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1.  Introduction  

1.1.  Short project summary  

While travellerõs expectation for door-to-door mobility is constantly increasing, only a well -organized 
(public) transport system can be a realistic alternative of motorised individual transport.  This issue is even 
more crucial in peripheral areas (such as rural, remotely located or border  regions as well as in the 
hinterland of urb an areas) which consist 93% of the EU territories. Therefore the mission of the project  is 
to im prove public transport  in peripheral areas through targeted interventions (analysis, action plans, 
pilot actions, pilot  investments and evaluation) addressing the following three  main thematic areas: 

1. Multimodality & integrated transport  

2. Enhanced use of Intelligent Communication Technology (ICT) &Intelligent Technology System (ITS)  

3. Better cooperation through transport associations and cross -border marketing.  

 

The consortium representing the following regions and includes the following project partners:  

Á German Association for Housing, Urban Development and Spatial Affairs (lead partner)  

Á Vogtland region (border region Germany / Czech Republic): Authority for loc al public transport 

Vogtland 

Á Region Friuli-Venezia Giulia (border region Italy -Slovenia): Venice International University & Trieste 

Trasporti S.P.A. 

Á Region South Moravia (border region Czech republic / Slovakia / Austria): KORDIS JMK 

Á Region around the city  of Balassagyarmat (border region Slovakia / Hungary): KTI Institute for 

Transport Sciences Non Profit Ltd 

Á Region around the City of Graz: Regional Management Metropolitan Area of Styria Ltd (Austria)  

Á Region Lubin: Powiat Lubiśski (Poland) 

Á Ljubljana Region: Regional Development Agency of the Ljubljana Urban Region (Slovenia)  

 

1.2.  Main objectives of this analysis  

One of the final objectives of the project is to prepare regional action plans for the seven selected regions 
listed in chapter 1.1 in order to identi fy the best suiting interventions low -cost multimodal solutions for 
peripheral rural areas taking into specific consideration of the tight public budget. As a previous step a 
regional status quo analysis needed to be done for all the regions to provide a s tarting point, an overview 
of the still existing local public transport system. This document provides an edited and merged version of 
the seven regional status quo analyses with the following structure.  

After a short introduction the area characterization  provides relevant information on the location of 
selected area in a regional aspect defining its NUTS level and geographical characteristics, demographical 
and economical background of the selected area based on statistical data. Then an Introduction of r oad 
and public transport infrastructure of the selected area from a regional point of view follows based on a 
SWOT analysis related to the overall transport infrastructure listing strengths, weaknesses, opportunities 
and threats. The three main thematic ar eas are also addressed relating to the local public transport 
system. Finally those involved stakeholders are introduced who played an important role in collecting the 
necessary background data and information for the preparation of this analysis.  
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This summarizing document addresses the following deliverables:  

Á Deliverables D.T1.2.1, D.T1.2.2, D.T1.2.3, D.T1.2.4, D.T1.2.5, D.T1.2.6 and DT1.2.7: identification of 
intermodal mobility solutions, determination the role that different transport modes play in the public 
transport system of the seven partner regions  

Á Deliverables D.T2.2.1, D.T2.2.2, D.T2.2.3, D.T2.2.4, D.T2.2.5, D.T2.2.6 and DT2.2.7: identification of 
smart mobility services, missing smart mobility services (ICT, ITS) and good practices of intell igent 
information systems   

Á Deliverables D.T3.2.1, D.T3.2.2, D.T3.2.3, D.T3.2.4, D.T3.2.5, D.T3.2.6 and DT3.2.7: Report on the 
operational issues of local public transport are also introduced reflecting to missing elements for future 
planning 
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2.  Regional status quo analysis of Balassagyarmat and its 

subregion  

2.1.  Introduction  

Regional status quo analysis of Balassagyarmat and its subregion considers all the three thematic work 
packages. Intermodal mobility solutions, ITS and smart governance are all relevant f or the analysis of the  
traffic infrastructure of the selected area. Strategic documents of Balassagyarmat, interviews with 
representatives of the local government,  and field work data confirmed that all the above mentioned 
aspects have to be analysed in or der to give a comprehensive overview of the traffic infrastructure and 
services of Balassagyarmat and its subregion. 

While intermodal mobility solutions determine the role that different transport modes play in the public 
transport system of the selected a rea, smart mobility services identify missing smart mobility services 
(ICT, ITS) and good practices of intelligent information system s. Firstly we give an overview of the 
demographical and economical background of the selected area. Then , we focus services linked to 
multimodality after a brief  introduc tion of  the local public transport infrastructure. Next, those ICT and 
ITS elements of the public transport infrastructure are described which contribute to the smooth 
operation of public transport. The operat ional issues of local public transport are also introduced  
reflecting to missing elements for future planning.  

Finally those involved stakeholders are introduced who played an important role in collecting the 
necessary background data and information for the preparation of this analysis.  

 

2.2.  Characteristics of the area  

Balassagyarmat is a border town between Hungary and Slovakia with 17,000 inhabitants. According to the 
NUTS territorial system , it is located in N·gr§d county (NUTS3 ð HU313), within the region  of Northern 
Hungary (NUTS2 ð HU31), which is part of the Great Plain and North (NUTS 1 ð HU3) macroregion. 
Balassagyarmat is an occupational, economic, administrati ve, and medical centre of its surrounding 
subregion that consists of 29 settlements and inhabited by 42,000 people. Balassagyarmat also has a good 
educational infrastructure and is a traditionally local cent re of commerce and cultur e which makes its 
central role more dominant. In terms of administration, justice, law enforcement, education and 
healthcare , Balassagyarmat has regional significance. Part of the townõs agglomeration is located in 
Slovakia. The Ipoly river, which flows right next to Balassagyarmat, is the natural border between Hungary 
and Slovakia thus the Ipoly bridge is an importan t border crossing point connecting the two countries. The 
town has great but yet unexploited potentials for tourism. 
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Figure 1: Primary (purple), secondary (orange) and tertiary (yellow) functional agglomeration of 
Balassagyarmat (source: KTI) 

 

As it is common in Hungary and also in Balassagyarmat, the share of  children between ages 0-14 is 
declining, while the share of elderly people is growing.  

 

 

Table 1: The population of Balassagyarmat and N·gr§d 
county (source: ITS 2015) 

 

In terms of educational attainment,  Balassagyarmat shows better conditions than its subregion or N·gr§d 
county. The share of those who completed tertiary education is quite high, but the  number of those with 
less than 1 year of completed school years is not promising.  

 

Age 0-

14 2011 

[%]

Age 60+ 

2011 

[%]

Vitality 

index 2011

Population 

2011 [fŖ]

Balassagyarmat 12.6 23.7 0.53 16 397

Balassagyarmat 

subregion
13.9 24.4 0.57 40 326

N·gr§d county14.5 25.2 0.58 202 427
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Table 2: The educational attainment  of the population ( source: ITS 2015) 

 

Table 3 reveals that Balassagyarmat has less registered jobseekers than the subregion or the county or the 
town of P§szt·, which has very similar characteristics  to Balassagyarmat. The share of women jobseekers 
is higher in the town because there might be more demand for their work in the agriculture of the rural 
area. There are a lot of qualified  jobseekers in the town which suggests that the service sector  is in crisis. 
The number of undereducated jobseekers is high which shows that the demand for higher educated people 
is more dominant in the local economy. The number of unemployed career starters is also high which 
motivates them to migrate.  

 

 

Table 3: The status of the labour market in Balassagyarmat ( source: ITS 2015) 

 

Northern Hungary region has the weakest performing economy in Hungary, and N·gr§d county has the 
weakest economy with in the region. Most economic indicators of the county are well below  the national 
averages. It seems that the gap has widened in the past few years. From 2011 to 2012, industrial 
production of companies (with more than 50 workers) has declined by 1.7% in Northern Hungary and by 
12.3% in N·gr§d county.  

[capit

a]
[%] [capita] [%] [capita] [%] [capita] [%] [capita] [%] [capita] [%]

Balassagyarmat 220 1.4 4783 31 2 830 18.3 5 271 34.1 2 344 15.2 15 448 100

Balassagyarmat 

subregion
581 1.5 15 23140.3 8 143 21.5 10 06626.7 3 800 10 37 821 100

N·gr§d county2 458 1.3 83 56244.1 39 332 20.7 46 45624.5 17 866 9.4 189 674100
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Table 4: GDP data and investments in Balassagyarmat (source: ITS 2015) 

 

However, net income per capita of Balassagyarmat stood at 2 769 û per year which was higher than the 
national average. The same index of the subregion is 2 315 û, which is below the national average but 
above the corresponding figures for  Northern Hungary and N·gr§d county. The  income gap in 
Balassagyarmat is similar to the average Hungarian level  as the ratio of those inhabitants whose yearly 
gross income was above 16 000 û to those with gross income less than 3 200 û was 20.1. In the subregion 
(and also in Northern  Hungary) this ratio is 12.2 which implies that there were less wealthy people 
according to 2014 data.  

In the field of investments there are large differences between the regions: the per capita investment in 
Northern Hungary is only 61.5% of the national average, whereas the same figure in Western Transdanubia 
climbs to 174.5%. N·gr§d attracts  the lowest level of investments in Northern Hungary which creates a 
strongly disadvantageous economic environment for Balassagyarmat. According to 2012 figures, N·gr§d 
had the l owest number of foreign investments and the lowest foreign  direct  investment stock per capita  
within Northern Hungary .  

Balassagyarmat has a rich cultural heritage, attractive landscape, and good transport connections but the 
town is not a frequently visited tourist destination. There are 11.7 commercial accommodations per one 
thousand inhabitants, which is less than one third of the national average and also less than the 
corresponding figure for the subregion (12.8). Currently, t here is not a single hotel in the town. In 2014 , 
215 guest nights per one thousand inhabitants were spent by tourists, which is significantly below the 
Hungarian average. In the subregion this figure shows a somewhat better performance with 415 guest 
nights per one thousand inhabitants. The average duration of stay was also below the county average and 
that of th e subregion as well. The share of foreign tourists (7.52%)  from the total number of guests  was 
marginally higher than in the subregion (7.34%). Although the capacit y of tourist accommodations is low, 
the prices are relatively high.  

 

2.3.  Overview of transport infra structure (incl. SWOT 

analysis) 

Balassagyarmat is located 80 km from Budapest and 50 km from Salg·tarj§n. The nearest highway is 58 km 
from the town. Inhabitants may travel to Budapest by car with in an hour via the M2 expressway. The 
transit through the subregion (on road  no. 22) is significant mainly because of the Slovakian border. In 
2004, a two kilometre long bypass road was built north of Ba lassagyarmat thus part of the transit traffic  
now does not go through the town centre. The other part of the traffic that reaches the town comes from 
the south-east from the settlements of Cserh§t. In the long run, it would be essential to build the eastern 
section of the northern bypass road and to build a southern bypass road for servicing the industrial areas. 
These infrastructural elements would also be used by the interurban and long -distance buses so the town 
centre would be more liveable. The w est-east transport corridor in N·gr§d county is not significant 
because people use other opportunities to reach their destinations.  

GDP per 

capita 

2011

[ϵ]

GDP per 

capita 

compared to 

HU average 

2011

GDP per 

capita 

compared to 

EU average 

2011

National 

investments 

per capita 

2012

[ú]

Foreign 

investments 

per capita 

2011

[ú]

Northern 

Hungary 

region

5 265 59.4 38.6 767 1 338

N·gr§d 

county
3 904 44.1 28.6 408 496
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The lower level roads of the subregion are outdated, have little capacity and their condition is not 
satisfactory . The publi c transport is usually rare therefore it is not comfortable because of the frequent 
overcrowding of the vehicles . The related micro regions have significant transport handicaps a s well. 

Road no. 22 connects R®ts§g and Salg·tarj§n through a bypass at Balassagyarmat). If the driver comes 
from the west the bypass ends in a roundabout from where Slovakia can be reached through the Ipoly -
bridge and drivers may continue their trip towards Salg·tarj§n through the town. Road no. 2108 connects 
Balassagyarmat and Asz·d, road no. 2119 connects Balassagyarmat and Şrhalom. In the table below (Table 
5) the traffic volume and the share of freight transport is displayed according to a traffic count performed 
in 2013. Road no. 2108 had higher traffic volume than road no. 22, but there is more freight traffic ( both 
in absolute and relative  terms) on road no. 22. 

 

 

Table 5: The traffic of the main roads in Balassagyarmat ( source: 
ITS 2015) 

 

On R§k·czi fejedelem ¼tja (which is the main road crossing the town centre) there is a weight limit of 3.5 
tonnes and a speed limit of 30 km/h, which have contributed to the successful reduction in traffic. In 
addition, throughout the town several roads have a weight limit of 7.5 tonnes.  

In Balassagyarmat, the number of cars per thousand inhabitants  is almost the same as the Hungarian 
average: the degree of motorization was 326 in the town and 301 in the subregion in 2015. These figures 
show heavy car usage. The number of newly registered vehicles per thousand inhabitants is also around 
the national average as it reached 17 in Balassagyarmat and 15 in the subregion. 

The local public transport is mainly served by buses. A new bus station was built close to the Ipoly bridge 
in 2007 as the old one had limited space in the historic town centre. The new bus station has 14 departure 
points, 3 arrival points and 26 parking places for buses. On average, 70 local and 340 interurban routes are 
served on weekdays. The coverage of local service is dense as bus stops are available in almost every 500 
metres. The local demand  is served by 8 main bus lines and several sublines. 

The vehicle infrastructure of Balassagyarmat is quite close to the Hungarian average. There is one bus for 
just local purposes, there are 24 buses for interu rban purposes and 38 buses for both functions (in sum it 
means 63 buses). The oldest one was produced in 1987, the newest ones are from 2017. The averge age of 
the fleet is 13.5 years. 8 % of the buses are low -floor buses and 38 % of the buses are low-entr y buses 
which means that obstacle clearing (for elder and disabled people) is not solved in the 54 % of the 
vehicles. 46 % of the buses do not have air conditioning system which means a low level of comfort during 
the summers. 

Traffic [vehicle per day]
Rate of freight transport 

[%]

Road 22 5799 19,1

Road 2108 7450 7,7

Road 2119 2296 5,1

Road 2204

Road 21126 3537 9,6

No data available
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Figure 2: The new bus station completed in 2007 (source: KTI)  

 

Railway is also an opportunity for interurban travel. There are two railway lines in Balassagyarmat: line 
no. 78 offers connection towards Asz·d while line no. 75 links the to wn to  V§c (through Dr®gelypal§nk). 
However, rail transport has low significance. On weekdays, only 14 pairs of passenger trains are operated 
and only 2-10 freight trains reach the town on a monthly  basis. The vehicle fleet of trains is very old as it 
consists of Bzmot trains (mainly from the 80s). The trains are not low -floor type vehicles and they do not 
have air conditioning systems.  
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The infrastructure for non-motorized transport remains well below  the European standard. There is only a 
150 meter long bicycle path near the Ipoly bridge but it is not used because further  bicycle infrastructure 
network is not connected to it. This is the reason why the ongoing EU-financed project of TOP 3.1.1 -16 
aims to create the basis of an extensive local bicycle network.  

In the town centre the demand for  parking is quite high. During the working hours of the week there are 
virtually no free parking places. To cope with thi s situation, a  parking lot was built in Ďv§ros square, 
which offer s a secondary parking opportunity for cars . Furthermore, the introduction of a  parking 
management system with parking fee in the town centre  is currently being considered . 

Figure 3: The local t rain station (source: KTI)  
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Table 6: SWOT analysis 

 

Strengths Weaknesses

- In Balassagyarmat, the public spaces of the 

town centre have been renewed and some parts 

of the main street have been turned into a low 

traffic zone

- East-west sector of the bypass is already 

completed

- Passenger information system with considerable 

potentials has been introduced in Balassagyarmat

- In Balassagyarmat, there is a large number of 

public parks and green space

-  Low quality and limited transport options to 

Balassagyarmat

-  Very few bicycle routes in Balassagyarmat

-  Lack of direct road connection linking the 

southern economic areas as the southern bypass 

road is missing.

-  An entire section of road no. 22 bypass has not 

been built yet. This also means that freight 

transport cannot avoid Balassagyarmat, which has 

a detrimental environmental impact.

- The demand for parking places is higher than 

what is available in the town centre of 

Balassagyarmat.

- Several green areas are not sufficiently 

maintained in Balassagyarmat.

- Several green public spaces are missing 

between the economic and the residential areas in 

Balassagyarmat.

Opportunities Threats

- If political relations between the Hungarian and 

Slovak central governments improve, the 

Slovakian part of Balassagyarmatôs agglomeration 

might develop faster.

- If national funds are devoted to the extension of 

the bicycle road network and new parking places 

will be created, then the quality of life may 

improve in Balassagyarmat.

- If national funds are available for expanding 

green public spaces for pedestrians, the town may 

become more attractive.

- If national funds are spent on building 

recreational areas on the banks of the Ipoly river, 

then the area may turn into a tourist attraction 

which would also be beneficial for the inhabitants 

of Balassagyarmat

- The passenger information system can be further 

developed

- If political relations between the two central 

governments do not improve, then 

Balassagyarmat may remain less attractive for its 

Slovakian agglomeration.

- Lack of investment into the extension of the 

bicycle road network will not decrease the 

environmental impact of the current local traffic

- If the missing section of road no. 22 bypass is 

not built (because of the lack of funds allocated 

from the central government budget), congestions 

will frequently occur in the town centre of 

Balassagyarmat, which involves negative 

consequences both for the freight transport and 

the inhabitants
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2.4.  Multimodal services  

The main opportunities for multimodal services in Balassagyarmat are at the bus station and the railway 
station. The figures below show how many people use buses and trains in an average workday and where 
they come from. The input data of the maps is based on t he country level origin -destination matrices 
prepared by KTI in 2017. Approximately the same number of passengers travels to and from 
Balassagyarmat, which is the reason why only a single relation of the journeys is shown. 

 

 

Figure 4: Number of passengers who travel to Balassagyarmat by train (MćV) on an average 
workday (source: KTI) 

 

According to Figure 4, the significance of railway passenger transport in the interurban transport is low. 
According to a recent research conducted i n 2017, most passengers (18) travel to N·gr§dkºvesd on an 
average workday. This research counted 100 passengers who use trains on an average workday, which is 
very few. The local operator (MćV) estimated the daily number of passengers between 200 and 300 which 
shows a slight  increase over the previous period but it still remains marginal relative to the number of 
passengers using bus services. The reason of low railway usage can be: 
 

Å Long travel times (the average speed of the railway is 36 km/h towards V§c and 43 km/h towards 
Asz·d); 

Å High risk for service disorders (because of the single track routes) that involves a lot of delays;  

Å The low level of comfort represented by the old Bzmot trains (constructed in the 1980s) that are 
operating here.  
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There is a local bus stop next to the railway station where the following bus es stop: 1, 1C, 2C, 3, 3B, 3C, 
9, 9A. Although parking places are available, those people who own a car tend not to transfer to train but 
rather go to their destination by car  on the entire route . There are no bicycle network s that connect to 
the railway station and there are no bicycle parking places either although there might be demand for this 
as several people lock their bicycles to trees, pillars or fences. I n the near fu ture i t is not likely that the 
railway system would be developed which also means that multimodal services at the railway station 
might not be effective.  

 

  

 

Figure 5: Number of passengers who travel to Balassagyarmat by bus (Vol §n) on an average 
workday (source: KTI) 

 

The bus station demonstrates more impressive traffic. In the interurban transport the Balassagyarmat -
Sz®cs®ny relation has the highest number of passengers (more than 550). There are 200 people that 
commute to Budapest on an average workday which is significant. Approximately , 4400 people use the 
interurban bus service every workday.  

Normally, passengers walk to the station instead of using any other means of transportation . There are 
two bicycle parking  places at th e bus station which are full most of the time (especially when the weather 
is nice). The security of t he locked bicycles is enhanced by camera supervision. The above mentioned TOP 
3.1.1-16 project aims to extend the bicycle network and the bus station will be connected with the new 
main bicycle routes. This might contribute to  an increase in the number of bicycle users. For the cars 
there are some parking places available but most of the  drivers use the big parkin g lot of the nearby Tesco 
which is about 70 meter s from the station . Parking fees are not likely to be introduced in this area.  
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2.5.   Smart mobility  

In Balassagyarmat (and in its subregion) the use of ICT systems is lower than the European average. In 
2012, the passenger information system of the regional buses was modernized through an EU-funded 
project, but currently the system does not provide high quality service (dynamic, real -time information)  
even though it has the potential for that . 

Twelve solar panel displays (at the arriv al and departure places) were installed in the bus station. In the 
waiting hall, information boards provide travel details to passengers. The displays show the current time, 
and the schedule of arriv als and depart ures of the buses, but these pieces of information are taken from a 
static timetable , thus the information boards do not display real-time  data. Besides the visual information 
of the displays there are loudspeakers which aid the visually impaired.  

On-board-units (OBUs) with a GPS-based fleet 
tracking system were installed in 187 regional 
buses which places the KMKK (the regional 
service provider) among the rather modernized 
service providers in Hungary. The OBU provides 
online connection between the driver and the 
dispatcher via a touch screen and a headset. 
There are òsmart buttonsó that send 
programmed error messages immediately which 
makes it much easier for the drivers to request 
help. The dispatcher can track the buses in real -
time and can give direct orders through the 
screens or the headsets. The passengers also 
have the opportunity to track the buses via the 
web (http://menetrend.nogradvolan.hu/) where 
they can find information about the actual 
position of the bus and potential delays . 

There are 30 buses where large LED displays have 
been installed at the front, at the side and at the 
back that enhance visibility even in difficult 
visual conditions. Inside the buses one-row 
òrunningó LED displays were placed that provide 
information about the next stop and transfer 
optio ns. A dynamic acoustic information system 
was also installed that informs passengers about 
the next stop independently from the driver.  

The fleet tracking system has some unexploited 
potential: the bus stops could be further 
developed by installing digital  displays with real-
time information obtained from the tracking 
system. Furthermore, a mobile application could 
be developed to show these tracking data in a 
more user-friendly  way. 

The railway station has a dynamic, acoustic 
passenger information system, which is active, 
but dynamic visual display s of arriv als and 
depart ures of the trains are missing. 

Car drivers usually use GPS-based navigation systems (mainly via smart phones). The use of those 
applications bears great potential s for local traffic management as they provide real -time information 
about the road and traffic conditions and thus influence the routes of cars in such a way that can 
potentially reduce congestion. 

Introducing parking fee in the town centre remains in the mid -term or long -term plans of the local 
government. ICT solutions are planned to offer online payment opportunities for  the parking fee (via SMS, 
web or smart phone application). The introduction of a p arking management system would also be 

Figure 6: solar panel display at the bus station (source: 
KTI) 
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beneficial for drivers because it would provide them with real -time information about the number of 
available parking places in each street and thus navigate them to the nearest free parking place.  

 

2.6.  Smart governance and marketing  

KTI organizes an annual personal meeting about the  public transport timetables of Balassagyarmat and its 
subregion (as in other counties of Hungary). Besides KTI, local public transport service providers, mayors 
of municipali ties and educational institutes of the subregion are represented in this meeting. Remarks and 
proposals considering the timetable, urban and interurban bus services can be submitted orally or in 
writing. These remarks and proposals are then examined by the  competent service provider and if 
necessary a traffic counting is ordered to evaluate how reasonable the request  is. 

Train services are ordered from the headquarter s of the Hungarian State Railways (MćV) located in 
Budapest which let the local branch know  about the requested new services. Cross-border co-operation 
between Hungarian and Slovakian train service providers can be initialized only by the MćV headquarter. 
Currently , there is only freight transport between the two countries on the line which cross es the border 
at Ipolytarn·c, located 40 km from Balassagyarmat. 

The local bus service operator, which has been selected through a tender, provides its service based on a 
ten-year contract . Currently , there are no local bus services between Hungary and Slovakia, and the 
coordination  of the schedules would be possible  only through negotiations with the bus operator s. A good 
practice to be implem ented in the future would be to  use interurban buses in the administrative area of 
the town with an urban season ticket.  

 

 

Figure 7: The bridge on Ipoly, the border river between Hungary and Slovakia  
(source: KTI) 

While 8 local bus lines are in operation in Balassagyarmat, sev eral interurban bus lines run across through 
the town. These two types of service belong to the same service provider company, Eastern Central 
Hungarian Transport Centre (KMKK) which facilitated the use of interurban buses in local traffic. 
Therefore it is  possible to travel by interurban buses within the administrative boundaries of 
Balassagyarmat by using a local single ticket or season ticket.  

The municipality did  not promote public transport and non -motorized transport modes in the past few 
years. Some sports events (like òRun gyarmató or triathlon races) definitely made sporting activities more 
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popular but did not highlight the beneficial effects of walking and cycling  thus these active means of 
transport did not become more popular . 

 
2.7.  Involved stakeholders  

Municipality of Balassagyarmat  

Local government body of the town of Balassagyarmat.  

Eastern Central Hungarian Transport Centre  (Hungarian acronym: KMKK)  

KMKK is a bus service provider company of N·gr§d, Heves and J§szn-Nagykun-Szolnok counties and local 
bus service provider for the following twons: Balassagyarmat , B§tonyterenye, Egerbe, Gyºngyºs, Hatvan, 
J§szber®ny, Karcag, Mezşt¼r, Salg·tarj§n, Szolnok, Tiszaf¿red and Ējsz§sz. It was founded in 2012 by 
merging five former regional bus service provider companies, Agria, Hatvani, J§szkun, M§tra and N·gr§d 
Vol§n. Vol§n companies remained subsidiaries until 31 December 2014 and merged into KMKK from 1 
January 2015. 

Hungarian State Railways (Hungarian acronym: MćV) 

Hungarian State Railways is the Hungarian national railway company, with divisions "MćV START Zrt." 
(passenger transport), "MćV-G®p®szet Zrt." (maintenance) and "MćV-Trakci· Zrt.". The "MćV Cargo Zrt" 
(freight transport) was sold to Austrian Federal Railways (¥BB) in 2007. The head office is located  in 
Budapest. MćV START Zrt. is the local train service provider for the Balassagyarmat region. 
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3.  Regioinal status quo analysis of the South Moravian 

Region 

3.1.  Introduction  

KORDIS JMK is the public transport authority responsible for the I ntegrated Public Transport in the South 
Moravian Region (IDS JMK) including regional capital - the City of Brno. KORDIS ensures comprehensive 
activities in all types of public transport, e.g. conceptual planning, operational inspection, controlling and 
promotional terms. KORDIS is responsible for managing, developing and maintenance of city and regional 
public transport including the local and regional trains. The IDS JMK service area covers whole South 
Moravian Region (NUTS 3) plus overlaps partly border territories in the surrounding regions of the Czech 
Republic and few municipalities in Austria and Slovakia. The IDS JMK public transport services are thus 
provided in  densely populated areas as well as in rural areas outside regional and local centres.   

KORDIS has a long term experiences with intermodal transport and coordination of intermodal public 
transport nodes. Transport planning and studies including the interconnectivity of transport nodes  were 
carried out in last decade when the Integrated Public T ransport system was implemented stepwise in the 
whole South Moravian Region. KORDIS is responsible for coordination and management of the whole 
system without being itself a transport operator  who owns public transport vehicles.  

The work plan of the Periph eral Access project is structured in 3  work packages (WP) that are focused on 
different aspects of mobility in rural and peripheral areas. In particular, the topics to be tackled in the 
project are clustered in WPT1 - Intermodality, WPT2 - Use of ICT/ITS and WP3 - Smart governance. 
Intermodality and use of ICT/ITS have been basic features of IDS JMK since its establishment in 2004.  
Interconnections between single transport modes in nodes are guaranteed with harmonisation of 
timetables and central managemen t centre which provides real -time information on the public transport 
services. The information is distributed to electronic information panels at stops, mobile application and 
search engine on website. In view of these facts, KORDIS will deal mainly with the 3 rd WP. The principles 
of multimodality and existing ICT/ITS services in IDS JMK are however mentioned in this summary.  

Since 2004 KORDIS endeavours to interconnect the South Moravian public transport with transport systems 

at national and internation al level. Not only long -distance links between the region and the Trans -

European Transport Network may however boost mobility  at transnational level. R ural areas in the South 

Moravian Region bordering with Austria and Slovakia represent territory which suf fers from low 

accessibility and cross-border mobility  can positively influence regional development.  

This analysis is based on a review of available studies. The goal of the analysis is to gain relevant 

information and foster knowledge about smart governa nce which will be utilized in the pilot action 

implemented within the Peripheral Access project.  
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3.2.  Area characterization  

The South Moravian Region (NUTS 3) is situated in the south-east of the Czech Republic. it is a border 

region located to the borders  with Austria and Slovakia ð federal state of Lower Austria on the Austrian 

side and regions of Trnava and Trenń²n on the Slovak side. Its area of 7188 km2 covers about 9 % of the 

Czech Republicõs territory. Approximately 1 200 000 inhabitants live in the region, placing the region at 

the 4th position in population within the Czech Republic. Its border position within the Czech Republic 

brings further possibilities for the development of the cooperation between border towns and the regions. 

The favourable natural conditions contribute to the development of tourism ð suitable terrain, slightly 

warm climatic conditions , preservation and diversity of natural potential with the possibility of year -round 

use. 

 

Figure 8: The South Moravian Region in Central Europe 

 

The  

Figure 99 shows in detail the bordering regions with the South Moravian Region: 1 ð the South Moravian 
Region, 2 ð Lower Austria, and two Slovak regions - 3 ð Trnava region, 4 ð Trenń²n region.  
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Figure 9: Map of the South Moravian Region and its neighbouring foreign regions at NUTS 3 level (source: 
http://ec.europa.eu/eurostat/web/nuts/statistics -illustrated ) 

 

Figure 10: Area around the state border between South Moravian Region and its neighbouring f oreign 
regions (source: www.mapy.cz ) 

There are around 700 municipalities in the South Moravian  Region, with the city of Brno being the largest 
The least densely inhabited area is Znojmo district, specifically its south pa rt (bordering the National Park 
Thayatal/Podyj²) and its part bordering other regions, the density of population being less than 50 people 
per km2. The most densely inhabited areas are regionõs centres (Brno, Znojmo, Blansko, Hodon²n, Bţeclav, 
Vyģkov) and adjacent suburbs.  

Brno, capital of the region, is the second largest city in the Czech Republic . Nearly 400 000 inhabitants 
live in Brno and another 65  000 people commute to Brno every day. The City of Brno faces the challenge 
to maintain its relatively hi gh share of public transport and to foster the use of sustainable transport 
systems. Low carbon mobility planning is an important issue to be addressed in a new spatial urban 
mobility plan.  

http://ec.europa.eu/eurostat/web/nuts/statistics-illustrated
http://www.mapy.cz/
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Apart from Brno, the important economic centre of the whole Czech Republic, we can also find areas in 

the South Moravian Region which suffer from structural economic problems due to their isolation and 

distance from the main economic hubs of the region. These areas are defined as peripheral areas. 

According to the Develo pment Programme of the South Moravian Region, areas meeting this definition in 

the South Moravia are mainly the district of Znojmo, lying on the border with Austria, and the district of 

Hodon²n, located on the border with Slovakia. Their main characteristics is increased rate of 

unemployment vis- -̈vis other parts of the region, lower average income of its inhabitants and negative 

net migration rate. Reasons of their position among the region are mostly historical: their character had 

always been rural and agricultural with almost no industry being present. As these areas are also located 

at the state border, they had always been far away from other parts of the region, also due to insufficient 

transport infrastructure.  

The reason why KORDIS wants to aim at the regionõs peripheral area is that this rural area is sparsely 
populated, its population is aging and the mobility of people is more complicated. This result in 
depolluting of remotely placed parts of the South Moravian Region and positive migration rate  in the Brno 
surrounding. 

Peripheral areas are present not only in the South Moravian Region, but in its neighbouring regions in 
Austria and Slovakia as well. Figure 1111 shows demographic data about districts located on the borders of 
South Moravian Region, Austria and Slovakia ð districts Znojmo, Bţeclav and Hodon²n on the Czech side, 
districts Horn, Hollabrunn and Mistelbach on the Austrian side and districts Senica , Skalica, and Myjava on 
the Slovak side. According to the Czech territorial organisation, districts are divided into territories of 
municipalities with extended authorities (abbreviated ORP in Czech), which respond more in terms of 
population to districts  in Slovakia and Austria. The following figures will show data only for ORP which are 
directly on the border with Austria or Slovakia ð Znojmo (part of district Znojmo), Mikulov, Breclav 
(district Breclav), Hodonin, Veseli nad Moravou (district Hodonin).  

 

District  (AT, SK), ORP 
(CZ) 

Population  Unemployment rate  in % Average age 

CZ ð Znojmo  91 323 (2016) 8,8 (2016) 41,9* (2016) 

CZ ð Mikulov  19 827 (2016) 6,4 (2016) 42,3* (2016) 

CZ ð Breclav  59 854 (2016) 5,2 (2016) 42,3* (2016) 

CZ ð Hodon²n 61 042 (2016) 8,7 (2016) 42,9* (2016) 

CZ ð Vesel² nad Moravou 38 310 (2016) 7,6 (2016) 42,9* (2016) 

AT ð Horn 50 541 (2015) 5,2 (2015) 44,47 (2016) 

AT ð Hollabrunn  31 397 (2015) 5,7 (2015) 44,27 (2016) 

AT - Mistelbach  74 793 (2015) 5,6 (2015) 43,75 (2016) 

SK ð Senica 60 686 (2013) 4,69 (2017) 40,33 (2015) 

SK ð Skalica 46 887 (2013) 2,89 (2017) 41,12 (2015) 

SK ð Myjava 27 229 (2013) 2,73 (2017) 43,65 (2015) 

*data are available only for the whole district  

Figure 11: Demographic information  

(sources: www.czso.cz, www.statistik.sk , www.statistics.sk , www.urbistat.com ) 

 

All of these regions ð South Moravian Region in the Czech Republic, Lower Austria in Austria and Trnava 
and Trenń²n Region in Slovakia are among the wealthiest regions within their respective state. However, 
the centres of economic activities are situated far fro m the boundary areas ð Brno in the Czech Rpublic, 
Vienna in Austria and towns in the valley of river V§h in Slovakia. Higher unemployment rate of Czech and 
Austrian boundary districts in comparison with the rest of the country points out that these regions  

http://www.czso.cz/
http://www.statistik.sk/
http://www.statistics.sk/
http://www.urbistat.com/
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struggle more with missing work opportunities than other inner -state districts. The situation is relatively 
better in Slovakia, some industrial parks have been built in the region, although the portfolio of work 
possibilities is not that wide as the econo my is concentrated on industry.  

According to the data of the Czech Statistical Office (ŃSĒ), in the border regions which are less populated 
the number of people who are older than 65 years was about 20 % in 2016. It was more than number of 
young people (0-14 years) which was about 15 %. The same situation is in the Slovak border regions. 
According to the data of Statistical office of the Slovak Republic the ratio of older people was about 17 -
18 % in the same year and it was higher than the ratio of young pe ople which was about 13-14 %. The 
situation in the Austria is comparable. The data from Statistics Austria confirms that the number of young 
people has fallen in Lower Austria, while the number of older people has strongly increased.  

Based on the above mentioned facts, it can be concluded that problems of less populated areas, people 
moving to cities and elderly population are common for challenges to be tackled in all three countries - in 
the Czech Republic, Austria and Slovakia. New public transport servi ces and cooperation with local 
stakeholders may improve accessibility of these rural areas and make the border area more attractive for 
visitors from the neighbouring countries.  

 

 

3.3.  Overview of transport infrastructure  (incl. SWOT 

analysis)  

Transport infras tructure in rural border area of the South Moravian Region comprises railways, roads and 
cycle tracks. Considering that public transport is primarily used by commuters, the largest passenger flows 
are evident between suburbs and towns where job opportuniti es are available. On the contrary, public 
transport services in rural areas are mostly ensured with buses. Single bus lines are interconnected with 
each other or with trains so that public transport services cover the whole region in a cost effective way.  

The railway infrastructure (black -and-white chain -dotted lines) along with motorways and main roads 
(Orange lines) in the South Moravian Region is depicted in the Figure 12. The picture shows that:  

¶ Brno is central node of the road and railway network (TEN -T node ð Orient/East ð Med, Baltic 
Adriatic corridor).  

¶ Absolute majority of the regional centres (towns beyond 5.000 inhabitants) are interconnected 
with railway.  

¶ Znojmo district and the rural area in its surrounding are accessible from Brno only on road. The 
railway link via Bţeclav is in terms of travel time not competitive with road transport. 

¶ 2 railway transport links with Austria exist (Znojmo ð Retz, Bţeclav ð Hohenau) 

¶  2 railway transport links with Slovakia exist (Bţeclav ð Lanĥhot, Vesel² nad Moravou ð Vrbovce) 

¶ Desirable motorway Brno ð Vienna has been constructed only on the Austrian part, yet.  

¶ The south-west fringe of the region (ca. 90 km far from Brno) i s sparsely populated rural area 
without any other regional centre except Znojmo.  

Global development plans regarding the transport infrastructure are stated in the Development plan of 
the South Moravian Region 2018 - 2021. According to this plan the followi ng strategic objectives are 
foreseen to be reached:  

¶ Finishing of the backbone network of motor ways (D43 and D52).  

¶ Fundamental upgrading of regional railway tracks (electrification, eventually double -tracking of 
selected tracks)  

¶ Reconstruction and upgrading of roads in possessive of the South Moravian Region 

¶ Modernisation of rolling stock and other public transport vehicles  

¶ Conceptual planning of Park and Ride carparks, use of ICT for information on occupancy of the car 
parks 
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Figure 12: Geographical map of the South Moravian Region  

(source: https://www.czso.cz/csu/czso/mapy -a-kartogramy-wpx831xfog) 

 

The transport network in the South Moravian Region is devel oped and maintained by several institutions. 
The Railway Infrastructure Administration (SĤDC) is in charge of providing operation, operability, 
modernization and development of the railway infrastructure. It also allocates path capacity. It is a state -
owned body conducted by the Ministry of Transport.  

The General Motorway and Road Directorate (ŢSD) is responsible for the operation and development of the 
motorways and 1st class roads. The 2nd and 3rd class roads are owned by the South Moravian Region and 
maintained by the Road Administration and Maintenance of the South Moravian Region (SĒS JMK). Very 
important is cooperation between these organizations in order to coordinate maintenance and 
reconstruction works without any negative impact on performance of p ublic transport system. Besides 
that, close cooperation with the Regional Authority of the South Moravian Region and KORDIS allows quick 
exchange of information on actual infrastructure restrictions, needs of modernisation, etc. Working 
meetings of all the  above mentioned institutions took place as needed so that the planning at strategic as 
well as tactic level can be harmonised with all relevant parties.  

Moreover, the IDS JMK public transport services are operated on a small scale outside the territory of  the 
South Moravian Region. IDS JMK lines run in 9 municipalities of the neighbouring countries. There is a bus 
line which passes towns Holiń and Skalica, and a train line which goes through Vrbovce up to Myjava. Both 
lines are corss-border going to Slovakia. Cross-border connections with Austria are ensured by two bus 
lines. The first one is going all year round to Laa an der Thaya, the second one is only seasonal during 
summer and connects the western part of the Znojmo district with the Austrian town Dro sendorf.  

The South Moravian Region is also suitable for cycling especially its south area is very popular among 
cyclists. Cycling can also be an alternative to individual car transport and it can complement public 
transport services for the first/last mile  of the transportation chain.  

In June 2015, a concept of cycling in the South Moravian Region was elaborated as a strategic document 
for the period 2016 -2023. The Concept contains a detailed analysis and particular recommendations for a 
conditions improvem ent for cycling. The South Moravian Region supports cycling through public transport. 
Bicycles are allowed to be carried in all regional trains and by cyclobuses ð buses with special racks on 
stern of the bus or with a trailer for carrying bicycles. The ca pacity of the rack is 5 bicycles whereas the 

https://www.czso.cz/csu/czso/mapy-a-kartogramy-wpx831xfog
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trailer can transport up to 20 bicycles. Nowadays, there is 13 regional bus lines in the IDS JMK which 
enable transport of bicycles.  

Infrastructure for cyclists is continuously developed under coordination of th e South Moravian Regional 
Authority. One of the most attractive products for tourists are the Moravian wine trails (Moravsk® vinaţsk® 
stezky) which are shown in the Figure 13. Moravian Wine Trails consist of 1200 km of cycling trails, which 
are connected into 10 thematic wine routes named after original wine -growing areas.  The trails lead 
between vineyards and orchads, offer interesting view on South Moravian Region and enable visit of wine 
cellars for cyclists along each trail. This la rgest network of thematic cycling t rails in the Czech Republic 
has started in years 1999 - 2003 as a pioneering project with the idea to connect all important wine 
villages and vineyards, including major t ouristic attractions in the South Moravian Region. Iniciator and 
main coordinator is Nadace Partnerstv² (Czech Environmental Partnership Foundation).  Project includes 
over 250 wine villages, later on (based on tourist demand) were  established thematic website with local 
events.  

 

Figure 13: Moravian wine trails  

(source: Concept of Cycling in the South Moravian Region for the period 2016 -2023) 

Besides Moravian wine trails and cycle tracks build up by single municipalities, there is another systematic 
network for cyclists - the European cycle route network EuroVelo. The EuroVelo routs passing the South 
Moravian Region shows Figure 14. 
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Figure 14: Map of the EuroVelo routes (source: Concept of Cycling in the South Moravian Region for 
the period 2016 -2023) 

 

3.4.  Multimodal services  

The IDS JMK itself is multimodal service. A ccording to requirements of the South Moravian Region and the 
City of Brno, KORDIS set rules for the whole system. Within the same conditions, passengers can travel by 
fast trains, regional trains, regional buses and publ ic transport in Brno and another 8 cities.  There is an 
interval timetable;  passengers can use only one ticket for all means of transport. They can choose if they 
want to buy one -time ticket or pre -paid ticket. The system has central control system and inform ational 
systems for passengers. 

Multimodality is basic principle of public transport services in the South Moravian Region. The backbone of 
the network is railway that interconnects main regional centres. Stations in regional centres are 
concurrently  interchange terminal where passenger can change for regional buses. The railway serves as a 
transport mode which allow to big amounts of passengers, the buses ensures public transport services in 
wider area from the railway ð they are operated in every si ngle village. Territory where railway is not 
available is served by buses. Also bus lines are interconnected among each other so that passenger can 
change from one bus to another one and an amount of destinations from one origin is higher.  

Figure 15: Figure 1515 depicts Scheme of guaranteed links among IDS JMK trains and buses. The dots 
represent transfer links in the different time according to the type of a dot. The red lines pictured the 
railway network and the blue lines are bus lines. The arrows represent directional links between bus or 
train lines.  
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Figure 15: Scheme of guaranteed links among IDS JMK trains and buses (source: KORDIS) 

 

Besides the principle of one ticket that can be used for journey with different public transport vehicles 
and harmonisation of timetables so that changes between connec tions in transport nodes are convenient 
as much as possible, there is another segment where multimodal approach can be applied. Nowadays, the 
individual transport to a transport terminal may be included in the transport chain. E.g. Park and Ride 
carparks or cycling become more important issue to be better interconnected with the public transport 
services.  

At most railway stations, there are stands for bicycles but the bottleneck is that people use those stands 
only sometimes. Some of the stands are not in a good condition, so people do not want to use them. 
Nowadays there are more possibilities for transport of bicycles ð cyclists can use trains or selected bus 
lines for transportation of bicycles.  

Cycling is popular in the southern part of the South Morav ian Region because there are better geographical 
conditions ð flat landscape. The Concept of cycling in the South Moravian Region 2016-2023 claimed that 
every public transport stop becomes means for further development of cycling, because thanks to public 
transport connections one can travel far beyond just 5 km.  

The South Moravian Region carried out an analysis to identify linkages between municipalities suitable for 
commuting by bicycles. Figure 1616 shows possible links between municipalities in terms of commuting to 
work or to school by bicycles.  
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Figure 16: The Analysis of possible links between municipalities in terms of commuting to work or to 
school in the South Moravian Region (source: The Concept of Cycling in the South Moravian Region 

2016-2023) 

Different situation for cooperation with provider of cycl ing services are in cities. In Brno, KORDIS 
cooperates with a bike sharing company called Rekola. Passenger with seasonal pass for public transport 
may use the bike sharing with discount.  

To sum up, KORDIS will monitor the current European trends in transport and will endeavour to implement 
several development projects according to the Plan of regional public transport services 2017 -2021. This 
document contains a list of the following issue s to be solved within next years:  

- increase the number of connections of demand responsive transport  

- unification of rules for P+R  

- cross-border and cross-region transport offer  

- support for the transport of bicycles in the vehicles of IDS JMK  

- system solution for traffic at night  

- modernization of the passenger clearance process 

- modernisation of rolling stock  
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3.5.  Smart mobility  

KORDIS has been dealing with smart mobility since the establishment of IDS JMK. Final public transport 
services comprise many activitie s that are based on ICT. Specialized software tools support the 
preparation of timetables with processing of all relevant information inputs (travel time, routes, transport 
operators, driversõ shifts etc.) A Usage of that software allows sharing of data about timetables between 
different transport operators, regulatory bodies and general public. Besides that, the SW enables to 
generate different outputs according to particular usersõ needs. 

Core element in providing public transport services in the South Mo ravian Region is the Central 
Dispatching (CED). The IDS JMK managing centre has existed since 2005 but since the beginning of its 
operation it is continuously upgraded by KORDIS JMK. The key elements of the centre are servers, data 
links to transport opera tors (trains, trams, trolleybuses, urban buses) and receivers of GPRS/UMTS which 
make possible to collect data from regional buses. This centre monitors and direct manages more than 800 
regional buses, ensures 34 thousands connections between lines every day and also answers the 
passengersõ queries. 

The traffic controller sitting in the Managing Centre can watch all vehicles on a digital map. Actual 
position of each vehicle is compared with timetables saved in a database on server and actual delay is 
estimated. The on-board unit enables communication (phone call or SMS) between the particular driver 
and traffic controllers  in the Managing Centre. Thus drivers of feeder lines may be instructed to wait for 
passengers who are going to change and get on the feeder vehicle  based on the estimated delay . The 
processed data are also used for information services. The estimated time of arrival at a particular stop is 
displayed on electronic information panels and in mobile app.  

 

Figure 17: Central dispatching centre of IDS JMK (source: KORDIS) 

The main communication channel with passengers is nowadays the Internet. Both long -term and short -
term information on the public transport services are continuously available on the IDS JMK website 
www.idsjmk.cz  (4,000 visitors a day). Passengers may find all relevant information on connections, 
timetables, tariff, etc. on one site. For more convenient planning of trips with public transport, a journey 
planner and interactive map of the service area are available. Everyone can search an address or a name 
of the stops. If you donõt know the address or stop, you can highlight the line and then you can find the 
stop. Figure 188 shows the IDS JMK website with journey planner and Figure 199 depicts the interactive 
map. 

http://www.idsjmk.cz/
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Figure 18: The main page of the IDS JMK website with the search engine (source: www.idsjmk.cz ) 

 

Figure 19: IDS JMK Interactive map (Source: https://www.idsjmk.cz/Map/Map.aspx ) 

Real time data about location of single public transport vehicles are besides the managing control centre 
also publicly available in two ways. Firstly, they are displayed on electronic information panels (ELPs) that 

http://www.idsjmk.cz/
https://www.idsjmk.cz/Map/Map.aspx
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show departures and other important info rmation such as delays, route changes, etc. ELPs have been 
installed at selected stops / transport nodes where changes between connections are frequent. Secondly, 
data about operation of public transport are used via API by third parties in their mobile ap p. The ELPs are 
showed in the Figure 2020.  

 

Figure 20: Electronic information panels (s ource: KORDIS) 

Passengers can also use a smartphone application which is called Poseidon. It helps them with online 
information ð real time departures. They also can buy tickets via this mobile app thanks to QR ticketing. In 
the POSEIDON, users can find information, plans, maps, timetable, tickets (QR ticketing), on -line journey 
planner.  
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Figure 21: Mobile application ð POSEIDON (source: KORDIS) 

Apart from the already implemented technologies, 2 further services in preparation may be mentioned to 
provide full information on the state -of the art analysis regarding smart mobility. It is assumed  that the 
mobile app and web services will be extended with information about occupancy of Park & Ride carparks 
near railway stations so that drivers can change for trains in more convenient way. Pilot Action in frame of 
the Interreg CE project SOLEZ is going to be implemented in summer 2018.  

Another expected smart mobility service is introduction of new seasonal tickets which will be based on 
bankcards. Seasonal tickets will be saved in a central database, which allows passenger to use their bank 
card as identifier in public transport. This technology might bring better knowledge about usage of public 
transport by holders of bank cards and the fare inspection will be easier.  

 

3.6.  Smart governance and marketing  

The public transport in the South Moravian Region is coordinated by KORDIS via the Integrated transport 
system of the South Moravian Region (IDS JMK). IDS JMK integrates all public transport modes in 728 
municipalities organized according to same principles. There is a common network of public transport 
lines and tariff system, transport conditions, information and marketing system. The minimal standards of 
public transport are 6 connections at working days, 3 at weekends for every municipality. There is an 
interval timetable and lines link to each other.  
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The public transport in Brno and the South Moravian Region is characterised by the three level model 
pictured in the Figure 2222. 

 

Figure 22: Governance of IDS JMK (source: KORDIS) 

Four public bodies are the most important at the strategical level. The Regional authority and the City of 
Brno have charged KORDIS JMK to manage the IDS JMK. In particular , KORDIS coordinates timetables 
among rail and non-rail operators, prepares contracts with operators for the regional authority, oversees 
the quality of traveling, allocates revenues among operators, promotes public transport and consults on 
infrastructure development or tariff issues . The regional authority subsidises all regional trains and buses 
outside the City of Brno. Beside that , Regional road network (including interchange terminals) is 
administered by the same body. In general, the Regional authorit y is the main decision maker on running 
of the IDS JMK. A mid-term vision of regional public transport services is drawn up in the Plan of regional 
public transport services 2017 -2021, updates of the plan are annually approved by the regional council of 
the South Moravian Region. 

The Ministry of Transport subsidises Interregional and International trains. That implies the need to 
harmonise the timetables of Rex and R -trains with S -trains. The trains of higher quality (EuroCity, 
InterCity) are not integrated  into IDS JMK. 

The Railway Infrastructure Administration (SĤDC; RIA) is in charge of providing operation, operability, 
modernization and development of the railway infrastructure. It also allocates path capacity. It is a state -
owned body conducted by the Ministry.  

KORDIS JMK works on tactical level ð in the middle between strategical and operational level. The 
company was established to carry out two main activities: coordination of transport services in the South 
Moravian Region and preparation, implement ation and operation of the integrated transport system  (IDS 
JMK) in the whole territory of the South Moravian Region.  

KORDIS is also responsible for direct managing of the system (coordination of 2 2 transport operators ð esp. 
regional buses), providing inf ormation service for passengers (about tariff system, transport conditions, 
etc.), implementation of EU funded development projects and cooperation with partner from other 
regions in the Czech Republic on cross-border mobility services.  Representatives of all public bodies that 
are mentioned above attend regular meetings of IDS JMK Workgroup. This workgroup come together 
quarterly in order to exchange information on performance of public transport services, planned 
diversions, changes in operation and legal  aspects among all participated bodies.  
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As for the cross -border cooperation, KORDIS has got in touch with its counterparts from L ower Austria 
and western Slovakia to provide passengers with cross-border mobility services. Overview of bus lines and 
trains passing through the south Moravian Border to neighbouring countries is depicted in Figure 2323. The 
institution that cooperates with KORDIS and the South Moravian Region are: Lower Austria,  
Verkehrsverbund Ost-Regon, Trnava Region, Town of Skalica. Harmonization between neighbouring areas 
of different countries  is discussed. KORDIS cooperates also through the Regional Authority of the South 
Moravian Region with ¥BB and ZSSK.  

 

Figure 23: Cross-border regional public transport (s ource: KORDIS) 

Apart from the bodies that are described above, KORDIS also communicate with the demand side ð with 
the municipalities, employers and individual passengers. The communication with clients of public 
tr ansport is ensured by email, hotline to managing control centre and promotional campaigns (webpage, 
leaflets, banners on buses, media contacts, etc.) Passengers have a possibility to propose a motion to 
change of public transport services through their mun icipal representative or can send directly an email to 
KORDIS. Marketing activities are targeted in general to all users of public transport. Few information 
campaigns are dedicated to a particular segment of passengers, e.g. students, seniors, disabled pe ople, 
etc. Significant group of passengers as for the marketing activities are tourists. These passengers utilize 
the public transport vehicles especially at weekends when numbers of commuters are lower but the public 
transport services must be ensured.  

In order to entice tourists to use public transport, KORDIS distributes leaflets about public transport to 
tourist information offices within the whole region and established a partnership with several institutions 
that provide discounts for public transpor t passengers. The partners of the discount programme are 
predominantly museums and providers of bike rental services.   

With regard to peripheral areas and bordering regions, the public transport services might be considered 
as a tool which can improve acc essibility and increase attractiveness of that territory. As the public 
transport services for commuters already exist in each village of the region, a possible next step is to 
make the public transport more attractive for tourists. This should be done bas ed on consultations with 
local stakeholders and the negotiating procedure is going to be adopted in the planning process of public 
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transport services. KORDIS have preliminary identified two different target groups for whom the public 
transport services mig ht be tailored more according to their needs. The first group are cyclists who might 
appreciate transporting bicycles for instance in hilly landscape . The Second group was identified among 
fans of historical trains. There is a historical train which runs between Retz and Drosendorf at the 
Austrian/Czech border. So within the cross -border cooperation there is a possibility to organize a meeting 
of historical trains from Austrian and Moravian sides.  

The priority is to implement a system of bus lines transporting bicycles. The goal is to develop and 
implement a promotion campaign focused on cross -border regular and tourist transport and buses for 
cyclists. A part of the project activities is reporting on the introduction of the new methods supporting the 
cross-border cooperation in South Moravia. The new bottom -up approach for planning of transport services 
in peripheral region will be used for the first time in the South Moravian Region. KORDIS supposed that this 
approach will be applied also in other areas of  the South Moravian Region. In case that the debates with 
local stakeholders will be beneficial for planning of mobility services.  In cooperation with train specialists 
KORDIS attempt to establish cooperation between operators of historical trains from bot h Austrian and 
Czech side of the national border. The aim of the cooperation is to create synergy in organising common 
events and entice tourists to peripheral bordering region and make them use public transport services.  

The project pilot action is in accordance with the Plan of regional public transport services 2017 -2021 
where creation of cross -border transport services and support of carriage of bicycles are mentioned as 
strategic goals.  
 

3.7.  Involved stakeholders  

KORDIS consults the project activities wit h representatives of the South Moravian Region (Transport 
department), because the implemented measures will be partly included in the IDS JMK public transport 
services. The aim of the Peripheral Access Project in the South Moravia is to introduce new meth ods 
supporting the cross-border cooperation. The pilot action might prove whereas consultations with local 
stakeholders bring an added value to the public transport planning which has been done based on top - 
down approach so far. 

The main objective of the project activities up to now was the establishment of working group of local 
stakeholders who will deal with:  

¶ public transport services for cyclists in Znojmo district,  

¶ possible cross-border cooperation between operators of historical trains.  

The first meeting of all relevant stakeholders was called in Znojmo on 1 st March 2018. The representatives 
of KORDIS informed the participants on the project and its goals. In particular, they presented the new 
public transport services for cyclists in Znojmo distri ct. Since the 14 th of April 2018, buses operating on 
4 bus lines have been newly equipped with trailers or special racks enabling transportation of bicycles at 
weekends. The initial timetables have been prepared by KORDIS and the local stakeholders may com ment 
on the service provision by the end of the touristic season in September. A next meeting of the working 
group is foreseen in autumn when the new service will be evaluated and measures for the next year will 
be adjusted.  

The participants of the meetin g welcomed the idea of creating two groups (for tourists and for cyclists). 
They agreed that if they have some idea about some improvement of cycling in the given region, they will 
contact the representatives of KORDIS. The second topic ð cross-border cooperation between operators of 
historical trains was mentioned however negotiation with the Austrian counterpart (Verkehrsverbund Ost -
Region and Lower Austria) is desirable first of all. This issue will be discussed in May in occasion of another 
meeting about international railway transport.  

Stakeholders who are going to be involved in the project activities are listed below:  

Reblaus Express / NOV¥G ð operator of tourist train Retz -Drosendorf. The tourist train connects the town 
of Retz in the Austrian regio n Weinviertel and Drosendorf an der Thaya in Waldviertel. The Express stops 
at 11 stations, where you can get off and take some beautiful trips by bus, bicycle or on foot. 
http://www.reblaus -express.at 
 

http://www.reblaus-express.at/
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Fellows hip for public transport in the Southwestern Moravia ð SVD JZM (Spolek pro veţejnou dopravu na 
jihoz§padn² Moravœ) - operator of occasional tourist trains in the border area of South Moravian, South 
Bohemian and Vysońina Region.  

http://www.svd -jzm.cz/   
 

South Moravian Region ð Transport Dept., Regional development dept.  KORDIS has long been working 
with the representatives of given departments on improving transport in the South Moravian Region.  

City of Znojmo - (about 36 000 inhabitants)  The city is administrative capital of the Znojmo District. It  is 
the historical and cultural centre of southwestern Moravia , the city is located along the river Thaya, close 
to the national park Thaytal . 
 

Znojemsk§ beseda ð organization funded by the city of Znojmo, is in charge for arrangement of cultural 
events, tourism, local wine festivity etc.   

http://www.znojemskabeseda.cz/ .  
 

Cykloklub Kuńera Znojmo ð citizen association of cyc lists focused on sport, public enlightenment and 
other cycling activities .  

http://www.cykloklubkucera.cz/ .  
 

Regional Development Agency of South Moravia (RDASM) ð The agency assists in the sustainable 
development of the region and in growing its competitiveness through the realisation of development and 
cross-border cooperation projects as well as by supporting investment and innovation. It is a consortium of 
legal entities and its members are the South Morav ian Region, the Association of Communities and Towns 
of South Moravia and the South Moravian Regional Chamber of Commerce. 

 http://www.rrajm.cz/en/  
 

Jihomoravsk® muzeum ve Znojmœ ð this museum is one of the oldest mu seums in South Moravia. There 
are many collections that are from the field of social science and science. At present, a visitor can see a 
total of ten permanent exhibits that are spread over three objects.  

http: //www.muzeumznojmo.cz/ .  
 

Mikroregion Vranovsko  ð on its website you can find a lot of information about the southern part of the 
South Moravian Region called Vranovsko. There is a list of activities that you can do in this region. The 
activities are divid ed into many categories, e.g. tips for trips, tips for tourist and cyclists, information 
about culture and traditions, etc.  

http://www.navstivtevranovsko.cz/cs/ .  
 

Camp Vranov  is situated near the Vranov dam, which is one of the warmest and cleanest dams in the 
Czech Republic. It is an attractive place for summer family holiday with children, schools stays in nature 
or corporate events. There are many possibilities how you can enjoy your free time, e.g. cycling, 
adrenaline experiences, recreation, sightseeing, trips to nature, etc. In the Camp there are several types 
of accommodation for families, groups or individuals.  
 

https://www.vranovska -plaz.cz/cs/ .  

Camp B²tov is situated right on the banks of the Vranov dam. In the Camp B²tov you can rent sport 
equipment, water pedal boats, mountain bikes, beach volleyball, etc. Also you can go for trips around the 
camp by bike or on foot.  

http://www.camp -bitov.cz/ .  
  

http://www.svd-jzm.cz/
http://www.znojemskabeseda.cz/
http://www.cykloklubkucera.cz/
http://www.rrajm.cz/en/
http://www.muzeumznojmo.cz/
http://www.navstivtevranovsko.cz/cs/
https://www.vranovska-plaz.cz/cs/
http://www.camp-bitov.cz/
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4.  Regional status quo analysis of Friuli -Venezia Giulia 

region  

4.1.  Introduction  

In this deliverable the state -of-the-art scenario and main critical issues in the field of multimo dal services, 
smart mobility and governance are addressed. The importance of multimodal services comes from the 
relevant regional planning guidelines and regional policies emphasizing the need of improving the 
integration among transport modes and services  as a main planning goal at regional level. Multimodality 
has then to be achieved through integration of both transport infrastructures (in particular, nodes) and 
services. Central to such a strategy is the development of an integrated ticketing system at regional level. 
Moreover, the need to develop cross -border transport services is underlined, both with respect to Austria 
and ð of particular relevance in Peripheral Access ð Slovenia. 

The importance of smart mobility also comes out from various regional p lanning documents and policies. 
In particular, it is stressed the need to develop smart and innovative transport services in peripheral and 
rural areas. Indeed, such a strategy is formally recognized by identifying òflexibleó and òthird leveló 
transport services which have to be supported by smart tools and new technologies. Seemingly, the role of 
smart ticketing (integrated ticketing system supported by smart tools) is emphasized. Eventually, the goal 
of developing info -mobility systems (traveler informati on system) is particularly emphasized in planning 
documents to support transport users in mobility choices and trip planning.  

As for the governance issues, it should be recognized that the current regional model turns out to be 
rather effective and well d esigned. This is the reason why we would not address it significantly.  

 

4.2.  Area characterization  

The Friuli -Venezia Giulia region is one of the 20 regions of Italy, a national administration unit 
corrensponding to the statistical NUTS level 2. The Region is  made up of four NUTS3 areas, corresponding 
to the italian units ăProvinceò. The region covers an area of 7,380 square kilometers and it has a 
population of 1,24 millions inhabitants (see table 7). 

 

NUTS 2 NUTS 3 Number of 
Municipalities 

Population Population 
(%) 

Region CODE Province CODE 

Friuli-Venezia 
Giulia 

ITH4 

Pordenone ITH41 51 318.062 25,6% 

Udine ITH42 136 544.129 43,9% 

Gorizia ITH43 25 144.024 11,6% 

Trieste ITH44 6 234.645 18,9% 

TOT 218 1.240.860 100% 

Table 7: NUTS classification and regional population (by provinces)  

The regional territory consists of 47 municipalities with a population of less than 1,000 residents, 84 
municipalities with a population between 1,000 and 3,000 units, 24  municipalities with a population 
between 3,000 and 5,000 units and 40 municipalities with a population above 10,000 residents. As 
mountain areas prevail (covering some 50% of the whole territory), average population density turns out to 
be rather low ð some 150 inhabitants per square kilometer - below the national average.  The proportion 
of population living in larger municipalities is just 35%. Still, the incidence of elderly people is significant ð 
some 23%, above the national average.  
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Demographic features and spatial distribution of the population show how the regional territory is 
characterized by vast areas of weak (or very weak indeed) mobility demand and, at the same time, by a 
limited number of strong axes (in fact, those involving to the regional  capitals).  

Main socio-economic and territorial features are displayed in the following figures, where employment and 
local units numbers are shown.  

 

Figure 24: Employment ratios (employed people/total residents)  
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Figure 25: Regional local units  

 
  










































































































































































