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EXECUTIVE SUMMARY

Executive summary

Key messages

Accessibility requires broader framing

Physical access is a crucial component of accessible transport services. But accessibility involves an
intersection between many different policy areas and frames of reference. Focusing on one aspect is not
sufficient to guarantee accessibility for all.

People need sustainable options

People need opportunities to be available and accessible, and they need sustainable travel options to
access them for sustainable accessibility to be a reality. Additionally, policies targeted at travel choices
may be needed to change travel behaviours.

Engage effectively with communities

To improve engagement with the people impacted by transport interventions, policy makers should
consider a wide variety of citizen participation processes. The exact form of these processes will depend
on what is most appropriate for the context.

Main findings

This report, aimed at policymakers and transportation planners, explores the concept of sustainable
accessibility for all. It argues that traditional approaches to accessibility, focused solely on physical mobility,
are insufficient. The report highlights the importance of access to opportunities and calls for a broader,
more integrated approach that considers land use, social factors, and sustainable travel options.

Accessibility involves an intersection between many different policy areas: not only physically accessing
mobility, and how people access opportunities, but also what those opportunities are and the policies
(such as land-use policies) that affect where they are, when are they accessible, as well as who is (or is not)
willing and able to access them. Conventional frames for considering accessibility are too narrow. While
they help advance understanding, they are a long way from ensuring accessibility for all. Single frames
ignore the intersection of experiences that affect people’s ability to access opportunities but also their
travel behaviour when accessing available opportunities — a crucial aspect of sustainable travel.

While standards exist for physical access, the level of intersections that impact accessibility means that it
is not likely to be something that can be universally generalised. It will more likely need to be dealt with
progressively at different stages of the governance and planning processes. Accessibility needs to be
considered in terms of access to opportunities and how that is influenced by a combination of factors of
the communities themselves and the areas in which they live. Transport policy is not the only lever to pull
to enable sustainable accessibility. Many of the solutions we already know from years of work on access
for persons with disabilities still hold true and need to be acted upon.
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The objectives also need to be clear — both sustainability and accessibility can be addressed through
interventions, but the actions may vary. For example, the installation of a new sustainable mobility service
that increases accessibility for those disadvantaged by the pre-existing transport system may also need to
be accompanied by incentives or other measures to encourage a change of behaviour among those
choosing to use less sustainable alternatives.

Sustainable accessibility governance will require different actions at different levels. National governments
must lead the way by identifying sustainable accessibility as a strategic priority, legitimising budget
allocations for that purpose. Different levels of government have different competencies and relevance to
the desired outcomes. National governments can set agendas and strategic priorities for investment
(either directly or in conjunction with local entities), but local authorities are likely to be better placed to
understand the circumstances facing the residents, commuters and visitors in their region.

To improve engagement with the people impacted by interventions, policymakers should consider the
tools available in the OECD guidance on citizen participation processes. The exact form of participatory
processes will depend on what is most appropriate for the context. Tools exist to consult citizens at a high
level on strategies or strategic interventions. Equally, community level schemes can inform project designs
and investments at a more local level. Through engagement at these two levels of governance, firstly
strategic direction can be given and, potentially, funding defined. At a more local level, specific projects or
interventions could be identified that will help accessibility in those communities — given the combination
of socio-economic, demographic and territorial factors that prevail in that setting.

Top recommendations

Clearly identify accessibility to opportunities as a priority in national strategies

Providing and improving accessibility to amenities and opportunities must be identified as a priority by
national government so it can feed into all strategies, governance frameworks or planning processes that
follow. Building on section 1, these strategies must include more than just the transport sector and should
reflect integrated thinking with land use and local development. Including the need to consider different
social groups in relevant engagement should also be prioritised. It will be important that the most
appropriate governance level is involved at each step — for example, for strategic planning, oversight, and
funding, the national ministry may be best placed, but for detailed planning and implementation, the local
authorities should lead the process.

Broaden accessibility considerations beyond conventional frames of gender, age and physical mobility

Efforts to better understand transport users’ travel patterns and needs are a positive step forwards in
breaking conventional transport planning habits that have tended to underserve segments of the
community. This work has also helped raise awareness of the need to change and there is a considerable
body of research on many of the individual factors. However, for the translation of that knowledge to
implementable solutions, a greater understanding of the specific circumstances facing a given population
are an essential element to successful outcomes — especially if projects seek to address both accessibility
and sustainability. This could include potentially seeking out new data sources and increasing engagement.

Adopt available methodologies to improve engagement with affected communities

Empowering communities to be a part of the solutions for their accessibility can help with greater
understanding and more appropriate solution design. There are many examples of the deployment of
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participative processes for transport projects from strategy and budgeting to project design and routing.
There are established engagement processes that the transport sector could adopt, many of which are
outlined in the OECD’s guidelines on citizen participation.

Develop accessibility indicator methodologies suitable to the end purpose

Accessibility indicators can help to identify and communicate gaps in access to opportunities for different
communities or social groups. There is not currently consensus on a single “best” methodology, but
different dimensions can be included depending on the size of the area covered and the granularity of the
data available. The inclusion of more complex person-based metrics will most likely lend itself to more
local planning. However, methodologies need to be developed to reflect accessibility of rural and remote
areas, as well as urban contexts. Combining the indicators with sustainable mobility frameworks or modal
hierarchy will help to include the sustainable aspect of sustainable accessibility.

Adopt a comprehensive approach to accessibility planning — include more than just mobility policies

Accessibility cannot be solved by transport policy alone. Proximity to opportunities supports accessibility
and access by sustainable modes. Improving quality of urban space, walkability and cyclability can reinforce
this. Furthermore, alternatives to travel can also support accessibility, such as virtual access, which is
important also to improving accessibility without increasing transport demand. These aspects rely on non-
transport policy domains and infrastructure that can differ by geographical type. Comprehensive planning
that reflects the desired outcomes, as well as stronger cross-agency collaboration in government, will be
needed to support sustainable accessibility.
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WHAT IS SUSTAINABLE ACCESSIBILITY FOR ALL?

1. What is sustainable accessibility for all?

Although the idea of “accessibility” is not new, the topic has become increasingly important in transport
policy discourse in recent years. This reflects a shift in emphasis from mobility, in which more and faster
travel is better, to access to opportunities, where travel enables people to fulfil their needs (ITF, 2012;
2021). As part of this discourse, discussions about physical transport networks and services have given way
to examinations of the people and places these networks do (or do not) serve.

At the same time, the concept of accessibility has grown beyond physical access and mobility. Accessibility
is now a core concern across multiple policy fields besides transport — proximity, land-use planning and
alternative forms of access (e.g. digital access) all engage with elements of accessibility. However, despite
a significant body of knowledge on accessibility and transport poverty, there is an absence of
comprehensive policy implementation based on this knowledge.

There are several widely accepted definitions, or components, of accessibility. Expanding the concept of
accessibility by incorporating “sustainability” means taking additional considerations into account. For
example, people’s choice of transport modes and vehicle types affects the costs their travel and behaviour
impose on society (e.g., air pollution, climate change and exclusion). This report adopts a non-exhaustive
definition of “sustainable accessibility” (see Box 1) that seeks to cover the various aspects that need to be
addressed in translating research and knowledge into policy.

Many of life’s inequities play out in the transport space. When transport is unaffordable, physically and
digitally inaccessible, unsafe and insecure, it directly affects people’s ability to find employment or
education, participate socially, access healthcare and essential services, and improve their quality of life.
But what constitutes a viable opportunity or transport option will vary from person to person. This is why
transport policies focusing on accessibility “explicitly recognise the need to deliver benefits to all social
groups, implying an allocation of resources favouring those who have the fewest opportunities” (ITF,
2020).

Box 1. A working definition of sustainable accessibility

Sustainable accessibility is the ease of reaching amenities and opportunities.
It depends on the presence of:
1. opportunities across settlement types and times of day

2. attractive sustainable mobility options (or alternatives) that are reliable, affordable,
usable and non-discriminatory.

SUSTAINABLE ACCESSIBILITY FOR ALL © OECD/ITF 2024 9
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Policy makers need better guidance and principles to help frame the myriad decisions they must make
when ensuring accessibility for their populations. Furthermore, two objectives are at play when seeking
sustainable accessibility. The first is the threshold condition of providing access to opportunities to avoid
access poverty. The second is encouraging travellers and policy makers to move away from choosing or
prioritising unsustainable transport modes such as private cars, especially petrol and diesel cars. This
objective focuses on encouraging or enabling people and policy makers to think about access to
opportunities using sustainable modes, particularly low-carbon and inclusive modes such as active travel.

A Sustainable Accessibility for All framework

As a starting point, this report proposes a conceptual framework for understanding the different facets of
sustainable accessibility for all (see Figure 1). Its three main dimensions echo the concepts of

“accessibility”, “sustainability” and “for all”. The remainder of the report then explores the factors that
influence the necessary actions and governance for planning sustainable accessibility policies.

Accessibility

Accessibility encompasses the ease of independently reaching amenities and opportunities (e.g. housing,
work, education, recreation, essential services, and social contacts) provided primarily through land use
and the transport system (Cass et al., 2005; Geurs and Wee, 2004; Fol and Gallez, 2013).

Land-use and planning parameters include settlement types, the balance between existing and needed
infrastructure, the territorial distribution and proximity of services and amenities, the level and quality of
local facilities, and opening times.

The transport system encompasses the existing and needed infrastructure for mobility, walkability,
bikeability; existing and needed public transport and mobility services and level of service provided
(spatially and temporally); fares, information, reliability, travel time and timetables.

Mobility provides a degree of freedom of movement to realise accessibility, but enhanced mobility alone
will not increase accessibility. A person lacking accessible mobility options may still have a high level of
mobility. Mobility itself is not necessarily desirable: it can even act as a substitute for local accessibility.
Moving around less and having better accessibility is both desirable and possible.

The framework integrates these parameters. It seeks to articulate spatial and transport planning policies
and strategies to address existing barriers to travel. In this framework, addressing the needs of different
societal groups also presents opportunities to captivate users and non-users of mobility options alike.

Sustainability

The sustainability element includes not only the environmental dimension of transport (e.g. transport
emissions) but also social and economic dimensions such as the ways in which transport presents barriers
and opportunities for particular social groups and settlement types.

For all

The framework captures the societal/user dimensions that must be considered before, during and after
implementation processes. This dimension incorporates the iterative process of considering the different
societal groups — reflecting social, demographic, cultural and economic factors — and their representation
among transport user groups as well as barriers preventing or limiting transport access.
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Figure 1. A conceptual framework for Sustainable Accessibility for All

Sustainable Accessibilitx for All: a Framework
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Source: Vitrano and Mailer (2023).

The framework considers the roles of land use and planning, the transport system and mobility in defining
accessibility. In doing so, it addresses 1) the risks of inaccessibility and social exclusion and 2) the need to
change travel behaviour towards sustainable modes.

The framework helps highlight different users’ and stakeholders’ perspectives. This makes addressing
issues of involvement, recognition, and participation easier, especially for under-represented and hard-to-
reach groups. Furthermore, the framework highlights the need to consider changes in travelling behaviour
as a change in mindset for users, policy makers, and transport operators. Both need to consider the
diversity of resources and barriers affecting (sustainable) accessibility for different people.

The framework demonstrates how the levers and barriers for sustainable travel behaviour resulting from
land use and the transport system interact with and affect different social groups in different ways, thereby
contributing to the definitions of users and non-users of transport (and amenities). This can result in
different potentials for access to (un)sustainable transport modes and exposure to transport, mobility, or
access poverty risks, which can lead to social exclusion. It also emphasises civic engagement (i.e.
participation) as a crucial method for recognising barriers experienced by different groups and improving
spatial and transport planning.

This report explores the factors influencing accessibility that policy makers must consider in their planning.
It also covers the different levels of government and their remits to help identify when and what level of
consultation is likely to be most effective in overcoming barriers to accessibility. Finally, the report looks
beyond mobility policy. It considers land-use and spatial planning, the growing digitalisation of economies,
and their roles in securing accessibility for all.

Access to education, healthcare, employment and social opportunities are critical for well-being and
equity. In recent years, policy makers in several countries have sought ways to improve transport policy to

SUSTAINABLE ACCESSIBILITY FOR ALL © OECD/ITF 2024 11



WHAT IS SUSTAINABLE ACCESSIBILITY FOR ALL?

better reflect equity and participation across social groups and regions, and to focus more on the quality
of travel activity taking place (ITF, 2020; ITF, 2021; Government of Ireland, 2023).

Even within different population cohorts, no social group is homogeneous (Haustein et al., 2013). A range
of factors influence individual mobility. The next two chapters discuss factors that affect accessibility and
the sustainability of travel choices, including person-based (i.e. socio-demographic, economic and socio-
cultural) factors, territorial factors (ITF, 2021) and available modal options. A separate chapter outlines
tools for incorporating these various factors into planning.

The report then moves on to discuss the challenge of incorporating accessibility in governance, before
concluding with an overview of an emerging approach to transport planning that incorporates land-use
systems and digital connectivity while accounting for future uncertainty about mobility preferences.

Policy insights

e Recognise the different elements involved in achieving sustainable accessibility. Focus on access
to opportunities, not just mobility: Transportation policy should aim to ensure people can easily
reach essential services, jobs, and amenities, not just move faster or further.

e Balance accessibility with sustainability: Encourage the use of sustainable modes of transport
(walking, cycling, public transport) while ensuring everyone has access to these options.
Accessibility needs vary across different social groups. Involve citizens, user groups, and other
stakeholders in transport planning to ensure policies reflect community needs.

e Coordinated planning of land use and transport systems can improve accessibility by bringing
amenities and opportunities closer to where people live. Accessibility also includes digital access,
which is crucial for participation in the modern economy.
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PERSON-BASED METRICS ARE CRUCIAL TO ACCESSIBILITY

2. Person-based metrics are crucial to accessibility

Much research has been conducted into mobility and accessibility challenges faced by individual groups in
society. This work is critical to understanding the ways conventional transport planning has failed to fairly
provide access to opportunities across society. However, individuals may be members of multiple societal
groups at any one time. Those groups can also differ internally according to socio-economic characteristics,
life stages and responsibilities, disability diversity, competencies (e.g. digital literacy), time-use patterns
(e.g. working in non-standard working times) and trip purposes (e.g. work, education, recreation or care
responsibilities), safety perception, cultures, attitudes and preferences, belonging to different urban
populations (e.g. residents, commuters, and city-users); and their unique combination of all of the above.
The lack of recognition of this diversity can result in exclusion from planning processes or different
potentials for access to (un)sustainable transport modes and opportunities.

Modern societies are marked by an increasing diversity of living conditions, ethnic backgrounds,
Indigenous statuses, interests, role models, attitudes and values. Increasing diversification within
traditionally defined socio-demographic and socio-economic groups results in a wider range of attitudes
and behaviour with regards to mobility. Categories such as age, gender, nationality, household type,
educational level and income have lost their “explanatory power” for some outcomes, including
preferences for certain transport modes, prioritisation of environmental protection, or propensity to use
new technologies.

This chapter explores some of the more prevalent facets explored in relation to different social groups to
illustrate barriers that commonly affect their accessibility in the context of traditional transport
engineering approaches to planning. At the same, however, an individual will be a member of multiple
groups. The concept of intersectionality — that is, the interaction of experiences based on gender, race,
income and other types of discrimination — appears to be less well explored in the context of transport
policy (Ravensbergen, Buliung and Laliberté, 2019). Still, it gets closer to the realities of transport barriers
explored in this chapter. Namely, that accessibility is not a one-dimensional concept.

Socio-demographic and economic factors

Previous work has identified socio-demographic and economic groups whose needs are not always
necessarily well understood by transport planners: low-income earners and those who are unemployed;
persons with reduced mobility and disabilities; older adults; children and youth; Indigenous and traditional
rural communities or populations living in rural and deprived areas (covered under territorial factors);
migrants and ethnic minorities; women and girls; and anyone who cannot or does not drive (ITF, 2021;
Dotter, 2016; ECMT, 2006; ITF, 2019a).

Gender

There is a significant body of research on gender-based differences in transport needs. Among the key
considerations are perception of safety, complex travel patterns, different work patterns (e.g. more part-
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time work), travelling encumbered (i.e. with children or older people when acting in a carer role), trip
chaining (which can increase cost) and being negatively impacted by service inefficiencies when relying on
multimodal trips (Duchéne, 2011; Ng and Acker, 2018; ITF, 2018; 2019, 2021). A lack of gender-
disaggregated data at a wide scale contributes to blind spots in transport planning (ITF, 2019).

However, gender is not the sole determinant at play. A systematic literature review of the intersections at
play in women’s uptake of active mobility found that, in addition to marked differences between men and
women, differences in perception and uptake also existed based on socio-economic status, race and
ethnicity as well as profession and educational attainment (Yuan et al. 2023). The built environment and
women’s perceptions of neighbourhood safety were found to be important, too.

Built environment and perception of safety and fear of sexual harassment or assault also affect women’s
use of public transport (ITF, 2018; 2019; Sil et al., 2023; Gardner et al. 2017), although the understanding
of the impacts is not consistent in all countries (Gardner et al. 2017). Prevailing patriarchal society
structures, socio-economic factors and educational attainment are also limiting factors in some countries
(Sil et al., 2023). Connectivity issues can also be a major barrier, especially in rural or poorly served areas.

The travel patterns of those in part-time work and care-giving roles differ from the conventional commuter
patterns on which many transport systems are built. In many societies, carer roles are still predominantly
carried out by women. However, restrictions on travel associated with travelling while escorting a
dependent or travelling at off-peak times can apply to anyone carrying out these roles. Women are also
more likely to combine purposes and destinations in one journey (trip-chaining), which can result in
increased ticketing costs and time inefficiencies when using public transport (ITF, 2019).

Access to a private car can actually be an opportunity for freedom for women, or essential to access
opportunities; but in many regions, women have lower access than men (Duchéne, 2011; OECD, 2024). In
a recent study in Ireland, for example, the majority of women in both urban and non-urban settings
reported that the car is a necessity in their lives (TIl, 2020). Again, gender is not the only factor at play. In
the United Kingdom, for example, the lowest-income households without car access also have the highest
representation of “female heads of house, children, young and older people, black and minority ethnic
(BME) and disabled people” (Lucas et al., 2019). This is an important indicator of why sustainable mobility
policies need to be well designed to avoid perpetuating disadvantage. Such policies need to focus on access
to opportunities, in tandem with policies aiming to overcome barriers to using sustainable modes.

Age

The world’s population is growing older (UN DESA, 2022). This will have implications for their mobility
needs. Local area design will have an impact. Greater neighbourhood opportunities (including access to
services) can support in-community ageing, reducing older people’s need to travel. This can also have
knock-on impacts in terms of social participation and reduced risk of loneliness (OECD, 2001; 2021; Frye,
2011). The option to drive and the availability of affordable and accessible public transport are important
for older adults” mobility and access to society (Pellichero et al., 2021; Dabelko-Schoeny, 2021). However,
the presence of public transport or sustainable mobility options does not guarantee their use by older
adults (Durand and Zijstra, 2023; Corran et al., 2018).

The built environment also has an impact on the attractiveness of walking and cycling (Dabelko-Schoeny;
2021; Mocnik et al., 2022; Panahi et al., 2022). However, the findings for older adults vary. For example, a
study in Hong Kong found that older adults were not necessarily less mobile than their younger
counterparts, although trip purposes differ (He et al., 2017). Travel pattern differences were found to be
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related to employment status, car ownership, their income and household characteristics. This points
further to the intersectionality of access needs across and within social groups.

Although many studies of age and mobility or age and environment exist, chronological age is an
increasingly poor substitute as an indicator of frailty, physical and mental disabilities and constraints, as
chronical age groups vary internally. Moreover, international comparisons must be analysed carefully, as
physical and transport conditions vary as much as polices and planning, and older people’s societal roles.

There is no single definition of the needs of an older person. The World Health Organization (WHO), for
example, considers healthy ageing in the context of the ability to maintain or develop functional abilities
that support well-being rather than in the context of assumed needs for specific age bands (Meifner and
McNair, 2021; WHO, n.d.). Functional ability, in this context, “is made up of the intrinsic capacity [physical
and mental] of the individual, relevant environmental characteristics and the interactions between the
individual and those characteristics” (WHO, 2023).

However, by the time people reach old age it is too late to begin policy interventions. “Ensuring economic
security and health for all in old age calls for promoting equal opportunity from birth, including through
universal access to health care and education as well as opportunities for decent work” (UN DESA, 2023).
In other words, accessibility for older people means accessibility for the whole community.

As with other societal groups, young people’s mobility is context-specific (ITF, 2024a). It has been
suggested that youth mobility is overlooked because young people are not considered economically
“productive” (Joelsson et al., 2022). While significant differences exist between different countries, young
people travel for similar reasons and by similar means. For young people, a typical daily journey or schedule
may differ from other transport users. Similar to gendered trip patterns, they may trip chain (multiple
destinations per journey) and use multiple modes.

Youth mobility therefore requires specific analysis and understanding. Young people’s travel choices are
dynamic, driven by an intricate web of factors that extend beyond mere individual preferences.
Interactions between the different factors include, but are not limited to, living arrangements, financial
constraints, residential location, the proliferation of information and communication technologies (ICTs),
influence of transport policies, and safety and security concerns (ITF, 2024a).

There are significant differences between mode choices in the Global South and Global North. Youth in
low- and middle-income countries travel mainly on foot and bicycles or rely on informal transportation,
and they aspire to own modes of personal motorised transport, especially two-wheelers (ITF, 2024a). The
lack of adequate public transportation and active mobility infrastructure, as well as safety and security
concerns, and financial constraints, shape youth mobility in this context. Due to limited youth-specific data,
it is unclear if young people in developing countries make fewer or more trips compared to previous
generations and if trip distances and commute times are increasing or decreasing. Meanwhile, young
people in advanced economies still primarily rely on car travel for their daily activities, although they drive
less than older cohorts (ITF, 2024a).

Young people under the legal driving age depend on being driven by their adult family members. A recent
survey in Japan shows that the about 60% of 16- and 17-year-old youth surveyed in a rural area, and about
30% in a low-density urban area, feel that they cannot often realise basic out-of-school activities such as
meeting friends, shopping where they want, and visiting facilities and amenities they want to visit without
being driven by family members by cars. Approximately 40% of those surveyed in the rural area must
forego such activities as there are no or limited public transport alternatives (Yoshizawa et. al., 2023). As
with other factors, aggregate and disaggregate data with a large representative sample size is necessary

SUSTAINABLE ACCESSIBILITY FOR ALL © OECD/ITF 2024 15



PERSON-BASED METRICS ARE CRUCIAL TO ACCESSIBILITY

to truly understand youth mobility, trends, and patterns, reveal specificities, and address context-specific
challenges and opportunities.

Migration

Delbosc and Shafi (2023), reviewing recent studies (mostly from Australia and the United States) of
immigrant travel behaviour, find few common threads to these cohorts’ travel patterns, although new
immigrants tend to rely less on the private car. Individual cohorts make more use of public transport or
active modes than others. Some are more reliant on carpooling or car-sharing, with their origin country
being important to this outcome. However, the reasons underpinning this behaviour vary greatly.

Socio-economic factors, settlement patterns (e.g. living in communities of other immigrants), origin and
destination countries, and socio-cultural and gender factors all influence immigrant travel patterns.
Delbosc and Shafi conclude that more, and broader, data is needed to better understand immigrant
populations and the “great diversity of intersecting influences on [their] travel behaviour” (2023: 927).
Similar results have been found for refugee migrants, with evidence that gender, age, income levels and
cultural norms also interact to impact travel behaviour and attitudes (Smith et al., 2022; Ozkazanc, 2021;
Vais et al., 2020; Bose, 2013). Delbosc and Shafi (2023) also find that the longer immigrants are in their
destination country, the more their settlement and travel behaviours begin to reflect native-born
populations.

Indigenous communities

While literature on ethnically mediated transport disadvantage is growing internationally, Indigenous
groups’ accessibility challenges remain relatively unstudied and unaddressed in many places (Raerino et
al., 2012). Australia and New Zealand, in particular, have started to focus more on identifying Indigenous
transportissues in recent years.

In Australia, mobility options for Aboriginal and Torres Strait Islander people living in remote communities
or communities at the fringes of urban areas are often very limited, with little access to public transport.
Around one-third of people living in these communities have no access to a motor vehicle (Currie et al.,
2007; ABS, 2010). Indeed, a study conducted in 2014-15 indicated Indigenous Australians aged over
15 years were 9.1 times as likely as non-Indigenous Australians (8.2% versus 0.9%) to report either being
unable to get to places they needed to, or never going out, or being housebound (Australian Institute of
Health and Welfare, n.d.). Such mobility challenges can exacerbate other areas of disadvantage suffered
by Indigenous communities, particularly accessibility to employment, health and education as well as
cultural events and obligations (Currie, 2007; Helps et al., 2010; Ivers et al., 2016).

Maori, the Indigenous people of New Zealand, face similar difficulties. The processes of colonisation —
particularly loss of land, urbanisation and gentrification — have contributed to Maori homes often being
located further than non-Maori from economic, social, and cultural opportunities (Raerino et al., 2012;
Waka Kotahi NZ Transport Agency, 2022). Income and educational inequalities, inadequate public
transport, and the strong link between private vehicle ownership and access to employment foster vicious
cycles of disadvantage. Incentives to drive illegally (either without a valid driver’s licence or a roadworthy
vehicle) increase, leading to a disproportionally higher risk of criminal charges (Raerino et al., 2012). These
factors also contribute to Maori being significantly more likely than non-Maori to be injured or killed in
traffic collisions (Waka Kotahi NZ Transport Agency, 2022).

If transport policy is to contribute to addressing wider existing inequalities, it needs to consider Indigenous
peoples” well-being needs. A strategy designed to include greater participation of Indigenous peoples in
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decision-making processes, coupled with targeted interventions to counteract factors which inhibit
accessibility, is required for substantial and sustained improvements.

Income and employment

Lucas (2012) reviewed literature from around the world on transport and social exclusion. She observed
that people in the lowest-income cohorts and the most socially disadvantaged groups also experienced
poor access to transport. A systemic review (Simcock et al., 2021) found that more than three-quarters of
energy and transport poverty studies identified persons on low incomes (the most frequently occurring
group across the literature) as at-risk.

People on low incomes often find themselves trapped in their situations by poor accessibility, with
available transport options shaping their opportunities (ITF, 2022). Previous work by the ITF supports this
assertion, finding:

... significant evidence across countries that lower-income populations tend to suffer more from
restricted transport options, have lower quality transport services available to them and travel
under worse conditions (safety, security, reliability, comfort). Broad evidence also suggests that
the lack of, or poor access to, transport options is central to limitations on access to jobs,
educational institutions, health facilities, social networks, etc., which in turn generates a “poverty
trap” (ITF, 2017a: 11).

However, this restriction relates not only to the availability of transport options but also to the availability
of affordable transport options. For example, high transport costs can dissuade people from remaining
engaged with their education (UNESCO, 2008).

While there is no single working definition of transport poverty, Lucas et al. (2016) and Mattioli (2021a)
analytically distinguish four aspects of transport poverty: 1) mobility poverty, 2) transport affordability,
3) accessibility poverty and 4) exposure to transport externalities. While the first three aspects are
considered in most poverty studies, the fourth is often neglected. Exposure to transport externalities
describes a “paradox”: social groups that are less mobile, and produce the fewest emissions, suffer most
from the output of better-off cohorts due to where they live (as a basic logic of the housing market but
also the allocation principles of public housing and urban planning).

Lucas (2019) conducted a state-of-play review of transport-related social exclusion research, including
papers from the Global North and the Global South. She found that, by and large, research globally has
noted similar trends. Low-income households travel less than their higher-income counterparts. However,
transport challenges vary between economies. The author recommends emerging economies adopt
accessibility in their strategic planning. The ITF Transport Outlook 2023 (ITF, 2023a) also recommends
incorporating strategic planning from a sustainability point of view, especially in urban areas that are
projected to grow, to avoid engendering car dependence as populations and economies increase.

Several studies have highlighted that the ability to own a car does not mean that a low-income household
is not suffering from transport poverty. Car ownership and use can put a low-income household under
financial strain (Mattioli, 2021). Those living at a great distance from the places they need to go to in order
to fulfil their essential needs can also suffer time poverty, regardless of their mode or income. These
demand patterns are exacerbated in areas where car-dominant planning has facilitated a spreading-out of
the settlement footprint (Lucas, 2012). Time poverty due to transport options and distances can also be
an issue in countries in the Global South (Mattioli, 2021).
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Mobility constraint and disability

A significant share of historical research on transport accessibility appears to be focused on persons with
disabilities. In 1978, the European Conference of Ministers for Transport (ECMT) issued its first resolution
on the topic of accessibility in transport, focussing on improving access for persons with disabilities (ECMT,
1978). Between 1978 and 2001, the ECMT issued a further 10 resolutions on the topic of accessibility in
transport. The resolutions primarily focussed on improving the inclusion of persons with physical
disabilities in transport provision, with some consideration of those with cognitive impairments or
experiencing mental health issues.

Yet despite this prevalence and endurance in policy research, the World Health Organization (WHO)
highlights the “health inequities” still endured by persons with disabilities, who face “unfair conditions . . .
including stigma, discrimination, poverty, exclusion from education and employment, and barriers faced
in the health system itself” (WHO, n.d.). Navigating the transport system can be "15 times more difficult”
for persons with disabilities than for those without, due in large part to issues with access and affordability
(WHO, n.d.).

A Swedish study on persons with neuropsychiatric disabilities found that such disabilities limits accessibility
by public transport, as they avoid travel due to consequences such as fatigue, anxiety, stress and sensory
overstimulation. Public transport service and organisation are not adapted for people with social
difficulties, sensory hypersensitivity and difficulties with planning and organization (Berg and lhlstrom,
2020). Mobility constraints and disability do not belong to minority groups in society: a survey in Madrid
showed that 51% of public transport users felt that they had at least one permanent or temporary mobility
restriction or disability (Lemmerer et. al., 2018).

ITF work published in 2004 identified recommendations on how to operationalise accessibility
improvements, particularly for improving access to public transport for persons with disabilities. Drawing
on case studies from four European cities, it emphasises “the role of national governments in improving
accessibility of local public transport”, the need for “co-operation between local authorities and public
transport operators”, as well as co-operation with persons with disabilities in defining and implementing
accessibility. In addition, it is important to ensure full accessibility through technical issues, specialised
services, transport infrastructure, information, driver training, costs and benefits and future planning
(ECMT and UITP, 2004).

These principles remain true two decades later and can be broadened to apply to sustainable accessibility
for all social groups — not solely in relation to physical access for those with disabilities.

Socio-cultural factors

Using multi-dimensional as opposed to single typologies can help unpack the role that socio-cultural
factors play in mobility decisions (Sonnberger and Graf, 2021). In particular, examining the interaction of
“resources”, “habitus” and “social milieus” aids an understanding of individual behaviour.

In socio-cultural analysis, “resources” denotes the amount of economic (income and wealth), cultural
(graduation, ownership of cultural goods, cultural expertise), social (social networks) and symbolic capital
(image, reputation) an individual possesses, as well as the ability to transfer one type of capital into another
(Bourdieu, 1977). Examples include an individual’s ability to buy a car (economic capital), use car sharing
among friends (social capital) or know how to use a mobility app (cultural capital).
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“Habitus” refers to a combination of central values, attitudes and tastes. The term describes what makes
people tick and is an important mediator between resources and constraints set by structures and habits.
Habitus explains how individuals self-regulate their behaviour to fit the expectations of their social
environment.

People’s “social milieus”, or social environments, also have some indirect impact on mobility preferences
(e.g. propensity to use private vehicles, public transport or micromobility), as well as on decisions regarding
where to live and work, which cumulatively affect settlement structures (Markvica et al. 2020; Millonig
2021). Social milieus constitute sound societal target groups to consider when designing policies focused
on changing mobility behaviour as they are based on attitudes, which are strong drivers for behaviour
patterns. Strategies to support mobility transition beyond technological innovation should be based on
better knowledge of a given social group’s ideas and aims (Dangschat and Millonig, 2023).

Although extreme structural dichotomies (e.g. poverty versus richness, or remoteness versus inner-city
location) still determine mobility behaviour, socio-cultural aspects can explain the choices and behaviour
of structurally similar persons, particularly in the context of a wider range of opportunities. Therefore, if
the aim is to change mobility behaviour, then material access, participative ability and individual ambition
are relevant (see Figure 2).

Figure 2. Elements relevant to behaviour change

Material Access Participative Ability
physical infrastructure individual capabilities
digital infrastructure =~ — T — — = -> (physical / mental / know how)
distance to faciities for daily demand individual resources (financial / time)
time regime individual constraints (financial / time)

1

Individual Ambition
attitudes / habits
perceptions
cognitions

(Changed) Behaviour

© Jens S. Dangschat & Alexandra Millonig
Source: Jens Dangschat,

While considering social-cultural factors could help policy makers better design and target interventions
aimed at incentivising uptake of more sustainable transport modes, relevant indicators are absent in
official statistics. This has two negative outcomes. First, political and planning decisions are made under
blind conditions regarding societal diversity. Second, social science research on the determinants of
sustainable accessibility is hampered.

In automobile-oriented environments, people develop their needs around the use of their cars. In the real-
world policy-making environment, merely pursuing behavioural change would lead to a potential loss of
widespread support and confidence from the voting public or taxpayers. While there is no single or correct
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way to address this risk, measures implemented in the right order, and packages with indirect measures
addressing people’s needs, would provide important avenues for change.

Policy takeaways

e While standards exist for physical access, the level of interactions between socio-demographic
and socio-economic, socio-cultural, territorial, and modal mix aspects that impact accessibility
means that it is not likely to be universally generalisable.

e Accessibility will more likely need to be dealt with progressively at different stages of governance
and planning processes. One-dimensional frames for considering accessibility needs are also too
narrow. Using a multi-dimensional approach, considering factors including age, gender, disability,
social background, and cultural preferences, will better inform design for truly accessible
transport systems and sustainable travel behaviour.
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3. The role of territorial and modal factors in
accessibility is critical to planning solutions

The area where a person lives or stays is central to the availability of amenities, opportunities and
accessible transport options. Broadly speaking, transport options are assumed to be most heavily
influenced by the physical and functional density of an area. For example, fixed-route conventional public
transport options can do very well in densely populated urban areas. However, they can be less attractive
in low-density rural regions.

Figure 3 illustrates the three main types of settlement. However, differing settlement forms, related to
population size and proximity to other settlements, exist within each of these types. Reasons for living in
different settlement types also vary, with the availability of a car influencing where people choose to live
and travel (Dangschat, 2018; Scheiner, 2010). Urban settlements include city cores and surrounding areas
from where people commute (often referred to as a functional urban area). Towns and semi-dense areas
are less dense than urban settlements, while rural settlements are the least dense (OECD, 2020).

Figure 3. The three main types of human settlement
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Source: OECD (2020).
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Each settlement type will have different viable modes. In many cases, different agencies and authorities
will be responsible for planning, service operations and infrastructure management. Generally speaking,
the more central a place is, the more alternative modes people have. For this reason, mobility behaviour
in central areas is more inter-modal. Policy makers and planners have a greater range of policy tools and
measures available to improve the sustainability of travel within urban settlements.

By contrast, regional, intercity and international trips are typically longer on average. Here, it is important
to improve the availability of modern, safe, reliable and affordable sustainable alternatives to the private
car to support widening accessibility for deprived social groups without having to rely on their own car. In
the case of regional transport and rural regions, potentially sparser availability of essential services (e.g.
healthcare and schooling) and amenities, along with the potentially wider dispersal of origin destination
pairs, can also influence the most suitable modes.

For walkability and bikeability, the quality of public space (including foot and bicycle paths, parks, squares
and water courses) are important for encouraging active mobility, which is the cheapest and healthiest
way to be physically mobile. Therefore, it is important to focus not only the physical proximity to amenities,
services and meeting points but also the attractiveness and comfort of the built environment. Besides
objective standards of functionality, safety and security, cognitive awareness of the variety of experiences,
design and presence of other social groups are relevant. However, all these aspects are discerned
individually or highly selectively among different social groups (Low, 2016).

The re-organisation of public space is sometimes described as “tactical urbanism” (see e.g. Pfeifer, 2013;
Stevens and Dovey, 2022) in the form of bottom-up initiatives instigated by community groups and as top-
down initiatives instigated by town planners. Barcelona, Paris and Vienna are forerunners of tactical
urbanism in Europe. The concept of the 15-minute city also emphasises the reorganisation of public space
and urban mobility (Allam et al.,, 2022; Pozoukidou and Angelidou 2022; Driving Urban Transitions
Partnership, n.d).

A recent Austrian research project, Trans|formator:in, looked at the transformation of public space. It
focused on the re-organisation of physical spaces in seven Austrian communities; participation and
learning processes among urban stakeholders and citizens; and lessons for other cities looking to focus on
active mobility.

Territorial factors
Accessibility in urban areas

Urban settings are generally assumed to have better accessibility due to their greater population density,
making public transport solutions viable, and the greater density (and proximity) of points of interest.
However, while this can be true for denser city cores, the outer area of cities, particularly commuting
zones, can still suffer from poor accessibility by public transport and active modes. Even access by private
motorised vehicle can be lower in commuting zones due to longer trip distances (ITF, 2019b).

However, cities are not homogenous. A city’s size and form also affect its accessibility. A study in Sweden
found that only large cities provided comprehensive accessibility by public transport alone (Larsson et al.,
2022). Lower-density suburbs and small towns see higher car dependency. Data from India (Soman, Kaur
and Ganesan, 2019) also suggest that private motorised vehicles (cars and motorbikes) are more popular
in smaller cities (with populations between 100000 and 2 million) than in the largest cities (with
populations above 7 million).
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Likewise, while walking can be more viable in settings with a greater density of opportunities, metropolitan
areas with a large footprint can undermine walkability. Tao, Fu and Comber (2019), in a study of the
Yorkshire region in the United Kingdom, found that although urban commuters were more likely to walk,
cycle or take the bus, private motorised vehicles still held the largest mode share in both urban and rural
contexts. This highlights that accessibility by sustainable modes is not universally true for all urban
settlements.

Cities that are more spread-out can impact the access to the public transport network and the level of
“access to high-frequency public transport varies strongly across cities” (OCED/European Commission,
2020). Cities with a higher share of commuters living in suburbs can also face greater costs when expanding
public transport networks to meet their needs.

In many developed countries, the prevailing moto-normative approach to urban design has also baked in
car-dependency. This reliance on cars then becomes a self-fulfilling prophecy, as more people own cars,
settlements develop around the assumption that essential services will be accessed by car, fewer collective
modes are planned (or are viable) and car ownership becomes essential (Litman, 1995; see also Figure 4).
In the United States, for example, a car is generally required to access goods and services. This is
particularly the case for older people, families with children, persons with disabilities and low-income
households (ITDP, 2019).

Figure 4. The cycle of automobile dependency and sprawl
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The five Ds of urban planning — density, design, diversity (of land use), distance (to transport options) and
(accessibility of) destinations — are important for demand management and mode choice in terms of
sustainable travel. However, the role of population density is sometimes over-estimated, with design and
diversity also being associated with vehicle-kilometres travelled, and the choice to use public transport or
walk (Ewing and Cervero, 2010; 2017).

In the case of walking, job availability relative to housing is more important than general land-use mix.
Proximity to public transport stops is strongly associated with public transport use, and transit-oriented
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development coupled with infrastructure investment that improves access to, and by, public transport can
also contribute to achieving sustainable travel goals (Lund et al., 2006; ITF, 2023c). As Ewing and Cervero
note: “Almost any development in a central location is likely to generate less automobile travel than the
best designed, compact, mixed-use development in a remote location” (2010: 276). This is important when
considering the potential future role of the car in accessibility beyond urban centres.

Integrated land-use and transport planning can help provide access to opportunities for people on low-
incomes. It is important to incorporate “transport-related indicators (travel times and costs), particularly
for reaching jobs, into housing quality definitions used in the design and evaluation of social and affordable
housing programmes” (ITF, 2017a; 2022). This is also consistent with the finding of a future mobility review
conducted by the UK Government, which found that the planning of urban settlements and mobility should
be integrated “with particular attention to the provision of low-cost accommodation in areas with high
levels of walking and public transport access to employment and other key activities” (DfT, 2021).

A study of Santiago de Chile found that residents in the wealthiest neighbourhoods benefited from greater
public investment by a factor of 2.5 and had shorter car-trip distances (-13.4% on average). The results
suggest these residents have better access to amenities and employment opportunities than those living
in lowest-cost housing (Tiznado-Aitken et al., 2022). Transport costs can also be a heavy burden for young
adults with limited financial resources, particularly unemployed youths. As Henriksson et al. concluded: “If
social inclusion is to be regarded as important, to be able to live and work locally should be an important
goal for policy” (2021: 804).

Accessibility in rural and remote regions

People living in rural settings often have fewer opportunities accessible by sustainable modes. But they
can often access these opportunities by car, and this can also be true for peri-urban residents. This puts
them at higher risk of car dependency (Carroll, Benevenuto and Caulfield, 2021; Mattioli, 2021b). In terms
of lowering carbon emissions, these areas could also benefit from greater uptake of zero-emission
vehicles, such as electric vehicles. However, if these are still private motorised vehicles, issues of
accessibility associated with lack of access, affordability or ability to drive will remain unaddressed.

Rural settings that have lower densities, less infrastructure and more dispersed demand patterns present
a challenge to conventional public transport (UITP, 2022). An assessment in Sweden, for example, showed
that the car provided the greatest access to opportunities compared to public transport and walking. In
this study, cycling even “provided access to a wider range of activity categories than public transport”
(Larsson et al., 2022). This underscores the potential role for better cycling provision in rural settings.

Modelling projections for the ITF Transport Outlook 2023 also showed that, at the global scale, passenger
cars are expected to remain the largest mode for this type of rural travel through to 2050, even with more
ambitious transport decarbonisation policies in place. However, the share of cars will naturally vary by
country. By contrast, according to the Outlook, when a higher decarbonisation ambition is adopted, more
sustainable alternatives grow their mode share for both urban and intercity activity (ITF, 2023a).

This discrepancy between rural and urban and intercity activity speaks to the challenge of moving rural
travel away from reliance on private cars while maintaining access levels. While new solutions may become
available as technologies develop, the Outlook results suggest that rural mobility in many countries will
likely still need more flexible, lower-occupancy options rather than relying solely on conventional fixed
route buses, for example, where motorised modes are being considered. Some existing alternatives are
discussed in Chapter 4 of this report.
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In terms of infrastructure and service provision, rural settings can suffer deficiencies in both transport and
digital connectivity. OECD work on access and service delivery has found that rural residents in Europe
must travel an additional five kilometres, on average, to access education compared to their urban
counterparts. Rural residents also face longer access times for healthcare facilities, which is true for both
OECD and G20 countries. This, in turn, can contribute to poorer health and education outcomes for rural
residents (OECD, 2022).

Within the classification of rural settlements, the OECD categorises rural areas into three distinct types
(OECD, 2020):

1. Rural within functional urban areas (FUAs) — rural areas in close proximity to urban centres
2. Rural outside FUAs — outside of the functional urban area, but with an FUA close-by
3. Rural remote —rural areas far from any functional urban area.

The OECD framework highlights the fact that rural communities are responsible for the majority of
resources needed for modern life. However, within OECD countries, only 30% of the population is rural
and often, there is a sense of the benefits of economic growth being far removed from rural communities
(OECD, 2020). Rural areas face a unique set of challenges and opportunities, depending on their proximity
to urban settlements. Rural remote regions, in particular, can face extreme economic cycles if their local
economy is reliant on a single industry, such as tourism (OECD, 2020). This will affect the range of viable
transport solutions available for residents to access essential services.

Coastal and archipelagic areas constitute a special type of rural area, which has a fluctuation in population,
but is often overlooked in research and policy plans. Statistically, the population is low, although in certain
periods of the year there is a large influx of second-home residents and tourists. This dynamic can be seen
in Denmark, Finland, Norway and Sweden, for example, and in Croatia on the Adriatic coast and Dalmatian
archipelago, whose geography is characterised by lakes and long coastlines. The infrastructure (roads,
broadband, electricity and water supply) in these areas needs to be better adapted to the enormous load
that occurs during parts of the year. Better access to sustainable transport options on road and on water
must be ensured to avoid an even greater burden from car traffic as these areas become populated.

In established regions, the solutions may need to look different. Wiersma, Bertolini and Straatemeier
(2017), for example, considered the development of economic centres and road investments in the South
Limburg region of the Netherlands, which is facing population decline. Based on an investigation of
different policy scenarios, they concluded that trying to improve land use along routes with existing public
transport was less effective than improving the transport links to “existing economic centers”.

Viable modes differ by territorial setting

Dulmen et al. (2022) concluded that the car-based activity “of disadvantaged people” was more influenced
by their socio-economic status than, for example, the region where they lived. In the United Kingdom,
deprivation tends to be higher among urban residents than rural ones (UK Government, 2019). In the
European Union, in contrast, on average the rate of individuals “at-risk-of-poverty or social exclusion” was
highest in rural areas. However, among some of the more affluent countries in the EU, the rate was highest
in urban settings (European Commission, 2022).

Poverty and unemployment rates in Europe have tended to be higher in the biggest cities than the national
average, due to labour markets and international migration. In the bigger cities, poor people rarely own
cars as they can use cheaper transport modes. In more car-dependent areas, poor households are trapped
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as they have no alternatives, and suffer disproportionately from increases in energy prices (Mattioli et al.
2019).

Providing public transport services does not, in and of itself, enhance accessibility. By contrast, improving
access to jobs by public transport “improves individual employment probabilities, in particular in
metropolitan areas and smaller cities and towns with lower car ownership rates and in low-income
neighbourhoods”. Young people and those with lower levels of education attainment benefit most from
such interventions (Bastiaanssen, Johnson and Lucas, 2022).

Lucas et al. (2018) concluded that “both social and environmental factors are almost certainly at play in
determining the travel behaviour outcomes of low-income households, and these are highly specific to the
micro-scale neighbourhoods in which people live”. This suggests that not all aspects of accessibility policy
can be dictated through a top-down structure, such as by national government. Bottom-up elements will
be needed to develop interventions that address the specific needs of individual areas. Chapter 5 of this
report looks more closely at the levels of government and their remits.

The network of transport modes available will necessarily differ by geographic scope, as not all modes are
viable in all settings. The denser urban settings, as well as intercity routes, can be viable locations for
conventional public transport modes (i.e. bus, light rail, metro and rail). Bus or coach travel can also be
prevalent in regional travel, although in lower-density areas the wider distribution of origin destination
pairs does not lend itself to fixed-route transport options. That being said, flexible transport solutions can
also face challenges in rural settings (ITF, 2021) and there is no “one-size-fits-all” solution — rather,
solutions tailored to the specific local context are likely to be needed (Bauchinger et al., 2021).

Regardless of the form the transport mode takes, affordability will also be a key component of its
contribution to accessibility (ITF, 2017b). In many cases, the availability of good communications
infrastructure or Internet coverage will be important, and rural settings are often at a disadvantage in that
regard. Figure 5 considers some alternative or complementary shared modes that may form part of
mobility solutions beyond trunk networks. It also considers the settings in which these solutions are likely
to be most appropriate. It shows the different models of transport provision that could be suited to
different levels of population density.

Figure 5. Suitability of shared mobility types by population density and settlement type
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Active mobility and micromobility

Promoting walking, cycling and other forms of light mobility involves putting a greater focus on the quality
of the provision for these modes — not solely by increasing the numbers of people using these modes by
pushing people out of motorised modes. Reducing moto-normativity in planning will reduce the
dominance of cars and improve the attractiveness of the built environment. Security, in addition to road
safety, needs to be a core part of transport policy (ITF, 2024b).

Walking, cycling and other forms of light mobility have the potential to act as standalone solutions and
also as feeder modes to the trunk network. To date, the design of walking and cycling infrastructure has
tended to focus on urban settings (Ayur et al in ITF, 2021); this needs to expand to better reflect peri-urban
and rural settings. The United Nations and the Institute for Transportation and Development Policy have
developed design guidance to support walkability, including the elements of the built environment that
require investment to deliver attractive walking and cycling routes (UN Habitat and ITDP, 2018).

Micromobility modes such as e-scooters and e-bikes can play a role in expanding the access areas for trunk
networks in urban areas (ITF, 2021e). However, as micromobility remains an emerging sector, the
management of micromobility services, particularly in urban spaces, should remain under review to ensure
policies are delivering against objectives. Many new shared micromobility fleets are also accessed via
mobile applications, which bring their own accessibility considerations (see Chapter 6 in this report).

Public authorities have a role to play in ensuring active mobility objectives are included in national
frameworks and funded accordingly. This is especially important in rural settings. The provision of
dedicated infrastructure will also be important. Policy makers and planners should also consider e-bikes
and other forms of micromobility; well-designed interchange points, such as mobility hubs that enable
train and bike trips, have a role to play as well. Road space reallocation away from cars is also suggested
as a way to improve provision for micromobility use, bikeability, walkability and the place function of public
space in urban settings (ITF, 2021e).
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Demand-responsive transport

Depending on its setting, demand-responsive transport (DRT) can act either as a first- or last-mile mode to
supplement the trunk public transport network, or as a substitute mode to replace fixed-route services
where they are not viable. Experiences of rural DRT documented by the ITF (2021) suggest that its success
is not guaranteed, and that viable models need to be “based on careful consideration of the operational
environment, funding arrangements and user needs”.

This finding is also borne out by the results of trials of demand-responsive solutions in lower-density
suburbs of London, which did not result in cost reductions for the public transport authority (London
Assembly, 2022). However, where a role for DRT is identified, it is important to clarify whether it is
expected to play a substitute or feeder role in the local modal mix (ITF, 2021). Public authorities can help
ensure DRT services are co-ordinated with other public transport modes — but only if the authority is
operating the services.

Ridesharing and ride-hailing services

Ridesharing and carpooling are examples of peer-to-peer shared mobility. These modes can provide
mobility solutions in rural settings for those who do not drive and reduce the number of individuals driving
to a particular location. However, where ridesharing is considered an appropriate solution, public
authorities can support it by providing political and administrative support at the local level as well as
dedicated infrastructure, such as parking, integrated with the public transport network, potentially
through mobility hubs (ITF, 2021).

An ITF modelling exercise on ridesharing in urban areas and their commuting zones using taxis and taxi-
bus-type services found that it would be possible to reduce the size of the private vehicle fleet required to
achieve the same mobility and could result in environmental benefits, even before vehicle fleets transition
to zero-emissions (ITF, 2016). Ridesharing has the advantage of increased flexibility without the users
needing to be able to drive or have access to a private car.

Case studies of ride-hailing services in Hanover, Germany, and Barcelona, Spain, observed no
“noteworthy” difference in participants’ stated intention to use the services, based on “gender, age, users
with or without driving license, or access to motorized vehicles” (Gilibert et al., 2020). This finding suggests
ride-hailing services may not create barriers based on these factors. The top three criteria reported by
participants as reasons for intending to use the service were availability, reliability and safety.

Community and commingled transport solutions

Community transport services operated by local providers to address identified local needs are typically
not-for-profit and provided at low cost to users. As these are “bottom-up” solutions, public authorities can
better facilitate their introduction by providing “easy-to-access information about how to start up and
finance” them (ITF, 2021).

Community groups, such as Community Rail in the United Kingdom, can also support better access to
existing modes. Community rail partnerships work with volunteers, operators and stations to improve
access to rail and stations for people with disabilities and marginalised groups. The specific activities
depend on the location and target audience, but they are tailored to reduce the barriers that some groups
experience (Lowson, 2023).

Combining transport solutions for assisted mobility or public obligation transport (e.g. school transport)
and wider on-demand solutions is known as the “commingled” or “integrated” transport (see Box 2 for an
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example). The aim is to find efficiencies by offering multiple service types through a single fleet or operator,
optimising the usage of the service. The continued development of multimodal transport platforms, such
as Mobility as a Service (Maa$), has greatly advanced this concept (Schweiger, 2022).

Carsharing

Carsharing refers to schemes where the “ownership of the vehicles . . . is legally separated from the use”
(ITF, 2021b: 29). These schemes are more financially viable in denser urban areas where they could reduce
the size of the private car fleet (ITF, 2017; 2018; 2020). However, even in urban areas carsharing also risks
substituting trips away from public transport. Carsharing schemes could contribute to a network of
sustainable mobility options in peri-urban and rural settings. However, the business models are also less
obvious in these settings and will likely need to be socially focussed (ITF, 2021b).

For some islands, as well as remote or archipelagic regions, connectivity and access are reliant on both air
and maritime transport. These links are often too low in terms of usership to be commercially viable by
sea or air. Smaller airports can struggle, while regional routes can have difficulty competing for airport
slots at larger airports. In these cases, government action has included subsidising services and funding
critical infrastructure (ITF, 2021c).

The private car still forms part of the modal mix, and outside of urban areas, is expected to continue to do
so (ITF, 2023a). The role of the private car in sustainable accessibility can be a complex one. On the one
hand, fossil-fuel cars are a significant contributor to CO, emissions due to passenger transport and come
with other negative externalities such as congestion, crash risk and noise. On the other hand, as discussed
in Chapter 2, for some segments of society and regions, the car represents the key to accessing their
opportunities.

Box 2. Improving public transport accessibility for health service users in County Leitrim, Ireland

In Ireland, commingled (or “integrated”) transport services were trialled between the local, on-demand
solutions and the provision of local healthcare access services by the national health authority (HSE). In
an integrated pilot project for the County of Leitrim, the National Transport Authority (NTA) and the
Donegal Sligo Leitrim Transport Coordination Unit (TCU) worked closely with the HSE to plan and
develop a revised network of TFI Local Link services for Leitrim. The services are designed to meet the
needs of mainstream public transport users as well as passengers accessing (non-emergency) health
care services. The first phase was implemented on 28 June 2021, with all services introduced shortly
after.

Prior to the rollout of the pilot, the TCU procured and managed several “closed” transport routes on
behalf of the HSE with a charge to passengers. These routes served a range of HSE day services including
mental health, intellectual disability and older people services. The revised network and timetable
amalgamate these closed routes into mainstream public transport, providing fully integrated and
accessible services covered by the Free Travel Scheme. Similarly, many of the former door-to-door,
demand-responsive transport (DRT) services secured by the TCU served single destinations and may not
have been the most suitable or beneficial to other transport users.

The solution resulted in improvements for service users, including an expanded service schedule,
improved availability of accessible vehicles; newer and larger fleets; improved connectivity and service
provision; and improved accessibility and social participation. Efficiency of routing and vehicle
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occupancy also improved and stakeholder feedback has been largely positive. However, there were
challenges in establishing the pilot, with significant time and work involved in planning and preparation
to ensure the best network to facilitate passengers. Support had to be provided to health authority
clients who were used to closed services and were transferred to open public transport. Some support
was also required where passengers no longer had allocated seating or where passengers now had to
travel a minimal distance to a pick-up/drop-off point but had previously travelled on a door-to-door
service.

Co-ordination with the HSE also took significant time and work to provide transport for all passengers —
the needs of each HSE user were considered on a case-by-case basis as part of the planning process.
Some HSE users were allocated services similar to what they were used to, but some now travel on
regular fixed-route bus services with a short walk to their nearest stop. Personal assistants and escorts
continue to be allocated as required; HSE also allocated assistants on a temporary basis to familiarise
users with new routes.

Since the introduction of the enhanced TFl Local Link network in Leitrim, passenger numbers have
continued to increase. With a return to normal operations and travelling patterns and initiatives such
as cheaper fares, the increase in passenger numbers on the revised regular services since July 2021 is
significant.

Source: Government of Ireland (2024).

Digital platforms

Digitalisation plays an important role in the functioning of many of the solutions discussed in this chapter.
However, digitalisation also poses potential limitations or risks to accessibility, due to users’ lack of
knowledge, capacity or access to the appropriate technology. Over-reliance on technology to resolve
access issues could result in exclusion for different user groups and geographic e