (including the fare structure used in conventional transport), and in case of extra service  (e.g.,  door-

to-door overnight transport)  it is considered to be operated as a market -based service.  

 

  

https://szotar.sztaki.hu/search?searchWord=narrow%20circumstances&fromlang=eng&tolang=hun&outLanguage=hun
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8.  Key action monitoring schemes  

The continuous monitoring of characteristics of the DRT service provides information both for the 

economical operation of the system and to ensure an adequate level of service. The data should be collected 

in the fol lowing divisions: 

¶ Capacity and performance indicators  

¶ Service quality indicators  

¶ Efficiency indicators  

¶ Economic indicators 

The capacity and performance indicators  are the same as for conventional public transport, i.e. the number 

of vehicle journeys made, the value of vehicle journey  kilometres made, and the value of passenger-km 

provided. Due to the specificity of the system, the number of passengers is easier to determine than in the 

case of conventional public transport, because of the demand-notification before the use of the service.  

Service quality indicators  include the number and proportion of rejected demands, which may be due to 

for example: capacity const raints and the numb er of demands that are booked but not fulfilled, which may 

be due to passenger absence. On the passenger side, one of the most important indicators  is punctuality, 

i.e. the rate and proportion of delays and rushes.  

Efficiency indicators  include the number of vehicle journeys a vehicle makes per day its daily performance. 

Values calculated from capacity and performance data, such as distance travelled (per passenger and 

average), utilisation of vehicle journeys  (either between stops/colle ction points). Another indicator is the 

fuel consumption rate as a function of environmental and traffic conditions.  

Economic indicators include the cost and revenue of operating the DRT system, their relative proportions  

and the t otal and rolling costs pe r passenger-km or per kilometre of vehicle journeys  based on performance 

indicators.  

Due to the structural constraints of the Action Plan document, these indicators are presented in groups to 

be defined (Table 1) and optionally defined (Table 2). It is emp hasised that the values associated with the 

indicators are interpreted in the case of implementation of key actions in the short, medium and long term.  

Regarding the key performance indicators of service quality, the number of operating hours  could be 

increased by an average of about 2.5 hours due to the DRT system connecting early morning and late evening 

trains, as the closing time could be around 24.00 and the starting time around 3.00 instead of the current 

approximate 23.00 and 4.30.  

Another service quality indicator  is the change in average seat kilometres offered per day . This capacity 

indicator is defined in the public service contract in force at the time, so that its value may remain 

unchanged from the current level even in the long term, provided that the content of the contract is not 

modified or increased. Basically, it depends on the (economic) resources of the city and is influenced by the 

city's transport policy.  

The change in the number of passengers transported, as a supply indicator, can on ly be estimated without 

knowing the current passenger numbers. Based on experience in Hungary so far, an increase of about 15% 

in the number of passengers transported at system level (including conventional transport) can be achieved 

with DRT. 

In addition to the mentioned indicators, a number of other indicators describing the DRT service can be 

defined.  

On the one hand, the change in service quality is determined by the local bus service connecting to early 

morning and late evening trains. Based on the cu rrent timetables, the medium -term key actions would allow 
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to increase the number of trains served by DRT -based public transport by 8 trains compared to the current 

situation.  

 

Table 1: Must -have-KPIs 

KPI GENERAL 

CATEGORY 

INDICATORS TARGET VALUE 

Quality of public 

transport/ DRT  

Ἠ Increased average number of 

operating hours per day  

Ἠ Increased average number of seat 

kilometres offered per day  

ca. 2.5 hours 

 

same as the current level  

Usage of supply in 

the course of  the 

pilot action  

Ἠ Increase of DRT/ public transport 

users per day 

+15% 

On the other hand, if the medium -term key actions are implemented, the territorial coverage of  public 

transport system by the  DRT-service can be increased by about +15% within 1-3 years by integrating into 

public transport the areas of the settlement that are not yet served in terms of space and/or time (e.g. 

Erdei Iskola (Forest School), Aranypatak Residential Park, etc.). In addition, the  length of the  time  periods 

(time slots)  served by DRT, also defined as a key performance indicator, can be increased by about 20%.  

Furthermore, the number of rejected travel requests, for example due to capacity constraints, compared 

to the total number of reported requests, is an indicator of the quality of the system's performance. This 

value should not be h igher than 3% for the whole DRT-system. 

 

Table 2: Nice -to -have-KPIs 

KPI GENERAL 

CATEGORY 

INDICATORS TARGET VALUE 

Other quality KPI  Ἠ The number of trains served by 

DRT-based public transport  

Ἠ Territorial coverage of public 

transport system by the DRT-service 

Ἠ Length of the time periods served 

by DRT 

Ἠ Number of rejected travel requests  

+8 trains reached 

 

+15% 

 

+20% 

 

Max. 3% 

Other capacity and 

performance KPI  

Ἠ Number of conventional local lines 

replaced 

Ἠ Number of operative DRT 

departures compared to the number of 

the advertised  

1/3 of conventional transport  

 

+40% 
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KPI GENERAL 

CATEGORY 

INDICATORS TARGET VALUE 

Economic KPI Ἠ Changes in ticket revenue  +10% 

Efficiency KPI  Ἠ Dynamic utilisation of DRT vehicle 

journeys [passengerkm/capacitykm]  

ca. 20% 

A further key performa nce indicator is the number of conventional local lines replaced by demand responsive 

transport, which, with the implementation of the key actions, would replace about 1/3 of conventional 

transport.  

Another important indicator is the number of operative  DRT departures compared to the pre-defined  

number. If thi s value is too high, it means that demand is constant in time (for all departures) and 

consideration should be given to introducing conventional transport at certain day periods or at whole day. 

If the value is too low, it means that demand is infrequent o n the relation for which other f lexible services 

(e.g. taxis) c ould be considered instead of bus services. Hence, a value of 40% symbolises the optimally 

functioning DRT system. 

A more demand-oriented public transport service could also lead to changes in ticket revenue  (ideally 

increase), which can be estimated without knowing current revenue data. Based on the experience in 

Hungary so far, an increase in revenue of around 10% can be expected.  

In close connection with the indicators of capacity ,  performance and service quality, an other  efficiency 

indicator should also be defined, primarily measuring the utilisation of DRT -services. The more demands 

that can be organised in a vehicle journey  - with a high degree of demand satisfaction - the more the  

efficiency of the DRT -system increases. As the key actions to be implemented in the medium term are 

mainly aimed at serving peripheral areas and periods, the utilisation of DRT services is estimated at around 

20%. This value could be increased even further if the long -term key actions are impl emented.  

 

9.  Key stakeholdersõ involvement  strategies  

During the preparation of the State of the Art report, the first roundtable -discussion was held as a Microsoft 

Teams online meeting owing to the coronavirus pandemic, on 15 April 2021. On behalf of the ci ty  of 

Szombathely, the following members of the local government participated in the meeting: Soma Horváth, 

deputy mayor; Gyºngyv®r S¿tş-Komláti, the leader of the City Development Office; Ervin Kalmár, head of 

the Department for City Development and Opera tion; ćgnes Gyşrffy, project administrator; Tam§s Bonti, 

the leader of the Communal and Environmental Office. KTI was represented by Kinga Tóthné Temesi, the 

office leader. The aim of this preliminary meeting was to discuss the ideas of the city concerning  the present 

project, which facilitated the future creation of the expert survey.  At the meeting, the local government 

underlined  its commitment  to the development of a DRT service  which statement  was supported by KTI. 

The local government will pay attention to the development and operation of DRT service in the long term. 

However, there is a lack of  available data about current mobility habits and need s; survey about passengersõ 

habits and expectations has not been cond ucted recently.  (The data for SUMP are still not available.)   

Based on the list of Stakeholders defined in the State of the Art report, a Workshop has been held on 28 

June 2021 from 2.30 pm to 4.00 pm via  Microsoft Teams software (due to the pandemic situa tion) . All of 

the invited Stakeholders participated in the Workshop:  

Å BKK Zrt: Vivien Nagy 

Å Budapest University of Technology and Economics: Dr. János Tóth, Dr. András Lakatos, Dr. Dávid 

Földes, Mátyás Bálint  
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Å GYSEV Zrt: Zsuzsanna Német-Hérics, Gábor Horváth  

Å KTI Nonprofit Zrt. : Kinga Tóthné Temesi  

Å Mobilissimus Kft: András Ekés  

Å Savaria Turizmus Nonprofit Kft: Zoltán Szabadfi  

Å Szombathely Megyei Jogú Város Polgármesteri Hivatala 

Å Vol§nbusz Zrt: ćd§m Szşrºs  

The most relevant points and key-findings of the Workshop are as follows:  

Å Both public trans port service providers and the M unicipality expressed their commitment to the 

DRT-service; 

Å Specific information received, which needed to develop the Action Plan document (e.g. available 

number of minibuses; working method of call center of public transport company etc.);  

Å The public transport service will be operated by a new public transport provider (Blaguss Agora Kft.) 

from 1st January 2022. 

Å Volánbusz Zrt. mentioned that  two small capacity  buses are available in Szombathely. But buses 

operated in other cities can be redirected on demand. In 2021, considering the available information 

system, demand can be announced via phone call applying dispatchers.  

Å The railway transport provider (GYSEV) ment ioned that consultations had been made about shuttle 

bus service to the industrial territory connected to railway serving work -related travels . GYSEV 

underlined the commitment towards DRT services. One of the aims is to introduce a combined tariff 

system between regional railway lines and local public bus service. The tariff system will support 

the work - and educational -related travels ; its expected introduction is 2022.  GYSEV highlighted the 

best practices with the reg ional bus service provider Volánbusz; combined tariff system and 

timetable synchronization was introduced between Püspökmolnár and Szombathely.  

Å The organization of KTI as the operator of the national integrated information system (HKIR) 

mentioned  that the data provided by the on -board unites in buses can be integrated to the national 

system. 

On 7 October 2021, Ms. Adrienn Bokányi, town councillor sent an official letter that the local public bus 

service would be provided by Blaguss Agora Hungary Kft instead of Volánbusz Zrt from 1 January 2022. 

On 10 October 2021, a roundtable -discussion was organized with the representative of Blaguss Agora Hungary 

and the local government. The topi cs were: introducing the available official documents, plans (e.g. 

timetable), as well as the aims and concepts of the order and operator . The bus network and timetable 

concept provided contains ôonlyõ the redesigning of existing timetable-based service. Introducing DRT 

service is the part of the middle and long -term aims of the company :  

¶ implementing the DRT module of RealCity (passenger information, mobility management) within 3 

years, 

¶ extending the public bus service with DRT service within 4 years.   
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10.  Conclusions  

Szombathely's local public transport is based on a public service contract between the Municipality and the 

bus operator, with compensation subsidy to  the customer. The servic es provided under the contract - 

network, timetable, frequency  and operating hours - meet the main mobility needs within the city, but have 

not followed the development of Szombathely as a municipality over the last decades. As a result, the 

housing estates and institutions located on the outskirts of the city, mainly built in the last decades, do not 

have public transport services in terms of space and/or time. At certain operating  time  periods, the 

utilization of the vehicle journeys is low, which creates funding problems.  

The development of a demand responsive service requires a number of key actions, in particular vehicle 

allocation, the development of an IT system and clarification of the financing and accounting processes. 

These key actions form the basis for developing demand-responsive public transport, which is proposed to 

be implemented in the short term, i.e. within 1 year. Within the framework of discussions and workshops 

with stakeholders, Volánbusz Zrt., which provided services until 31 D ecember 2021, has ensured the 

reallocation of the vehicles needed for the DRT service and the integration of DRT transport into the national 

passenger information system (www.utas.hu). The new service provider - Blaguss Agora Hungary Kft. from 

1 January 2022 - has made the introduction of the DRT system on the purchase of additional vehicles and 

the medium -term development of the IT system.  

The State of the Art document defined the unserved areas according to the parameters mentioned above 

(Aranypatak Residential Park , Parkerdş Residential Park, Petşfi-telep , Erdei Iskola (Forest School), 

Csónakázó-tó  (boating lake) ), for which 3 key actions were identified to provide DRT-based public transport, 

mostly with medium -term (1 -3 years) timeframe proposals:  

¶ Demand responsive public transport as a new service element;  

¶ Development of the existing demand responsive public transport system;  

¶ Demand responsive transport to replace traditional public transport in case of low -use periods. 

The development of existing DRT public transport can be defined as a key action the further reflection on 

the service parameters of the lines (901, 902, 903) adapted to the late evening Intercity train service until 

31 December 2021, which can involve both the extension of connections to t rains and the door -to-door 

transport of passengers. 

Demand responsive public transport, as a new element, can make it possible to provide public transport 

services regarding areas that  are typically not served by conventional bus transport at low -use periods 

(weekends, off -peak on working days) and/or at any time of day. This includes all the peripheral areas 

mentioned above.  

A key action proposed for implementation in the longer term (beyond 3 years) is the establishment  of a 

flexible service to replace t raditional public transport during low -use periods. This could involve the future 

replacement of the entire traditional public transport service in the early morning and late evening on 

weekdays and at weekends with a flexible system, provided that passeng er data are available. Therefore, 

in all cases, a traffic count is required to determine the substitutability of all services on the lines 

concerned. 

A number of risks need to be taken into account when implementing key actions. The most important of 

these is the issue of financing, which can be divided into 4 groups according to the options available in 

Hungary: 

¶ Full local government funded as a social service;  

¶ As a public transport service based on public service contract and compensation subsidy provided  

by the local government;  

¶ Promoting and social service funded by a project;  
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¶ As a free-price, market -based service. 

Local government financing (partly or fully) is performance -maximised in line with the tighter municipal 

budget/resources, but is beneficial for the passenger due to the fares charged, while the market -based, 

free-fare extra service does not require compensation subsidy, but the use of DRT involves additional costs 

for the passenger. Project financing may be an optimal solution, but it is only available for a limited period, 

typically a few months.  

In addition to financing, risks are the user -acceptance of the obligation of demand notification, the training 

of the public transport operator's staff, the reliability of the IT system used and, in t he long term, the 

complexity of the DRT system. Therefore, it is particularly importa nt to focus on implementing short-term 

key action  before medium - and long-term development elements, as inadequate DRT-services can lead to 

higher operat ing costs and increased passenger dissatisfaction. Performance and capacity, service quality, 

economic and efficiency indicators need to be defined and applied to ensure proper operator and customer 

service monitoring.  

Overall, the development of demand responsive public transport in Szombathely is therefore proposed along 

the above-mentioned key actions and implementation time plan , with a particular foc us on risks and 

financing. With the provision of appropriate DRT services, the service level, the operating hours, the number  

of the areas served and the timeliness of the service can be increased, even at the current cost level, with 

an expected higher le vel of revenue.  

 

11.  Annex: Workshop with stakeholders , 28 June 2021  

Microsoft Teams screenshot from the Workshop event.  
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1.  Introduction  

After completion of the State -of-the-Art-Report and the ETP Smacker event in September 2021, steps 

towards an Action Plan for the Gastein Valley Region have been set. The aforementioned State -of-the-Art-

Report already gave a good overview of the regional f ramework and challenges to be addressed, such as: 

Á geographically limited area (valley)  

Á strong dependence on tourism 

Á local population commuting between the valleyõs municipalities as well as to the cities of St. Johann 

im Pongau, Bischofshofen and Salzburg 

Á an already good developed public transportation offer with potentials for  shifting some service to a 

DRT service 

Á a few points within the region which arenõt already covered by public transportation 

On November 29th, 2021 a workshop with representatives of stakeholder groups was held as an online 

meeting due to the prevailing pandemic situation. In this workshop, after a presentation of the ETP Smacker 

project and a presentation about DRT systems in general ð different system approaches, modes of service, 

examples of best practice ð the floor was passed to the participants in order to learn about their expectations 

and acquire additional information  and outline the upcoming planning and implementation process together.  

However, during this workshop it was cle arly laid out, the region is suffering from the COVID19ñPandemic 

since tourism services had to close down on several instances during the last two years. It was even 

expressed that the discussion of questions regarding public transportation and DRT service s are considered 

not a priority  since there are other  priorities . 

Nevertheless, it turned out that public transportation still has a great importance to the region and an 

interest in viable solutions is prevailing.  

As a result of this process, this Action Plan focuses on outlining a framework for a future implementation 

phase. According to the experience of the technical planner, such a process follows a distinct path. The 

first steps of this path are set and the following points are lined out.  

In order to keep the process alive, the  line out of this process, an overview about necessary data and the 

next steps will be discussed with the regional association as well as it will be presented for the stakeholders.  

 

2.  Aims 

In this section, the aims of the  Action Plan as well as key objectives will be presented. On the one hand, 

these aims and objectives have been identified during the analysis laid down in the State -of-the-Art Report, 

on the other hand, the objectives learned during the ETP SMACKER Workshop held on November 29th, 2021 

have been taken into consideration.  

These aims may be summarized as follows: 

Á Providing affordable solutions in public transportation , both for the municipalities as well as for 

the potential customers  

Á Keeping public transporta tion in line with local demand  

Á Covering the needs of every potential target group  

Á Positioning as a sustainable region (or destination)  

Á Closing existing gaps in the public transportation network  
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Á Strengthening regional cooperation  

 

Providing affordable solutions in public transportation ð both for the municipalities as well as for the 

potential customers  

A potential future DRT service has to provide high cost -effectiveness or is generally expected to provide 

such effects in comparison to the c urrent public transportation system . Currently, the financial contributions 

to public transportation which have to be provided by the local municipalities are considered a rather high 

burden. Considering the decrease in tourists and tax earnings due to the  COVID-19-pandemic, the 

municipalities in Gastein Valley are facing increasing financial problems. Therefore, there are expectations 

that these financial contributions can be reduced by replacing costly òtraditionaló means of public 

transportation by òlightweightó demand-responsive services. 

Keeping public transportation in line with local demand  

As a prerequisite to be kept in mind during the planning phase, the local demands and needs have to be 

kept in mind and must be adhered to.  

Covering the needs of every potential target group  

During the analysis carried out in the State -of-the-Art Report as well during the workshop in November 2021, 

a variety of potential target groups have been identified which  in principle  can be summarized as local 

inhabitants and tourists. As representatives of the municipalities pointed out, the services must especially 

be apt for local  residents ð the local taxpayers  since it is considered not politically viable to spend the 

taxpayerõs moneys on service which provide little or no benefits to them. 

Positioning as a sustainable region (or destination)  

The region strives to  position itself as a sustainable region, especially within the field of tourism. Therefore, 

the ability to provide an efficient and competitive DRT system which enables tourists to spend their holiday 

in Gastein Valley without the need of a car is conside red an important goal. 

Closing existing gaps in the public transportation network  

A core aim of the implementation of a DRT system must be the ability to fill existing gaps in the public 

transportation network, both in a spatial domain, i.e.,  areas which are currently underserved or unserved 

by public transportation have to be covered by DRT services, as well in a temporal domain, that is providing 

services well outside the current operating hours . 

Strengthening regional cooperation  

In the course of the discussions during the workshop held in November 2021, it was pointed out that currently 

each municipality follows its own path of development and a lack of cooperation was highlighted. These 

shortcomings prevail in practically every f ield, not just in public transportation. Considering the close 

neighbourhood and factual interconnections between the municipalities in Gastein Valley, an openness 

towards cooperation should be fostered  and positive effects thereof need to be highlighted . A successful 

regional key project, such as the implementation of common DRT services can act as a driving force towards 

better cooperation in the future.  

 

3.  Stakeholders involved  

In the course of preparing the State -of-the-Art-Report, a variety of stakeholde rs have been identified. From 

these stakeholders, the following groups took part in the workshop held in November 2021:  

Á òMobilitªtszentrale Pongauó | regional mobility association 
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Á Municipalities | Mayors, administrative staff  

Á Tourism 

During a potential upcoming implementation process, the participation of all identified stakeholder groups 

has to be ensured, cf. sections 0 and 0. 

 

 
STAKEHOLDERS KEY ROLE 

INVOLVEMENT 

SO FAR 
FUTURE ROLE 

LOCAL LEVEL Municipalities  In the current 

organisational 

framework, the 

municipalities act as 

clients and financiers 

of public 

transportation and 

therefore also for DRT 

services  

Participating in 

the discussion and 

planning workshop 

Mostly financing the 

DRT services and 

maintaining the 

relevant infrastructure   

REGIONAL 

LEVEL 

Salzburger 

Verkehrsverbund 

(Salzburg Verkehr, 

SVV/SVG) 

 

Providing the regional 

framework  for public 

transportation on the 

regional level / laying 

down the contractual 

framework, schedule 

planning, calling for 

tenders for public 

transportation 

services, ticketing, 

advertising and 

promoting  

None / not yet 

applicable on the 

current level of 

discussing 

potential future 

DRT services 

 

Integrating future DRT 

services into the 

overall public 

transportation 

framework, ensuring 

seamless ticketing and 

information  

 
Mobilitätszentrale 

Pongau (regional 

mobility association)  

Promoting and 

maintaining a future 

DRT service, acting as 

the key coordinator 

between the different 

levels and stakeholders 

 

Initiator of the 

current process to  

start finding 

possible 

alternatives to 

conventional 

public 

transportation  

Bearing the core 

responsibility and  

organizational work 

necessary for a 

functional DRT system  

NATIONAL 

LEVEL 

Federal politics and 

law-making 

Establishment of 

legislative and 

regulatory framework 

in the transportation 

sector 

None / not 

applicable  in 

discussing local or 

regional DRT 

solutions 

At least keeping the 

current legislative and 

normative or 

regulatory framework 

for DRT services. 

Considering the 

current political 

situation in Austria 

and its serious politics 

of climate change, 

further improvements 

in the field of public 

transportation and 

related services can be 
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expected, including 

improvements of 

financial fundings.  

PPT 

PROVIDERS 

Bus operators 

(mainly ÖBB Postbus 

AG) 

Operation of public 

transportation services 

according to the 

contractual framework 

set by each regional 

public transport 

association 

(Verkehrsverbund) 

None / not yet 

applicable on the 

current level of 

discussing 

potential future 

DRT services 

In the foreseeable 

future the role of PPT 

providers will remain 

the same ð operating 

òorderedó public 

transportation services  

 
Taxi operators  Operating DRT services 

according to the 

contractual framework 

set either by each 

regional public 

transport association 

(Verkehrsverbund) or 

by a local 

organisational body 

responsible for DRT 

services 

None / not yet 

applicable on the 

current level of 

discussing 

potential future 

DRT services 

None / not yet 

applicable on th e 

current level of 

discussing potential 

future DRT services 

GENERAL 

PUBLIC  

Local population  Acting as customers for 

DRT services 

None / not yet 

applicable on the 

current level of 

discussing 

potential future 

DRT services 

In an upcoming 

planning process, the 

general public needs 

to get involved by the 

means of surveying 

their transportation 

needs in order to 

provide services which 

are in line with 

demand 

SMALL, 

MEDIUM-

SIZED AND 

BIG 

ENTERPRISES 

Entrepreneurs, 

employees and 

customers  

Acting as customers for 

DRT services and 

providing incentives 

for employees and 

customers to prefer 

public transportation 

or DRT services for 

travelling to and from 

the enterprises  

None / not 

applicable in 

discussing local or 

regional DRT 

solutions 

Fostering Mobility 

Management within 

the enterprises to 

achieve a shift 

towards the usage of 

public transportation 

and DRT services 

HIGHER 

EDUCATION 

AND 

RESEARCH 

not applicable in the 

state of planning and 

operating DRT 

services, no 

institutions of higher 

education and 

research located in 

the region  

A key role in planning 

and operating DRT 

services cannot be 

identified  

None / not 

applicable in 

discussing local or 

regional DRT 

solutions 

Conceivable role: 

conducting studies or 

research on matters 

such as demand, 

utilization, economics, 

impacts on local 

development  
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INTEREST 

GROUPS AND 

NGOS 

Regional tourism 

association 

(Tourismusverband) 

Promoting potential 

DRT services to 

tourists, providing 

information and 

pointing out the 

advantages / surveying 

the needs and 

expectations of 

tourists and providing 

them to the 

responsible bodies 

Participating in 

the discussion and 

planning workshop 

Desirably, the regional 

tourism association 

should not just limit 

its role to be merely a 

customer of public 

transportation or DRT 

services and expect 

them to serve the 

guests in the region, 

instead, efforts should 

be made in order to 

provide further 

contr ibutions to public 

transportation such as 

surveying the touristsõ 

needs and 

expectations and 

providing them to the 

responsible bodies  

 

4.  Key actions  

Generally spoken, the planning and implementation phase of DRT service overall comprises the following 

steps which can be grouped in several phases which in turn form the base for establishing a viable 

implementation time plan  which is laid down in section 5Errore. L'origine riferimento non è stata trovata. .  

The definition of these following three phases is based on the experiences from several DRT planning tasks 

carried over the last few years.  

Preparatory  Phase 

The aim of the preparatory phase is to obtain a decision by the relevant local or regional policymaker  about 

the fact to establish a DRT system. A number of elements to be taken into consideration in the preparatory 

phase have already been addressed throughout the State -of-The-Art report,  during the regional workshop 

as well as in this Action Plan.  

The main questions to be answered in the Preparatory phase are as follows:  

Á Why do we want/need a DRT system? 

Á What could our DRT system achieve and what can we do in order to support it?  

Á Who takes responsibility? 

Á Which are the next steps? 

As of now, the regional transport association  òMobilitªtszentrale Pongauó has shown interest in establishing 

DRT services by becoming a SMACKER ETP Follower region. The Municipality of Bad Hofgastein has already 

commissioned a firm form Germany in order to elaborate a possible DRT system for one municipality ð a 

fact, which was done independently and was broadly unknown. 

In order to provide answers to the questions mentioned above, the following steps should be taken into 

consideration:  

The entire process needs guidance by transportation planners and technical experts which are also able to 

present and handle (public) workshops. In the workshop held on November 29th, 2021 the main expectation 

of all participants was to reduce the costs for public transportation within the municipalitiesõ responsibility. 

Additionally, another core expectation was that the public image of public transportation will improve by 

replacing currently  empty-running busses with demand responsive service. 
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The other core question to be answered in the next steps is to define a responsible body for the DRT system. 

This responsible body works on an intermediate level between the municipalities and the DRT operator(s). 

In comparable projects, different approach es to determine a responsible body have been followed. One 

successful example is so-called òTraunsteintaxió in southwestern parts of Upper Austria. In this case, the 

responsible body is the regional tourism association (which is in fact yet another associa tion of 

municipalities) ð even though the Traunsteintaxi DRT system is not only aimed at tourists but is intended to 

be used by locals as well.  

Taking the local structures in Gastein Valley into account, the Mobilitätszentrale Pongau or even the local 

tour ism association could be considered as potential responsible bodies.  

As a first step in the action plan, these questions must be prepared and discussed in a kick -off workshop 

with all stakeholders involved.  

Planning phase 

After obtaining a policy decision after successfully finishing the preparatory phase, the future DRT system 

is to be laid down in a planning phase which would typicall y comprise at least the following  steps: 

Á Establishing a planning group to represent all important stakeholders  

Á Assessing the actual demand in the region by carrying out surveys within the local population as well as 

enterprises 

Á Definition of the service standards, determining the organisational structure, costs and financing, 

decisions on service areas, schedules, charges and plans, customer service, advertising and marketing  

The core questions to be answered in this phase are in fact concerning the service standards: foremost 

schedules and operating areas. As of the operating areas, DRT services in Austria follow two principal  

models: either òarea operationó (Flächenbedienung) or òroute operationó (Linienbedienung) . In the past 

few years, a tendency towards route operations has been observed. Area operation carries the risk of 

competing with conventional taxi services, whereas route operations resemble òtraditionaló bus routes. 

Operating phase  

It would be too terse of a statement to say tha t as a result of a successful preparati on and planning process 

the DRT services are to be put into service. However, during the operating phase and its apparently day -to-

day business, constant attention has to be drawn towards the following points:  

Á the operational quality is to be assessed constantly |  thus, operational problems, customer 

complaints, lacks in quality have to be taken seriously and need to be cleared up  

Á the implementation of a DRT system is not a one -off process |  in order to keep the DRT service 

successful and relevant for users, a constant evaluation, assessing new and changed demands and 

expectations,  the services have to undergo constant development  

 

The next steps to be taken are:  

Á Broaden the planning group by convincing all relevant stakeholders (cf. section 3) to take part in 

the planning process and involve them in all other workshops and meetings 

Á Prepare and carry out a survey within the region using different questionnaires for inhabitants, 

businesses and guests, collecting the following information, inter alia:  

o number of persons living in each household and their ages  

o availability of vehicles  

o current mobility behaviour (such as car/bicycle/public transportation usage)  

o general wishes and personal expectations towards DRT services 
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o actual transportation needs (places of departure and arrival, time, frequency, trip 

purpose) 

Á Collect current and complete information about current costs and spendings in order to be able to 

calculate a viable cost -comparison between the current state and future DRT services  

Á Collect current and complete information about the contractual framework and structure in which 

the new DRT system has to fit in .  

Alongside the findings from the State -of-the-Art-report as well as the learnings form the first project 

workshop, the key points of the aimed DRT systems which are to be deepened and extended in the upc oming 

phases of the process. 

Á Following the planning workshop 1, the core planning work is to be carried out in which all 

 operational aspects are laid down, such as : 

o creating services which meet the demands detected in the previous steps  

o laying down the ha rd facts such as service areas including routes, stops, schedules, 

booking systems 

o calculating the demand, bearing in mind the current passenger counts of public 

transportation and the results of the survey  

o proposal of a ticketing and charging scheme, esti mating takings and comparing them 

with potential costs  

o proposing first steps towards realisation and implementation  

Following a presentation and discussion in a second planning workshop, the concept is to be finalised and 

headed towards implementation.  

As seen in the chart before and taking the experiences from other projects into account, a typical planning 

process for DRT systems on the municipal level in Austria should be expected to take (at least) six months. 

Delays may occur on a limited scale probabl y due to scheduling constraints considering the planning 

workshops or due to some additional time needed in order to obtain relevant figures needed to calculate 

demands, costs and financing needs. 

Apart from these process-relevant time frame, it may be exp ected that the overall process of DRT plannings 

and implementations may be delayed as a whole due to the ongoing problems considering the COVID -19-

pandemic which had a highly negative effect on the Gastein Valley region.  

However, in order to create a smoot h implementation process, talks with potential operators (such as public 

transportation providers, taxi companies, providers of booking system ) should be initiated during the 

planning process. 

In case the DRT system is intended to replace existing bus services, the terms of the contracts between 

Salzburg Verkehr (the regional transport association), the Pongau Takt (local transportation association) and 

the bus transportation companies (cf. State -of-the-Art-Report, section 5.1) have to be taken into respect : 

usually, the tendering of public transportation services in Austria takes place every eight to ten years and 

substantial changes and adjustments can only be realised well before a new call for tenders is published.  

The results of the planning work indepe ndently commissioned by Bad Hofgastein municipality have to be 

taken into consideration and be integrated into an upcoming regional strategy.  

Summarizing the core technical aspects which have to be taken into consideration for any future planning 

process, the following points are to be taken into consideration:  

Á Bus route 550 from St. Johann im Pongau to Sportgastein or Böckstein forms a regional axis alongside 

the railroad while also connecting Gastein Valley to Schwarzach-St. Veit and the district centre St. 

Johann im Pongau and is therefore not to be replaced by DRT services 



 

 

 

 

Page 32 

 

Á The railway services will face several adjustments following the opening of the Koralm tunnel which 

have to be respected in regard of streamlining connections between DRT and railway services.  

Á The ski bus services (cf. State-of-The-Art-Report) form an independent means of transportation with 

an organizational structure of its own and cater to the specific needs of ski tourists during the winter 

season and cannot be replaced by DRT services 

Á For t he most part, future DRT services should be considered either to replace or supplement the 

bus routes 551, 555, 557, 558 and 559 operating locally to/from or within Bad Hofgastein . 

If it is decided to follow the process of further planning and implementati on of DRT services in Gastein 

Valley, these services should adhere to the areas served by the routes mentioned above  and focus 

additionally on areas currently not served by public transportation. However, these areas are few since due 

to the topographic st ructure of a narrow valley, most areas are within the catchment areas of existing public 

transport . These areas are laid down in the schematic diagram below, together with their core functions to 

connect the areas with the main transportation nodes).  

 
Figure 1: Gasteinertal schema tic diagram  
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5.  Implementation  time plan  

Several of the steps have already been covered by the State -of-the-Art-Report as well by this Action Plan. 

A viable structure of key activities may be derived from the aforementioned theoretical structure as follows . 

The time frame o f 6 month has been proven viable in other projects.  

 

 
Figure 2: Implementa tion time plan  

 

6.  Risk analysis 

As a part of the analysis, the following potential risks have been identified.  

(Currently) l imited interest in developing DRT services due to the negative effects of the COVID-19-pandemic  

The COVID-19-pandemics showed extremely adverse effects on the tourism industry which is the most 

important branch of industries in Gastein Valley. As a result,  the region is facing substantial economic 

uncertainties. During the workshop held in November 2021, several participants clearly stated that 

discussing and dealing with any other matte r is currently considered a waste of time and resources.  Thus, 

it is un certain if the implementation of DRT services will be realised until the overall economic situation 

improves. As a means to overcome these hesitations, it is important to point out the positive effects of 

sustainable transportation services and the benefit s of DRT services and try to map out the planning and 

implementation process well and purposeful ly.  

Increasing financial constraints  

In connection with the aforementioned economic impact s of the COVID-19-pandemic, the tax revenue in 

the region has decreased in the last two years . For instance, the overall tourism industry in Austria has 

fallen back to the level of 1970 within one or two years. As for now, it is very uncertain in which timeframe 

the economic situation will improve.  
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Limited cooperation betwee n municipalities  

Due to the legal and constitutional framework, each municipality in Austria is entitled to a high level of 

self-administration. Openness towards a regional and cross-municipal cooperation is developed differently 

throughout Austria ð means of cooperation w hich are a matter of course in one region may be frowned up 

in another region. As an overall impression from the workshop held in November 2021, the Gastein Valley 

might be considered as a region with a moderate culture of cooperation as the municipalities  tend to 

compete with each other for tourists, public funds and taxes.  

Possible l imited acceptance of future DRT services  

In order to  achieve a high level of acceptance of future DRT services, a thorough planning process as laid 

down in section 0 has to be carried out . A failure to do so might result in a badly accepted and therefore 

unsuccessful DRT system. 

Staff shortages  in DRT services as well as public transportation  

Currently, the economy in Austria is facing substantial staff shortages in almost all economic fields. This 

staff shortages have developed during the COVID-19-crisis starting in early 2020  and are currently 

deteriorating. This staff shortage shows negative impacts on the entire transportation sector as well. For 

instance, public transportation, road freight traf fic and even postal services had to be reduced in several 

regions. Therefore, the implementation and future operation of DRT services might be severely affected by 

the lack of drivers.  

Additionally, tourism and the hospitality industry are other economic f ields which are particularly affected 

by staff shortages and play an important role in the regional economic structure (cf. State -of-the-Art-

Report), possibly causing further competition between enterprises on new employees. 

 

Risk 
Likelihood 

(1-5) 

Impact  

(1-5) 
Mitigation measure  

Limited interest in 

developing DRT services 

due to the negative 

effects of the COVID-19-

pandemic 

5 5 

Á When continuing the planning process, respect 

the doubts and reservations towards the 

discussion of DRT services and understand the 

sorrows and anger caused in the region by the 

economic impact of the COVID-19-pandemic 

Á Providing a well -structured  and efficient 

planning process which guides the local 

stakeholders and shows a clear focus on well -

defined targets  

Á Pointing out the advantages of DRT services for 

the municipalities  

Á Putting overall great effort on convincing and 

participation of the municipalities  

Increasing financial 

constraints  
4 5 

Á Difficult to come by on the regional or municipal 

level, raising municipal taxes in order to finance 

public transportation or DRT services appears 

highly unrealistic  

Á Solely Dependent on regional (Land) and federal 

politics which are to provide grants for DRT 

services 

Á Cooperation within the region in order to  point 

out the need of DRT services and improved 

public transportation, laying down its 
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Risk 
Likelihood 

(1-5) 

Impact  

(1-5) 
Mitigation measure  

advantages for all stakeholders and political 

levels involved  

Limited cooperation 

between municipalities  
4 4 

Á Elaborate a clear and transparent financing plan 

in order to avoid a feeling of òpaying too muchó 

compared to neighbouring municipalities  

Á Highlighting the advantages of DRT services for 

each municipality  individually  

Á Providing individual talks, workshops  and 

planning sessions for each municipality to 

supplement region-wide workshops 

Possible limited 

acceptance of future DRT 

services 

3 3 

Á Ensuring a thoughtful and extensive 

continuation of the subsequent planning process  

Á Further broadening the stakeholder groups to be 

involved 

Á Carrying-out a survey in order to gain good 

knowledge about the tra nsportation  needs (in 

regard such as routes to be served, operating 

hours, destinations of interest), providing 

different questionnaires for the local 

population, enterprises and tourists  

Á Providing an easy-to-use system, avoiding any 

barriers (such as subscriptions, complicated 

ticketing system, non -competitive pricing)  

Á Providing good connections to regular bus routes 

and trains 

Á Keeping the DRT serviceõs operating hours 

constantly in line with changing train schedules 

and alternating train stops in order to maintain 

these connections -> establishing a planning 

body 

Á Constant advertising of the DRT service, 

pointing out its advantag es 

Á Including the use of DRT services in (existing) 

tourist packages, such as providing a number of 

free rides for tourists staying overnight  

Staff shortages 5 5 
Á Macroeconomic phenomenon, impossible to 

come by on the municipal or regional level  

 

7.  Funding resources  

Considering the planning level on which both the State -of-the-Art-Report as well as the action plan are 

situated, a definite  calculation and  specification of the available budget  and operating costs as well as a 

forecast of DRT revenues and costs are currently considered not viable.  

As already indicated, currently no comprehensive decision on the implementation of a DRT system in the 

entire Gastein Valley region  has been made. Instead, this project is rather considered to provide a startin g 

point and first exploration for future considerations concerning DRT systems.  

Before discussing potential funding resources, the different cost factors which have to be covered should 

be laid down. These can be broken down in different categories as foll ows: 
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¶ initial costs ,  such as for vehicles, booking systems, call centre  

¶ recurring fixed costs, such as vehicle upkeep, insurance, wages, marketing and information  

¶ recurring variable costs, such as fuel, repairs  

The amount and effects of these costs are dependent on the DRT system and provider chosen: Currently, 

there are some providers in Austria, which offer complete solutions where municipalities pay a single 

monthly fee for DRT services. These fees are calculated by the diff erent providers within their economic 

structures, so no overview of these cost structures is available. On the other hand, several DRT services 

which make use of local structures , operating under the local municipalitiesõ responsibilities have been 

successfully implemented 1. In this case, an overview of the  different cost categories can be laid down:  

Initial costs  

When choosing a locally organized DRT system, the initial costs which have to  be accounted for by each 

municipality arise in fact for each DRT stop and can be described as moderate 2.  

¶ adding each DRT stop into disposition, booking and information systems  

¶ marking each DRT stop (signage) 

¶ providing information on routes schedules as w ell as maps 

Recurring (monthly)  costs 

In such a DRT system, the monthly costs arise primarily from the rides which are passed by the local taxi 

providers to the municipalitiesõ accounts and are reduced by the revenues from tickets sales. Additionally, 

a comparably low monthly òsystem usage feeó has to be paid by each municipality.  

Funding resources  

In the Austrian public transportation framework, the funding of DRT services is solely with the 

municipalitiesõ responsibility. However, a number of public grants to provide financial support for DRT 

services exist. Unfortunately, these grants differ great ly between each federal province (Länder) and have 

been subject to short -term changes in the last few year s or have been cancelled at all.  

One example for public grants for DRT systems is currently in force in Upper Austria 3.  The respective 

framework is w ell structured and could act as an example for other Länder. The primary conditions thus 

are:  

¶ DRT services must act as a supplement to existing public transportation systems  

¶ services are only provided on request and different orders are bundled (so no single rides for each 

passenger as in ònormaló taxis) 

¶ the DRT service has to work with stops (entry and leaving points), so currently no door -to-door-

service possible (the reason behind this is to strengthen the efficiency of DRT services)  

¶ the DRT ticket rates must not be lower than those of regular public transportation  

¶ the average vehicle occupation rate within one year must be 1,3 persons per ride or above  

Additionally, as of February 2022, the Austrian Federal Government offers a grant of 600 Euros per  each ton 

of saved carbon dioxide, thus requiring yet another process of application and calculating these effects 

which have to be carried out by an external agency.  

In the intended upcoming process of planning and implement a DRT service, an identificati on of the currently 

applicable grants must be carried out.  

 

 
1 such as Traunsteintaxi in Upper Austria: https://traunsee -almtal.salzkammergut.at/anreise -nahverkehr/traunstein -
taxi.html   
2 due to data privacy reasons, no numbers fro m previously realized projects can be stated  
3 https://www.land -
oberoesterreich.gv.at/Mediendateien/Formulare/Dokumente%20SVD%20Abt_GVoeVerk/Foerderleit faden_GVOEV_SVD_GVoeV
erk_E_17.pdf  

https://traunsee-almtal.salzkammergut.at/anreise-nahverkehr/traunstein-taxi.html
https://traunsee-almtal.salzkammergut.at/anreise-nahverkehr/traunstein-taxi.html
https://www.land-oberoesterreich.gv.at/Mediendateien/Formulare/Dokumente%20SVD%20Abt_GVoeVerk/Foerderleitfaden_GVOEV_SVD_GVoeVerk_E_17.pdf
https://www.land-oberoesterreich.gv.at/Mediendateien/Formulare/Dokumente%20SVD%20Abt_GVoeVerk/Foerderleitfaden_GVOEV_SVD_GVoeVerk_E_17.pdf
https://www.land-oberoesterreich.gv.at/Mediendateien/Formulare/Dokumente%20SVD%20Abt_GVoeVerk/Foerderleitfaden_GVOEV_SVD_GVoeVerk_E_17.pdf
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8.  Key action monitoring schemes  

Following the implementation phase, the success and performance of the new DRT system has to be 

constantly monitored (cf. section 0, operating phase).  Therefore, the establishment of measurable and 

quantifiable indicators, so called Key Performance Indicators  (KPIs) is necessary. 

According to the given structure of the Action Plan these KPIs have been categorized in Must-have-KPIs as 

well as in Nice-to-have-KPIs. However, from our perspective, the KPIs shown in the following table appear 

to be Must-have-KPIs in order to maintain a good monitoring and providing inputs to effectively (re -)develop 

and enhance a future DRT system. 

The final definitio n of target values appears a bit too early at this stage of work  and can only be viably done 

in the last stage the implementation phase (òDeveloping a final conceptó, section 0). However, the following 

KPIs can be laid down: 

 

Table 3: Must -have-KPIs 

KPI GENERAL 

CATEGORY 

INDICATORS TARGET VALUE 

Quality of 

public 

transport/ 

DRT 

ἦ Increased average number 

of operating hours per day  

ἦ Increased average number 

seat kilometres offered per 

day 

As laid down in the State -of-the-Art-Report, the bus 

routes currently operate until about 7pm almost every 

day. An increase in the number of o perating hours per 

day can only be achieved by providing DRT services at 

off -peak-times early in the morning and at night. The 

assessment of demand during such hours of operation 

has to be calculated, however, it can be expected that 

especially weekends as well  as workers in the tourism 

industry who start and finish work at odd times may 

contribute to an increased usage.  

The same can be said for the increased average 

number of seat kilometres  per day ð the vast potential 

for an increase lies in off -peak-times. 

Usage of 

supply in the 

course of the 

pilot action  

ἦ Increase of DRT/ public 

transport users per day  

 

Modal shift  ἦ Increase of tourists 

arriving by public 

transportation instead by car  

ἦ Reduction of car 

ownership within the local 

population (especially 

reduction of 2 nd and 3rd cars 

per household) 

Possible target value: decrease of car usage of 2% as 

laid down in òLandesmobilitªtskonzept Salzburg4ó 

 
4 https://www.salzburg.gv.at/verkehr_/Seiten/salzburgmobil2025.aspx  
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KPI GENERAL 

CATEGORY 

INDICATORS TARGET VALUE 

ἦ Reduction of car usage by 

workers/commuters, 

especially working at off -

peak-times 

Financial 

savings 

ἦ Reduction of funds 

needed by the municipalities 

in order to maintain public 

transportation  

Comparison of costs before ð after  

Customer 

satisfaction  

ἦ Operating quality ð 

reduction of delays  

ἦ Dependability of services 

(ordered rides are carried 

out at the agreed times)  

ἦ Perception of vehicle 

quality (comfort, 

cleanliness, accessibility for 

people with reduced 

mobility)  

ἦ Perception of driver 

quality (friendliness, 

dependability)  

ἦ Perception of charges and 

plans 

 

May be assessed in surveys for instance using the 

Austrian school grade system from 1 ð very good to 5 ð 

not satisfying  

In order to enable a successful monitoring process, a responsible person or agency within the region has to 

take care of regularly carrying out this monitoring and surveys.  

 

9.  Key stakeholdersõ involvement  strategies  

On November 29th, 2021, a workshop was held about possible implementation of DRT services with the 

following aims:  

¶ Presentation of the INTERREG SMACKER ETP Project 

¶ Presentation of key information on DRT Systems by the technical planner, pointing out possible 

solutions, successful examples from other regions 

¶ Gaining useful information about regional expectations and requirements in addition to the state -

of-the-Art-Report ð the expansion of a òtheoreticaló analysis by local insights has proven a very 

valuable task in previous projects  

¶ Gaining information about additional stakeholders to be involved  
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As already mentioned before, the ongoing COVID-19-pandemic cast a shadow over the workshop which was 

held as an online meeting. However, it was possible to draw a picture about the opinion on  public 

transportation and DRT services. Therefore, this workshop was an apt starting point for future discussions 

and implementations. The learnings from the workshop form part of this Action Plan, however it has 

definitely to be pointed out that the enti re process will be deepened in dependence of the overall 

development.  

 

10.  Conclusions 

From the findings in the State -of-the-Art-Report, the regional workshop as well form this action plan, the 

following conclusions can be drawn:  

Generally spoken, the local fr amework (spatial structure of the region, current public transportation offer, 

population development and tourism development) shows principally positive starting points to implement 

a DRT service. Such a DRT service can be successful,  if it caters both fo r the needs of the local population 

as well of tourists. During an upcoming implementation process, the demands and needs have to be 

examined thoroughly in order to meet this requirement. During this process, a realistic approach has to be 

kept in mind: it would be counterproductive to replace main bus routes which provide interregional 

connections by DRT services. The same applies for the ski busses which cater for mass transportation of 

skiers. However, replacing local municipal bus routes by DRT services and at the same time expanding the 

coverage both on a spatial as well as temporary scope appears to provide benefits.  

The operative path of the implementation process is laid down in section 0. With this outline, the detailed 

planning process as well as the subsequent implementation of DRT services is to be designed. The most 

challenging task however can be summarized as overcoming the current COVID-19-pandemic situation which 

lead to a massive decline in tourism. The potential benefits even in a future post -COVID environment have 

to be credibly communicated to local decision makers.  The definition of indicators which allow the 

monitoring of the servicesõ success and taking steps in order to improve the services supports the positive 

communication towards the local communities.  

An emphasis is to be laid on the cooperation between the municipalities in Gastein Valley. The rather 

complicated structure within the public transportation framework (cf. State -of-the-Art-Report) is a given 

fact which has to be taken into  account.  
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1.  Introduction    

Remote regions in Central Europe share the same risks and issues related to the fact that they are located 

at the periphery of main transport networks. Inadequate and under -used services, excessive costs, lack of 

last-mile services and proper intramodality , poor communicatio n and information to users and car 

commuting are some of the challenges that many Central European regions face.  

The SMACKER project addresses these disparities and promotes public transport and mobility services that 

are demand-responsive and that connect  local and regional systems to main corridors and transport nodes.  

We aim to reduce the negative impact of transport on the environment through soft (changing people's 

travel habits) and hard (pilot mobility actions) measures designed to identify and promo te environmentally 

friendly public transport solutions in rural areas.  

Local, regional partners and other stakeholders are involved in the process of transforming transport 

services. Guidelines, strategies and measures are developed to improve mobility services in the affected 

areas for both residents and visitors (tourists).  

The project is based on the principle of participation of residents, stakeholders, and interest groups in the 

planning and decision-making processes. Compromises are necessary, especially in the planning of transport 

and the measures affecting it, as the interests of the community are often at odds with each other. Through 

the concept of Sustainable Mobility Planning, the principle of public involvement has been established at 

the initial stage of planning, rather than at the end when the solutions are kno wn, and only minor changes 

are possible. In order to effectively involve stakeholders and the public, the authorities help to develop a 

strategy that facilitates the whole integration process. The project has developed guidelines and a 

methodology for stak eholder engagement that are freely available and can be used independently by local 

communities.  

Within the framework of the SMACKER Enlarged Transfer Programme, an action plan for the establishment 

of demand responsive transport (DRT) on Pohorje Mountain was prepared. As a starting point, an analysis of 

the current situation in the field of mobility and public transport was prepared. Challenges and expectations 

that need to be taken into account when planning measures to improve mobility in the selected ar ea were 

identified in the state-of-the-art -report  "Mobility problems and policy challenges in the selected area of 

Pohorje Mountains". The document also includes the identification of stakeholders to be involved in the 

planning of mobility and transport me asures. The document served as a basis for the elaboration of the local 

action plan, which defines concrete measures to promote sustainable mobility for the selected Pohorje area 

between the tourist centres Bellevue -Areh-Trije kralji -Rogla. The Pohorje Mountain is the natural pearl of 

eastern Slovenia with its untouched nature rich in forests and clear streams. Due to the poor road 

infrastructure, there is very little traffic on Pohorje. Since the tourist centres do not have good road 

connections, tourists visit only one of them and get to know only a part of Pohorje. By establishing 

sustainable transport between the tourist centres, we want to enable tourists to get to know the Pohorje 

Mountains better, visit more tourist centres and thus make full use of i ts potential.  

The action plan was developed with the participation of various stakeholders operating in the geographical 

area concerned, from municipalities to tourism operators and transport providers. The stakeholders, in 

cooperation with each other, def ined a pilot model and timeframe for the DRT on Pohorje and elaborated 

a timetable for the action plan, as described below.  

 

  



 

 

 

 

Page 42 

 

2.  Aims 

The Pohorje Mountain is promoted as a green, sustainable destination. Therefore, it is very important to 

establish sustainable forms of green mobility services that minimise the environmental impact and at the 

same time ensure the mobility of visitors, residents and new jobs in both tourism and green mobility. One 

of the possible mobility services is a demand -responsive public transport service that would operate year -

round in line with the year -round tourist offer of the Pohorje Mountain. Sustainable public transport would 

connect two larger and several smaller tourist centres between Rogla and Bellevue on Mariborsko Pohorje.  

Demand-responsive passenger transport would improve the offer of sustainable mobility and provide tourists 

with additional opportunities to get to know the Pohorje and its unspoilt nature. Transport would also serve 

the local population and thus improve the ir mobility.  

 
Figure  1: Travel time on the route B ellevue -Areh-Trije kralji -Rogla and connections with places in the valley  

Considering the connection of tourist centres on Pohorje and the considerably short distances between 

them, the introductio n of public transport on Pohorje is more than reasonable. The state road RT -929 (red 

line in Figure 1) the  will be upgraded and asphalted in the future. After the planned renovation of the road 

RT-929, the travel times of public transport (buses) will be competitive and the journey will be 

correspondingly comfortable.  

The starting points for the development of an action plan were prepared in the document " Mobility problems 

and policy challenges in the selected area of Pohorje ", where the following challenges were identified:  

ҍ The top of Pohorje is poorly connected with public transport - there is no regular, no seasonal public 

transport line, no safe road infrastructure connecting the 4 main tourist centres. This is also the 

most touristically intere sting and most beleaguered area on Pohorje. The only option at the moment 

is to use the car. If we want to visit another tourist centre, we have to drive from the tourist centre 

RT-929 
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on Pohorje to the valley and then back to Pohorje, which takes longer, means a  longer journey and 

is not a sustainable way of mobility.  

ҍ Seasonality of public passenger transport lines (PPT) - most PPT lines operate only in season and 

depend on weather conditions. There is a lack of regular public transport lines that would connect 

the tourist centres in the montainous region with the urban centres in the valley (e.g. Rogla -Zreńe) 

throughout the year .  

ҍ Rail and bus timetables are mutually inconsistent .  

ҍ Existing PPT lines seldomly operate on holidays, weekends or school holidays. 

ҍ Not al l PPT lines connect to  tourist centres but  have their final stop far away from tourist centre so 

itõs not useful for tourists.  

ҍ Visitors to tourist centres on Pohorje, who travel without a car  and with PPT, can only visit 

Mariborsko Pohorje-Bellevue.  

In addition, the following findings were made:  

1. The main connecting road Bellevue-Areh-Trije kralji -Rogla is currently in a very bad condition, 

making it impossible to travel by car, so there are no regular connections between these tourist 

centres. The only al ternative is to travel by car to the valley and then back to Pohorje, or by bicycle, 

although the terrain and distances are too great for an average cyclist to travel.  

2. In summer and winter, more and more tourists (skiers, cyclists, hikers) come to Pohorje with the 

desire to explore and experience the eastern Pohorje Mountains and not just one tourist centre.  

3. Transport links and the associated accessibility of 4 tourist centres would contribute to the publicity 

of Pohorje and its natural resources and increase the number of tourists. It would be interesting for 

tourists to stay in Areh, cycle to Rogla and visit  the sights there, and return to Areh the same day 

by the described means of transport.  

4. The distances between the sites are too great for average walkers and cyclists, so transport would 

help less physically and conditionally prepared tourists (elderly, ch ildren), while offering greater 

flexibility of transport with a more varied offer and a much greater experience of the Pohorje 

Mountains. 

5. The main target group for which DRT would offer great added value are tourists and recreationists 

from three main grou ps: Cyclists, hikers and skiers.  

The establishment of PPT in the form of DRT on Pohorje Mountain is of strategic importance for the 

development of tourism and recreational activities on Pohorje Mountain. This means of transport would 

connect the main touri st centres in the eastern part of Pohorje: Rogla, Trije kralji, Areh and Mariborsko 

Pohorje-Bellevue. 

The purpose of the action plan is to identify, in collaboration with stakeholders, the key activities and 

financial resources, the risk assessment, the ti ming of each activity, the definition of key performance 

indicators and their monitoring. The Action Plan is prepared with the aim of setting -up all the bases for the 

realisation of the DRT on Pohorje.  
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3.  Stakeholder s involved   

In the field of Pohorje development, the Regional Development Agency for Podravje - Maribor has taken on 

an important role. It coordinates and manages the activities within the Pohorje Mountain Partnership in 

accordance with the adopted Pohorje Mountain Development Strategy. At local, regional and national level, 

the main stakeholders for the establishment of the DRT on Pohorje Mountain between the tourist centres 

Rogla-Trije kralji -Areh-Bellevue have been identif ied. The key stakeholders include 9 municipalities of the 

eastern Pohorje Mountains where there should be a connection with the DRT, providers of PPT and transport 

services, all three tourism centres, 2 regional development agencies, local associations, so cieties and 

companies, the University of Maribor, the Slovenian Ministry of Infrastructure and 2 public institutions (the 

Institute of the Republic of Slovenia for Nature Conservation and the Slovenian Forest Service) representing 

the state administration.  The stakeholders and their key roles are listed in the table below.
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Table 1: Key stakeholders and their roles  

 STAKEHOLDERS KEY ROLE  INVOLVEMENT SO FAR FUTURE ROLE 

LOCAL LEVEL 

Municipalities: Ruģe, Lovrenc na 

Pohorju, Maribor, Hońe-Slivnica, 

Rańe-Fram, Slovenska Bistrica, 

Oplotnica, Slovenske Konjice, 

Zreńe 

Municipalities have a key role to play in 

establishing DRT as public passenger 

transport. A common agreement is 

needed on the establishment and form of 

transport, on the mode of operation and 

on financing, as such transport will 

operate at the inter -municipal level.  

Municipalities have expressed 

great interest in establishing 

public transport on Pohorje. They 

were acquainted with the project, 

the preparation of all the analyses 

and bases in the process of DRT 

activities and have participated in 

the creation of the action plan 

with their initiatives and 

proposals. 

Municipalities and tourist centres will 

play a major role in all activities related 

to DRT on Pohorje, as they will have the 

role of decision -maker and financier.  

REGIONAL LEVEL 

Regional development agency 

for  Podravje ð Maribor 

Development information 

center  Slovenska Bistrica 

Regional development agency for  

Podravje ð Maribor has a role as 

coordinator and promotor of transport on 

Pohorje. Development information 

centre  Slovenska Bistrica will also take 

care of coordination between the local 

and national level in the field of 

promotion and tourism.  

Regional development agency for  

Podravje - Maribor manages and 

coordinates all activities related 

to the establishment of responsive 

transport, manages strategic, 

development projects and 

coordinates the Partnership for 

Pohorje.  

Regional development agency for 

Podravje ð Maribor will play the role of 

coordinator and leader of all activities 

related to the establishment of DRT on 

Pohorje. It will also connect all 

stakeholders with each other by 

organizing coordination meetings and 

workshops. 

NATIONAL LEVEL 
Ministry for infrastructure  of 

Slovenia, Slovenia forest 

service, Institute of the 

Republic of Slovenia for 

nature conservation  

Ministry of infrastructure  takes care of 

the state road Rogla-Trije kralji -Areh-

Bellevue. Slovenia forest service and 

Institute for nature conservation wil l take 

care of the protection of nature, which is 

the greatest wealth of Pohorje.  

The mentioned national 

authorities were informed about 

the project. They participated in 

coordination meetings and on a 

field trip to Pohorje regarding the 

condition of the state road.  

The state authorities will participate in 

all activities as co -approvers, and the 

Ministry as an investor in the 

reconstruction of the state road 

infrastructure.  

PPT PROVIDERS Marprom d.o.o.  

Nomago 

Arriva 

Izletnik Celje d.d.  

Slovenian Railways 

Providers of PPT participate in the 

selection of the model of DRT with their 

experience and will provide insight into 

the existing offer. The carrier will be 

selected through a public tender.  

The company Arriva actively 

participated in the design, 

timetable and cost estimation for 

DRT on Pohorje. 

Companies will be informed about the 

project by participating in workshops 

and presentations and by inviting them 

to submit an offer to a public tende r for 

the implementation of DRT.  
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Pohorje turizem Borut Zadek 

s.p. 

 

GENERAL PUBLIC  

Residents of the Podravska 

and Savinjska region 

Tourists 

Involving the general public  through 

social networks by collecting data on the 

possible use of DRT. 

Residents and tourists are involved 

in informing about the project 

through social networks.  

The participation of general public  will 

be ensured through announcements and 

activities on social networks. 

Information and collaboration will also 

take place in the tourist centres 

themselves. 

SMALL, MEDIUM-

SIZED AND BIG 

ENTERPRISES 

Hotel Jakec d.o.o.  

Park Pohorje d.o.o.  

5start d.o.o.  

Pohorje turizem Borut Zadek 

s.p.  

UNITUR d.o.o. 

These are the companies that co-create 

the tourist offer on Pohorje. The UNITUR 

company manages the tourist centre  on 

Rogla. 

Companies that are part of the 

tourist centres were involved in 

the project by participating in 

workshops and meetings in the 

preparation of the action plan.  

Tourist centres, together with 

municipalities, will play a major role in 

all activities related to DRT i on Pohorje, 

as they will have the role of decision -

maker and financier.  

HIGHER 

EDUCATION AND 

RESEARCH 
Univerza of Maribor 

A research institution that will help 

establish the most appropriate DRT 

model.  

In the process of preparing the 

action plan, the research 

institution helped to select the 

most appropriate model of DRT.  

The University of Maribor cooperated 

with expert proposals and consultations 

in the mobility field and DRT. 

INTEREST 

GROUPS AND 

NGOS 

Turistińno druģtvo gostincev 

Pohorja 

LTO Rogla ð Zreńe 

Maribor Tourist Board 

Organizations that co-create the tourist 

offer on Pohorje.  

Various associations are involved 

in communicating the project via 

social media.  

Participation will be provided through 

notifications and activities on social 

networks. They will be invited to co-

design the establishment of DRT by 

participating in the workshop.  
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4.  Key act ions 

The Pohorje region covers an area of 800 km2 and is located in 16 municipalities of the Podravje, Savinja  

and Koroģka regions. Due to the fragmentation of many municipalities in the past, there was no unified 

vision and development of the Pohorje area. In recent years, the municipalities have joined together in the 

Partnership for Pohorje and the management a nd coordination of activities has been taken over by the 

Regional Development Agency for Podravje - Maribor.  

Within the framework of the Pohorje Partnership, an agreement was reached with the Ministry of 

Infrastructure on the reconstruction of state roads on Pohorje. An orderly infrastructure is the basis for the 

development of tourism and the economy and enables normal communication links for the inhabitants of 

the Pohorje Mountains. Some sections of the state roads in the Pohorje Mountains are already bei ng 

renovated.  

The document "State of the Art Report about mobility problems and policy challenges within ETP follower 

regions - Municipality of Maribor " has shown the potential for establishing public transport on Pohorje. The 

study was presented to the municipalities of the region, which recognised the great added value of such a 

public transport system. The action plan is being prepared as part of the project SMACKER, and even more 

possible forms of mobility were identified as part of the second project  idea.  

The key steps in creating an action plan for planning the establishment of DRT on Pohorje are:  

1.  Identification and selection of DRT routes (including stops), collection of additional information 

and planning basis.  

The DRT route has been selected. The transport will take place on the Rogla -Pesek-Trije kralji -Ģumik-Areh-

Bellevue route. These are the main stops on this route. As the road on this route has very little traffic, you 

can stop outside the marked stops if necessary, which is also permitted by  law.  

2.  Establish communication with municipalities, tourist centres  and other stakeholders on the 

expected and necessary characteristics of transport (number of passengers, flexible or specific 

timetable).  

The Regional Development Agency for Podravje - Maribor is responsible for communication and coordination 

between municipalities. A workshop was held on identifying key users and defining a DRT model. It was 

pointed out at the workshop that the key cooperation  is the cooperation  between the tourist centres and 

the Regional Development Agency for Podravje - Maribor, which coordinates the DRT establishment.  

3.  DRT cost estimate .  

In developing the action plan, we worked with various public transport providers. Together with Arriva 

d.o. o. we designed a travel programme, the company formulated a proposal for the operation of such a 

transport service and determined the costs. In order to get a provider of this service, it is necessary to 

conduct a public tender, where the most favourable b idder is selected from all offers.  

4.  Identification of possible additional sources of funding for the service (EU funds, national funds).  

The establishment of mobility on the Pohorje mountain, measures to reduce the carbon footprint and the 

preparation of mo bility plans are planned as part of the TROLa project, for which funding has been requested 

from the Norwegian Mechanism.  The aim of the TROLa project is establishment of the sustainable mobility 

system in main turist centres on Pohorje.  If the project is approved, funding for DRT between tourist centres 

will be possible for the duration of the project (2 years). The approval of the application will be known in 

April 2022. If it is not possible to finance DRT from the TROLa project, the costs for this shoul d be financed 

from the municipal budget and by the tourist centres.  

5.  Activation of target groups.  
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Conducting a survey on the interest in using public transport on Pohorje among the inhabitants of the 

Podravska region and tourists. Activation of target groups to identify their preferences (surveys) and at the 

same time inform them about the plans to int roduce DRT. 

6.  Preparation of an agreement between stakeholders on the  DRT establishment, in particular on 

cost sharing.  

The agreement will contain the main contents of the DRT facility, such as management and coordination, 

shares and form of funding, time fr ame and tasks of each signatory. The municipalities and tourism centres 

concerned will be asked to sign the agreement. The agreement is prepared by the Regional Development 

Agency for Podravje - Maribor.  

7.  Establishment of pilot DRT and further improve ment o f the system based on experience gained.  

The DRT pilot service will be established during the summer months from June to August 2023  and it will be 

operating  only during weekends (Saturday, Sunday and public holidays). The first stop in the morning and 

the last stop in the evening will be at the main bus station in Maribor. Departure and arrival at the Bellevue 

stop are linked to the operation of the  circular cabin cable car ,  which is connecting  city of Maribor with 

Bellevue centre. There is a possible variant of the timetable with a fixed timetable (fixed morning and 

evening trips), a route and DRT with time balancing between the two fixed trips. In case of high demand 

for day trips, a full fixed timetable can be set up .  

a) Timetable with a combination of fixed schedule  and route and flaxible time -table between first and 

last fixed journeys:  

 

b) Timetable with fixed schedule and route:  
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8.  DRT evaluation .  

Pilot DRT service evaluation  will take place after the pilot period. Depending on the results, the model and 

DRT model will be adjusted later.  

9.  Long-term establishment of DRT.  

The pilot establishment of DRT along Pohorje and all the activities related to transport will enable a well -

functioning long -term transport establishment connecting the tourist centres of Pohorje and giving an insight 

into its heart. With the help of the evaluation results and feedback from the target groups, a story will be 

created that will offer foreign touris ts a unique experience and not just transport from one point to another. 

The journey along Pohorje will be an acquaintance with the natural resources of Pohorje and its pristine 

forests.  

 

5.  Implementation time  plan 

The implementation timeline has been redesigned in line with the key activities for the establishment of 

the DRT as defined in the previous chapter. Over a period of one year (2022), the groundwork for the DRT 

will be laid, and in 2023 the pilot project and evaluation will be carried out . If the pilot implementation is 

successful (results of the evaluation and feedback from the target groups), transport will be established in 

the long term in 2024.  

 

Table 2: Implementation timetable  

 Key actions Implementation time  

1. Identification and selection of DRT routes (including stops) and 

collection of additional information and planning bases  

December 2021ðMay 2022 

2. 
Establishing communication with municipalities, tourist centres 

and other stakeholders on the expected and necessary 

characteristics of transport (number of passengers, flexible or 

specific timetable)  

December 2021ðJune 2022 

3. DRT cost estimation  December 2021ðMay 2022 

4. Identification of possible additional of funding sources for the 

service (EU funds, national funds).  

May 2022 

5. Activating target groups  MayðOctober  2022 

6. Preparation of an agreement between stakeholders about the 

DRT establishment, on cost sharing in particular  

September 2022 

7. Preparation of a story about public transport on Pohorje, which 

will provide tourists with unique experience  

September 2022ðFebruary 2023 

8. Pilot DRT service establishment  JuneðAugust 2023 

9. Pilot service evaluation  SeptemberðNovember 2023 

10. Long term DRT establishment January 2024 
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6.  Risk analysis 

The most important condition for the promotion of year -round tourism on Pohorje is the connection of 4 

tourist centres (Rogla -Trije kralji -Areh-Bellevue) and a unified vision of the municipalities for the 

development on Pohorje. Reconstruction of the state tourist road RT -929 connecting 4 tourist centres is 

central to the establishment of the DRT. The main challenges that might arise are:  

 

Table 3: Risk of DRT establishment  

Risk Risk description  Measure  

Bad road 

infrastructure  

Problems with the Ministry of Infrastructure's 

funding of the reconstruction of the state 

tourist road RT -929; as the road 

infrastructure on Pohorje is poor, such 

investments are expensive and the state has 

other priorities. To this end, the Pohorje 

Mountain Partnership has already organised 

several meetings with the Ministry, where 

the goals and priorities for the 

reconstruction and asphalting of the road 

were presented. The Ministry recognised the 

state road as a potential for the 

development of the Poho rje Mountains and 

the connection between the tourist centres 

and promised to take action. It is possible 

that with time and a change of government, 

the state's priorities in the area of 

investment in road infrastructure will also 

change. 

The Partnership for Pohorje will 

monitor the activities of the 

Ministry and ensure that all 

actions are carried out in 

accordance with the 

agreement. The current road 

connection allows travel for 

smaller 4-wheel drive buses. 

Cooperation 

between tourist 

centres , tourism 

service providers 

and the Pohorje 

Partnership  

Past experience shows that close 

cooperation will be difficult in practise, as 

tourism centres are used to working 

individually rather than cooperatively over 

many years. Nevertheless, Pohorje is now 

connected within the Partnership for 

Pohorje, which is very important to 

facilitate the establishment of cooperation 

between all stakeholders involved. The 

tourist centres are showing interest in a 

connection by introducing a joint 4 -day ski 

pass. 

Regular meetings and workshops 

will be held with all 

stakeholders, which will help to 

build closer cooperation and 

trust.  

DRT financing  Difficulties may arise in the adoption of the 

co-financing agreement by the 

municipalities, as the amounts must come 

from their b udgets. A problem could also 

arise with the financing of the DRT pilot 

project in 2023, which is why a partnership 

financing agreement should be made.  

The Partnership for Pohorje will 

lead the activities and ensure 

that the agreements are 

adopted on time.  
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Lack of passengers 

due to  COVID-19 

situation  

The health situation and restrictions due to 

COVID -19 can lead to restrictions on 

movement and at the same time curb the 

flow of tourists. Consequently, the decrease 

in tourist numbers and the prevention  of 

travel may result in the absence of potential 

passengers for transport on Pohorje.  

If there are no passengers due 

to COVID-19 restrictions, DRT 

will not operate.  

DRT cost raise Problems may arise from a possible increase 

in the prices of services and petroleum. 

Increased prices may lead to a lack of 

reserved funds in municipal budgets .  

 

Municipalities and tourism 

centres that will finance DRT 

need to be aware of this risk 

and budget for more funds than 

the estimated value of transport 

services. 

Legislation 

compliance  

Current legislation allows buses to stop only 

at bus stops, which could be a problem. 

However, experience with the current 

seasonal bus routes on Pohorje Mountain 

shows that the bus can stop outside the 

official stops on l ess busy roads without 

specific exemptions or need to request 

exemptions. For example, on the Ruģe-Areh-

Bellevue-Hońe summer route, the bus also 

stops on the roadway in front of a mountain 

hut or restaurant, even if the official bus 

station is not nearby.  However this is 

possible only on local roads with sporadic 

traffic.  Roads in the Pohorje Mountains are 

less congested, except for the main access 

roads to the Pohorje Mountains from Hońe, 

Lovrenc na Pohorju and Zreńe. 

In the development of all expert 

bases and the action plan, the 

applicable regulations in the 

field of public passenger 

transport will be examined.  

 

7.  Funding resources 

Several variants of financing the DRT are envisaged, which also reduces the risk of its implementation. The 

implementation itself is highly dependent on external sources (EU funds) and public budgets. Below you will 

find several variants of DRT funding on Pohorje:  

 

a) The establishment of the DRT on Pohorje Mountain is part of the TROLa project - Sustainable Mobility 

for Local Environments on Pohorje Mountain, submitted under the Norwegian Mechanism tender. If 

the project is approved, all activities to establish the DRT on Pohorje Mountain will be funded from 

the project. The estimated duration of the project is fro m May 2022 to April 2024. The project 

would also fund a pilot service during the summer months of 2022 and the establishment of a long -

term operation of the services during the project period.  

 

b) If the project is not approved by the Norwegian mechanism, the municipalities (public sector) 

through which the state road and the transport route pass, the companies (private sector) in the 

tourist centres and Ģport Maribor (public company managing the ski centre on Mariborsko Pohorje 

when the service is also provided in winter) commit to financing. As far as co -financing is concerned, 
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an agreement will be adopted and signed defining the shares of co -financing of the DRT services 

and the accompanying activ ities for the establishment of the service.  

 

c) The pilot project can apply for EU co -financing from the Interreg programme for international 

cooperation, provided that the international impact is identified in partnership with countries with 

similar territor ies. 

 

Below is a provisional cost structure for the DRT facility. The price for the daily  transport service on 

weekends is estimated at 375.00 EUR. This includes transport with a small vehicle (19 seats) with 4 -wheel 

drive, 2 drivers and 300 km transport per day. The estimated costs for the establishment of the transport 

service include the co sts for the coordination and management of the establishment of the DRT service on 

Pohorje Mountain, the costs for marketing and informing the public, the costs for market analysis and the 

creation of an experience story about Pohorje Mountain.  

The estimated cost is to create a story in which the DRT transport will be carried out. The success of the 

project depends on the attractiveness, communication and promotion of DRT transport on Pohorje. 

Throughout the story, people will be encouraged to use DRT tran sportation, while at the same time 

presenting its usefulness and attractiveness. The cost also includes creating a story through which DRT will 

be promoted, a communication plan and the preparation of digital content.  Additional cost is provided for 

market ing and networking of tourism providers.  

The estimated amount of all costs under this action plan is EUR 38,600.00 for 2022 and 2023, which will be 

shared by 10 partners in fixed shares. The structure of the costs for the regular DRT will be established on  

the basis of the evaluation of the pilot DRT carried out.  

 

Table 4: Estimated costs  

 Costs EUR 

1. Pilot DRT service from June ð August 2022 (39 days) 14.600 

2. Costs of coordination and establishment of public transport 

service, implementation of public procurement  

6.000 

3. Creating a story 8.000 

4. Target group activation  2.000 

5. Marketing 8.000 

 Total  38.600 

 

Table 5: Sources of funding  

 Source Sector  

1. Municipality of Maribor  Local governmentðpublic sector  

2. Municipality of Hońe - Slivnica Local government -public sector  

3. Municipality of Slovenska Bistrica  Local government-public sector  

4. Municipality of  Zreńe Local government-public sector  

5. Municipality of Ruģe Local government -public sector  

6. Unitur  d.o.o.  Company ð private sector  

7. Ģport Maribor d.o.o.  Public company 

8. Hotel Jakec d.o.o.  Company-private sector  
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9. Hoteli in turizem Rogaģka, hotelirstvo in turizem, d.o.o. Company-private sector  

10. 5 START d.o.o Company-private sector  

 

8.  Key action monitoring scheme s 

The pilot version of the DRT will initially be introduced during the summer months of the first year of 

operation on weekends from Friday to Sunday. During this test phase, monitoring activities will be carried 

out with key and additional indicators that will be used to measure the success of the project. At the same 

time, these indicators will also be used in the continuation of the project to adjust and optimise the bus 

route according to demand and actual use.  

The key indicators are divided into two groups, namely the quality of DRT and the usability of DRT in the 

pilot phase. Quality is measured by the increase in the average number of operating hou rs per day and the 

increase in the average number of seats offered per day, and usability of public transport is measured by 

the increased number of users per day. The starting value of all indicators is 0, as public transport is still 

under construction, and the table shows the value we want to achieve in the pilot phase.  

 

Table 6: Key indicators  

INDICATOR NAME INDICATORS TARGET VALUE 

Quality of public 

DRT 

 δIncrease of average number of 

operative hours per day  

7 hours per day  

  δIncrease of average number of 

offered seats per day  

114 offered seats per day  

Usability  of public 

transport in the 

pilot period  

 δIncrease of DRT usability/number of 

passengers per day 

60 passengers per day 

 

We will use additional indicators to monitor transport efficiency. Based on the results in the test phase, the 

schedule and route of the regular DRT line will be optimised. It is possible that other needs will arise and it 

will be necessary to change the e xisting route or transport model . It will also be possible to measure the 

effectiveness of the impact of the road improvement on the state road RT -929 renovated sections. 

Consequently, the improvement of the roadway should reduce the travel time on the Rogla -Bellevue section 

and vice versa. The operating time will indicate whether this time can be extended depending on demand 

and the number of users. If it turns out that there are delays in the timetable, it will be adjusted accordingly.  

It is also important to measure the number of users  who will also be transporting their bicycles. Based on 

this, additional bicycle transport capacity can be installed on the vehicle if needed.  
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Table 7: Additional indicators  

INDICATOR NAME INDICATORS TARGET VALUE 

Quality of public DRT 

(additional indicators)  

 δDelays on each line (min) 

 

0 min 

Daily transport operational 

time  

 δWorking hours of a line (h)  8 hours per day 

Additional service   δNumber of transported bicycles 

(per ride)  

 δNumber of  transported  bicycles 

(per day)  

 δNumber of transported bicycles 

(for the duration of pilot 

implementation)  

 

5 bicycles 

 

10 bicycles 

300 bicycles 

 

The indicators are measured with the help of selected transport companies that keep passenger statistics, 

vehicle utilisation, delays, mileage and travel time.  

 

9.  Key stakeholdersõ involvement strategies  

The idea of establishing a DRT between the tourist centres on Pohorje was presented at the meeting of the 

Partnership for Pohorje and was very positively received. The Partnership for Pohorje has decided that the 

activities to establish a DRT on Pohorje will continue. The study "Mobility problems a nd policy challenges in 

the selected area of Pohorje Mountains" prepared within the project was the starting point for 

communication with stakeholders. The study was presented in detail to the Municipality of Maribor, an 

associated partner in the Smacker p roject.  

Activities implemented with stakeholder involvement:  

a) DRT introduction to Partnership for Pohorje and to Municipality of Maribor  

b) Individual consultations  

c) Workshop for DRT establishment on Pohorje 

Before the workshop, we contacted different public tr ansport providers in the Podravje region (Marprom, 

Nomago, Arriva) with whom we had one -to-one interviews. We obtained data on the experience of the 

transport companies in implementing DRT. The Arriva company prepared a more detailed strategy and offer 

for  the establishment of DRT. Together with the Regional Development Agency for Podravje - Maribor, it 

defined the framework conditions for the implementation of DRT and prepared an indicative cost plan within 

the framework of the starting points of the proje ct, the wishes of the municipalities and their possibilities . 

A framework for the DRT establishment for 2 models along a predetermined Rogla-Trije kralji -Areh-Bellevue 

route has been prepared:  
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1. passenger transport with a combination of fixed schedule and ro ute, and passenger transport on 

demand with time adjustment,  

2. passenger transport with a fixed schedule and a fixed route by prior arrangement.  

Other activities took place during the online workshop where key stakeholders for the establishment of the 

DRT on Pohorje were present. The trip would use a smaller bus to transport a maximum of 19 passengers. 

Due to the poor road surface, a four -wheel drive vehicle is required. We also considered the target group 

of cyclists and the possibility of transporting the b icycles with a trailer. The timetable of the first and last 

trip was adjusted to the trip of the round -trip gondola. A proposal to set up such a DRT system was presented 

at the workshop . 

The workshop with key stakeholders took place on 9th of December 2021  in the Microsoft Teams application. 

There were 18 participants: 5 municipalities (Municipality of Maribor, Municipality of Hońe-Slivnica, 

Municipality of Ruģe, Municipality of Rańe-Fram, Municipality of Zreńe), TIC Slovenske Konjice, RIC Slovenska 

Bistrica, TIC Rogla - Zreńe, Maribor Tourist Board, Unitur, Arriva, RC Murska Sobota and the Regional 

Development Agency for Podravje - Maribor. The workshop was organised and led by the Regional 

Development Agency for Podravje - Maribor. At the beginning, the Sm acker project was presented, followed 

by the results of the document " State of the Art Report about mobility problems and policy challenges 

within ETP follower regions - Municipality of Maribor  ". 

DRT models were presented in detail. A practical example of setting up DRT was presented by RC Murska 

Sobota, where DRT was set up and tested between the Moravske Toplice tourist centre and the Expano event 

centre in Murska Sobota as part of the Smacker pr oject. The company Arriva presented in detail the 

possibility of establishing transport on Pohorje, the time frame and the financial framework. A constructive 

discussion followed in which the participants expressed their views on how they envisage on -demand public 

transport on Pohorje Mountain, as well as concerns and suggestions.  

Considering the journey time (about 1 hour and 20 minutes), it was suggested to provide a local guide on 

the bus and a destination newspaper or interactive content related to the Pohorje Mountains. The trip itself 

should not be just a journey from A to B, but an experience of getting to know the Pohorje Mountains.  

All stakeholders present agreed with the content presented. The activities related to the establishment of 

the DRT will  continue in the framework of the Pohorje Partnership or a possible new TROLa project (if 

approved in the Norwegian Mechanism tender).  

Due to the co-financing of the DRT by public budget funds (municipality), the transport provider on Pohorje 

has to be selected via a public tender and the contract has to be concluded with all donors involved.  

Other activities include market research with a survey among the inhabitants of the Podravje region, who, 

in addition to tourists, benefit greatly from the recreationa l and natural resources of the Pohorje Mountains.  

Further activities to establish the DRT will take place after receiving the results of the TROLa project 

application, when a financial framework with funding sources can be more precisely defined with t he 

stakeholders. Based on these agreements, a partnership agreement will be concluded, which will specify 

the funding and timetable of all activities for the establishment of the DRT. During the pilot transport, 

discussions will be held with representative s of the tourism centres about the reaction of visitors to the new 

offer.   

 

10.  Conclusions 

The Pohorje Mountains are known for their unspoilt nature, whose recreational potential is increasingly used 

by tourists and locals. Accommodation and starting point for all attractions in the eastern part of Pohorje 

are 4 tourist centres: Rogla, Trije kra lji, Areh and Bellevue. As there is no public transport on Pohorje, it is 

desirable to establish public transport between these centres, which would allow greater interaction 
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between the centres themselves and allow tourists to experience a larger part of Pohorje and all its 

potentials.  

The action plan for the establishment of the DRT was prepared on the basis of the document " State of the 

Art Report about mobility problems and policy challenges within ETP follower regions - Municipality of 

Maribor  " and with the involvement of various stakeholders who will actively participate in the 

implementation of public transport on the Pohorje Mountains or otherwise be involved in the use of the 

DRT. The stakeholders involved include all municipalities in this part o f Pohorje, transport service providers, 

tourism centres and service providers, businesses, local tourism organisations, mobility experts and 

representatives of the Partnership for Pohorje, which coordinates and manages the activities in line with 

the adopt ed Pohorje Development Strategy and in this way promotes the integration of the communities on 

Pohorje. The Pohorje Mountain Partnership will play a key role in connecting all stakeholders and 

formulating an agreement for the establishment of public transp ort.  

There is already good practise for DRT in Slovenia. A practical example of DRT establishment was presented 

by RC Murska Sobota, where DRT operation between the Moravske Toplice Tourist Centre and the Expano 

Event Centre in Murska Sobota was established and tested as part of the SMACKER project. The workshop 

was attended by experts in the field who presented DRT models, based on which the appropriate model for 

the Pohorje Mountains was developed.  

To date, the DRT route has been identified, communication  with communities, tourism centres and other 

stakeholders on the expected and necessary transport features has been initiated, and a DRT cost estimate 

has been prepared, indicating possible funding sources. Other steps are also crucial for the project to 

proceed, namely activating the target group, creating a story, advertising, preparing a financial agreement 

and coordination between stakeholders. All this is necessary for the establishment of the DRT pilot project 

on Pohorje, on the basis of which an assessment and appropriate adaptation of transport to the market and 

demand will be made.  

The project funding is planned to be provided  by municipalities and tourism centres. In this context, the 

TROLa project has been submitted to the Norwegian mechanism, whi ch foresees measures to reduce private 

transport and CO2 pollution on Pohorje Mountain and also intends to design mobility plans for the major 

tourism centres on Pohorje Mountain. If approved, the project will finance the implementation of the DRT 

pilot pr oject in the summer months of 2023, as well as activities related to promotion.  

In order for visitors to feel the energy of unspoiled nature and Pohorje more, it is necessary to connect 

tourist centres and transport between them into a single story, and th e transport establishment is an 

excellent common thread.  

In order for visitors to better feel the energy of untouched nature and the Pohorje Mountains, the tourist 

centres must part of a  single story, and the and the transport  between them is an excellent opportunity to 

show this interconnection.  
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11.  Annex: Workshop for the DRT establishment on 

Pohorje , 9 December 2021  

Invitation :  

 

 

 

Workshop and the present stakeholders  
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SMACKER presentation of DRT 
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Indicative offer of pilot transport on Pohorje during the weekend:  
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1.  Introduction    

Remote regions in central Europe share the same risks and issues related to the fact that they are located 

at the periphery of main transport networks. Inadequate and under -used services, excessive costs, lack of 

last-mile services and proper intermodality , poor communication and information to users and car 

dependency are some of the challenges that many central European regions face.  

The SMACKER project addresses these disparities and promotes public transport and mobility services that 

are demand-responsive and that connect local and regional systems to main corridors and transport nodes.  

Within SMACKER mobility issues related to peripheral and rural areas, main barriers are assessed and 

addressed and solutions drawn on the best international know -how are provided. SMACKER promotes 

demand-responsive transport services to connect local and regional systems to the main transport corridors 

and nodes. Soft measures (e.g. behaviour change campaigns) and hard measures (e.g. mobility service pilots) 

are used to i dentify and promote eco -friendly solutions for public transport in rural and peripheral areas, 

with the aim of achieving more liveable and sustainable environments and better integration of population 

to the main corridors.  

SMACKER helps local communities to re -design their transport services according to user needs, through a 

coordinated co -design process between local/regional partners and stakeholders; SMACKER also encourages 

the use of new transport services through motivating and incentivizing campaig ns. The direct beneficiaries 

of the actions are residents, commuters and tourists.  

Moreover, in order to widen the coverage and multiply the impact of the results achieved by the SMACKER 

project, an Enlarged Transfer  Programme (ETP) has been set-up. The objective of the ETP is to contribute 

to the achievement of the expected results of SMACKER project and, ultimately, to provide the non -partner 

organizations with the tools for drafting an Action Plan on demand responsive transport (DRT) in their 

respective areas. The ETP is an opportunity for participants to improve their DRT service building capacity 

thanks to the experienced and knowledgeable partners and external experts, using some budget available 

in the SMACKER project for this specific scope. Keeping in mind these purposes, each applicant was required 

to commit and to regularly participate in the SMACKER ETPõs activities, explaining and describing their 

problems and expectations from the participation within the ETP, and ensuring their commitment by 

drafting an Action Plan (i.e. the present document) on demand responsive transport solution.  Moreover,as 

a preliminary step paving the way  and providing sound basis to the present document, a òState of the Art 

Reportó on mobility problems and policy challenges within ETP follower region was previously delivered.  

Within this general framework the present action plan addresses the AMR (Agenzia Mobilità Romagnola) ETP 

Grouping participant area. In particular, it focuses on the provision of improved multimodal ac cessibility to 

the Sogliano al Rubicone municipality,  through enhanced public transport encompassing an innovative DRT 

service. 

2.  Aims  

The present action plan aims to  the provision of enhanced multimodal accessibility ,  through enhanced public 

transport  including DRT services, for the Municipality of Sogliano al Rubicone  area, which is  located in the 

Southern part of province of Forlì -Cesena and bordering with the Rimin i one (both provinces belonging to  

Emilia-Romagna Region in Northe rn Italy ).   
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Figure 3. Map representation of the core area as well as the surroundings  of the ETP  

More in detail, Sogliano al Rubicone  represents a municipality with about 3200 inhabitants and whose low 

population density is also related to its predominantly hilly context. In fact, it is embraced by two main 

valleys: the Savio Valley on the Western side (which in the lower part reaches th e centre of Cesena) and 

the Marecchia Valley (indicatively) on the Eastern side, which in its lower part passes through Santarcangelo 

di Romagna before flowing into the Adriatic Sea near Rimini. Then, it is to report the valley passing through 

the Sogliano municipality and then reaching Santarcangelo di Romagna as well as the Rubicone whose 

offspring are located within  the municipality  itself .   
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Figure 4. Map representation of the ETP core area as well as the surroundings  ð zoomed view  

The analyses carried out previously ( i.e. while developing the State -of-the-Art report)  has allowed to 

ascertain some shortcomings in the Public Transport accessibility that are inherently related to challenges 

posed by low-demand rural context, especially in hilly/ mountainous areas. These challenges are not easily 

met by viable traditional services (with fixed route and timeplan) especially out of the case  of peak-hours 

services in working days, which are  particularly tailored on the need s of commuters for studying purposes. 

In addition to these general issues, some specific gaps in the multimodal accessibility of Sogliano (also 

related to its geo -morphological positioning with respect to the transport network and disperse settlement 

patterns) have been outlined.  In this purpose, an innovative DRT services backed by ICT tools and developed 

with a particular attention of addressing and involving stakeholders could provide a remarkable added values 

in addressing the existing gaps and shortcomings. Moreover, it can benefit especially those categories not 

in condition to use the car and, more in general, contribute to alleviate the car -dependency of residents in 

the analysed and similar contexts in the Emilian -Romagnolo Apennines valleys and ridges. 
Looking into detail to specific needs also ascertained through the interaction with the involved stakeholders, 

the following needs are outlined.  
With reference to comm utersõ mobility should be distinguished the connections towards other municipal 

territories from the connections within the municipal territory and its hamlets.  

Regarding the connections with other municipalities the highest commuting demand, especially r epresented 

by secondary school students - has Cesena and Rimini as travel destinations. There, the public transport 

offer settles travel time of 60 minutes or more ; in particular, the connection with Cesena and Forlì results 

weak and the municipal administ ration of Sogliano highlights the need to foster the exchange with E45 route 

by improving connections and interchanges of extra -urban lines at Bivio Montegelli as well as by exploiting 

the SP79 road which is currently not served by public transport service s. Another particularly relevant point 

is represented by the fact that the comprehensive institute of Sogliano groups 14 schools also located in 
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neighbouring municipalities. Other important connections resulting weak are those between smaller hamlets 

of th e municipal territory (e.g. located on the SP30 road) and Cesena, as well as the connections between 

the municipal territory (e.g. Montetiffi area) and Novafeltria (province of Rimini), where an important offer 

of secondary schools is also present. 

Regarding the exchanges within the municipal territory, they result not optimal and need to be improved in 

all the locations even if already served by public transport services (e.g. Bivio Montegelli, Sogliano, Ponte 

Uso and Rontagnano).  

With reference to the oc casional mobility, it is pointed out the need to support the multimodal accessibility 

during the off -peak hours to the urban center of Sogliano (e.g. where the municipal offices and other 

services ð such as sanitary assistance hubs - are present) and on market days (Thursday for Sogliano and the 

other days for the markets of Santarcangelo, Mercato Saraceno, Cesena, Savignano sul Rubicone). In 

addition, it is also unsatisfied the peak -off demand related to the leisure trips enabling the improvement of 

the quality of life of some groups of population (esp. regarding students, housewives, retired etc.) allowing 

access to services and entertainment.  

Figure 5. PT network and connectivity needs in the analysed area   

BIVIO MONTEGELLI 

MONTE TIFFI 
SP30 
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3.  Stakeholders involved   

The stakeholders being involved area as to ensure a successful development of the action plan and possible 

follow -up service, belong to different categories are to be considered .  

First of all, the institutional level  includes the key actor represented by the Municipalities, in particular  the 

one of Sogliano al Rubicone. Moreover, relevant  institution are also the provinces of Forlì -Cesena and Rimini 

as well as the Emilia Romagna regional administration . 

Another key group of actors  is represented by stakeholders specifically involved in the provision of  the public 

service. In this regard , a fundamental actor is represented by the ETP participant the Agenzia Mobilità 

Romagnola (AMR). Then, other relevant operators that are contracted  for operating PT service are also 

relevant actor for what concerns the actual implementation of the services. In the Ambito Romagna 

territorial context this category includes START Romagna SpA, La Romagnola Scs Onlus, Autoservizi Merli di 

Nanni & C. s.n.c.  

Moreover, taking into account the specific goal of addressing the needs of specific user category users (e.g. 

elderly  or pupils), different players and associations operating in this specific fields are likely to provide a 

relevant contribution to the fu rther steps.  In this purpose, with reference to schools and education sector, 

it is to mention the òIstituto comprensivo di Sogliano al Rubiconeó, while for the healthcare sector it is to 

cite  the related Local Health Authority (òAUSL della Romagnaó). 

Table 4: Stakeholders involvement table  

 STAKEHOLDERS KEY ROLE  INVOLVEMENT 

SO FAR 

FUTURE ROLE 

LOCAL LEVEL 

ADMINISTRATIONS 
Sogliano 

Municipality.  

Other neighbouring 

municipalities 

belonging to the 

Union of the 

Municipalities of 

Savio Valley, Union 

of Municipalities 

òRubicone e Mareó 

Oversight and 

planning the PT 

service. 

Municipalities 

are representing 

the needs of 

local 

communities.  

Key role in 

providing indication 

and feedbacks for 

planning the DRT by 

the Sogliano 

municipality.  

Oversight and 

checking the DRT 

services by the the 

Sogliano municipality. 

Municipalities are 

providing other 

feedbacks from local 

communities 

especially in l ight of 

possible further 

developments.  

REGIONAL LEVEL 

ADMINISTRATIONS 

Province of Forlì -

Cesena, Emilia -

Romagna Region  

General 

oversight and 

planning of PT 

Not directly 

involved though 

regional and 

provincial planning 

is setting the 

strategic vision to 

which the DRT 

complies 

Possible exchanges of 

information and 

coordination in the 

further planning and 

implementation 

stages   

SECTORAL AGENCY 

AMR S.p.A 

Design, develop 

and coordinate 

collective 

mobility services  

Key role in 

developing the 

concept of 

proposed DRT 

Key role in finalising 

the  planning the DRT 

and oversighting its 

implementation  



 

 

 

 

Page 76 

 

PT PROVIDERS START Romagna 

SpA, La 

Romagnola Scs 

Onlus, Autoservizi 

Merli di Nanni & 

C. s.n.c.   

Carrying-out the 

DRT 

Contacts and 

feedbacks 

provided, especially 

by START by 

participating to 

online meeting  

Operating the 

services as well as all 

related activities 

(e.g. communication)  

OTHER PUBLIC 

SERVICES AND 

INFRASTRUCTURES 

PROVIDERS Local Health 

Authority (òAUSL 

della Romagnaó) 

Providing 

healthcare 

services at the 

local hospitals 

(e.g. the one in 

Novafeltria) 

representing key 

Points-of-

interests  

Not directly 

involved so far   

Possible feedbacks 

and support in view 

of the further stages 

towards and during 

implementation of 

the DRT 

GENERAL PUBLIC  -    

EDUCATION/TRAINING 

CENTRE AND SCHOOL 
Istituto 

comprensivo di 

Sogliano al 

Rubicone 

Institution in 

charge of the 

education and 

schools 

representing key 

Points-of-

interests in the 

local context  

Not directly 

involved so far   

Possible feedbacks 

and support in view 

of the further stages 

towards and during 

implementation of 

the DRT 

 

4.  Key actions  

As seen in the previous paragraphs, an improved and flexible public transport service would be highly 

beneficial for multimodal accessibility of Sogliano al Rubicone  (encompassing its various settlements) , thus 

benefiting different usersõ categories.  

Bering in mind the different specific nee ds listed in the second chapter of the present document, a relevant 

improvement could  be achieved by providing a flexible DRT service with particular refence to off -peak hours 

during working days. In this purpose , a concrete proposal is being developed  elaborating on the basis of the 

already existing (traditional) service with fixed route and timetables linking Perticara, Sogliano and Ponte 

Uso, which is financed by the Municipality of Sogliano al Rubicone. This enhancement should be aimed at 

better connect ing the different settlement s as well as increasing the number of users of the service (which 

is very low during off -peak hours).  Given the different needs emerged during the analysis carried out for 

the development  of the state -of-the-report the proposed solution could profit from the flexibility of a DRT 

service by alternatively choosing between three (indicatively)  parallel routings connecting Sogliano main 

center and Perticara (located within the neighbouring municipality of Novafeltria ) on the basis of the actual 

requests from users. The proposed three main itineraries  are shown in Figure 6 and numbered as follows:  

1. Route along the SP11 road currently served by  the exi sting public transport line 141, and passing 

through the Montegelli and Rontagnano settlements;  

2. Route along the roads SP30 as well as SP 88 and passing through Ponte dellõUso and Montetiffi;  

3. Route along the roads SP30 as well as SP 258 up to Novafeltria  main centre and then reaching 

Perticara through a further 8 km link.  



 

 

 

 

Page 77 

 

 

Figure 6. Different itineraries  proposed for  the new DRT 

The characteristics of these three itineraries are reported in the following table.  

Table 5. Main characteristics of the i tineraries  linking Sogliano  al Rubicone and Perticara  

ID MAIN CONNECTED CENTRES MAIN ROADS APPROX. 

LENGTH 

[km]  

APPROX. 

TRAVEL TIME 

[minutes]  

1 Sogliano ð Rontagnano - Perticara SP11 19 30 

2 Sogliano ð Ponte dellõUso - Montetiffi - Serra 

- Perticara  

SP11 ð SP30 ð SP88 19 30 

3 Sogliano ð Ponte Uso ð Secchiano ð 

Novafeltria  - Perticara  

SP11 ð SP30 - SP258 28 45 

Further extensions of these proposal  (see dark green lines in Figure 6) could be also taken into account as 

to connect to the Savio Valley, thus allowing interchanges with other PT services either within Sogliano 

territory (e.g. reaching Bivio Montegelli  thr ough the road SP79) or reaching out to Mercato Saraceno 

municipality main centre.    

1 
2 

3 
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Figure 7. Elevation profile of route 1  

 

 

Figure 8. Elevation profile of route 2 

 

 

Figure 9. Elevation profile of route 3  

 

Looking at the operational aspects, i t is to underline  that the limited dimension of the minibus  (with 18 

seats) being used is also convenient  taking into account the limited section s and characteristics of many 

roads of the proposed itineraries. With reference to the booking system , the related decision is to be made 

also considering the available organisational and economic resources. Obviously, possible options could 
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include an app,  which allows a high flexibility and is particularly appealing especially for young er users, 

and/or a call -centre , thus allowing a direct interaction and support to the users by dedicated staff (which 

is particularly appreciated by  the elderly ).  

Moreover, a relevant success factor is represented by supportive communication activities  aiming to rais e 

awareness and to provide information about the service to potential user s (encompassing both residents and 

tourists) . In particular, this could include communication with both published material s as well as through 

digital means such as the websites and social media channels of the involved stakeholders.   

 

5.  Implementation t ime plan 

In order to  proceed towards the implementation of the DRT service  the following phases can be identified 

with reference to the key action s described in the previous chapter :  

1. preparation and planning (months 1-12);  

2. first testing of DRT service interchange DRT (months 12-24); 

3. Follow-up and/or enhanced DRT (>2 year) 

More in detail ,  the preparation and planning, include  

¶ Reaching an agreement and ensuring commitment from key involved stakeholders (esp. Sogliano 

Municipality) on the key characteristics of the service to be activated , thus reaching final  decision 

on timetables and routes   

¶ Operational planning of the service including ensuring the availability of buses and defining the 

rostering of staff that, however, is carried out by the  transport operator as part of his organisational 

activity for ensuring the operation service  

¶ Tendering and contracting stages, which includes also the preliminary steps for defining related 

conditions (especially economic ones)   

¶ The set-up of the booking  system and/or  call -centre  

¶ Preliminary communication activity including the design and production of paper/digital materials 

to be produced for informing the general public and raising the awareness about the service being 

launched  

¶ Target communication an d promotion of the services towards the citizens and tourists .  

The first testing of DRT service  will encompass 

¶ Ensuring the day-to-day operation of the service;  

¶ Carrying out a thorough monitoring , with reference to both  the actual operations of the service  and 

the usage/feedbacks  by the users; 

¶ In case, performing some adjustment to specific operational aspects of the service ; 

Follow-up and/or enhanced DRT could be then developed in the medium/long term perspective; in case, 

opportunities could arise by further extending the service (in  case, involving neighbouring municipalities) .  

 

6.  Risk analysis 

In the development  process of the proposed DRT, different typologies of risk can be identified. They are 

related both to the planning and implementation stages. While the former stage is more affected by the 

need for adequate resources the latter is more associated with uncertainties with reference to the  actual 
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number persons that will become users of the DRT service.  More in detail, the following table is providing 

an assessment of the foreseeable risks and also listing main related mitigation measures.  

Table 6. Risk analysis with mitigation actions 

Risk 
Likelihood 

(1-5) 

Impact  

(1-5) 
Mitigation  measure 

Insufficient funding to carry-

out the service   
3 4 

Funding at least partly based on the provision 

of the already existing service 

 

Difficulties in finding an 

effective technical solution 

with particular reference to 

routes and timetables 

definition  

2 5 

The proposed solution, which is to be further 

and thoroughly elaborated on in the 

subsequent planning phase, is based on the 

enhancement of already existing service   

Difficulties in finding an 

effective technical solution  

with particular reference to 

booking system  

4 5 

The proposed solution, which is to be further 

and thoroughly elaborated on in the 

subsequent planning phase, is based on the 

enhancement of already existing service   

Lacking cooperation 

between stakeholders  
1 4 

Early involvement during the preparation 

stages and also beyond  

Difficulty in raising 

awareness and informing the 

general public  

4 2 
Adequate deal paid to the information and 

communication campaign 

Technical problems and 

contingencies while  running 

the service, including the 

functioning if of  the ICT 

platfo rm 

1 4 

The bus operator is already running a service  in 

at least part of the area  while relevant 

novelties should be addressed through a 

thorough operational planning before 

implementation. During the implementation a 

particular deal should be paid to monitoring as 

to be in condition (in case needed) to carry out 

minor adjustments  

Lacking response in terms of 

demand 
3 5 

Accurate design and planning taking into 

account the key users needs. 

Continuous monitorin g for , in case,  adapting 

and fine-tuning the service according to the 

obtain  results in the short term.  

Elaborating on further improved and extended 

solution in the medium -long term  

Maximising the synergy with the other PT 

services 

 

7.  Funding resources  

The funding resources for the activation of the first testing up to is already provided on the basis of the 

existing PT financing directly by the municipality of Sogliano for a dedicated PT service (line) , which could 
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be fine -tuned and upgraded as a cost-efficient solution encompassing DRT service with particular reference 

to off -peak hours.  

Further developments of the services could require remarkable additional resources . In order to ensure their 

coverage, the following sources could be outlined:   

¶ Revenues from DRT, towards which are also aimed the efforts for maximising the number of users;  

¶ EU grants related to project proposal addressing innovative aspects . 

 

8.  Key action monitoring schemes  

A thorough monitoring scheme is fundamental for streamlining both the design and the subsequent 

implementation stages. In fact, as already anticipated in the previous paragraphs, it allows to elaborate on 

minor adjustment and fine -tuning in the short term as well as major revision and extension in the medium -

long term.  

Table 7: Must -have-KPIs 

KPI GENERAL 

CATEGORY 

INDICATORS TARGET VALUE 

Quality of public 

transport/ DRT  

Ἠ Increased average number of 

operating hours per day  

Ἠ Increased average number seat 

kilometres offered per day  

4 

3,600  

Usage of supply in 

the course of the 

pilot action  

Ἠ Increase of DRT/ public transport 

users per day 

22 

 

 

Table 8: Nice-to -have-KPIs 

NICE-TO-

HAVE KPI 

INDICATORS 

Quality of 

public 

transport/DRT 

(Extended 

version of 

KPI) 

Number of new on-demand lines:1 

Quantity of 

public 

transport 

lines  

Number of operating PT-line kilometres per year :  60,000  

 

9.  Key stakeholdersõ involvement  strategies  

The stakeholdersõ involvement is being carried out according to a stepwise approach, starting from the 

involvement of the key stakeholder represented by the Sogliano al Rubicone municipality .  
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In particular, it has encompassed different bilateral exchanges with the ETP participant AMR for elaborating 

on possible solutions elaborating on the enhancement through a flexible DRT approach with particular 

reference to off -peak hours of an existing service financed by the municipality.  

Then, a key milestone has been provided by the online meeting held on 17/ 03/2022 with the participation 

of AMR, different representatives of the municipality of Sogliano al Rubicone administration and the bus 

operator Start Romagna. During the meeting the importance of developing an innovative solution as the 

proposed DRT was confirmed. Moreover, it was emphasised the different synergic aspects called -in,  also 

including the promotion of sustainable tourism opportunities as well as services with a relevant s ocial value 

for residents.  

 

Figure 10. Online meeting with key stakeholders held on 17/03/2022  

Obviously, the stakeholder involvement will be further developed according to the stepwise approach 

devised in the previous paragraphs, in case also supporting an extended territorial coverage of the proposed 

DRT service and/or  related follow -ups. In particular, a progressive further involvement of representatives 

from citizens and interested organizations (organizations delive ring social, health and other services)  is 

recommended in the light of the subsequent implementation stages.  

 

10.  Conclusions  

The present action plan has elaborated on the idea of developing an innovative DRT service in order to 

provide an appealing and effic ient sustainable alternative for improving the sustainable accessibility of the 

Sogliano al Rubicone, which is located in the Southern part of province of Forlì -Cesena and bordering with 

the Rimini one (both provinces belonging to Emilia -Romagna Region in Northern Italy).  

The provision of an enhanced and innovative DRT service (especially during off -peak hours) is meant to 

provide for the following goals, characterised by a high social relevance :  
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¶ overcome the limited accessibility  of the smaller and scattered settlements  as well as the lack of 

"door to door" service (with the possibility of using school stops, whose presence is more widespread) 

ð which is also important for users weak in general  

¶ strengthening of inter -municipal relations and reduction of travel times  for access to services not 

available in the immediate vicinity (e .g. Novafeltria  hospital ) 

¶ improvements/integration of services dedicated  or coping with the needs of  disabled users 

¶ fostering inter connections with existing public transport serv ices both in the Province of Rimini and 

Forlì-Cesena 

¶ overcoming car-dependency and reducing its usage 

¶ possibility to plan and implement a scalable and flexible  service on the basis of the outcomes  of its 

thorough monitoring, so as to pursue the objectives of efficiency and sustainability  

¶ Particular attention is paid to booking methods in order to also reach older and/or users less familiar 

with the usage of technological devices  

Last but not least, it is once again to underline how the case of Sogliano al R ubicone represents a promising 

and relevant location  for testing innovative solutions and approaches also in the light of their capitalisation 

and further replication in other similar contexts.    

. 
11.  Annex: Meeting 17 March 2022  

Presentation  
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E. Municipalities of San Benedetto Val di Sambro  and 

Monghidoro  Action Plan  
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1.  Introduction    

Remote regions in central Europe share the same risks and issues related to the fact that they are located 

at the periphery of main transport networks. Inadequate and under -used services, excessive costs, lack of 

last-mile services and proper intermodality , poor communication and information to users and car 

dependency are some of the challenges that many central European regions face.  

The SMACKER project addresses these disparities and promotes public transport and mobility services that 

are demand-responsive and that connect local and regional systems to main corridors and transport nodes.  

Within SMACKER mobility issues related to peripheral and rural areas, main barriers are assessed and 

addressed and solutions drawn on the best international know -how are provided. SMACKER promotes 

demand-responsive transport services to connect local and regional systems to the main transport corridors 

and nodes. Soft measures (e.g. behaviour change campaigns) and hard measures (e.g. mobility service pilots) 

are used to i dentify and promote eco -friendly solutions for public transport in rural and peripheral areas, 

with the aim of achieving more liveable and sustainable environments and better integration of population 

to the main corridors.  

SMACKER helps local communities to re -design their transport services according to user needs, through a 

coordinated co -design process between local/regional partners and stakeholders; SMACKER also encourages 

the use of new transport services through motivating and incentivizing campaig ns. The direct beneficiaries 

of the actions are residents, commuters and tourists.  

Moreover, in order to widen the coverage and multiply the impact of the results achieved by the SMACKER 

project, an Enlarged Transfer  Programme (ETP) has been set-up. The objective of the ETP is to contribute 

to the achievement of the expected results of SMACKER project and, ultimately, to provide the non -partner 

organizations with the tools for drafting an Action Plan on demand responsive transport (DRT) in their 

respective areas. The ETP is an opportunity for participants to improve their DRT service building capacity 

thanks to the experienced and knowledgeable partners and external experts, using some budget available 

in the SMACKER project for this specific scope. Keeping in mind these purposes, each applicant was required 

to commit and to regularly participate in the SMACKER ETPõs activities, explaining and describing their 

problems and expectations from the participation within the ETP, and ensuring their commitment by 

drafting an Action Plan (i.e. the present document) on demand responsive transport solution.  Moreover, as 

a preliminary step paving the way  and providing sound basis to the present document, a òState of the Art 

Reportó on mobility problems and policy challenges within ETP follower region was previously delivered.  

Within this general framework , the present action plan addresses the Municipalities of Monghidoro and San 

Benedetto Val di Sambro (ETP Grouping participant ) area. In particular, it focuses on the provision of 

improved multimodal accessibility to the ETP area settlements through enhanced public transport 

encompassing an innovative DRT service. 

 

2.  Aims  

The present action plan aims to  the provision of enhanced multimodal accessibility ,  through enhanced public 

transport  including DRT services, for ETP Grouping the Municipalities of Monghidoro and San Benedetto Val 

di Sambro, located in the Southern part of Metropolitan city of Bologna  (belonging to  Emilia-Romagna Region 

in Northern Italy ).  Within the Metropolitan City, a relevant surrounding of the ETP core area is represented 

by the neighbouring municipalities of Loiano and Castiglione dei Pepoli. To a less extent, also the 

municipality of Monzuno is to be partly taken into account with particular reference to its Southern part 

(while the Northern part, on the valley floor of the Setta River and close to Marzabotto is quite d etached 

and different from the morphological point -of-view to the ETP core area (see Figure 11 and Figure 12).    
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Figure 11. Map representation of the core pilot area as well as the surroundings  

More in detail, the territory mainly consists of mountainous areas belonging to the TuscanðEmilian Apennines 

characterised by different valleys going (indicatively) in South - North direction. Consequently, in general, 

it is to register a relevant difference between the altitude of the valley floors (lower than 350 m) and  the 

elevation of the main centres (between 600 and 850 m) , which also implies a high deal of tortuosity and 

elevation gains for  connections in East-West direction . 

 Moreover, it is to register  a low density of population together with a high deal of minor  and scattered 

settlements (see detailed map in  Figure 12).  For this purpose, it is to underline that, on average, the main 

centres account for less than 40% of the population of the analysed municipalities. In particular, it is to 

highlight the case of San Benedetto Val di Sambro, which is endowed with 43 settlements and whose main 

centre (with about 700 inhabitants) correspond s to only about 13% of the overall population.    

Furthermore, as for tourism and related mobility flows, the ETP core and surrounding areas offer a variety 

of landscapes and places attracting It alian and foreign visitors.  In this regard, among other things, it is to 

mention that the area is crossed by òVia degli Deió, an important footpath connecting Bologna to Firenze. 
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Figure 12. Map representation of the ETP core area  as well as the surroundings  ð zoomed view  

The multimodal accessibility is mainly related to the bus lines represented in  Figure.  

In general, the 13 bus lines going through the ETP area are providing connectivity ,  especially along the 

directions heading towards/from Bologna (which encompasses òfastó runs, skipping some intermediate 

stops). Moreover, a certain variability between different hours of the day is to be outlined. In particular, 

during peak hours a good connectivity towards the Bologna centre (i.e. indicatively along the valleys) is 

available, while it is to r eport a limited reachable area in E -W (i.e. between different valleys).  On the other 

hand, this is also mirrored on the demand side, where only limited O/D relations are associated with these 

directions  going across valleys, with the exception of the relat ively high demand between the municipalities 

of San Benedetto Val di Sambro and Castiglione dei Pepoli.  

More in general, the analyses carried out previously (i.e. while developing the State -of-the-Art report) ha ve 

allowed ascertain ing some needs related to  Public Transport accessibility that are mainly related to 

challenges posed by low-demand rural context, especially in hilly/mountainous areas with a quite disperse 

settlement patterns, keeping a certain level of multimodal accessibility, as to limit car -dependency (which 

is particularly impacting in certain categories, such as the youngsters and the elderly).  
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Figure 13. PT network and connectivity needs in the analysed area   

For this purpose, a well -structured PT system supply should envisage a synergic network of different modes 

of transport and typologies of service that could maximise the attractiveness and efficiency of the PT 

solutions through well -tailored solutions accordin g to the specific characteristics and level of demand of 

each specific connection/area. In particular, DRT services could efficiently complement the network of 

òconventionaló PT services (with a fixed timetable and route) by providing the degree of flexibility which 

could allow the development of (relatively) viable solutions in those cases where a traditional service is not 

feasible. Conventional PT services, instead, can provide the connectivity along the main lines providing the 

backbone of the PT system also including the intermodal interchanges. In this regard, it is also to consider 

that with particular reference to mountainous area s the legislation allows some exceptions to the rules on 

LPT to encourage a different organization of the service.  

 

3.  Stakeholders involved   

The stakeholders being involved as to ensure a successful development of the action plan and possible 

follow -up service, belong to different categories are to be considered .  

First of all, the institutional level includes  the key actors represented by the Municipalit ies of Monghidoro 

and San Benedetto Val di Sambro. Furthermore, especially in the light of further  developments, other 

relevant players could be neighbouring municipalities as well as the Metropolitan City of Bolog na, given its 

role in coordinating the overall public transport service and the specific provisions foreseen in the new 

Sustainable Urban Municipality Plan. From a more general perspective, the Emilia -Romagna Region 

administration is also a key player to be mentioned, considering its role in coordinating public transport 

policies.  










































































































































































































