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Summary

This research has been commissioned by Comhar BlREpurpose of this research is to:

Provide a comprehensive overview of the challengés developing more sustainable travel

patterns for those living in rural areas while not increasing transport-related social

exclusion, and to provide a range of policy propods for how these challenges can be

overcome or minimised.

The approach of this research is to view ruralgpat in the broader and necessary context of
sustainability. This research takes the perspedinat sustainable rural transport must be

developed by considering its role in achieving ansibility.

Following a review of current trends in rural aretss research identifies the unsustainable
nature of mobility patterns in rural areas. Inadeges in existing transport provision in rural
Ireland are identified. This situation is compoeddy a lack of funding, coordinated policies

and data.

The report outlines a number of international cstselies. The lessons deduced from the case
studies suggest that a two pronged approach - érieamsport reduction (i.e. reducing the
amount of individual vehicle kilometres driven) doimed with transport provision — is required

when developing a sustainable rural transport pdlic

Based on the research results, and findings frostakeholder focus group, proposals and
suggestions for further work are outlined. It @nsidered that an appropriate policy aim should
be tocombine a transport network which adequately setivessocially excluded (who depend
on this service) with a reversal of the reliancetloa use of the personal car. This will help
overcome our environmental commitments as wellwakling social capital in order to create

sustainable rural communities (Weir, L., 2008).

! Considering the requirements and role that a gttt rural transport has to meet — reduce enmissind provide
a socially inclusive service- a two pronged apphds&s been taken in this report. A sustainabkd teansport
policy could be presented with two primary elemetrensport reduction and transport provision (\Meir 2008)



The summary conclusions of the report include thewing:

- Rural transport is a public good and thereforex#reined purely from a private cost
basis will always be uneconomic. There are so@aklts arising from better public
transport provision in rural areas which includeagnhouse gas emissions reduction,
social inclusion, and rural development opportesitiFor this reason, additional
public funding is required to support rural tranggmovision. A portion of carbon tax
revenue (in proportion to that paid by rural pedplsinesses) should be ring-fenced
for rural transport.

- Itis unlikely that a door-to-door public transpeervice can be provided to every
single household in rural areas. A combinationestices at different levels of
frequency is needed:

0 High quality national transport services with pipkaoints on national routes;

0 Better integration of existing services (includimgs stops with timetable
information and Park and Ride facilities at pickwgales);

0 Regular commuter services between towns and vilage

o Mobility management plans for work-places, schawild sporting activities.

- Good quality information is needed to link trangEystems and enable travel across
a range of transport services.

- Rural transport planning should be moved from tep&tment of Community, Rural
and Gaeltacht Affairs to the Department of Transpor

- A group of transport experts from the Departmentminsport should be available to
communities within the Rural Transport Programmerntable more professional
transport planning.

- Local and regional authorities should have a nolgansport planning.



Sustainable Rural Transport

Introduction

Over the past number of decades rural areas haleggone dramatic changes. They have shared
in a general shift to a service-based economy iiclwthe information and knowledge-based
industries play an increasing role, bringing bappartunities and threats. However, this pace of
change has occurred in a vacuum of appropriatecypaksponses. In a policy climate of
sustainability, rural areas and their dynamics rmoege a major challenge. As in its urban
counterpart, transport is a major issue. Howewvansport in a rural environment is further

complicated by innate rural characteristics.

It can be argued that the reduction in the promigiblocal services, e.g. shops, post offices and
doctors, is in part due to people’s increased rnighand high levels of car ownership and not
because of a fall off in population in rural area&s such, while the mobility (the ability of
individuals to move around) and accessibility (tregree to which services and activities can be
reached) of most rural dwellers has increased Isecafithe private car, there remains a small
group of people reliant on public transport thatepdially face a ‘poverty of accéséFarrington

et al2004).

However, while it is imperative that the role ddrisport in social exclusion is recognised, this is
only one element of the rural transport debate. fullfil our policy commitments and create
more sustainable rural communities a much broadeceptualisation of rural transport is
required — it must be housed within the sustairtgbdigenda. Undoubtedly there is no ‘one’
solution to rural transport issues but, as thisoreghows, if approached in a holistic way

appropriate measures can prevail.

The approach of this research is to view ruralgpamt in the broader and necessary context of
sustainability (Weir, L. 2008) Preston and Raje (20d73uggest that the “problems of the

immobile socially excluded should not be analysewolation from the mobile included”.

2 Farringtonet al2004
3 Weir, L., (2008) Ongoing Doctoral Research.



1. Profiling Rural Ireland and Transport

1.0 Rural Ireland

The first step on the journey of rural transportsire to gain an understanding of what is meant
by the term rural. This is not as easy as it mgeap As noted by the European Commission
(1997):

“the success of terms like ‘rurality’ and ‘ruraleas’ lies in their apparent clarity. They are
immediately understood by everybody, in that thegke a physical, social and cultural concept,
which is the counterpart of ‘urban’. But in realibilding an ‘objective’ or unequivocal

definition of rurality appears to be an impossitaigk’®

For policy purposes rural is usually conceived dsradtorial or spatial concept. For example,
rural areas may be defined as comprising the petgwid and other resources located in the open
country and small settlements outside the immediatamomic influence of major urban centres.
Traditionally rural areas had some combination ighhagricultural employment and land-use,
low population density, and depopulation. To endhé&implementation of policy, Government
and Agencies attempt to devise methodologies ioete rural regions. Eurostéiasdeveloped
a structure to classify every European region atingrto one of three classes:
Densely populated zonesthese are groups of contiguous municipalitiegheaith a
population density greater than 500 inhabitant$/kamd a total population for the zone
of at least 50,000 inhabitants.
Intermediate zones these are groups of municipalities, each witteasity greater than
100 inhabitants/kf not belonging to a densely populated zone. The ’gotutal
population must be at least 50,000 inhabitantsijt anust be adjacent to a densely
populated zone.
Sparsely populated zonesthese are groups of municipalities not classifeedeither

densely populated or intermediate.

* Preston, J.M., Ragie, F., (200¥)cessibility, Mobility and Transport-related Sddixclusion Journal of
Transport Geography, 15(3), 151-160.

®> European Commission, 1997, (p.6).

® The European Union’s statistics organisatfuity:/europa.eu.int/comm/eurostat




Rural regions in Ireland have been defined in tlédwhal Spatial Strategy as an “island that has
an overall population of 5.6 million, of which 3.98&illion live in the State. The State is
characterized spatially by a relatively dispersedypation with about 58% living in urban areas
with a population of more than 1,500, and about 4R g in rural areas”. It provides a
commitment to*“Developing the full potential of each area to cibtie to the optimal

performance of the State as a whole — economicstigially and environmentally’”

1.1 Profile of Rural Ireland.

Over the past number of decades rural Ireland hdergone dramatic changes. It changed from
an area experiencing outward migration to one whia migration, and from a largely agrarian
to a multi-sectoral society. In the Agri-Vision Zlreport published in late 2004, there was
recognition that agriculture would not be the pniyndriver of rural development in Ireland over
the next decade. Agriculture continues to play g weportant role in our economy with the
agri-food sector creating around 8.8% of GDP. Ilp&ys approximately 9% of workers and
annually generates €7 billion in expottslowever, the agriculture sector is only part & thral
economy. Recognising this, and the increasing irdutiensionality of rural areas, the

Department of Community, Rural and Gaeltacht Affauas established in 2002.

Approximately 40% of Ireland’s population live irural areas, with the rural population
increasing by over 5% between 2002 and 28@uch a significant population must be provided
with equal access and opportunities to non-ruraldss. This is endorsed by European and
National commitments. The NDP copper fastens thesvvin its strategic policy framework
which outlines a commitment to “vibrant and divéesl rural areassustaining the continuing
process of growth and diversification in the ruemlonomy through enhanced accessibility,
communications infrastructure and activation ofalodevelopment potential in areas such as
local enterprise and services, tourism and theralatesource sectors”’and again, “...at the

end of this Plan wherever you live ... in a countyricor a rural area, you, your children .... can

" National Spatial Strategy 2002 - 2020

8 http://www.agri-vision2015.ie/AgriVision2015_PustiedReport.pdf
®http:/imwww.agriculture.gov.ie/publicat/publicati®®®05/AnnualRep2004e.pdf

10cs0, Census 2006ttp://www.cso.ie/census/documents/PDR%202006%20mamary. pdf

" NDpP Regional Development: Strategic Policy Framéwywp®2.




look forward to a better quality of life in a sustble environment with a progressive and

dynamic economy and societ}".

Rural Economy and Employment Patterns

Ireland’s regions are predominantly rural and cti@ased by medium-sized and small market
towns, villages and open countryside. One of tlestniundamental challenges facing rural
economies is the impact of restructuring in bothicadfure and traditional industry and the
associated need for diversification and growthhi@ hon-farm rural economy. Manufacturing
employment, which is predicted to decline in comyagrs, is also notably more important in
rural areas — 12% of employment in non-rural amaspared with 17% in rural based on data
from the 2002 Census of Population.

Many rural areas are dependent on the manufactamagconstruction sectors which are those
most affected by the deterioration in the natiomad global economy. The long-term
sustainability of the present growth in rural enyph@nt needs to be underpinned by a wider
range of job creation initiatives. Rural tourismhigh has traditionally been a mainstayrofal
employment, faces serious challenges. The tendfanctourists to concentrate in the greater
Dublin and Eastern region highlights the need fregionally balanced tourist.

When examining regional disparities using Grossu¥afdded (GVA) per capita the gap in
GVA per person between the BMW and S&E regionsvidened in each year over the period
1996 to 2004. By 2004, GVA at basic prices pessperin the BMW region was 72% of the
state average, down from 77% in 1996 and altholhghidgion accounted for a little over 25% of
the people at work, it contributed less than 20%hefGVA

In 2002 the proportion of rural residents commutingvork was 40% and rising. The incidence
of long distance commuting (50 km or more) hasnriserkedly in the outer rings around the

major urban centres and along the inter city rauf@ssustain communities in their own areas

12 |hi

Ibid, p.14
3 Tourism Action Plan Implementation Group 208#p://www.arts-sport-tourism.gov.ie/pdfs/progreapity.pdf
*Irelands Rural Development National Strategy R@67 — 2013, p19




requires access to employment opportunities, duéitha of mainstream services locally and

adequate leisure and cultural infrastructure.

Population Trends
The 2006 Census recorded an increase in the nhiopalation from 3.9 million in 2002 to 4.2
million in 2006. This represents an increase o#@8.2he rate of growth was greatest in urban
areas and along the east coast. This growth wasmganied by a continued concentration of
population clusters along newly upgraded transpmotridors between major cities and

surrounding regional towns.

Regional disparities are apparent in this raterofvgh, with the eastern seaboard accounting for
45% of the growth and the West Region (NUTS'IBccounting for only 12% of projected
growth. Despite positive population trends in Ir@larecent research into population patterns in
Ireland show that some 30% of rural dwellers cardéscribed as living in areas experiencing
weak population structure and a consequent dinimisaconomic bas¥.In the period 1926 —
2002 significant rural areas at local administratievel (18 out of 26 counties) experienced a

population decline in excess of 50%.

1.2 Transport in Rural Ireland

The number of people driving to work by car, loatyvan increased by 22% between 2002 and
2006. Of the 1.9 million workers in the State inrih\2006, almost 1.1m (57%) drove a car to
work — up from 55% in 2002. When combined with wersk who travelled to work as car
passengers or as van/lorry drivers seven out obft&rorkers were private vehicle users in 2006.
Transport in rural Ireland is primarily car basedlhis is a consequence of typical rural
characteristics and a lack of appropriate poligpomses. These issues are further complicated

by the fact that there is a distinct differencenssin car ownership, use and affluefc&oberts

5 This is a EU code standard for referencing the admnative divisions of countries for statistigalrposes

1% |relands Rural Development National Strategy Plad72- 2013Appendix 1 Table 7: 2006 Population bgiRe
and Age Structure (%)

1 Fitzpatrick report 2006



et al (1990) suggests ‘it is also important to idgtish between people who are structurally

dependant on cars as a means of transport andttratssre consciously dependent”.

Typically the predicaments rural transport policpuld address include some or all of the
following:
Population decline
Ageing population and demographic dependence
Unemployment and underemployment
Agricultural decline — and associated structuraraployment
Rural poverty
Poor provision of services
Poor access to services
Reduced life opportunities
Physical peripherality and isolation

Environmental sustainability

These problems cannot be examined in isolatioleg wsually occur in different combinations
and to differing degrees. It is clear that the prots cross sectoral bounds, and therefore

requires integrated transport policy not sectoodicy solutions.

1.3 Current Transport Providers
1.3.1 Rural Transport Programme

When the Rural Transport Initiative was establisii@ehs envisaged it would be a two year pilot
programme funded over the 2002-03 period. But duéstsuccess the Department subsequently
agreed to extend the Initiative in order to alltnv pilot groups to reach their full potential.



Between 2002 and 2006, the Department has provatetifunding of €18.5 million to the RTI.
The community groups who applied and provide thadport service received the vast majority
of this money with a small allocation used by P8hal cover administration costs.

The new Rural Transport Programme (RTP) was lauhah&ebruary 2007 and it continues to
build on the success of the RTI. It puts the forpiot scheme on a permanent mainstreamed
basis with increased funding. The RTP budget fr@992is €13 million. The RTP continues to
recognise that local communities are best placedéntify their rural transport needs and to
address them. It is important to point out thainev community groups have been accepted or
have the opportunity to join the scheme since tif@ mitiative, which now stands at thirty-
seven groups. The RTP is encouraging existingpgda increase their geographical coverage

and frequency of services.

Although the Rural Transport Programme is widelgeqted as very successful in bringing
mobility to people who otherwise would not get thpportunity to travel, it is far from a
sustainable rural transport model. Pobal stat@eir submission to the National Carers Strategy
that the RTP carried 998,38(passengers in 2007. However this figure is madefui% of
passengers who have free travel pass demonstthtihthis service, although it has potential to
grow, caters primarily for people who are termediaity excluded.

Fitzpatrick Associates (2006) have a real concerrmrdral transport and the effects of the 1932
Transport Act, stating “liberalisation of the buectr in Ireland has been slow to happen, and
the market here is still relatively tightly conterd”. From a rural transport perspective, the
regulatory position of RTP services is also uncksathey move from being a pilot initiative to
being part of mainstream national policy. So one sae that while the Rural Transport
Programme is successful at what it does, withutsemt structure and funding it is by no means

an alternative to the private car as a sustainalod transport model.

18 pobal is a not-for-profit company with charitabatas that manages social inclusion, reconciliatiot equality
programmes on behalf of the Government and the EU.

¥ Pobal, Rural Transport Programme. (2008) Subarissi the department of Social & Family Affairs e
National Carers Strategy.



1.3.2 Bus Eireann as a rural transport provider

Public transport in Ireland is mainly in the hamafsa statutory corporation, Coras lompair
Eireann (CIE), and its subsidiaries Dublin Bus, Bisann and larnrod Eireann. Bus Eireann
was formed in 1987 as a subsidiary of CIE. Its tésnio provide bus services throughout Ireland
with the exception of Dublin. Bus Eireann carriegl @illion passengers in total during 2007,
including primary and post-primary students. Tleigresents a 4% increase on 2006.

The Department of Education and Science procurbsidised transport for primary and post-
primary schoolchildren as well as those with sdesticational needs through the deployment
of a fleet of 650 Bus Eireann buses and 3,000 bpsmsded by private operators. Bus Eireann
has announced plans to reduce its fleet by 15Qcile=hon routes across the country in 2009. In
the region of 135,000 students are carried eachodagchool transport to primary and post-

primary schools.

Bus Eireann offers a commuter service, which thegmpte as offering a sensible and cost-
effective alternative to driving into town centrdés. role in rural transport involves only services
through main arteries of the country to such cenaie Dublin, Cork, Limerick, Galway and

Waterford. Due to traffic control systems, whiclvagipriority to public transport, it means that
Bus Eireann Commuter Service coaches can regutzake the journey into major centres more

quickly than private cars.

Bus Eireann customers have benefited enormousty fransport 21, which envisages over €20
million in additional funding. Bus Eireann receivassubvention known as the Public Service
Obligation (PSO) and because of this they arergplior extra funding for services to locations
that are unserved. It will be necessary for the mamy to discuss with the Department of
Transport ways of maintaining current levels ofiabservices, assess the level of PSO funding
required going forward and review the relationdbgtween the commercial and non-commercial

sides of their business.

10



1.3.4 Private bus service as a rural transport proder

The scale of the private bus and coach industiyeland is little understood largely because of
the absence of official data on the sector. Thexel 8800 private bus operators in Ireland, with a
combined bus vehicle fleet of 4,859. Between 1992 2003, the number of vehicles operated
by the private bus and coach industry increased@byer cent’ The private bus and coach
industry operates more than 234 million vehicleasiper annum and has an estimated turnover
of €307 million. Private operators provide servigascoach tourism, private hire, schools
transport, and scheduled services markets. Accesiset latter market is restricted, while the
schools transport market is relatively static. Timsans that the coach tourism and private hire
markets have been the major source of growth. &nel bf capital subsidies provided to Dublin
Bus and Bus Eireann is undermining the private stigis competitive position according to the
private operators: These operators are calling for a need for tramsps in relation to State
support for the CIE group companies. The expansfdhe bus and coach industry over the last

decade means that it is now a significant contoibtd the national and regional economies.

1.4. Conclusion

The economy of Ireland has transformed rural regionrecent years from an agricultural base
to a modern knowledge economy, focusing on senaceshigh-tech industries and dependent
on trade, industry and investment. This prospeirtythe absence of alternative modes of
transport has resulted in the private car beingdibminant mode of transport in rural Ireland.

Although this was always the case in Ireland othetors, such as the centralisation of services,
employment centres and declining agricultural ais are increasing the requirement for rural

dwellers to make more frequent and longer tripss levident from the above account that at
present there is no sustainable transport provisiaaral Ireland. Therefore, with this piece of

the jigsaw missing it is not possible to attaintaimable transport nationally.

20 Goodbody Economic Consultants (2005) The RyiBats and Coach Industry in Ireland

21 Ibid.

11



2. Sustainability and Rural Transport

2.0. Sustainability

“Sustainability”’can be described in general terms as the capaadibaintain a certain process or
state indefinitely. Common use of the term "sugfthility" began with the 1987 publication of
the World Commission on Environment and Developmeport, “Our Common Future”. Also
known as the Brundtland Report, this document definsustainable development as
“development that meets the needs of the presethbuti compromising the ability of future
generations to meet their own neetfsBlewitt, J. (2008) also says “Sustainable develepiis

a process that requires us to view our lives as@hs of a larger entity. It requires a holistic
way of looking at the world and human [if&.

This concept of sustainability encompasses thesjdespirations and values of public and private
organisations in order to become custodians ottharonment and as such they shall promote
positive economic growth and social objectives. €3& advocates of a new paradigm urge a
movement away from the dogma that the only weatmaterial wealth, with the resulting
development being recognised formally by an improeet in the quality of life indicators”
Dowthwaite, R. (1999).

The ultimate goal is an improvement in our quabfylife. The diagram below gives a clear
visual as to how most policy documents are infubgd need for sustainability. Where
environmental, economic and societal policies sugerse on each other, there lies the balance

between policy and sustainable rural development.

#Bruntland, G. (ed.), (1987), “Our common futuréeTWorld Commission on Environment and Development”
Oxford, Oxford University Press.

2 Blewitt, J. (2008} Understanding Sustainable Developnigehbndon, Earthscan

12
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2.1 Sustainable Transport.

Transport is the movement of people from one locato another and is arguably one of the
greatest threats to sustainability globally. Sursthle transport on the other hand is a concept
developed in reaction to things that have gonéhisvrong with transportation policy, practice
and performance throughout Ireland and the widerldvd@ he transport sector in Ireland used
4.70 million tonnes of oil (TOE) in 2004 — up 40% the same level in 1990. At the same time
private motorcar ownership has almost trebled f&&h,117 cars in 1976 to 1,582,833 in 26b4.
Globally there is an enormous variation in the nitagle of vehicle ownership and use. North
American and Australian/New Zealand (ANZ) citieadethe world in car ownership with over
500 cars per 1000 people (US cities nearly 600)stéfa European cities are, however, closing
on ‘new world’ cities with 414 cars per 1000, whifastern European car ownership is more
moderate at 332, though it is rising rapitfiyreland also has a high dependency on the private
car with the growth of new cars registered in 2007y 10,000 cars to 180,754 from the 1999
levels?® This level of growth in private car ownership issustainable if Ireland is to meet its

commitments towards combating climate change.

24 CSO statistical yearbook (2006).

*Kenworthy, J. (2003)A Study of 84 Global Cities, Transport Energy Usé Greenhouse Gases in Urban
Passenger Transport Systems

% http://www.cso.ie/statistics/motvehlicfirstime.html

13



2.2. Policy Affecting Sustainable Rural Transport

Transportis one of the key challenges to sustainable dewatop facing Ireland. Transport — the
movement of people and goods — is essential tdrisie economy, but current trends pose a
complex set of challenges that can be best descdbea cascadé.Overall national transport
policy in Ireland is the responsibility of the Depaent of Transport. The Department
recognises ‘sustainability’ as a key objective tgy $tatement of Strategy 2005-2007. The two

key outputs outlined regarding sustainability are:
Sustainable development considerations mainstream@transport policy

Targeted policies to reduce the level of greenha@ese emissions from transport in a

sustainable way

2.2.1. European Policy
Ireland has benefited from European legislatioros€most of its policies. In relation to road
transport in particular the most tangible benefittiansport terms has been the infrastructural

investments under structural and cohesion funds.

EU’s 2008 Transport Policy initiatives
When looking at international best practice in btsinsport provision and transport reduction,
Ireland needs to consider the implications of liegisn proposed or recently enacted in the
European Parliament. Two such new initiatives east it is important to note them here as they

will have far reaching consequences in Irelandigestfor sustainable rural transport. They are:

Communication on greening the transport sector.

Impact assessment internalisation of the extemstsoof transport

27 http:/mww.comharsdc.ie/themes/index.aspx?TAuto=7

14



“Sustainable mobility”, that is disconnecting matyilfrom its harmful effects, has been at the
heart of the EU’s Transport Policy for several gedn its 2006 revieft of the 2001 White

Paper, the Commission pointed to the need to us®ad range of policy tools, ranging from
economic instruments and regulatory measures teoasimficture investment and new

technologies in order to achieve sustainable ntgbili

It can be construed from this new legislation tivatrnalisation of external cost of transport’
will infuse all transport policy in all member statgoing forward. Through making payments
smartef®, economic instruments (taxes, charges or emissaming schemes) can encourage
transport users to switch to cleaner vehicles odesd(including walking and cycling), to use
less congested infrastructure or to travel at gfie times. As such they represent an effective

way to make mobility sustainable.

This initiative is being put forward by the Commdssto redouble its efforts to make transport
greener and more sustainable. By this the Comnmssieans to “get the prices right” through
internalising the external costs of transport. H&w® Commission’s strategy is to act in a way
that is tailor-made to each impact and transporiendaking into account the fact that the EU
has already started work in this area. As such Ekkrules on energy taxation and the
Commission’s proposals to include the aviation@eict the EU’s Emissions Trading System are
significant first steps in the strategy. The Comssmn further takes into account in the
‘internalising of costs’ regulatory instrumentsgauge infrastructure measures and research and

development measures.

28 Communication From The Commission To The Europeahament And The Council Brussels, 8.7.2008
COM(2008) 433 final Greening Transport {SEC(2002)D&}
http://ec.europa.eu/transport/greening/doc/comnatioin/2008_07_greening_transport_communication dén.p
29 For example, for congestion charging, allowinig to reflect the location and time of day

30 433 Final Greening Transport {SEC(2008) 2206}

15



The following table shows the results of pre-conmtiomsfor road transport. In the European
Commission’s Handbook it also describes the resoittsail, inland waterways and air transport.
Cost figures cover fuel cycle related air pollutiand climate change costs based on the
TREMOVE model*

Costs of up and downstream processes (fuel produeti, air pollution and climate change
costs) in €ct/vkm for passenger cars and heavy-dutsehicles.

3 European Commission DG TREN, (2008), Internalisateasures and Policies for All external Cost of
Transport (IMPACT), Handbook on estimation of ex#@rcosts in the transport sector Version 1.1 Del, 2008
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When one looks at thiinternalisation of the external costs of transportthe table above it is
evident that city and urban areas have the higtesit per kilometer per vehicle. This model
illustrates that caution is needed when employiagous indicators and models and more
especially when using the generated outputs tanmfaolicy decisions. This finding highlights
the need for more empirical research in this anehraost especially additional research into the
potential impacts of any proposals.

2.2.2 National Policy

National Development Plan (NDP)

The National Development Plan (NDP) is the intezptastrategic development framework for
regional development, for rural communities andtfi@r protection of the environment combined
with common economic and social goals. Accordinght® Government, “Over the next seven
years, the National Development Plan 2007-2013 gep investment of some €184 billion in
our economic and social infrastructure, the eniseprscience and agriculture sectors, the
education, training and skills base of our peopiejironmental services and in the social fabric
of our society that, within a strong and vibranbmamy geared to meet the challenges of the
future, will deliver a better quality of life forlla * The National Development Plan includes

expenditure on transport infrastructure, which atetudes rural roads.

National Spatial Strategy NSS

The National Spatial Strategy for Ireland (NSS3 tsventy-year planning framework designed to
achieve a better balance of social, economic, phygevelopment and population growth
between regions. Its focus is:

on people,

on places

and on building communities.

%2 Government of Ireland, “Transforming Ireland, Matal Development Plan 2007-2013"
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Its intention is that through closer matching ol people live with where they work, different
parts of Ireland will for the future be able to &us:

a better quality of life for people

a strong, competitive economic position

an environment of the highest qualfffy.

As with many services in rural Ireland, economiabiiity is the main consideration when it
comes to securing a transport network. The valutsafervices, especially to people who do not
have the luxury of their own transport, or accesgublic transport, cannot be measured in

financial terms alone.

White Paper on Rural Development

The rural development policy agenda is definedhie YWhite Paper on Rural Development
(1999). Its objectives are directed towards impngvithe physical, economic and social
conditions of people living in the open countrysidecoastal areas, towns and villages and in
smaller conurbations outside of the five main uribaentres. The agenda, at the same time, is
intended to facilitate balanced and sustainabléonad) development while tackling issues of
poverty and social inclusion. It comes under #mit of the Department of Community, Rural
and Gaeltacht Affairs who were established in 200t the responsibility of promoting
economic and social development in rural commusiiti core policy goal is ensuring the
effective implementation of rural development measwand the encouragement of a coordinated
response to the needs of rural communities. ThetdMAaper on Rural Development will
complement the NSS by focusing on all rural arasiside the remit of the NSS. These areas

account for 59% of the national populatin.

¥ Government of Ireland, “National Spatial Stratégylreland 2002 — 2020: People, Places and Paiénti

*Department of Agriculture, Fisheries and Food,|4nel’s Rural Development National Strategy Plan7200
2013", p14.
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The overall strategy decided by Government provides
Balanced regional development to ensure that tineftie of economic and social progress
are distributed throughout rural areas.
Investment in services and infrastructure.
Sustainable economic development including pratgadtie environment.
Human resources development.
A determined focus on poverty and social exclusion.

Preservation of the culture and heritage of rurahs.

Climate Change Policy

Climate change is any long-term significant chamgéhe average temperature, which leads to
changes in weather patterns, caused by pollutams) beleased in the atmosphere. In 189¥
Economic and Social Research Institute (ESRI) ghbll a report projecting that Ireland’s
greenhouse gas emissions would be 28% above 19@0s len 2010 if ‘business-as-usual’
policies continued® Ireland’s target in relation to the Kyoto Protoé®ko limit emissions to 13
percent above the baseline estimate in 1990. Bagetihe latest inventory figures, Ireland’s
emissions in 2006 were 25.5 percent higher tharb#seline estimate that underlies Ireland’s
allowable emissions for the period 2008-2012, aged)in the peer review of Ireland’s 2006
submission to the United Nations Framework Coneenton Climate Change (UNFCCC).
Ireland’s transport continues to be the dominaniMgn sector with emissions 682,000 tonnes
higher in 2006 than in 2005. This represents apefent increase on 2005 levels and 165
percent increase on the 1990 transport emissigglant’s transport system is almost completely
oil dependent and accounts for 97 percent of thesport sector's emissions. Ireland’s climate
change policy is committed to the principles signpdo under Kyoto. In order to carry this out

at a national level, government uses differenfisgceasures.

35 Denis Conniffe, John FitzGerald, Sue Scott anffiifortall (2007), “The cost to Ireland of green$mgas
Abatement”, Dublin, ESRI
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The Irish Government’slational Climate Change Strategy 2007-2@lails the measures that
are in place to enable Ireland to meet its commmtmumder the Kyoto Protocol in the period
2008-2012. It also identifies a range of actiongewuce Ireland's greenhouse gas emissions —
with the Programme for Government setting a targdtiction of 3% per annum on average in
our greenhouse gas emissions. Two key strategesruheNational Climate Change Strategy
2007-2012are:

Work closely with all relevant Departments and Agies in developing more ambitious
long-term measures for emission reductions andddron sequestration.

Promote the integration of environmental and clengtange considerations into policy-
making across the full range of Government poliegt bocal government functioris.

Transport 21
Transport 21, under the structure of the NDP, ésahipital investment framework through which

the transport system in Ireland is being develdpe2D15.

Transport 21 is a national programme of which ttennobjectives are to create a high quality,
efficient national road and rail network consistenth the objectives of the National Spatial
Strategy. It also pledges:

To provide for a significant increase in publicisport use in provincial cities:

To strengthen national, regional and local pultiasport service¥.

Transport 21 plays a key role in delivering betteal transport. This is being achieved through
the Rural Transport Initiative, which, until 20@vas treated as a pilot project. Rural transport is

now included in Government transport spend.

Rural Transport Programme
As a result of the findings derived from the 2002&tibhal Rural Transport Survey - which
suggested that as many as 380,000 people in maas perceive themselves as having unmet
transport needs - the Rural Transport Initiativel [jJRwas established. A commitment of

36http://www.environ.ie/en/Publications/Statement@dfig y2 008/objectives-and-strategies/environmeinitiks|
3" Transport 22Progress in motion http://www transport21.ie/Home/Home Page/index.html
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€6million was provided in the National Developmétan 2000 — 2006 to support a pilot public
transport initiative in rural area¥he Rural Transport Initiative has been operatinges2002 to
provide funding for community organisations and owmity partnerships to address the
particular transport needs of their rural area ubglothe provision of local transport services.
These groups have been formed either through egidtical development organisations or
through the formation of new groups. Participatian board level involves a mix of the
community and voluntary sector, service users, LERDand Partnership groups, local
authorities and (to a lesser extent) the HSE aausport providers. Out of 60 applicants with a
geographical spread over 17 counties, 34 groups welected for fundingirhe overall aim of
the RTI has been “to encourage innovative commtlratsed initiatives to provide transport
services in rural areas, with a view to addres#irggissue of social exclusion in rural Ireland,
which is caused by lack of access to transportis Filas led to the introduction of a wide range
of semi-scheduled and fully demand-responsive sesyidelivered via a number of different
service model A new Rural Transport Programme (RTP) was laundhétkbruary 2007. The
RTP is building on the success of the Rural Trartdpdiative and puts the former pilot scheme
on a permanent mainstreamed basis, with significamtreased funding. It is to continue on the

same premise of delivery as the original initiative

2.3. Ireland’s Fiscal Measures Towards Sustainabl€ransport
In all developed economies, taxation measures semi of the following purposes:

To raise general government revenue

To pay for specific collective goods and services

As an instrument of economic policy

As an instrument of other policy areas
There are generally two types of taxes applied asspnger cars- purchasing and ownership
taxes.These fiscal measures are designed to encouragersmentally friendly commuting and
consist of Vehicle Registration Tax (VRT), Natiodr Test (NCT), motor tax and fuel taxes.

% Fitzpatrick report (2006) “Progressing Rural Pafliansport In Ireland”
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Vehicle Registration Tax

Vehicle Registration Tax (VRT) came into being of January 1999, replacing the motor
Vehicle Excise Duty that was abolished under EUginMarket rules. A new system in
calculating the way VRT was paid came into forceldduly 2008. The Government changes to
Vehicle Registration Tax (VRT) also brought changesannual motor tax for new cars
registered on or after 1st July 2008. On and ftbat date, VRT tax will be calculated on the
basis of carbon dioxide (CP emissions from vehicles rather than engine sBeven
emission/tax bands have been created, and VRT atal tax payable will be determined by the

relevant band for each vehicle.

Vehicle labeling is not a new idea. A 1999 EU biiee® introduced labeling for all new
vehicles, including specific requirements to previdonsumers with information on fuel
economy and CO? emissions. It is however a new rtlggafor Ireland and one that is widely
welcomed. Comhar, the Sustainable Development Glunctheir consultations with the

Department of Finance were influential in the fidedfting of the new VRT system.

Motor Tax
A new environmental way for calculating car tax visoduced from I July 2008. This new

system only applies to new cars bought or imparieathe State after this date.

The National Car Test. (NCT)
Car testing is compulsory in all EU member staldse National Car Test (NCT) is conducted
every 2 years on cars over three years old. It dameexistence in Ireland on January 4th 2000
with the aims of enhancing road safety by idemiyiany defects in cars and getting them

repaired, and protecting the environment by cutéingssions that cause air pollution

Fuel Tax
Fuel tax is used as a mechanism imposed on the@&hlel, which is intended for transportation.

Taxes on transportation fuels have been advocated way to reduce pollution and raise

Shttp://ec.europa.eu/environment/air/transport/co2/tiome.htm
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revenue. Fuels used to power agricultural vehi@as in home heating) are taxed at a lower rate
to those used by other road vehicles.

2.3.1 Fiscal measures being proposed

National Road Pricing
The chief recommendation from Comhar SDC is thelemgntation of a national road-pricing
scheme. A national scheme of road user chargegtamalise all externalities associated with
transport in a fair manner and has the advantagé dbngestion is addressed as well as
environmental damage. Under such a scheme, adl tbansport charges, such as vehicle taxes,
should be removed and converted to distance-baseticharges which should vary according to
vehicle emissions, geographical location, and tiofeday. It is envisaged that this will

encourage consumers to purchase more fuel-efficséraner vehicles and to drive less.

Congestion charges
Congestion charges are a surcharge mechanismaiseduce traffic congestion at peak demand
times, most often applied in urban areas. HoweNeel Dempsey the Minister for Transport
said that while he had no philosophical difficujth the concept of congestion charges, it was
premature to consider their introduction. Congestiharges will not be considered for Irish

cities, especially Dublin, until proper alternatveave been put in plac®.

Cap and Share

“Cap and Sharé® is a mechanism that can be used to cut greenhgasses in those sectors,
which are excluded from the EU Emissions Tradinge®ee, such as the transport sector and
households. Under Cap and Share, a limit is placedational greenhouse emissions every year
from fossil fuels not included in the EU emissianading scheme. Every adult resident in
Ireland is given a share of this cap and are cosgted for the increased price of these

emissions. Fuel importers, refineries and othppbers of fossil-fuel energy would be required

0 The Irish Times, 2008, Dempsey says nho to congestion chargeuesday, February 26
http:/ww.irishtimes.com/newspaper/ireland/20026/1203619434773.html

*1 Comhar SDC, Event Details - Cap-and-Share Pr8jedteholder Workshop 27-08-2008.
http://www.comharsdc.ie/events/event details.aspeRE19
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to purchase sufficient entitlements to match thessions from their operations. This cap would

correspond to the national target.

Carbon Tax

A carbon tax is an environmental tax on emissidrsadoon dioxide and other greenhouse gases.
It is an example of a pollution tax. Comhar SDCoramends a carbon levy stating it is essential
if the Government’s ambitious targets in the Agr€edgramme are to be met. They also call for
Carbon Proofing of all new fiscal measures, suppoovision of biodiversity officers at local
level, and the creation of a Sustainable Developrfend?* The Programme for Government
2007-2012 states that “appropriate fiscal instruisieincluding a carbon levy, will be phased in
on a revenue-neutral basis over the lifetime af overnment*® Carbon tax is a cheap way of
addressing emissions in the vacuum of real refofrthe transport needs of rural areas as it
spreads the cost burden across all sectors oftgaeithout taking into account the mitigating
factors. Richard S.J. Tel alstate, “the cheapest way to meet any emissiorttésgo set the
marginal cost of emissions equal for every sour€he easiest way to establish a uniform price
for emissions is to impose the same emission tadl@ources (Baumol, 1972; Pearce, 1991).

A carbon tax would thus further skew the incomeritigtion. Recent ESRI research shows that
people with less income would pay much less, siheg use cars less. A scenario best suited to
urban living where services are within ease of ssc€hey do however state that a carbon tax is
regressive, acknowledging that rural dwellers wogé&herally be more affected than urban
dwellers due to the necessity for higher car uséige. important to note that fuel poverty is
considered a problem in Ireland (Healy and Clir@®Q2, 2004f> The ESRI estimate that in

2005 15% of households spent over 10% of theirnme®@n energy. They also estimate that

42 Comhar Sustainable Development Council Recomatent to Government for Budget 2008
http://iwww.Comharsdc.le/_Files/Exec%20Summary%2dwmecs_Budget08_FINAL.Doc

*3 http://www.taoiseach.gov.ie/attached _files/Pdf%R8fENg%20Prog%20for%20Gov.pgt 8

4 Richard S.J. Tol, Tim Callan, Thomas Conefrey, JOhFRitz Gerald, Sean Lyons, Laura Malaguzzi Ve
Susan Scott. (2008) Carbon Tax for Ireland. A Working Paper
http://www.esri.ie/UserFiles/publications/20080796049/\WP246.pdf

45Hea|y, J.D. and J.P.Clinch (2004), 'Quantifying slegerity of fuel poverty, its relationship withqgr housing
and reasons for non-investment in energy-savingsurea in Ireland', Energy Policy, 32, 207-220
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energy prices have risen faster than incomes amchtitmber would be 19% in 20881t is
thought that a carbon tax will be introduced ifdrel in the 2010 budget.

2.4. Policy Impacts and Implications for Policy

In Agri-Vision 20157 there is the view that rural development policpwt be integrated into
regional planning and development policy framewoliedand’s National Spatial Strategy has a
positive focus on regional development. But thewad building more roads is now being put to
the test.Since the early 1990s research has shown thatbugding largely results in more
traffic, congestion and economic inefficiency, asllwas being economically impossible to
accommodate the pent up desire for car use gfdy@wvodwinet al, 1991 and Goodwin, 1994).
However, if the NSS, NDP and Transport 21 are supddoy all sectors and policies then more
sustainable settlement patterns will prevail, ia thng term making a rural transport network

more viable. There may be serious social costedstate if it simply turns its back on this view.

When one examines the Central Statistics Officarég for 2006 there is evidence that fiscal
measures have little impact on car purchases Wwamtmber of vehicles registered in Ireland in
excess of 1.6m showing an increase of over 600y@0(0cles from 1998° As rural travel
accounts for 80% of annual vehicle kilometers, madé&xation (which encompasses all taxes
associated with motoring) has an urban Blagaughnan (2003) argues that this is more the
Government “using genuine environmental concernsa dgg of convenience to cover tax
increases that have nothing to do with greenhoasesyand everything to do with raising more
revenue” This reflects the Programme for Government 200722@dich, as noted above, is
committed to “appropriate fiscal instruments, imtthg a carbon levy, will be phased in on a

revenue-neutral basis over the lifetime of this @ament™?

46 Tol, R. (2005)Working Paper on Carbon Tax for IrelanBSRI,http://www.esri.ie/research

4 Report of the Agri-vision 2015 Committee (2004)

48 Potter,S., Parkhurst, G. Transport Policy and 3pan Tax Reform

http://oro.open.ac.uk/4380/1/Potter and_Parkhurst2105.pdf

9 www.cso.ie

=0 McDonagh (2008)

o1 Faughnan, C., (2003nvironment not an excuse to raise taxes—AA waA$ress Release, 29th July 2003
52 http://www.taoiseach.gov.ie/attached files/Pdf%28fENg%20Prog%20for%20Gov.puB
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The way in which new VRT and Road Tax is colleateglans that more fuel efficient and lower
emission cars will be cheaper to buy and so cafled guzzlers” will become more expensive. If
the rise in car tax from the*Danuary 2009 announced by the government wasetkeajobn for

environmental concerns then the revenue shouldinge fenced for this use. If this were to

happen then such a concept may begin achievimgnits in the longer term

The National Car Test, while useful in theory, agly places an unjust burden on rural

motorists who depend on their car for work and @eas use and are in a lower socio economic
grouping. McDonagh (2006) argues, “while the cqriad safer cars and a cleaner environment
are totally justifiable, the lack of ‘rural prooihcan only further marginalise those communities
in the remoter rural areas of Ireland”. Becaustheftopography of rural areas the road structure
and its upkeep are largely ignored and in poor itimmd leading to higher rural transport

maintenance costs. Ryan (2000) states “If we gpe@ed to maintain our cars at the same level

as the rest of Europe, we are entitled to havesraithe same level as the rest of Eurdpe”.

Taxes tend to increase and may become both pumitidea key source of government revenue.
Any eco reform of taxation must ensure it is reveeneutral and ring fenced. Indirect taxation is
unjust when the public have no choices or alteveatiwhich would allow them to avoid paying

the tax. This is the case with rural dwellers whaeda real concern that any taxation reform will

be introduced in the absence of alternatives t@thate car.

Most importantly is ‘Rural Proofing’ which while aamitted to in many policy documents is

rarely adhered to. If policies are to be succes$tural Proofing is imperative. The process of
Rural Proofing was developed to consider the impa&overnment policy. The process was a
Programme for Government commitment from the WR#&per on Rural Development designed
to ensure that the rural dimension was routinetnsidered as part of the making and
implementation of policy. However, if new fiscal aseires are to be introduced then each
Department must apply the process of Rural Proafings own policies first. Rural Proofing

brings with it many advantages. It will improve thkelihood of public acceptance, reduce

33 Ryan, M., (2000) Speech delivered at the FiannbAfdiheis, March 2000
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unforeseen negative side effects and in the long-teake for a more sustainable policy as it
will provide a viable policy that will allow congency in approach over the long term.

2.5 Barriers to the delivery of sustainable rural tansport

It is possible to deduce a number of barriers éodilivery of sustainable rural transport:
Lack of financial resources.
No national rural transport policy.
Legislation.
The main characteristic of rural areas, namely pmpulation density. This is a major
problem for public transport. Low population is oreason for poor demand and thus
helps to prevent cost-effective operation of ergspublic transport services.
People who need transport most can least afford it.
Lack of co-operation, co-ordination and integratimetween service providers and also
between all levels of public authorities.
Lack of regular services at appropriate times.
Lack of integration of transport services.
Natural barriers such as topography.
Peripherality: transport in rural areas often ttasope with longer distances and longer
travel times.
Lack of adequate facilities — bus stops; shelteretables.
Poor public perception of public transport.
Lack of adequate data on transport behaviour, naerdssettlement patterns to underpin

the direction of rural transport provision.

Considering the requirements a sustainable rueaisport policy has to meet — reducing
emissions while providing a socially inclusive seev- a two pronged approach has been taken
in this report. This echoes Comhar’s (2008) ackeogément that “if Irish transport is to
become more sustainable then it will be necessampprove the sustainability of rural transport
by reducing the amount of individual vehicle kilomes driven while improving mobility and

accessibility to services”. Therefore, it is comsgll that a sustainable rural transport policy
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could be presented with two primary elements- parsreduction and transport provision
(Weir, L., 2008)>* This is a response to the quandary of rural trarisphich is that the reason

so many kilometres are driven by car is that themften no alternative way to get around. As
such, the subsequent section reviews internatioragtice under the “transport provision” and

“transport reduction” headings.

2.6. Conclusion

Fitzpatrick Associates (2006) in their review oktRural Transport Initiative confirmed the
development of rural transport in Ireland has primaaken place in the context of dealing with
rural social exclusion. Their review states thamofe explicitly than in other countries, rural
transport in Ireland and the commitment to the B®Tdlate has been driven primarily by a social
inclusion concern rather than a sustainable tramspue.®™ Rural areas clearly have unmet
transport needs. In one study by O’Shea (1398) the elderly in rural Ireland we see that as
much as 33% of respondents did not own a car d@ndfser 20% had no access to a car. This
study shows the average distance travelled to tadspivas 55 kilometres while those who
travelled to their local General Practitioner hadttavel 14 kilometres. When viewing rural
transport from a governance perspective, Irelarnesdmt have a rural transport policy. Rural
transport falls through the gap where the Nati@ptial Strategy ends and the White Paper on
Rural Development begins. Although encompassedéW\ational Development Plan, provision
for the delivery of national sustainable rural spart is inadequate. When rural transport is
considered within the broader sustainability reinjposes major challenges to existing policy

commitments and future policy formulation.

> Weir, L., (2008) Ongoing Doctoral Research.
*Fitzpatrick (2006)pp cit
*Cited in McDonagh J. (2008),“Waiting for a Lift®aper presented to Community Transport Kerry p2.
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3. Review of International Best Practice

3.0 International Best Practice

The private car has given ordinary families freedand flexibility that would have been
inconceivable to previous generations. A car indbentry has become a necessity. Ireland has
invested substantially in infrastructure since 19@@ to inward investment from Europe and
public / private partnerships, but when have weughaoads and where is everyone going? Jam
in a rural context is a word associated with thikection of berries but the problem is that if you
live, and drive in the country, the jams may wedl beading your way. Car ownership in
Ireland has reached a new high with one privatef@maalmost every two adults living in the
State, according to the Central Statistics Offi€&SQ) transport figures for 2006. More than
230,000 new vehicles were licensed in 2006, angditkea growing emphasis on the contribution
of motoring to climate change, just 1 per cent luédse vehicles use alternative fuel, either
electricity or biofuels® The average kilometres travelled by each car iB52@as 16,894
kilometres®. This figure, when multiplied by the number ofsan the roads, creates enormous

stresses on energy demand, environmental concednsuatainability into the future.

With this to the forefront there is an immediateethéo change the behavioural patterns of
transport mobility in rural areas. This chapterkse® explore international practice in the field

of rural transport with an aim of developing a hasictice for the delivery of a sustainable rural
transport policy.

Jacques Barrot, the European Commission’s vicedaesresponsible for transport, stated the
following in the mid term review of the Europeanmmission’s 2001 transport White Paper.
“Our objective is to ensure sustainable mobilityemrope. Amid forecasts of growth of the order
of 50% in the case of freight and 35% in the caspassenger transport, Europe needs to rise
successfully to that challenge. Our aim is accaigiio disconnect mobility from the adverse
effects of mobility. This in turn means promotireghnical innovation, a shift towards the least

polluting and most energy efficient modes of tramsp— especially in the case of long distance

>"BBC News Tuesday, 28 September, 20@th://news.bbc.co.uk/1/hiluk/3680484.stml
8 CSO Transport figures (2008)tp://Www.cso.i
*¥National Car Test data of all cars tested in 2005
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and urban travel — and, above all, co-modality, aptimally combining various modes of
transport within the same transport chain, whichhis solution for the future in the case of

160

freight.

3.1. Transport Provision

Public transport is a key component to mobilityumal areas. Rural buses are vitally important

for four main reasons:
They are essential to combat social exclusion.%104 Ireland’s rural households have
no car. Many even in car-owning households do raaehaccess to a car, or are too
young or too old to drive orfé.Buses enable non-drivers to access jobs, shops,
education, training and services, all of which iagreasingly centralised which threaten
rural viability.
Buses serve to bring in visitors and tourists ansluee the countryside is visited and
enjoyed in a sustainable way by a wide range opleeand income groups, including
people without cars or access to car rental.
Rural buses are important for the economy. Manyllstmssinesses are family run
indigenous enterprises which need good public prarigor employees
Buses serve to reduce the significant rise in ruredfic. Country roads are ill-placed to
cope with the rise in traffic as car ownership exse1.5 million or 379 cars per 1000
population in 2003? Traffic by cars causes a vicious cycle of incregstar use by
making rural buses less reliable. Integrated rireasport can offer an alternative to car

use, cutting both traffic and emissions.
Rural buses can provide one of the best solutionthé connected challenges of dealing with
social exclusion, improving transport choice, radgcthe environmental impacts of transport,

and supporting the local economy.

The following case studies reveal various approsels®pted in other countries.

8Keep Europe Moving, Sustainable mobility for oanéinent. Mid-term review of the European Commis&io
2001 Transport White Paper”
http://ec.europa.eu/transport/transport_policy eeviloc/2006 3167 brochure en.pdf

®L«Beyond 2020” CSO (2006Mttp://Www.cs0.i
52 hitp:/wvww.cso.ie/statistics/environ pressurees.htm
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3.2. Kuxabussarna, Ockelbo, Sweden.
A completely free, fully scheduled bus service, athis well integrated with other public
transport services. Careful planning and the Gisgpropriate vehicles have enabled passenger

numbers to be increased at no extra cost. Vehatdescarry freight.

3.2.1. Introduction
Kuxabussarna operates in the municipality of Oake220 kilometres north of Stockholm. The
population of Ockelbo is 6,400, with half living mural areas. The population density of the

region as a whole is 16 per km?2.

The scheme was initiated by the municipality of €lbk in 1995 to demonstrate the potential for
improving public transport in a rural area, paraly to increase both public transport use by
motorists and the area served by buses. The plator@mbine existing (mainly public funded)

services in the area (including school servicesJioa patient services, and services for elderly
and disabled people), and to make them accessilifeetgeneral public. It was anticipated that

using appropriately-sized vehicles would deliveriisgs.

3.2.2. Main Features of the Service.

Buses run between 06:00 to 17:00 Monday to Fridayeight different routes designed so that
70% of local inhabitants live within 300 metresaobus stop. Frequencies vary across the day,
with a maximum hourly service. The routes are demigto connect with regional services to
larger towns, so that they can be used by commRassengers typically travel between 10 and
40 km. Kuxabussarna is a regular, scheduled sems@dhere is no booking system. Since the
vehicles are not wheelchair accessible, an acdessiki service is retained for more disabled
travellers. One exception to the scheduled servioesl route is that buses will extend their run
beyond the end of the normal route to collect divdedisabled people living nearby. This does
not affect the timetable, or the other passenddrs.buses also carry freight. Bookings are made
through the contractors, and the system is intedratto a nation-wide system called Bussgods.
The service is contracted out to three separatgani@s. Six vehicles are used, mostly medium
sized, although the largest seats 60. Eleven ptaffide an average 34 hours daily between

them. A pamphlet about the “Kuxa” system was dedideto all households when the scheme
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was introduced. In addition, timetables are disted twice a year to the households in the
municipality to keep the inhabitants informed. Ches to published routes and timetables are
displayed on the Ockelbo website. There are frequeferences to the scheme in the local

media.

3.2.3 Legal Basis
The service uses standard bus service licences:-yEau contracts are awarded to contractors

after competitive bidding.

3.2.4 Operational Information

Commuters use the service to get to work in somefarger villages. 40% of services go to
schools, so use among school pupils is high (satnecds have adjusted their timetables to fit in
with Kuxabussarna). Despite the fact that it is wheelchair accessible the service is used by
significant numbers of disabled and elderly peoflace the introduction of Kuxabussarna, use
of special accessible taxis has decreased. Thghfresystem is used by the municipal
administration for their internal post, by pharnescithe postal service, local bakeries and other
companiesSince the service is free to passengers, all thear€375,000 costs are met by the
local municipality. This represents a minor savinghe authority compared with the cost of pre-

existing services. It was calculated that the obsbllecting fares would exceed their value.

3.2.5 Use of Technology

Use of specialised technology is minimal since mservation or ticketing is involved.
Timetables and information are available on therimgt. Contact with vehicles is by mobile
phone.

3.2.6 Local Impact

As stated earlier, the service is used by commutsrhoolchildren, and others, including
disabled people. A questionnaire survey in 1996veliiothat passengers were very satisfied with
the service, and that over half thought the senwiae an important contribution to rural viability.
Adult passenger numbers have increased fourfolchvdoenpared with the situation before the

scheme was introduced.
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Future plans include:
expansion of the system
use of accessible vehicles
better integration with other public transport $ex¢ and regional routes

improvement to passenger information.

3.2.7 Summary
Scheme combined pre-existing publicly funded sewitransport, reduced vehicle sizes
and opened the service to general public.
Free scheduled service.
Fourfold increase in adult passenger numbers.

Increased value for money.

Key Statistics

Vehicle kilometres: 270,000 p.a.
Passenger Trips:1997 = 700 p.d.
(1994 =300 p.d.)

Seat Occupancy90%

Average Fare:Free
Costs:U2.32/passenger trip,
01.39/km, 0375,000/year

3.3.0 Siilinjarvi Service Line, Finland

A single accessible minibus, reserved for day-eense for four hours per day, and then used as
a dial-a-ride service for public users. The diale®e serves different areas on different days of
the week. Three of the areas are served by mirahdswo areas with minor demand are served

by taxis.

3.3.1 Introduction
The scheme serves the municipality of Siilinjarvithe Pohjois-Savo Region in eastern Finland,
an area of over 500 kmz, with a population density8 per km2. The scheme started in February

1999 - the idea was the brainchild of Mr. Juha Eama local transport engineer. Previously,
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four of the areas were served by dial-a-ride takige times a week during summer holidays

only. One of the areas has never before been abwgréhis kind of service.

3.3.2 Main Features of the Service

A key feature is the provision of transport for talay centres: a work centre for disabled people
and a day centre for elderly people. The bus isrvesl for the use of these centres from 07:00 to
09:00 and from 14:00 to 16:00. Because of the tianan timetables and the routes of the trips
to day centres, it is difficult to offer the semi¢co members of the public during this time.
Between 09:00 and 14:00, and again from 16:00 1001 Zhe vehicle operates a semi-scheduled
dial-a-ride service. In the early morning (06:0006:00) and at the end of the day (17:00 to
18:00), the bus operates a scheduled route servioae local area. This also feeds into other
public transport services at the bus station. Tilg fixed stop during the dial-a-ride operation is
the bus station which is visited once an hour.dddht parts of the municipality are served on
different weekdays. Bookings are made by teleplprilme Travel Dispatch Centre (TDC),
operated by the city of Kuopio. The TDC amalgamateskings to produce routes and
timetables, and informs the vehicles driver viaehivle data terminal, provided by a mobile
phone connected to a small computer terminal. Treservation staff work in the TDC, but they
also take bookings for four other schemes in tlggore The bus is owned by a private bus
company which provides the drivers. The vehicle $igteen seats plus accommodation for two
wheelchair users. There is also one extra wheelahdne bus for moving elderly or physically
disabled people who have difficulty walking, foragmple on icy ground. The taxis used have
four to eight seats. The scheme has been publidisedcal newspapers, and by leaflets
distributed to households. Agencies working witsatbled people have sent letters to their

clients.
3.3.3 Legal Basis

The scheme operates under normal bus and taxcksessued by the provincial state authority.

Any licensed operator may bid for work, with coctsaawarded for one year.
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3.3.4 Operational Information
The greatest users of the scheme are elderly aathldd people: 75% are over 70 and 22% use
some kind of mobility aid. Research shows the feiig reasons for using the service:

shopping: 57%

banks, pharmacy and offices: 29%

medical: 7%

recreation: 4%

day-care centres: 3%.

All normal bus tickets are valid, with some addi@bconcessions (e.g. half price for passengers
over 65 years, wheelchair users free, assistagds ¢hildren under 4 years free and strollers with
companion free). The normal national smart cardesysand regional card systems are valid.
The total gross operating cost is €77,366 p.ainfiilvi’'s share of the TDC’s costs was about
€16,000 in 1999. Fare revenue covers about 30%si§cCentral government contributes to the
TDC'’s costs. The remaining costs are met in equatesby the municipality and the provincial
government. The scheme’s introduction has resultea considerable increase in the level of
public transport service. In two areas, the sertias expanded from a 3-month period to a
round-the-year service and one part of the munlityphas never been covered by this kind of

service before. This has only resulted in a 10%e@e in the municipality’s transport costs.

3.3.5 Use of Technology

Telephone bookings are entered by TDC staff ingpecial Finnish software program which
schedules the trips and organises routes. Detailthan passed electronically to a vehicle data
terminal device. Requests for taxis are first fatethe taxi centre, which transmits them to local
taxi drivers via taxi data terminals. National strards can be used on the bus. There is no real-

time information system.
3.3.6 Local Impact

About half of the passengers say that their mgtiilgs increased since the schemes introduction.

The bus is often full and this is why there is gee to increase the number of vehicles
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deployed. It is highly probable that a second bils lve taken on in forthcoming years. This

would enable better integration of school trip®itite main scheduled bus service.

3.3.7 Summary
A single accessible minibus, reserved for day-eeunse for four hours per day, and used
as a dial-a-ride and a scheduled service for timaireder
Serves different areas on different days of thekwee
The service is supplemented by dial-a-ride taxddartain areas with lower demand

Users are predominantly elderly peaple

Key Statistics

Vehicle kilometres:

Bus: 300-330 p.d., Taxis: 70 p.d.
Passenger Trips:130 p.d. and
growing

Average Fare: €1.36
Costs:€2.50/passenger trip,
€0.88/km, €77,366/year
Revenuesrca. 30% of costs

SK CONSULTING Kaikukatu 3, 00530 Helsinki, FINLAND Tel: + 35 8947 3322 Fax: + 35 89 7742 3211
antti.merilainen@skolmio.f\ntti Merilainen

3.4.0 Videobus, Borgo Panigale, Emilia Romagna dly

Borgo Panigale is a small village to the North WafsBologna. Videobus is an on-demand bus
service linking a small community of users with aimpublic transport corridor — an operation
that would not be economically viable using an adibx scheduled public transport service. The
service is primarily available to residents of tt@mmunity, and booking is through home
computer terminals supplied by the bus operatoie#da Transport Consortium (ATC). The
scheme started operating in June 1995 to covevillage and surrounding area, although the
area covered has increased slightly since that flilne service operates to a fixed route with 30
stops, 17 of which are only utilised when bookeke BHus is timetabled to run hourly, but only
operates if booked. The service operates 14 hodayasix days a week. The community served
is very small, with around 60 families and sometd@5 companies. All of these are supplied
with magnetic cards that are used to confirm payroroe the user is on board the bus. Booking
is made through the terminals by following on-soré®structions, using simple keystrokes to

choose pre-set information such as card numberaddytime of trips, start and final stops and
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the number of passengers. Reservations are acoeptied5 minutes before the bus leaves the
terminus. The reservation is automatically forwarde the bus driver via an onboard LCD
display and paper printout. The bus also has @ tadki with the dispatch centre that operates the
entire bus network in the region. ATC operatesserice under licence from Emilia Romagna
Region, and the Bologna Municipality. The operati®subject to the same safety regulations as
any other bus service. Videobus was developed b€ ANEA and Emilia Romagna Region
under the EU’'s THERMIE Programme. The route is ised/by one 33-seat vehicle, owned by
the operator. The 14.5 hours (two shifts) staffetim sub-contracted to a small drivers’ co-
operative. The main transport corridor involves Basvices to Bologna, and it is assumed that
the majority of the trips have the Bologna urbasaaas the ultimate origin/destination. Because
use of the scheme must be made through a ternmmadh effort has been made to tell users
about the service, and to train them in the usthefequipment. At each stop, the driver can
identify the number of passengers with a resematiod the number of seats available because
each passenger registers on-board by insertinghagnetic card into the reader; the same card
links the payment, confirmed on the bus by markintcket, to the reservation. The system
incorporates routing software. The entire publangport system in the area is managed by a
GPS system. This allows the Videobus to be co-atdah with the timings of buses on the main
Emilia road corridor, so that passengers can malsg eonnections between the other public
transport services. Before this scheme there wasther public transport in the area. The
scheme is seen to be very successful locally agre re plans to replicate the approach in other

areas. The fare revenue covers 30% of the total @og transports around 180 people per®day.

3.5.0. Netherlands and Switzerland “Any time, anywhare’ demand-responsive transport’
Door-to-door services operate in many rural areésthe Netherlands and Switzerland.
Passengers telephone a booking line 30 to 60 narhaére they wish to travel. Services run
from early in the morning until late at night, seveays a week, and some operate around the
clock. In the Netherlands, door-to-door ‘CVV’ or gle Taxi services are fully accessible to

disabled people, and available to everyone. In samas disabled people pay the standard

%3 Source for the above examples
VIRGIL: ‘Verifying and strengthening rural accessttansport services'. Rural
Transport in Europe: Good Practice Guide. \figip://www.bealtaine.ie/virgilAccessed 5/11/08.
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public transport fare, while non-disabled peoplg pahigher rate. The services are run by
consortia of local bus companies and taxi firmsSwitzerland, door-to-door services are run by
the main public transport operator, Swiss Posteutiie name Publicdf The fares are based on

the rates for conventional public transport, buthva surcharge of about €1.50 for the door-to-
door service. These services are on a much lagge shan demand responsive transport in
Ireland, serving millions of people a year. In tietherlands, they may be funded by merging
mainstream transport budgets and budgets for ‘apeweds’ transport (including health,

education and social services transport).

3.6.0.Rural Transport in Great Britain

Rural Ireland has close similarities with rural tBm - we both face the same changes with
regard to economic restructuring, migration, artteosocial and policy changes. Rural areas of
Britain are now growing faster than urban distridike reasons for this are hard to correlate as
human behaviour plays a part in seeking a percebetter quality of life. The declining
importance of agriculture and other traditionaiaties is apparent in both Ireland and the UK.
Shucksmith (2000) argudisat these changes are more than offset in ruealsaoy the growth of
the service sector. “Around 73 per cent of jobsural Britain are now in services, compared
with 60 per cent in 1981. Rural areas have thusesha a general shift to a service-based
economy in which the information and knowledge-lbaselustries play an increasing role,

bringing both opportunities and threats”.

3.6.1 Policy Review

The Sustainable Communities Act 260gave greater priority to the creation of sustdi@ab
local communities. There now appears to be a radtieeshift in recent policy towards local rural
communities because their needs are consideredasejyarom those of urban areas. This has
been encouraged through the Natural EnvironmentRamdl Communities Act 2064 This has

® hitp://www.postauto.ch/friindex_pag/pag-nat-ueties/pag-nat-mobilitaetsloesungen/pag-nat-angebot-
publicar.htm

65 Shucksmith, M.(2000)http:/Amww.jrf .org.uk//knowledge/findings/foundatis/760.asp

% New Localism is a concept introduced by New Lakfcam 1997 which indicates devolution of powerdodl
authorities which makes policies, services anddestdp ‘more relevant and credible to local peoBee
http://www.nlgn.org.uk/public/about-nign/

®http://www.defra.gov.uk/rural/ruraldelivery/bill/ult.htm
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resulted in significant restructuring within cemtgiovernment and the creation of new public

bodies whose remit is to ensure continued focutiemural agenda.

3.6.2. Rural Bus
In the 1998 Budget, the Chancellor announced teation of the Rural Bus Subsidy Grant
(RBSG) to support new or enhanced services. As agethe RBSG, there are three other rural
based Government funds in England:

£17m Rural Bus Challenge Fund;

£4.2m Rural Transport Partnership Scheme; and

£1.6m Rural Transport Development Fund.

The Rural Bus Challenge Fund encourages innovadimh rewards local authorities putting
forward groundbreaking schemes, while the money Partnership and Development is

administered by the Countryside Agency and promod@smunity based investment.

Research carried out by the Council for the Prairodf Rural England (CPRE)in 2000 has
shown that the RBSG supported services are makigréawhile contribution towards meeting
the goal of transport choice and helping to dedh wocial exclusion. A case study drawn from

the ‘Commission for Rural Communities, UK’ is oatid below.

3.7. Demand Responsive Transport (DRT)

Demand Responsive Transport (DRT) can be alignetiederm accessibility, with Farrington
and Farrington (2005) referring to “accessibility @ concept that has come of age and can be
pointed out that it has been particularly basetherdecline of bus, rail and other public services
in post 1950s rural Britair™ The term Demand Responsive Transport has beegaiogly
applied in the last 10 years to a niche marketraliaces and feeds into conventional transport

where demand is low and often spread over a lanege A typical working definition of DRT is

% CPRE'S Guide to Quiet Lanes 2003 available ordittetp://www.crep.org.uk

69 Farrington, J. and Farrington, C., (2005) “Ruralessibility, social inclusion and social justicewards
conceptualisation”Journal of Transport Geograph¥3, pp. 1-12.
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as an intermediate form of public transport, soneelbetween a regular service route that uses
small low floor buses and variably routed, highlgrgonalised transport services offered by

taxis.®

3.7.1 How Demand Responsive Transport \fks (DRT) (Case Study)

The provision of solutions to transport in areaslispersed demand in the UK has, since the
deregulation of public transport services, been loyelocal authorities “filling the gaps” in the
commercial public transport network, whilst the watlary sector has continued to address the
needs of those with more specialized travel requérets’* One of the crucial components of this

case study is the provision of technology in DRfEmed to as Telematics-based DRT.

Telematics-based DRT services have the scoperig prblic transport closer to the flexibility
and convenience of private transport, whilst retarthe fare levels associated with fixed route
registered services rather than the more flexiblat-dostly—private hire and taxis. With this,
technology services can be integrated with diffeteamsport modes by providing feeder services

to fixed bus routes and the rail network, or thay cemain as detached services.

The main components of a Telematics-based DRT rsyate:
Travel Dispatch Centres (TDCs);
Devices for users to access the DRT system;

On-board units;

w0 N PE

The communications network. Telematics-based DRStesys are organised via TDCs
using booking and reservation systems which agsigsengers to vehicles and optimise
the routes. Automated Vehicle Locationing (AVL) ®mss provide real-time information

on the status and location of the fleet for thee@mptimising software.

Examples of this type of technology can be seearountries such as Belgium, Sweden, Finland,

and Italy (see Mageean and Nelson, 2003). SysteMé&st Yorkshire and Lincolnshire in the

0 Brake, J. Nelson, J. Wright, S. (2004) “Demand oesjive transport: towards the emergence of a nekana
segment”, University of Newcastle upon Tyne

& Brake,J. Nelson,J. Wright, S. (200X case study of flexible solutions to transpemand in a deregulated
environmentUniversity of Newcastle upon Tyne
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UK provide useful case studies. These sparsely lptgnh English counties have adopted

Demand Responsive Transport models, which appesoti quite well.

3.8.0 Improving service knowledge: Promotion and m&eting of rural and DRT services in
West Yorkshire™
In order to ensure that rural residents are awhtleeoDemand Responsive Services provided by
Metro in West Yorkshire, a variety of promotion anthrketing tools have been developed.
These include the revision of timetable format®ating one-dimensional time-tables (from
origin A to origin B), credit card sized travel ammation, fridge magnets including the call
centre telephone number, and promotional matesiath as pens, balloons etc at local events
advertising the services. Experience in the rebias identified the following key attributes that
apply in order to be effective in promoting scheraad providing potential users with relevant
information:

Bright, clear brochures that explain the conce@RT and times and areas served

Posters

Up to date website / journey planner

Promotional material (pens, balloons etc.)

Information provided in a variety of formats: largent, braille typetalk, audiotape etc.

In order to ‘spread the word’ about the schemeshaus such as press launches and good news
stories, sales caravans located in remote villadest-to-door newsletters and interviews with

passengers to gain feedback have been found tacbessful.

West Yorkshire Metro provides 923 services andihasased patronage by eightfold in seven
years, with over 32,000 trips provided in 2007. Bastained passenger growth can be partially
attributed to well-targeted marketing and strongtrpaships with local communities. The

effective marketing campaign has also earned cowriateevenue, which has then been invested

in improvements and extensions to the rural service

"2 The contribution of transport to sustainable re@hmunities Case study F — addressing informataoridys
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The family-run service is funded by the Rural BubS§idy Grant and links Otley to Tadcaster
via Wetherby. It started as a market day bus servid has since developed to a daily service,
which improves access to services in larger tolinks passengers to other public transport
services and carries parcels into rural communitoiesa minimal fee. Along the most rural
section of the route that lacks bus stops, theuises a ‘hail and ride’ system where passengers
can board or alight the bus wherever it is safeldoso. The operator and West Yorkshire
‘METRO’ recently held a successful joint marketiogmpaign at Tadcaster Bus Station, where
potential passengers could board a bus, leaflet® wweren out, the bus drivers answered
guestions about the running of the service and MEBTiepresentatives spread word of the
service. The scheme was placed second in the 260BuUd$ Awards within the categorfyhe

Bus in the Countrysidé®

3.8.1 Lincolnshire:‘CallConnect’

In Lincolnshire, the fourth most sparsely populajlish county, the County Council has been
developing a strong interurban bus network withdéerural services. A mixture of funding
from the Rural Bus Grant, the Countryside Agenbyg European Commission and the RBC
has contributed to the overall development of fieed responsive services in the area, which
have addressed the need for improved quality antezoence of interchange through an
emphasis on ‘connections management’. Specific REB@ling was used to implement the

software for the DRT services.

Lincolnshire County Council is responsible for maj and day-to-day management, with the
Travel Dispatch Center based in Lincoln City Couinéfices. Vehicles are either leased by the
County Council or owned by the operator. The DRilvises commenced in March 2001, using
a diary system for booking. MobiRouter became damaral in July 2001. Six routes in the
Horncastle, Spilsby and Wragby area were initinlpkable DRT services.

Two of these are known as CallConnect Plus servigbigh are flexible routes that only operate
on demand using eight-seat vehicles and requirenanum of 2 hour advanced booking. The

3 Sources:http://Mmww.wymetro.com/NR/rdonlyres/352F6C77-01948-B5AE-F237B6C769C7/0/923.pdf
http://www.ukbusawards.co.uk/Results07BITC-1
"4 £17m Rural Bus Challenge Fund
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four CallConnect services are semi-fixed, usingséét vehicles. The services are bookable as
door-to-door and also pick up/drop off at known tiree places such as telephone boxes. All
services operate Monday to Saturday and therecapassenger restrictions.

As with other examples of DRT in England, i.e. VafeGloucester, these are replacements for

conventional services although the DRT serviceatiyrémprove accessibility by serving a more

diffuse area and providing a basic hourly Mondag#turday timetable in place of very limited

fixed routes. CallConnect services interchange witink services, branded as InterConnect,
between Lincoln and Skegness.

The response from users has been encouragingsugttess attributed to the extended period of
operation, strong branding and the community-oedmtature of the service. Monthly patronage
on DRT services is around 25% greater than the dorimed route network carried over the
same area. The importance of involving user granphe development of services has been
demonstrated. The County Council has been consml@ther opportunities for integrating the
operations of social services transport and hdaltsts, but subsidy per passenger journey is
around £5 (€6 approx) for CallConnect Plus— emgwagithe need for DRT to become eligible
for BSOG® The InterConnect and CallConnect Plus concepbiar expanded to several trunk
routes: Lincoln-Boston (feeders at Coningsby), 8palKing’s Lynn (Long Sutton and
Holbeach areas), Lincoln-Grimsby (Market Rasen @ator areas) and, in 2004, Mablethorpe-

Boston.

3.9. Accessibility planning in Great Britain

When applying a definition to ‘accessibility plangi it needs to rest on a firm understanding of
the notion of accessibility as well as that of ntigbiThis is because the two concepts have often
been confused and used interchangeably. The twonsatay therefore represent quite different

strategies for how to improve the performance efdbmbined land use and transport system.

75Brake,J. Nelson,J. Wright, S. (2004) p362

® Bus Service Operators’ Grant (BSOG)—which refundsiad 80% of the duty paid on fuel—on the non-fixed
part of the routes
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Accessibility is exemplified in “Two new roads dpeing built to increase accessibility to the
town center.” Consequently, accessibility is gelyrased to refer to the effort, means, or

modes, with which a destination can be reached.

Handy (1993, p.60) distinguished between ‘locall &egional’ accessibility for non-work trips.
Local accessibility was defined as dependent oroXipmity to locally oriented centers of
activity” such as supermarkets, pharmacies and rott@nvenience services. Regional
accessibility was defined with respect to largéy centers and commercial areas associated with

less frequent trips.

In addition, mobility is frequently used in the ¢ext of ‘sustainable mobility’, implying that the
desired amount of movement depends on its enviratahesocial and economic impacts
(Banister & Akerman 2000). In transport planningldgnon et al. (1998, pp. 130-131) identified
that mobility was referred to in three ways: asdaheunt of travel a person carried out, as an
aggregate measure of transport network performandeas a more “perceptual” measure of

choices and ability to travél.

In England the Department for Transport’'s aimiarisport that works for everyondn. order to
achieve this the Department works in partnershth wihers to:

tackle congestion

improve accessibility

reduce casualties

respect the environment

support the economy

The Department for Transport is working with locabknsport authorities, (who have
responsibility for transport in their jurisdictiomther government departments and local bodies
in other sectors to develop in more detail an aibdgy planning process. Accessibility

""Salomon 1. & Mokhtarian P. L. (1998), “What happertseen mobility-inclined market
segments face accessibility-enhanced policigs&hsport Research DVol 3., No. 3., pp.
129-140.
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planning encourages local authorities and othen@ge to assess more systematically whether
people can get to places of work, healthcare fasli education, food shops and other
destinations. Accessibility planning provides th@nfework for transport authorities and other
relevant agencies to work together to develop asld/@r solutions to accessibility problems
depending on the particular needs and prioritiecdl areas. Local transport authorities must
produce a Local Transport Plan while working intparship with others such as local planning
authorities, Primary Care Trusts, Jobcentre Pamsalleducation authorities, local Learning and
Skills Councils and Crime and Disorder Reductiornti@aships. The Department for Transport
has issued guidance on accessibility planning tbaaities that produce Local Transport Plans.
This includes guidance on appropriate data sousoéslocal indicators. Relevant government
departments will also issue guidance on how loeghwisations, including those delivering
welfare to work, learning, transport, land-use plag and leisure services, should be involved

in accessibility planning.

3.9.1. Accessibility planning and Local Transport Rans
The Department has announced in their Social EwrusUnit report 'Making the
Connections®, that accessibility planning will be incorporatétto local authorities’ Local
Transport Plans. This framework aims to help transputhorities and their local partners to
promote social inclusion and accessibility in a enoo-coordinated and systematic manner. The
effectiveness of accessibility planning will relp ¢the partnerships that are developed between
local authority transport planners, land use plasineepresentatives of the key local service
providers. In drawing up Local Transport Plans ¢hare assessments that must be carried out
such as:

An accessibility audit

A resources audit

An action plan

Monitoring

78

http://www.cabinetoffice.gov.uk/media/cabinetoffisecial _exclusion task force/assets/publication871&% 200
6/making transport 2003.pdf

45



England has made available more than £10bn to &ghbrities to support local transport plans
since 2000/01. This has had major impacts on peaptl their communities - improving their
safety, reducing pollution, tackling congestiom\ding better local alternatives to car journeys
and enabling roads to be repaired. The over ridithgantage for introducing Local Transport
Plans is how it facilitates the integrated approsehransport. Sustainable transport can be
achieved through integration across modes, betwhkstriplines and between organisations,
which in turn emphasised the need for strong conityjamd stakeholder involvement and buy-

in.

3.9.2. Integrated Transport Provision

In England, Community Transport Services are pesttansidered even less often than taxis and
PHVs as a form of public transport, yet every yeaer 10 million passengers are served by
more than 100,000 vehicles. These are operatethébenefit of voluntary and community
groups, schools, colleges and local authoritiegpqurovide door-to-door transport for people
who are unable to use other public transport (CZ@03)’° However, for transport to work
within any jurisdiction it must be customer and @mah driven and most importantly, be fully

integrated with other transport modes.

3.9. Identifying Lessons on Transport Provision

In all of the case studies above, but most espedtaigland, the administration of transport is
delivered at regional authority level with the Belglauthorities presently focusing on economic
sustainability (i.e. job creation), and not as muchenvironmental concerns. Therefore, the
socially excluded areas of the population feel lelngled. DRT is a clear way forward for

transport provision, which encompasses InterConaedtCallConnect Plus concepts.

A parallel development worth noting with regardsfuading can be experienced in Scotland,
where the funding streams for the former RTF andr Dittiatives are now absorbed into the
main local government settlement. From that dateall authorities have discretion on whether
they wish to offer funding (and the terms whichlvaipply) to extend existing RTF and DRT

" Department for Transport and Greater Manchestsdd@er Transport Executive (200dtermode: Innovations
in Demand Responsive Transport
http:/imvww.dft.gov.uk/pgr/regional/policy/coll_intmodeinnovationsindeman/intermodefullreport
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projects or to support new funding applicants. Heavethe Scottish Government wish to see
many more DRT services introduced in the future &ade additionally requested local

authorities to honour the Scottish Government’'sding commitments to Rural Community

Transport Initiative (RCTI) projects over the peri2008-11°

There are a number of common denominators fronmtieenational examples outlined above:
All models embraced the very latest technology.
All models were people centered and demand driven.
All models were supported at national level thropghcy and in turn funding.
All models focused strongly on integration and do &ct alone.

All models valued indigenous knowledge.

Matching the size of vehicle to the job requiredmportant when viewing the case studies. The
idea of using a ‘hail and ride’ system where pagsencan board the bus wherever it is safe to
do so, is worthy of mentioning particularly in arsh context where this is noted as an obstacle
to integration. Planning plays a major part in $f@ort provision as customers are required to
book in advance, some the night before some twashiouadvance, but this is vital for planning
timetables, routes, destination times, and intégratith other transport providers such as rail.

3.10 Transport Reduction

It is now generally accepted however that the iaseel dependence on the private car is a major
threat to sustainability and measures are alreadyage increasingly being put in place to reduce
its use. Policy-makers and institutional structucan be a key obstacle to change. The OECD
reports that decision-makers often underestiméteeos’ willingness to restrict their car use

and/or promote public transport by as much as @ffad four to terf* However, in this attempt

80 The Scottish Government, (September 2088hgress through Partnership. Buses for Scot/d8&8N: 978-0-
7559-7009-4

81 OECD (1999), “Social implications of EST", in &@leconomic and social implications of sustainatalesport:
Proceedings from the Ottawa workshop
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to reduce carbon emissions a balance must be dhetvkeen all the pillars of sustainability -

social, economic and environmental.

The development of environmental taxes is at tidreeof a number of different societal trends;
on the one hand, an ongoing policy focus on enwremtal protection; on the other, a greater
reliance on policy instruments other than taxeshss emissions trading, and growing political
pressure to accommodate the volatile oil priceseldyicing taxation of energy, which contributes

some three quarters of revenues from environméantak.

Currently, roughly one euro out of every fifteenregvenue derives from environmental taxes.
Data, however, show that while environmental taxereies have increased considerably,
particularly in the 1990-1994, since 1999 they hbgen on the decline, especially in the euro

area®

The European Union, taken as a whole, is a highataa. In 2006, the last year for which
detailed data is available, the overall tax rafie, the sum of taxes and social security
contributions in the 27 Member States (EU 27) antediio 39.9 % of GDP (in the weighted
average); this value is about 12 percentage palnise those recorded in the United States and
Japan. The EU tax-to-GDP ratio is high not only pamed with these two countries but in
general; amongst the major non-European OECD menbaly New Zealand has a ratio that
exceeds 35 per cent of GDP. However Ireland's &iog are over seven points below the
weighted EU 27 average. At 32.6 %, the total taxGIOP ratio in Ireland (including social
security contributions) is the seventh lowest i thhion and the second lowest in the euro zone.

However, this ratio has shown a significant upwaedd since 2002.

The appropriateness of taxes as an instrumentlircieg car ownership and dependency is open
to debate and is certainly difficult to achievahe absence of alternatives. Fiscal measures exist
in all countries in the world but their primary eois to generate a source of revenue for their
respective governments and not for addressing sssueh as greenhouse gases, traffic

8Eurostat Statistical Yearbook (2008), Taxation Tiein the European Union”,
http://ec.europa.eu/taxation _customs/resourcesiets/taxation/gen_info/economic_analysis/tax_sires/Stru
ctures2008.pdf
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congestion and social disadvantage. Within the geaa Union individual countries have to
adhere to the overall policy as laid down by then@ussion and as such have to seek approval
or derogations in order to introduce new fiscal sugas. EU Taxation Commissioner Laszlé
Kovacs, commenting on a proposal by the Hungariarigtty of Finance to cut excise duties on
fuel as the current level is higher than what isgaltory at EU level, stated he had had no choice
but to refuse it, referring to legislative and pylobstacle§® Taxation has its constraints but as a
measure to reducing transport it can have an img@édttiough such taxes have the potential of

creating unforeseen and undesired impacts to tgmal design of the tax.

Policy-makers need to consider the broader secoihiimacroeconomic context of any subsidy.
Removal of subsidies, without looking at their @xtt could have the opposite effect to what
was intended. For instance, removing subsidiesibbigtransit would most likely have negative
environmental results, as it would likely increabe use of private cars, with negative net

impacts on the environmefit.

This view copper fastens Irish Rural Link’s viewatlthe rural proofing of policies is essential.
Irish Rural Link believe that there is an urgen¢éahéo use a set of criteria and measurements that
will allow policy makers to comprehensively examiard identify rural poverty and social
exclusion and ultimately develop specific solutifhdn principle the Irish government is
committed to the “rural proofing” of all nationablicies so as to ensure that policy makers are
aware of the likely impact of policy proposals oheteconomic, social, cultural and
environmental well-being of rural communitisThis is outlined in the Department of the
Taoiseach’s ‘Cabinet Handbook’. However, it rarelycurs in practice and Irish Rural Link

believe the full implementation of this policy ig&ority.

8 Green Budget News No. 20 — 9/2008 [www.euractimcduly 18th 2008]

84 0ECD (2008), “Environmentally Harmful Subsidiedtire Transport Sector”,
http://www.olis.oecd.org/olis/2007doc.nsf/LinkTo/RA005D5A/$FILE/JT03242218.PDF

85 Irish Rural Link (2005), Consultation on pregtemm of Ireland’s National Action Plan against Bdy and
Social Exclusion 2006-2008

8 White Paper on Rural Development, 1999
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The OECD has classified greenhouse mitigation nreasato three categories:
Improvements in fuel efficiency
Traffic demand management

Alternative fuels and technologies

It is generally accepted that taxation will fornrtpaf this mix and as such the OECD list can be
further broken down into categories such as:

Consumer information

Encouraging modal shift

Taxes (both vehicle and fuel)

Road charges and tolls

Alternative fuels incentive.

3.10.1 Use of Tax in other Countries

Purchases Tax

The following extracts were taken from tleuropean Perspectives on a new Fiscal Framework
for Transport’® Car purchases in the EU are subject to Value AdBex (VAT), with this
applied at the rates of between 15% and 25% (Vamtandenet al 2000). In Italy VAT is
charged at 19% on cars with an engine capacitgss than 2,000cc (2,500cc for diesels), and at
38% above this threshold.

In addition to VAT, most EU states have a spea#c purchase tax, with the UK and Germany
being notable exceptions. The UK had a 10 percamtRtirchase Tax until 1992 when it was

replaced by the UK policy for high fuel duty.

In Belgium, car purchase tax is graded finely adeay to the power of the car, and in Finland
there is a reduction for low emission vehicles.tlhe Netherlands car purchase tax is 45.2
percent. This may seem high (although at 105 pérBemmark’s is higher), but there are

counterbalancing fixed allowances of €1,540 forgdeand LPG cars, €580 for diesel cars and

87 Potter, S., Lane, B., Parkhurst, Guropean Perspectives on a new Fiscal FrameworK fansport
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other allowances for cleaner vehicles. This fix¢éldveance cuts the charge significantly for

smaller and more fuel-efficient cars and raisegtiee of larger and less fuel-efficient vehicles.

In France, a ‘freebate’ is granted for the purchaEsenew car when its CO? emissions are below
130 g/km. The maximum premium is €5,000 (below @&mg. A “super-bonus” of €300 is
granted when a car of at least 15 years old ippexh simultaneously. A tax is payable for the
purchase of a car when its CO? emissions exceedgllé. The maximum tax amounts to
€2,600 (above 250 g/km). The different threshol@sstrengthened by 5g/km every two years.
The regional tax on registration certificates isdgh on horsepower, which factors in CO?

emissions®

Annual Registration Tax

All EU countries have a graded annual registrafmn‘circulation’) tax entitling owners to use
the public highway. It is often varied by engineesbr power of a car, but some nations have
implemented an eco-reform to this tax. In Denmadhe tax varies with fuel consumption,
whereas Germany links tax liability directly to tl®iro emission standards, with the least
polluting car paying only 20 percent of the ratele most polluting car. However, the overall

tax is so low (about €50 per car) that its impactar choice is negligible.

For cars registered from 2001, the UK has adopt€®aemission-based system in four bands
(A-D). In 2003, two further bands were added fonMew CO? emission vehicles, with a charge
range of £55 - £165. The slightly different dieartl alternative fuels charges are to reflect air
quality differences. A similar system has also bedroduced for HGVs, with seven charge

bands according to emissions and amount of road wgesed.

Tax on vehicle usage.
Tax on fuel is the main fiscal measure in use imynBU states. There are lower tax rates for

cleaner ‘alternative’ fuels in many EU states aache Scandinavian countries have introduced

88 European Automobile Manufacturers’ Association.
http://www.acea.be/images/uploads/files/200902022 Géx_overview.pdf
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CO? tax as well as fuel duty. In Belgium theredsroad fuel duty on LP& and Natural Gas. In
Denmark, LPG is taxed at a very low rate (6% ot tifaunleaded petrol), but they have a CO?

tax as well as excise duty on road fuels.

Finland also has a CO? tax. In the Netherlandsetldifferent types of tax apply to fuel: the
excise duty, an environmental tax, and a tax onstioek to finance emergency stockpiles.

Germany taxes LPG and natural gas, but at a loaterthan for petrol and diesel.

The UK had adopted a policy to raise fuel dutiée (Fuel Duty Escalator’). This began under
the Conservative government’s 1993 Budget as ameajatribution by the government towards
the reduction of carbon dioxide emissions. Withirs tgeneral policy of raising fuel tax there
have also been measures to favour cleaner roasptarfuels, particularly in providing a duty
differential between gaseous fuels (CNG and LP@) petrol and diesel. This differential was
retained when, following blockages of oil refinariey lorry drivers and farmers in 2000, petrol
and diesel duty was cut and the Fuel Duty Escafaibcy abandoned.

Taxes and charges on using road space include efmichpel tolls, road tolls and
cordon/congestion charging in city centres. Bridgd tunnel tolls are commonplace, with road
tolls (usually only for motorways) used in many BEtdtes. In general, these are not related to the
environmental performance of a vehicle, but theyl@¢de reconfigured to take this into account.
City centre congestion charging is one of the new tax measures specifically designed to
manage traffic and address environmental aimsadtbdeen introduced in three Norwegian cities
and in Durham and London in the UK. The London sahéncludes an exemption for cleaner

fuel vehicles and has led to an increase in thethmse and use.

3.11. Identifying lessons on Transport Reduction
Within the European Union (EU), the role of theaiaan system in managing transport demand

has been the subject of a number of policy devetpnmeports. Typical of these is the European

% Liquefied petroleum gas (also called LPG, GPLG4#, or autogas) is a mixture of hydrocarbon gased as a
fuel in heating appliances and vehicles.
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Council of Ministers Transport repoftnhternalising the Social Costs of Transpo(ECMT,

1997¥°, which advocates a synergistic mix of taxation enarging instruments.

Broadly the view is taken that a carefully desigmect of various economic instruments and
regulations is needed to achieve political acceygaand practicality. Fiscal measures for
international best practice in transport reductadhunder the following headings:

Differential fuel taxation

Differential vehicle taxation

Tax allowance for new vehicle

Carbon taxation

Emission fees

Fuel taxes

Congestion charges

Parking charges

Subsidies for less polluting modes

They all are applied in different variants and ififedent degrees in all of the countries examined.
However, it is difficult to do a direct correlatido rural transport reduction as all taxes tend to
have an urban bias. Reduction measures must berpimaed and supported by provision
measures - if one is to be charged or penalisedidorg their car they are provided with an
alternative and thereby have the freedom of choitlee largest obstacle to transport reduction
measures in rural Ireland lies in the absence gfsastainable transport service. Consideration
of impacts of road-space taxes must also be matleegscan, as in the case of Ireland’s M50,
add to congestion. There is a danger of a bacldashresult of the perception of paying for the
road twice as motorists have already paid roadsiacmime tax. As already pointed out the
examples above are ‘urban based measures’ to {amt of transport reduction and rural
motorists will argue that they will suffer disprapionately as there is no alternative to the use of

the private car.

%0 European Council of Ministers of Transport (199@)ernalising the Social Costs of Transport
Paris, OECD
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3.12. Conclusion

Transport is a very complicated issue and easlily vathin Rittel and Webber's definition of a
‘wicked’ problem. By this they mean ‘there are mahfferent angles to view the problem from
and little consensus about the best way to view ithere is a lack of agreement about the best

way to solve the problem ... and the problems iwiae with other problems*

After considering the complex nature of rural araasd the positive and negative role of the
private car it was deduced that a two pronged amprdo the development of a sustainable rural
transport policy may be the most appropriate wawéod. This chapter, through highlighting

transport provision and reduction measures, hagaged a taste of how this may be advanced.

This innovative approach is at a very early staggraquires further research.

91Rittel and Webber in Bryson, J. and Crosby, B.299Q),Leadership for the Common Good: Tackling Public
Problems in a Shared Power Warl8an Francisco, Jossey Bass
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4.Focus Group Findings
4.0. Focus group on Rural Transport in Ireland

As part of this research and in light of the deathnformation on the current state of rural
transport provision in Ireland it was consideredassary to conduct a focus group with key
stakeholders. Representatives from across thergpeof relevant stakeholders were invited to
attend.

Present:

Seamus Boland, CEO Irish Rural Link

Vincent Nally, Irish Rural Link

Fintan McCabe, Researcher for Irish Rural Link
Louise J. Weir, UCC project advisor

James Nix, a barrister and a specialist in trangpaicy

Vanessa Coffey, RTP Research Officer, Pobal

Miriam Mc Kenna, Meath Accessible Transport Ltd.

Dr Lisa Ryan, Director of Research, Comhar

Denis Mc Gowan, Department of Community, Rural &akltacht Affairs

Noreen Coughlan, Customer Information Developmeanager, Bus Eireann

Cora Collins, Chief Executive of the Coach Tourana Transport Council of Ireland

A representative from the Department of Transpas wnable to attend.
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4.1. Purpose of the focus group:

There were a number of objectives for the focusigro
To gather information
To initiate discussion and debate
To ascertain stakeholder opinion of perceived gayasobstacles to their service
To facilitate and record stakeholder identificatafipotential solutions

To record stakeholder reaction to proposed policies
4.2. Format of the session

The theme of the day was opened with a presentationrural transport. This was followed by

a chaired, semi-structured, round table discussion.
The main points of this presentation included:

Rural transport is a complex issue

There are a number of transport providers in thaty

The Rural Transport Programme represents the Gmertis approach to the provision
of rural transport

The RTPs are community driven

The RTPs (previously RTIs) to date were seen aggbery successful under their terms
of reference

The ordinary person however does not see the tuaalsport service as a viable
alternative

Much of the policies affecting the sector are gaeerfrom Brussels

Very little data exists on rural transport

Data on the sector is out of date, and this chg#les exasperated by the huge changes
taking place in a very short time frame in recénet

No one is measuring the consequences of this clemt)és effects

%2 Presentation included in Appendices
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The objective of this research is to gather exgstiata on rural transport in Ireland with

future research areas being proposed.

4.3. Key themes and issues

The key themes and issues that emerged from thg gian be broadly grouped under the

following headings.

PROVISION

OBSTACLES

MEASURES/SOLUTIONS

ISSUES

Those involved in

the provision of

Funding:

Lack of funding to

Tailor the size of the fleet to

specific needs — more cost

Rural transport

will always be

rural transport all efficient uneconomic
recognised all providers
limitations in their
Pool of resources
rvic . .
sefrvices being diluted
(Louth)
CIE require Duplication of Develop a best practice: Transport
permission on any | services reduction will be a
. Interrogate other models -
alteration or challenge
. . Urban and rural
introduction of
services from the Need to assess the
Opportunity to use RTP in Cq ‘impact any carbon
Department of
Louth ,
tax will have on
Transport
Park and ride facilities rural dwellers -a
comprehensive
rural transport
service was seen :
a prerequisite to
dealing with this
challenge
Lack of co- Greater role for the Disability
ordination community car provision a priority|

D

1S
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No monitoring of

services-

In the instance of a

failed service there

Poor and lack of

communication

Gather relevant and

comprehensive data

Develop a rural or national

research unit within the

Research required
on the impacts of
climate change for

rural areas and

inhabitants
is no detection and Department of Transport
hence no remedial
measures taken
The Department of | Lack of data on- | Integration of services-should An all Island

Community, Rural
and Gaeltacht
Affairs have been
supportive of seven
pilot projects
historically and see
the importance of
rural areas having
an effective
transport service.
The Department is
presently at a
review stage in its
evaluation of the

‘Night Service’

current providers,
rural dwellers
opinion/
satisfaction; user
needs, rural
transport
behaviour, impacts
of polices and
linked issues e.g.

freight

be lead by the Department of

Transport

strategy should be

investigated

Legislation —
constricting and

inconsistent

Delivery and management —

role for local authorities

Rural proofing is
imperative going

forward

Conflicting policies

Integration of services —
without displacement of

existing services

Rural proofing
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5.Summary Findings and Recommendations

5.0. Introduction

This report set out to provide a clear accountusfent trends in rural transport based on
available literature and data sources. Based aniriformation this Chapter will provide

a range of recommendations over the short, medndriang term.

5.1. Summary of Findings

This report acknowledges the proactive role natigoaernment plays in signing up to
the principles under the Kyoto Protocol, which &sga limit in greenhouse gas
emissions by 13% above 1990 levels. Although Kysigned as far back as 1997 has not
materialised into reduction in greenhouse gaseknd has not taken adequate response
to the changes needed for many reasons. Rapid moogoowth also brought an increase
in emissions to 25.5% above the agreed base yéas.réport showed the importance
placed on transport as a means of addressing soa@hision but it also showed the need
for change in personal behaviour towards achiewuastainable rural transport. This
cannot be achieved without the commitment of gowvemt policy which can be seen in

case studies given from international best practice

This report took as its starting point that rurahsport should be set within the broader
context of sustainability. Data has shown thatdhe a very high trip rate in rural areas
and that the primary mode of transport is the peixcar. This is a result of a complex set
of mixtures such as peripherality, low density dapplation, declining and more
centralised services and very little alternativegeirms of public transport. Due to this
dependency on the private car, transport playgm@fgiant role in the economic, social

and environmental viability of rural areas and Fe@mmunities.

Ireland is not unique in the profile of its rurakas. Most other countries experience the
same challenges. Therefore, this report provideeveew of approaches taken in other

countries in order to develop models of best ptadm transport provision and transport



reduction, giving examples of achievements madaeir respective rural areas. Lessons

from these case studies were identified with tihe @fi producing a best practice.

Travel demand issues such as integration, goveenamz land use planning are critical
factors in examining mobility policy and sustairalbfavel in rural areas. The UK has
recognised the economic value of a sustainablé marasport network, illustrated by its

emphasis on accessibility planning. Part of Irdilamuandary regarding sustainable
rural transport lies in the lack of integrationweén policies. A prime example of poor
integration, governance and land use planningagtienomenon of urban sprawl (shown
clearly by the Census data). This is where citles Dublin, Cork, Galway and Limerick

have been allowed to spread out with the proliferadf thousands of one-off housing in

areas with no local centers or facilities and wiresedents have a daily commute of one,
two or three hours to get to work in the town Aottenter. So, while one area of
Government wishes to reduce carbon emissions arefgencosts, and another

Department wishes to improve transport links inefficient and low cost manner, other
areas of Local and National Government allow seitiet policies that run directly

counter to the first two aims. Such lack of intéigna across Government Departments
and their policies and programmes is at the hdatieoproblem. To leave the status quo
untouched while trying to implement a rural trangEzheme to help build and sustain
rural communities becomes more and more inefficsamt energy hungry and more and

more unsustainable.

It can be concluded from this report that Irelarefort to achieve sustainability in rural
transport has developed from a narrow focus to gedsocial exclusion. This report
reveals that rural transport throughout Europe ggpveople the basic right to freedom of
mobility, a right that does not disadvantage petygleause of where they live. However,
McDonagl? states in his view on rural transport that “Susthle development is the
essential idea around which rural transport shdiddorganised, but the concept is

notoriously slippery and has been used to jushié/luilding of more roads (for instance)

93 Cited in Comhar seminar: Rural transport and sae@lision by Thomas Legge, 2 October 2007
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that do little or nothing to improve mobility, agsgbility, quality of life or balanced
regional development”. When we observe rural trartspith a view to addressing its
challenges, it is necessary to view it from a measuperspective of social,
environmental and economic sustainability viewpmirt this review, one can make the
distinction that environmental sustainability is shat threat due to over reliance on
private car usage in the absence of a viable altwentransport model. Nationally and
internationally policies have been agreed to redumissions and mitigation measures are
being pursued. The OECD has classified greenhousigation measures into three
categories:

Improvements in fuel efficiency,

Traffic demand management,

Alternative fuels and technologies.

It is generally accepted that to achieve envirortalesustainability we need:
Cleaner vehicles
A reduction in the number of vehicles needed twidl® adequate rural transport

Incentives to encourage people to drive less.

The OECD further breaks this down into categonehsas:
Consumer information
Encouraging modal shift
Taxes: (on Vehicles and Fuels)
Road charges and tolls

Alternative fuels incentives

To meet international and national agreements artkvelop sustainable rural transport
a combination of these measures are being condiderantroduction in rural Ireland.

These are necessary and if implemented over th&, shedium and long term could lead
to sustainable rural transport. However, as tport has found, the complexity of rural

transport issues in Ireland may result in an umddspolicy outcome if such measures
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were put in place without additional policy measur&his report has identified a number

of challenges and obstacles that must be addrésdect other measures are put in place.

5.2 Summary of challenges and obstacles
This report has found that rural transport in Inelas faced with a number of challenges

and obstacles, namely
No national rural transport policy
No national rural public transport service
Lack of funding
Lack of coordination of existing services
Lack of integration of existing services
No responsible authority for the coordination olivaey of rural transport
No best practice to inform rural transport provsar reduction
Current legislation

Lack of data

Considering the complexity of the situation and thederlying necessity to reduce

emissions this report reviewerbduction and provision measures used in other

countries.

Reduction Provision

Differential fuel taxation Use of high spec teclomy
Differential vehicle taxation Models were peoplatszed
Tax allowance for new vehicles Demand responsivdaiso
Carbon taxation Funded

Emission fees National Policy

Fuel taxes Integration and co-ordination of sewice
Congestion charges Information and Marketing
Parking charges Governance

Subsidies for less polluting modes
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In order to achieve sustainable rural transportauadd undesirable outcomes, this report
considers that a two-pronged approach to ruralsprart is necessary. There should be
measures that encourage reductidrcar use and journeys made but equally important
there must be options provided as an alternativansi¢o the use of the private car i.e.
provision of alternative modes. The table abovarsarises measures of reduction and

provision that were employed in other countries.

Following on from this the report proposes a nunddeecommendations.

5.3. Recommendations

There is a need to develop a national sustainalosd transport policy. Once this is in
place a more concerted effort to achieving sudtéenaural transport can be achieved
through short, medium and long-term measures. &metuand provision measures must

form part of each timeframe.

SHORT MEDIUM LONG-TERM

Provision of information Investigate options foet | Delivery of a sustainable
delivery of sustainable public transport service fofr
public transport in rural | all rural areas

areas

Integrate existing services Legislation Fiscal meas

Stakeholder collaboration| Cross sectoral policy | National Transport

integration Research Centre

Rural proofing National policy for

alternatives

Mobility management

plans

Research
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5.4. SHORT TERM

Information

There is very little information of the servicesatldo exist. There is a need to improve
awareness of these services and provide updatethbies in the areas where they exist.
Integrated timetables with information of conneefido other services is also required.
Evidence from the West Yorkshire model in Englatdhgpter 3) showed that with an
increase of information the use of public transpodreased its passenger numbers
eightfold. Information (real-time information) cdoe a very effective tool towards

encouraging modal shift when it includes training.
In addition to this there will be a need to addrpseple’s attitude to the use of public
transport. There is a need for an all island emwirental awareness campaign on

transport which informs the motorist as to alteineatar usage such as car sharing etc.

Rural proofing

In its compilation, this report has highlighted ttharal transport is a complex issue. Not
only does rural transport have direct issues (iatian to its delivery) it is also affected
indirectly by other policies, e.g. education, pleugn health. Therefore, in addressing the
issue of rural transport the impact of other pesamust be considered. Rural proofing as
espoused in the White Paper on Rural Developmest bwienacted; otherwise policies
outside the direct remit of transport may in facdermine the sustainability of rural

transport.

There are significant constraints in developing ngelicies to stimulate economic
activities in rural areas and the lack of ‘rurabqfing' of policies increases further the
chasm in terms of environmental, economic and $awmhesion within and between

regions. Some means of reconciling existing cotsflis needed.
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Integrate existing services

At present there is very little integration of piehiransport services in rural areas. This
leads to the perception that journeys on publicpart are untenable. It is necessary to
gather this information to provide for passengdormation but also in order to avoid
duplication of services, fill gaps in services amtimately provide a more efficient

transport service.

Other measures include the need to provide apptepicilities, such as
Bus stops with timetable information

Park and Ride facilities

A missed opportunity exists in providing parkingsps for cars in rural areas where they
join with commuter bus routes. Owners presentlk plaeir cars along the side of public
roads until their return in the evening. These su@a frequently poorly lit and thus are
very dangerous. It should be the remit of the l@eghority to provide a safe, off road,
parking area. However, with the aid of rural depat@nt funding known as LEADER,
private landowners could be encouraged to provideh sa service, encompassing

conveniences such as information on times and kmraices.

Mobility Management Plans

Work Place planshould be mandatory for places of employment imlrareas
and for those employment centres that have a remgbloyment base. This
requires companies to produce plans with their eygdds as how best to use
public transport. Possible incentives for this iative, where services are
available, could involve companies not receiving tdlowances on cars i.e.
depreciation. Instead tax incentives should bergyior public transport use.
Schools and sports activities plaimilar to work place plans, school and sports

and activity plans are needed. School parent essmciand sports clubs would
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produce a plan as to how children would get ‘to &min’ particular events

without the over duplication of car use.

One of the primary trip producers is the schogb.tThis is an issue that must be
addressed. Current policy measures to reducedialaaid for school buses have had an
unintended outcome. The recent school bus budgstdoubled the fee for its use in
some circumstances. This has forced parents witle th@an one child to rethink the cost
of the bus fees and possibly forcing them to téeedar. This system does nothing to
encourage public transport. The Department haveenpagents aware that this is not a
door to door service, again forcing parents tothe@ car to join with the bus. There is a
need to investigate the delivery of this service.highlighted in Chapter Three there has
been much success in revising the size of busesleed the concept of car pooling that
are used in particular areas and for particulactions. At present large 52 seater buses

with very low occupancy rates are being used fordkrvice.

Stakeholder collaboration

There are a number of transport providers in rarabs. However, there is very little
collaboration among the providers. This has ledampetition, duplication of services,
lack of coordinated services, disharmonious refati@and ultimately a process of
undermining all transport providers. It is imperatthat a process of collaboration is

initiated.

Research

The most significant finding in this review was thistinct lack of data on rural transport.
While transport is constantly cited as a major fobin rural areas the details of

transport behaviour, supply and demand and infoamatf existing services is absent.

This report highlighted a significant lack of dataadequately inform the formulation of

a rural transport policy. Gaps in data include:
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Mobility and accessibility levels of rural resident
Settlement patterns

Transport needs, demands, behaviour
Transport providers

Services and facilities

Barriers to provision

Interconnections with urban environments
Potential of expanding urban services

Potential impacts of proposed policies

Before any measures, either reduction or provisame, advanced these gaps in data
should be filled.

5.5. MEDIUM TERM

Legislation

Regulatory Policy / Transport Act

The monopoly which Bus Eireann presently enjoydatbe termed as an anticompetitive
policy stance by the Department of Transport. ¢kéaa foundation both in economics
and in the market for bus services. The Departna¢éniransport needs to open real
debate on the need to deregulate the bus markeasé could be made as to the need for
subvention to Bus Eireann in a rural equation ghtliof the recent EU public service
obligation policy coming into being. Evidently tleeis need to update Ireland’s Transport
Act and to this end rural areas need to be ackrdgpel@ for the valuable contribution it

makes to the economy in general.
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Transport requires:
More competition — allowing for an even playingdi¢o tender for route licences
Recognition as to the competitive advantage bigdpeyators have in tendering
for route licences - being mindful that companig® IBus Eireann are well
established and therefore can use ‘economies t&f 4odheir advantage.
Increased transparency in the relationship betweenDepartment of Transport
and Bus Eireann.
Procedures to insure that no transport providenscbarry pick profitable routes —
preserving the concept of public service obliga{l8§0).
A change in the law that governs taxis - at pregastillegal for a taxi driver to

collect several passengers along a single jourmgg r

Car-pooling

Car sharing / Car-pooling — further investigation of this practice is necessary

However, for it to be successful the issue of inaae too must be addressed. Private car
insurance does not cover for ‘hire or reward’. Thiakes drivers apprehensive about

sharing their journeys. If this could be resohiedvould allow for more use of the

community car approach to rural transport demand.

New Cars

Ireland has one of the highest taxes when it cotnagbe purchase of new cars. This
Vehicle Registration Tax (VRT) should be adjuste@nsure it does not increase the cost
of safety and environmental equipment fitted tosc&ural areas, because of the poor

guality of many rural roads, would benefit fromstldievelopment.
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Policy

Sustainable settlement patterns are necessargl@r tw have a viable passenger base for
public transport. Therefore, there is a need tonstler the various elements of policies
that affect rural areas e.g. rural developmentcgpNational Spatial Strategy, transport
policy, environmental policy and health policy. &chieve sustainable travel patterns in
rural areas there is a need to create sustainatslecommunities. This has implications
for Spatial Planning policies and the location efvices (for example the location of
health services are outside the remit of typicanplng policies) that are provided in
rural areas. In addition to this, funding stra¢sgio support policies need to be aligned.
For example, Transport 21 needs to be aligned tmiNa&, Regional and Local planning

strategies,

5.5.1. INVESTIGATE OPTIONS FOR THE DELIVERY OF SUST AINABLE
TRANSPORT IN RURAL AREAS

This report has highlighted that at present trgatlerns in rural areas are unsustainable.
In addition to this it has highlighted that curremé¢asures to provide public transport are
piecemeal, inefficient and inadequate. It is tfeeee necessary to consider what form

public transport provision should take.

Option 1
Review remit of the Rural Transport Programme

At present the Rural Transport Programme represigtsonly concerted measure of
providing public transport in rural areas. Howevemile this Programme has been
successful in the remit it was set (increasing aoeiclusion) it cannot be seen as a
response to unsustainable travel patterns in rar@hs in its current form. As the
Programme has already established links, netwaonkishes proven capacity it may be

possible to reconfigure the remit and deliveryro$ Programme.

% These options must be developed post the colfeatinl analysis of the missing data outlined in this
chapter.
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Two possible approaches:

1. Increase funding
This could be used to facilitate the potential @ase of groups and thereby geographical
coverage. At present increased funding only faatds the opportunity for groups to
expand that group’s geographical coverage.

2. Expand its remit

A method of getting areas covered (The RTI recaghithat communities may be best
placed to identify their needs however not all ardeave the capacity to make
submissions; perhaps the RTP could work with @harto make submissions etc.)

0 Expand remit to provide transport provision forakas and all users

0 Increase its funding

0 Monitoring of services and needs in its areas

o0 Develop a legal framework for the RTP, which allowvi compete with

other service providers but keeping its non-prsthttus in place.

The Programme would benefit from the increasedofiEmand Responsive Transport/
telematics. It is found from both the focus gronp arevious research that not many of
the rural transport services throughout Irelantisetithe use of Demand Responsive
Transport / telematics. Some counties use theagijmn of telematics in public /
community transport areas but these are "low-tacl'don’t cross-pollinate between

other service providers.

It was found in Chapter Three that the use of tal&rs is very effective when integrating
passengers and service providers. Transport opgratoural areas have the comparative
advantage of being familiar with a wide area. Mer¥ooperators of on-demand systems
often know where their customers live and are &bléeliver a vehicle to their place of
residence or very close to it, within a specifiedet frame. These characteristics are

similar to the requirements of a door-to-door detwservice.
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A spin off from the successful use of telematicsldde the delivery or pickup of goods
from store-to-door. New generations of shoppersy etder online, require that delivery
times are kept relatively short. Every measure khba exploited to the introduction of
new technologies in rural areas. This must inclaghzovision for training of the users in

both transportation providers and passengers.

Option 2

The Rural Transport Initiative (now Rural TranspBrogramme) was established as a
pilot programme to investigate the potential of jputransport provision in the reduction
of social exclusion. This pilot proved that th@ysion of such a service reduces social
exclusion but additionally during this process sas models of delivery emerged. This
report also identified other models of deliveryhapter Three provided many lessons for
the provision of effective and efficient publicrisport.

Vehicle type and size were appropriate to purposeasea

All models embraced the very latest technology.

All models were people centered and demand driven.

All models were supported at national level throagequate policy and funding.

All models focused strongly on integration and do &ct alone.

All models valued indigenous knowledge.

It is now time to learn the lessons from the vasiooodels of delivery. The following
exploratory questions could lead to the most apjatgpdelivery mechanism:

What models worked best and why?

What models did not work and why?

In what type of areas did the projects work best?

Did area type and model type differ?

What type of management system worked best and why?
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It is envisaged that the findings of this investiga would result in a rural transport
typology (Weir, 2008).

Using this typologythis research would propose the use of a pilotgt@rea to develop
and implement a new model for rural transport. tHis instance the model delivered
would be based on the area and its population’si;i€Eo achieve this, the following
steps are required:

Build on the rural typology methodology developedresearch papers of the

National Spatial Strategy

Area selection (a rurdype)

Area analysis (population profile; settlement patde employment centres;

service centres; urban connections)

Travel patterns and behaviour

Review of existing services

Review of models (national and international) opydation needs

Implement a pilot model - with appropriate suppareasures (information,

timetables etc.
Ultimately it would be envisaged to develop ruransport models based on rural type
This approach offers a focused, concerted and igabla (social, economic and
environmental) approach to addressing rural tramspo

5.6. LONG TERM

Delivery of a sustainable public transport servifta all rural areas

Following the steps taken over the short and medemn (review of existing services;
research of behaviour and needs; models etc.) auldhbe expected to provide a

sustainable public transport service for all ra@as.
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Fiscal Measures

This report emphasised the importance of sustdihalaind the significant role of
transport within this setting. It was acknowleddbdt action is required to address the
unsustainable travel patterns of existing trendsural areas. Therefore it will be
necessary if short and medium term measures dabaie these trends to introduce the

appropriate fiscal measures.

National Transport Research Centre

This report highlighted the complexity of rural aseand the dependency on the private
car concluding that much more research is requibefbre alternative measures are
introduced or resources allocated. Therefore doissidered that a National Transport
Research Centre should be established. Its reouitdinclude:

1. Co-ordination & Integration of Information
Co-ordination & Integration of Services
Promotion of Services & Information

Quality Assurance

o M D

Research and Development.

National Policy for Alternatives

Increasing research is providing evidence for ndterraative ways to fuel transport
vehicles. As such there will be a need to developak island policy on alternative
transport fuels, which will develop the “governmisrglectric vehicles national policy”
as announced in November 2008. Based on resegtdmd needs to determine whether
electrically powered vehicles, hydrogen fuel cehicles or vehicles run on biomass are
best suited to our circumstances. The next stép develop the infrastructure to support
the development and rollout of such a policy. Enghahould be placed on providing
the maximum opportunities to distribute economitivéy in rural communities. This
may perhaps be achieved by micro wind electricéyeagation in the case of electric

vehicles or wind generation to provide hydrogeaashmunity or farm level.
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The potential use of rail deserves further invedtim. Goodwin (1994} states,

“Building more roads, though often advocated, isvnoewed as futile. Since the early
1990s research has shown that road building largslylts in yet more traffic, congestion
and economic inefficiency, as well as it simply rfgeieconomically impossible to

accommodate the pent up desire for car use growth”.

5.7. Conclusion

This report provided a review of existing literauon the state of rural transport in
Ireland. It has shown that rural transport indrel is a complex set of relations. Rural
transport in Ireland is predominantly based on phgate car and in this form rural
transport in Ireland is environmentally unsustaleatHowever, as this and other studies
have shown, due to the lack of alternatives, tbrsnfof rural transport is part of the
social and economic fabric of sustainable rural mamities. Therefore the challenge of
achieving sustainable transport in rural Irelanes lin trying to balance the social,

economic and environmental elements of rural trartsp

The core issue faced by policy makers involveduiralrtransport centres on the absolute
necessity of having a car. Even in less isolatedl rareas the car is essential. This
dependency derives from a lack of viable altermatimodes of transport (public
transport). At present rural public transport (esing some direct Bus Eireann routes) is
defined by the 34 local community run transportiatives in operation. Their remit is
largely aimed at people reliant on welfare allovemand who are generally happy with
what is often a limited service. While it may k&ractive to persuade people to abandon
the car by the imposition of punitive taxationisiinlikely to change the driving habits of
people who cannot avail of any other choice. sailt of taxation without real transport
alternatives will be to increase the general ecaadmrden on everyone at a time when
their income is threatened in other ways, or fopeeple to remain confined to their
homes because of affordability issues. If sustdéneural transport is about reducing car
mileage because emissions must come down, thenayhiens must be developed.

% Goodwin, P.B., (1994): Traffic Growth and the Dyriesof Sustainable Transport Policies, Transport
Studies Unit, Oxford University.
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This report set out a number of recommendationsftom the delivery of sustainable
rural transport. As an immediate step it is neags$o research, outline and enact a
national sustainable rural transport policy. Otigg is in place it will provide a focus for

the required actions.

The recommendations include measures to reducaehd to travel which may also

reduce the use of the private car.

Provision of Information | Investigate options for th| Delivery of a sustainabl

42

=

delivery of sustainabl{ public transport service fg

public transport in rurg all rural areas

areas

Integrate existing serviceg Legislation Fiscal measures

Stakeholder collaboration| Cross  sectoral  polic] National Transport
integration Research Centre

Rural proofing National policy for

alternatives

Mobility managemen

plans

Research

In terms of a delivery of alternative transportstnéport proposes the development of a
Rural Transport Typology that is an area basedcsubr.

Using this typology this research proposes a pitets project to develop and implement
a new model for rural transport. In this instante tmodel delivered would be based on
the area and its population’s needs. To achiegettine following steps are required:
Build on the rural typology methodology developedresearch papers of the
National Spatial Strategy

Area selection (a rurdype)
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Area analysis (population profile; settlement patde employment centres;
service centres; urban connections)

Travel patterns and behaviour

Review of existing services

Review of models (national and international) tpylation needs

Implement the model (with appropriate support mess@nformation, timetables
etc)

This report has provided a review of existing ateire on rural transport in Ireland.
While a lack of information on specific detail waise of the main findings it also found
evidence that there is an increased awarenessralf transport issues. This report
provides a strong foundation from which future sesh can be developed which will, for
the first time, provide evidence based researcimftrm the policy process. This can
then result in the realisation of sustainable rtreaisport.
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Appendix 1

Presentation to Focus Group, November 2008

20-11-08

« Current providers

#" $%
« Coverage
& « Obstacles
(
« Policies * NDP
— (those underpinning/ effecting sustainable rural « NSS

transport NDP etc. +
— proposed policies fuel duty etc.. Fiscal measures)
« Rural Sustainability
— Social inclusion (access to services)
— Environment (excessive use of car)
— Economic (jobs, indigenous enterprise etc)

« White Paper on Rural Dev

« National Transport Policy (Transport 21)
« RTP (formerly RTI)

« Climate change
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« Social inclusion (access to essential services)

« Environment (excessive use of cars).

« Economic (jobs, indigenous enterprise)

National Development Plan
“...at the end of this Plan wherever you live ... in a

county town or a rural area, you, your children ...

can look forward to a better quality of life in a
sustainable environment with a progressive and
dynamic economy and society” (NDP 2007-2013
p.14)

¢ Transport Provisionc{se studigs

« Transport Reductioreg. Accessibility planning,
fiscal measures.)
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