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1 Introduction  

“Why do so many parents bring and pick up their children to or from all sorts of destinations in their 

everyday lives by car, even though there are other ways to travel?” 

This question, posed in the introduction to the interim report on Deliverable 4.2, was and remains 

the central approach for the measures implemented in the Pilot lab Rhein-Sieg within the 

INCLUSION project. Of course, it was necessary to try to determine the reasons for the numerous 

uses of the car despite alternatives on the one hand, and to find ways to steer this behaviour in a 

different, more multimodal direction on the other.  

It became apparent during the project work that the question posed in the introduction must be 

supplemented: “How can we avoid children and young people becoming dependent from their 

parents because of bringing and picking up them and not being sufficiently strengthened and 

empowered to carry out their mobility in a self-determined way?” 

If children and adolescents are (or have to be) brought by car to participate in social events, sports 

clubs, visits to friends, etc., in addition to the ecologically negative consequences, this of course also 

means a relationship of dependence which, if the parents cannot or do not want to bring them, 

also excludes them from participation in the above-mentioned social life. This too is a form of 

poverty that must be counteracted. At the same time, the independent mobility of children and 

young people is not promoted, but blocked, with negative consequences in the medium and long 

term. 

In addition to the structural analysis of the Pilot lab area, great importance was attached to two 

extensive surveys of residents, a before and an after survey, in order to establish a comprehensive 

data basis.  

The previous survey in autumn 2018 served to determine the actual state of affairs before the 

implementation of possible local measures and also formed the starting point for the measures to 

be implemented. Based on the results of the previous survey, the measures were developed and 

finally implemented in the pilot lab area Hennef Im Siegbogen. 

The subsequent survey at the end of February, beginning of March 2020 also served two purposes: 

to determine whether mobility behaviour in Hennef Im Siegbogen had changed after 

implementation of the measures derived from the results of the first survey and, if so, in what way. 

In addition, questions were posed with direct reference to the implemented measures, especially 

with regard to awareness and benefits from the point of view of the residents, in order to insert a 

control tool that would help to better calculate the expected costs of the measures, but especially 

of their communication, even if the procedure is adapted for other regions.  

In terms of content, the usual everyday journeys of residents and their children play a major role in 

both surveys, especially the journeys beyond those to work or school. The evaluation of the results 

http://www.h2020-inclusion.eu/
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with regard to mobility behaviour is presented in numerous illustrations and the results are 

interpreted.1 

In the following chapters, the structure of the pilot lab area Hennef Im Siegbogen will be briefly 

presented and the integration into higher-level systems such as the Verkehrsverbund Rhein-Sie 

(VRS) as a public transport association with a uniform tariff and coordinated timetables in Hennef 

and beyond. 

Subsequently, the measures implemented in the Pilot lab Hennef Im Siegbogen are described in 

detail. This includes the rationale for the development of the measures, their local implementation, 

timing, obstacles, actors involved and experiences made during the design phase. Further attention 

is also paid to the expected interrelationship between the four measures, because it is precisely 

here that it is hoped that the measures will reinforce and support each other and that the measures 

as a whole will be more than just four individual measures. 

In the following two chapters, stakeholder influences are briefly described, followed by a 

classification of the measures under regulatory, financial and institutional aspects.  

In chapter 7, the results of the activities in the pilot lab area Hennef Im Siegbogen are presented 

and explained in detail, interpreted and classified with the help of comparative figures, the data of 

which are based on the two surveys of residents conducted within the INCLUSION project. This 

chapter is supplemented by the link to the INCLUSIVITY goals of the INCLUSION project and the 

examination of which goals have been achieved accordingly. Furthermore, this chapter contains 

explanations of the experiences and conclusions that can be drawn from the project results, the 

lessons learnt. 

The following chapter describes the positive effects of the project measures and takes a closer look 

at the transferability of the measures and the project design. A short outlook on the future 

development is also given, both for the time after the project in the pilot lab area and for possible 

similar projects whose implementation is stimulated by the INCLUSION project. 

Finally, a summary of the project report is given. Here the questions are taken up again and 

answered, classified and evaluated according to the project results.  

 

1 A complete presentation of all essential survey results can be found in the annex III of this report. 
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2 Recap of the Pilot Lab characteristics  

2.1 Brief description of the pilot area 

The Pilot Lab area Hennef Im Siegbogen is embedded in a rural environment and lies in indirect 

proximity to the city of Hennef. The village Im Siegbogen, which has a self-contained structure, 

provides excellent conditions for the transferability of the results to other rural communities in the 

vicinity of small towns. 

The municipality of Hennef is located between Bergisches Land and Westerwald at the beginning 

of the Sieg estuary valley, about 30 km as the crow flies southeast of Cologne and 14 km as the 

crow flies east-northeast of Bonn. The highest point of the city area is reached at 285 m above sea 

level at the edge of the district Eichholz, the lowest at 60 m above sea level at the Sieg at the district 

Stoßdorf.  

 

Figure 1 - Map of Hennef and the Rhine region 

Source: Google maps, own editing 
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In the west Siegburg and Sankt Augustin border on the city area, in the north the municipalities 

Neunkirchen-Seelscheid and Ruppichteroth, in the east the municipality Eitorf, in the southeast the 

municipality Asbach in Rhineland-Palatinate and in the south Königswinter. The area of the city is 

about 105 square kilometres. Hennef consists of the centre as well as other partly widely scattered 

villages. The railway line separates the districts Geistingen and Warth on one side and Hennef on 

the other. Several level crossings and a bridge cross the railway line. Between the crossing 

possibilities for cars, however, there is sometimes a kilometre of road (see figure 1). 

Hennef is a town in the Rhein-Sieg district and the fourth largest town in the district with around 

48,000 inhabitants living in an area of 105 qm² which means the population density is 447 

inhabitants/qm². However, the inhabitants live only partly in the main town, but are spread over a 

total of more than 100 smaller villages. Hennef therefore also has the somewhat poetic nickname 

"City of 100 Villages". 

As the nickname proves, the majority of the Rhein-Sieg district is characterised by rural structures. 

It is important to note that in a highly densely populated region such as the Rhineland, which has 

been inhabited for many years, the transition from urban to rural is very small. While in the 

immediate vicinity of Cologne and Bonn the respective regions are more strongly influenced by 

urban influences, in the vicinity of the small and medium-sized towns of the region - such as Hennef, 

for example - the influence of the rural environment dominates. The rural structures that have 

grown over centuries still exist today, especially in the everyday life of families. In contrast, many 

working people accept longer commuter routes in order to reach jobs in the cities, but at the same 

time benefit from the living conditions in rural areas. As in many other German districts, this also 

applies to the Rhein-Sieg district. This aspect is important against the background of the 

transferability of the results from the Pilot Lab Rhein-Sieg to other German, but also similarly 

structured regions, for example in Belgium, the Netherlands or northern France. 

The entire new development area Hennef Im Siegbogen has an area about 18 hectares (=0.18 qm²) 

and is located in the eastern part of Hennef, next to the district Weldergoven and in the immediate 

vicinity of the local recreation area Siegaue. In March 2009, the city and the municipal utilities began 

marketing the new development area Im Siegbogen. In late summer 2013, the complete sale of all 

plots for detached houses was announced. It’s classified as a peri-urban area. 

In Hennef Im Siegbogen there is predominantly residential development. The buildings are 

predominantly single or semi-detached houses as well as multi-family houses with apartments of 

different sizes and layouts. As is customary in North Rhine-Westphalia, the land areas are between 

250 and 350 sqm in size (see figure 2). 

As part of the Rhein-Sieg district, the city of Hennef is integrated into the Verkehrsverbund Rhein-

Sieg (VRS, a German public transport association) with regard to public transport. Within the 

Verkehrsverbund, the travel times of the bus and train lines are coordinated. The VRS coordinates 

all cross-company activities in the Verbund region. One of the central design elements is the 

Verbund tariff, the same tickets and ticket prices are charged across companies. This means that 

http://www.h2020-inclusion.eu/
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with a ticket sold from the local bus transport company, for example, you can travel to Cologne by 

S-Bahn and vice versa.2 

 

Figure 2 - Map of pilot lab area Hennef Im Siegbogen 

Source: Google maps, own editing 

The bus stop Hennef Im Siegbogen belongs to the peri-urban area of Hennef and is located at the 

edge of the new development area in the Siegbogen. The stop is served by the local train lines S12 

and S19, the bus 532 as well as the "Anruf-Sammel-Taxi Hennef" (AST 582).3 The local train stop Im 

Siegbogen is connected to Hennef city, Siegburg, Cologne/Bonn Airport and Cologne three times 

per hour during the day (Monday - Friday). The bus line 532 connects the bus stop Hennef Im 

Siegbogen to Hennef train station. During rush hours the buses run every half hour, otherwise 

every hour. The primary school Siegtal is always served on the route. Barrier-free low-floor buses 

are used in Hennef. The stop Hennef Im Siegbogen is barrier-free. Aids for the blind and deaf are 

available. There are a total of 54 covered and illuminated Bike&Ride places at the stop, some of 

 

2 The VRS offers both temporary and spatially limited tickets as well as flat-rate tickets. The latter are usually open to special 

social groups, i.e. there is a flat-rate ticket for pupils (“VRS SchülerTicket”), but also for working people (“VRS-JobTicket”) or 

senior citizens (“VRS-Aktiv60Ticket”). Beside these there are tickets in the single purchase, i.e. one acquires a ticket for a journey. 

Total ticket prices are proposed by carriers operating within the VRS and confirmed (or rejected) by political bodies. Further 

information on tariff offers is available at www.vrs.de.  
3 The Anruf-Sammel-Taxi (AST) is a local form of demand transport. Customers must order the ride by telephone in advance and 

are picked up at special AST stops and, if desired, driven at home within the municipal boundaries. The offer is integrated into 

the VRS tariff and costs € 4.00 (adults) or € 3.00 (adults with a valid VRS ticket). 

http://www.h2020-inclusion.eu/
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which can be rented as bicycle boxes. The change from bicycle to train or bus and vice versa can 

be done quickly and easily. Both the railway lines S12 and S19 as well as the bus line 532 are 

conventional public transport.4  

The Rhein-Sieg district, in cooperation with the city of Hennef, is the planning authority and thus 

responsible for the preparation of the timetables in Hennef, but also for covering the financial 

deficit. The bus services are provided by Rhein-Sieg-Verkehrsgesellschaft (RSVG), a bus company 

owned by the district and the individual municipalities. The S-Bahn is operated by DB Regio, a 

subsidiary of Deutsche Bahn. The VRS is responsible for setting the tariff, in close coordination with 

the transport companies operating within the network. The public transport offer is subsidised by 

the state of North Rhine-Westphalia, the district and the local communities. In addition to the 

subsidies, the revenues generated by ticket sales are of course an essential basis for public 

transport, too. 

Hennef is connected to the NRW cycle path network and also has other local cycle paths in the 

town centre. However, many roads are also dominated by the MIV, and cycle traffic is either made 

possible by a combination of sidewalk and cycle path, or the road space can be shared by cyclists. 

In such an area there are no clearly defined paths for cyclists. If the cycle path has been moved to 

the sidewalk, the entrances located along the road space can be dangerous. From Hennef Im 

Siegbogen, the various schools in Hennef as well as the city centre can be reached by bicycle 

without great effort, although not always directly. There are bicycle parking facilities at the schools. 

At the station in Hennef and also at the local train station Hennef Im Siegbogen bicycle parking 

facilities are available. Most of these are covered. There is currently no bicycle rental system in 

Hennef. 

2.2 Brief summary of the objectives of the Pilot Lab 

The planning approach "from above" still often dominates in traffic planning today. With the help 

of statistics and traffic analyses, local solutions are created which are often car-centric and not the 

"big picture" with equal consideration of all means of transport. Therefore, the general goal for the 

pilot lab Rhein-Sieg was to find out whether the actual mobility needs in an area that is developed 

in terms of traffic networks can be satisfactorily met. As a result, the insight grew that a survey of 

residents regarding their needs and demands, which are undoubtedly also subject to change, is a 

mandatory prerequisite for the planning and implementation of further measures. 

Against this background, it must be seen that an overriding objective of the work in the pilot lab 

Rhein-Sieg is to empower children and young people as far as possible so that they can achieve 

their everyday destinations through mobile independence and their social exclusion can be 

avoided. 

 

4 During the late evening hours and at weekends, AST line 582 complements and sometimes replaces the “normal” public 

transport service. AST is demand public transport and is the short form of “AnrufSammelTaxi”. It picks up passengers at special 

stops, but then takes them to their front door within the city limits of Hennef. The trip must be ordered minimum 30 minutes 

in advance by telephone and costs a surcharge of € 3.00 for VRS subscribers and € 4.00 for non-customers. 
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The second step - based on the results of the previous survey - is to improve and develop the 

mobility offers, especially for the target group of families with (young) children. 

For this target group, the focus is on showing children and young people the possibilities of how 

they can achieve their everyday goals on their own without having to rely on parental transport. In 

addition, the parents of younger children who cannot/should not yet be travelling alone should be 

shown alternatives to bringing and/or picking up the children by car. This can mean changing the 

vehicles used, for example, sharing the bicycle for short and medium distances instead of the car, 

but also adapting everyday routines.  

Breaking through everyday routines is particularly interesting when new offers or technical 

developments suddenly create opportunities for change that were not feasible a few years ago. 

Here, the increasing spread of e-bikes is a particularly interesting point. Because due to falling 

prices and improved technology, it is now possible to cover either longer distances in the same 

time or the same distance in less time than with a "normal" bicycle. Topographical issues now also 

play a secondary role due to the support of an electric motor. 

All in all, the design and implementation of the INCLUSION project in the Pilot Lab Rhein-Sieg aims 

to improve the framework conditions for independent mobility of children and adolescents, in 

order to reduce the necessary pick-up and drop-off trips by parents, thus enabling children to 

participate in a variety of offers.  

2.3 Main outcomes of the design phase 

The main fields of action are therefore the reduction of costs for the use of public transport, the 

improvement of public transport services, and the improvement of safety in bicycle traffic (Safety 

in this context means safety in road traffic, i.e. above all in relation to passenger cars), which results 

from the answers given by the participators of the before survey conducted in autumn 2018 in the 

pilot lab area. To all households of the PL area an eight-page questionnaire was sent which asked 

for the daily routes of the inhabitants (adults and children), the used means of transport on this 

routes and the reasons for the needs of bringing and picking up children. The survey was designed 

by the department of market research of the VRS in collaboration with the University of Aberdeen. 

From the outset, the survey was designed in two parts - a before survey and an after survey to 

document developments and an evaluation of the measures implemented, which in turn were 

based on the results of the before survey.   

The before survey also highlighted the means of transport mostly used. The survey showed that 

the car is the most frequently used means of transport in almost all everyday journeys, and that 

more than two thirds of those surveyed use it every day. According to the survey, public transport 

or bicycles are used far less frequently. In addition, all rare users were asked why they did not use 

the respective means of transport. 

At the end of the before survey, possible suggestions for improving the traffic situation in Hennef 

were asked about the respective means of transport. Most users want more and safer cycle paths 

and more bicycle racks, and in terms of public transport, many users would want cheaper prices 

and better connections to encourage more frequent use of transport in the future. 

http://www.h2020-inclusion.eu/
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From the results of the survey, clear areas can be defined which can contribute to improving the 

local offer. These are for public transport: 

• Significantly improved local offering during off-peak hours (afternoon, early evening) 

• Lower prices for PT use 

There are three main aspects for cycling in Hennef Im Siegbogen and in the city of Hennef resulting 

of the survey:  

• More cycle paths 

• Safer cycle paths 

• More bike racks 

The topic "safety" here refers less to a “stranger danger” for children and young people, but rather 

to the dangers of participation in road traffic by bicycle, if the roads are predominantly designed 

for car traffic and the bicycle traffic is rather tolerated and not equal. This aspect is particularly 

important, since the bicycle plays a central role in the mobility of children and adolescents, both for 

the routes to school and for leisure activities in the local area. The extent to which the role of 

helicopter parents and/or curling parents also has an impact here is difficult to assess. At the same 

time, the aim must be to counteract even a "perceived" lack of security through good offers. 

In this respect, safety for cycling (and especially for children riding bicycles) can be achieved on the 

one hand by improving cycle paths, i.e. by infrastructural measures, but on the other hand also by 

strengthening the abilities of cyclists, i.e. by helping them to learn correct behaviour in road traffic 

and developing strategies for making calm, prudent and correct decisions in potentially dangerous 

situations. 

In addition, another aspect seems to be that the existing offers and the resulting possibilities are 

not sufficiently known by (potential) users. In this respect, a further field of action has been defined 

as how offers can be communicated better and more user-oriented, e.g. via a performance-

oriented approach. 

This means that not only possible new offers must be communicated, but the existing ones should 

also be made known in detail. Furthermore, communication must reach new customers as well as 

existing users, not least in order to further increase satisfaction among this customer group and 

thus strengthen loyalty to public transport and cycling.  

http://www.h2020-inclusion.eu/
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3 Pilot Lab implementation activities, timing and 

milestones  

3.1 Actions at mobility service level  

In the Pilot Lab Rhein-Sieg an analysis of the existing transport offer was first carried out in order 

to have an accurate and reliable picture of the current mobility behaviour. It was crucial that not 

only the services and offers of the local public transport system were examined, but especially the 

other offers, i.e. to what extent, for example, cycle paths were available, whether bicycle parking 

facilities were available in sufficient numbers, and also how far away the important and for the 

everyday life of the inhabitants relevant destinations were. 

The second and equally important step was to carry out our own comprehensive survey5 of the 

residents and to derive the measures to be implemented from the results of this survey. Linked to 

this was the expectation that measures would be implemented which actually meet the needs of 

the residents and not only from the point of view of the planners represent a good idea. In addition, 

it could be expected that measures derived from the needs of the residents would generally be 

better perceived and also more widely used than those proposed from outside. 

Furthermore, a renewed survey of the local residents after the introduction of the measures offered 

the opportunity to obtain an assessment from them. In this respect, a before and after survey was 

planned from the outset. Nevertheless, when planning the surveys, there was already an awareness 

that the time span between the implementation of the measures and the after-survey should be 

as long as possible, because experience shows that it takes some time before new or changed 

transport services "catch on" and are integrated into the everyday life of the residents. In general 

the time span should last minimum six months to establish a new or an extend offer. If it lasts 

longer it is even better, of course. 

In the Pilot Lab Rhein-Sieg three main results were derived from the answers of the participants of 

the before survey: 

• the reduction of costs for the use of public transport 

• the improvement of public transport services 

• the improvement of safety in bicycle traffic (Safety in this context means safety in road traffic, 

i.e. above all in relation to passenger cars). 

These three findings, in turn, formed the basis for the measures that were ultimately implemented 

in the Pilot lab Rhein Sieg. The measures developed from this together with the department 

 

5 Note: The previous survey was already explained in detail in the interim report (D4.2) and is therefore no longer explained in 

detail here. 
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Economic Development and strategic district development/Mobility and traffic of the Rhein-Sieg 

district and the department PT/Tourism of city of Hennef are: 

1. additional trips of the bus line 532 from Hennef Im Siegbogen to Hennef City 

2. cheaper fare for the bus line 532 between Hennef Im Siegbogen and Hennef City 

3. weekly pedelec rental at very favourable conditions 

4. development and printing of a mobility card for Hennef with all mobility offers 

In the following, the measures are described individually, even if they are mutually dependent or 

support each other in their effects. 

3.1.1 Additional trips at busline 532 

The bus line 532 connects the bus stop Hennef Im Siegbogen to Hennef train station. During rush 

hours the buses run every half hour, otherwise every hour. The primary school Siegtal is always 

served on the route. Furthermore, there is a bus to the comprehensive school Meiersheide and a 

bus to the school centre Hennef Fritz-Jacobi-Straße. The journey to the primary school from the 

stop Im Siegbogen takes two minutes and to Hennef Mitte ten minutes. On weekdays, the first 

journey starts at 5:41 a.m. and the last at 21:41 p.m. On Saturdays and Sundays, line 532 runs every 

two hours. Barrier-free low-floor buses are used in Hennef. The bus line 532 is a circular service, 

i.e. start and finish are at Hennef station. The bus stop Hennef Im Siegbogen is served twice for 

each of the trips, on the outward and return route. 

One result of the previous survey was that the offer in bus transport was perceived as insufficient. 

This was also determined in particular for the target group of children and adolescents, for whom 

it was difficult to participate in public life at certain times without having to rely on the transport or 

transportation provided by their parents due to the insufficient offer. 

 

Figure 3 - Timetable bus line 532 after measure implementation 

Source: VRS GmbH, RSVG 

Especially during the late afternoon, between 4 and 7 p.m. on weekdays, the buses of line 532 

operated only at hourly intervals. As a result, the waiting times for independent travel to sports 

training or other leisure activities were often very long. Parents who wanted to avoid having to wait 
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long in public places for their children to start the respective offer were increasingly either bringing 

their children themselves by car or the children could not participate. 

In order to counteract this, the bus service was doubled during this period, i.e. the hourly frequency 

was changed to a half-hourly frequency. The implementation of this expanded service was planned 

for the Rhein-Sieg district and implemented by Rhein-Sieg Verkehrsgesellschaft. The measure was 

launched on 28 August 2019, the end of the summer holidays. Figure 3 shows the timetable of bus 

line 532 after implementation of the additional bus trips. 

The new services will be carried out with standard scheduled buses that meet all the requirements 

of a modern bus service - multi-purpose platform, visual and acoustic displays, wide rear entrance, 

wheelchair ramp, etc.  

The measure will continue to be offered regardless of the end of the INCLUSION project. 

3.1.2 Reduced tariff at busline 532 

One of the results of the previous survey was that public transport and its services were perceived 

as too expensive. This certainly ties in with a more fundamental problem of public transport, that 

costs for offers and services are directly perceived through the direct purchase of a ticket, whereas 

the costs for the individual traffic such as car traffic, which are usually not paid directly in addition 

to the costs at the petrol station and therefore not directly perceived (such as loss of value of the 

vehicle, insurance, tax, maintenance and repair shop, environmental damage ...).  

On the other hand, the Verkehrsverbund Rhein-Sieg does not have one ticket which is valid for all 

purposes, but a variety of different ticket offers which considerably reduce the costs for a trip, such 

as the JobTicket (about 70 € monthly = about 2.33 €/day) or the SchülerTicket (12 € monthly = about 

0.40 €/day). Experience shows that the SingleTicket is always mentioned as an example for the 

costs of a trip with public transport. 

In order to take this psychologically important ticket as a starting point and at the same time create 

a financial incentive for previous non-users or occasional users in public transport, the second 

measure was to reduce Hennef Im Siegbogen's route from VRS price level 1a to VRS short distance6. 

This results in a price reduction of 0.50 € per ticket for adults and 0.30 € per ticket for children 

(between 6 and 14 years). Younger children generally travel free of charge. Price level 1a applies to 

a journey within a city or municipal area, and for tickets of the short-haul tariff the rule 1 + 4 applies, 

i.e. boarding stop plus four additional stops.  

 

6 The VRS tariff is not distance-based but is defined from the boundaries of the different municipalities, which means the level 1a 

is guilty in one city or municipality. The leven 2a is guilty in two cities/municipalities in neighbourhood. For very short trips by 

bus the short-haul tariff is guilty. It doesn’t depend on municipal boundaries but only on counting bus-stops. The short-haul 

tariff can be used for trips passing four bus-stops plus the bus-stop where the passenger gets in the bus. If there are special 

bus-stops which are only in one direction in use, there are special conditions on these stops – there is the possibility that they 

are not counted for the regular trip. Further exceptions are possible in principle, but must be objectively justified in the interests 

of the customer. More information about the idea and the further rules behind the tariff at www.vrs.de.  

http://www.h2020-inclusion.eu/
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Figure 4 shows a screenshot of www.vrs.de from Tuesday, 23rd of June and is an example of a query 

from the VRS online information system for the connection from Hennef Im Siegbogen to Hennef 

station including the fare stage "Price level K" in the lower left corner. 

 

Figure 4 - Screenshot of online timetable data 

Source: www.vrs.de 

The tariff change has been integrated into the app in September 2019 and also into the online 

information system of the VRS, but for tariff association reasons it only applies to bus line 532 and 

not to the local train line between Hennef Im Siegbogen and Hennef Mitte, as the association tariff 

excludes the application of the short-haul tariff on regional and local train lines.7 The pre-

INCLUSION standard adult tariff was € 2.50 instead of the € 2.00 shown in the screenshot. The 

saving for the adult customer is € 0,50 per trip, for children the discount is € 0,30 per trip. Both 

savings for customers wouldn’t be implemented without the INCLUSION project. 

The screenshot also shows the additional services offered at bus line 532 within the INCLUSION 

project. Trips no. 1, 3, and 5 are the bus-line based trips, which proves the newly introduced half-

hourly service at the bus-line 532. The trip by bus lasts 10 minutes, it is a direct connection (there 

is no changing of busses necessary), and no additional way by foot has to be done.  

 

7 For more details see www.vrs.de/tickets/tarifbestimmungen.  

http://www.h2020-inclusion.eu/
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The measure will continue to be offered regardless of the end of the INCLUSION project. 

3.1.3 E-Bike rental8 

From the respondents’ answers to the previous survey, it was clear that many would like to see an 

improvement in the services offered to cyclists, particularly with regard to safety. In this context, 

safety does not, as might be suspected in the context of children, refer to fear of strangers, but 

essentially to road safety. 

This can certainly be improved by infrastructural measures such as the extension of cycle paths, 

their lighting, the construction of safe and dry car parks for bicycles, etc. However, infrastructure 

measures are not part of the INCLUSION project and, moreover, would not be plannable and 

implementable within the time frames set by the project duration. 

In addition, in cooperation with the responsible department PT/Tourism of the city of Hennef, it was 

possible to establish that a large proportion of the municipal cycle paths meet the prescribed 

requirements for a safe cycle path in any case, which leads to the conclusion that not every 

participant in the survey was necessarily aware of this fact. 

Furthermore, another aspect emphasized by the participants in the survey was that the distances 

from Pilot Lab Hennef Im Siegbogen to the destinations within Hennef are sometimes perceived as 

too long to be covered by bicycle. 

The aim of the measures to be developed and implemented had therefore to be, on the one hand, 

to show that the spatial distances between the Pilot Lab area and the various destinations in Hennef 

as well as the topography in reality should not be real obstacles to the use of bicycles, and, on the 

other hand, that information on the existing bicycle infrastructure (cycle paths, parking facilities, 

etc.) was obviously not available everywhere in full. In order to do justice to both objectives in an 

appropriate manner, an e-bike rental service was developed as one measure and a mobility map 

was also planned (cf. Chapter 3.1.4). 

In order to create an offer that residents of the Polit Lab area can use cheaply and easily, two 

pedelecs were rented from a local bicycle wholesaler for the period from June to October 2019. 

These could then be reserved by telephone and in person for one or up to four weeks through a 

simple booking process. The costs for the users amounted to 5.00 € per week and bicycle. One 

ladies' bicycle and one men's bicycle were rented. The delivery and return of the bikes were carried 

out via the tourist information office of the city of Hennef. 

 

8 Whenever the text and the brochure refer to e-bikes, the term refers more precisely to a pedelec, i.e. a bicycle that is supported 

by an electric motor, but whose motor only engages when the rider also pedals. The motor supports the rider according to 

German laws only up to a maximum speed of 25 km/h. At higher speeds, the rider must work exclusively with muscle power. 

Although the terms are clearly separated and defined in Germany, the e-bike has established itself in colloquial language. 

There is no compulsory insurance for pedelecs in Germany and no driving licence is required. 

http://www.h2020-inclusion.eu/
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In order to make the new offer as widely known as possible, a separate flyer in the format DIN long 

was designed and printed for the e-bike rental business (see figure 5). This was distributed by direct 

household distribution through an external service provider in the Pilot Lab area in June 2019.  

 

Figure 5 - E-Bike rental brochure (left side front, right side back) 

Source: VRS GmbH 

By borrowing the pedelecs, the users could use the bikes for their everyday trips to try out in peace 

and quiet whether the daily trips could be done with a bicycle (or even a pedelec) or whether the 

bikes could even replace trips previously made by car. This was also one of the main reasons for 

the weekly rental period - this way the pedelec could be better integrated into the complete 
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everyday life of the users. In addition, possible weather influences could be minimized, because if 

it should rain and the user has only rented the bike for one day, it will certainly hardly be integrated 

into the daily routine, and the hoped-for effect of the measure would at least fizzle out for this user. 

3.1.4 Mobility map 

As already deduced in Chapter 3.1.3, there is a lack of information, at least among some users, 

about the existing offers for cycling in the urban area of Hennef, both with regard to the existence 

of individual routes and offers and the quality or condition of the respective offer. In order to 

counteract this deficit, a physical mobility map was developed in which all relevant mobility offers 

are bundled both cartographically and with further explanations and links. 

 

Figure 6 - Mobil in Hennef map (front) 

Source: VRS GmbH 

The map was conceptualised in spring 2019 and its contents were edited during the summer. The 

cartographic information on the cycle paths and the Forgotten Paths was checked and edited by 

http://www.h2020-inclusion.eu/
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the city of Hennef until October 2019. The cartographic basis is OSM data, which will however be 

checked, revised and made more visually appealing. 

The map was then finalised, printed and distributed to all households by separate household 

distribution in the Pilot Lab area Hennef Im Siegbogen at the end of November 2019. In addition, 

the map was also laid out at various publicly accessible locations in Hennef, for example at the 

tourist information office. The map has the overall format 501mm x 426mm, folded to DIN long. It 

is free of charge for users and is also available online as a PDF file, e.g. via the VRS homepage. 

Optically, it has been converted into a CD (colour scheme, fonts, etc.) of the VRS for better 

recognition. 

With the mobility map of Hennef, the use of advertising etc. was deliberately avoided. Instead, both 

the front and the back of the map were filled with relevant content. Figure 6 shows the front of the 

map, figure 7 shows it’s back. 

The front side shows the title page in the upper right corner, which in the folded version is the first 

impression customers see. Immediately below this is the back of the folded version - this is where 

contact addresses and key contacts in mobility matters are shown. Thus, even when folded, the 

map basically provides useful information for users. 

In the lower section, there are brief notes on the VRS app and its free purchase, for example, the 

presentation of the timetable information as a mini timetable and the 24/7 telephone information 

service. A further column is devoted to the tariff details of the combination of bicycle and public 

transport, e.g. costs of bicycle transport, free transport of folding bicycles, etc. A last column refers 

to further URLs on mobility, sorted by topics such as "public transport", "cycling", "car-sharing", 

"local government" and "leisure and tourism". 

The upper part of the front page is dominated by one of the two topographic maps in this mobility 

map of Hennef. The map on the front side highlights the cycle paths in Hennef, including the 

relevant additional infrastructure. Furthermore - starting from the Pilot Lab area Hennef Im 

Siegbogen - three different coloured radii show how far you can cycle in five minutes (red radius), 

ten minutes (orange radius) and fifteen minutes (green radius).  

The radii were deliberately given time specifications, as experience from other projects has shown 

that many customers are less able to estimate distances than time specifications. Therefore, if a 

map indicates that you have to travel one kilometre to reach a destination, many readers think that 

this distance is too great and prefer to use a car. If, however, the distance is given as a unit of time, 

i.e. it takes about ten to twelve minutes on foot, many people feel that this distance is no longer too 

far - even though it corresponds to about one kilometre. We used a similar approach with the map 

for distances that can be covered by bicycle. One can quickly see from the map that all relevant 

destinations in the city centre of Hennef can be reached within ten minutes, and within fifteen 

minutes the schools on the other side of town and the extensive sports grounds, which is 

particularly important for the target group of children and young people.   
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Figure 7 - Mobil in Hennef map (back) 

Source: VRS GmbH 

The back of the map (see Fig. 7) shows the complete map size of the city of Hennef including the 

Pilot Lab ares Hennef Im Siegbogen. All relevant information on mobility is incorporated into the 

map, such as 

• Bus and train lines incl. stops 

• Cycle paths 

• Bicycle storage facilities 

• Car-Sharing stations 

• Taxi zones 

• Park & Ride facilities 

• Multi-storey car parks 

• Tourist Information Office 
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In addition, there is an enlargement of the inner city area and routes to all bus and train lines in 

Hennef. 

The Mobil-in-Hennef map provides the user with all relevant information on local and regional 

mobility, with a focus on public transport and cycling. In addition, a radius around Hennef railway 

station has also been drawn in, showing which destinations can be reached by bicycle in around 

three to five minutes and by foot in ten minutes. 
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4 Deviations from planning and corrective 

actions 

In the Pilot Lab Rhein-Sieg, the first step was the preliminary survey, followed by the planning and 

implementation of the measures derived from the results of the preliminary survey. Their 

implementation was planned at different times. 

While the start of the e-bike rental service began punctually and the implementation of the 

extended timetable for line 532 also took place at the planned date, the start of the application of 

the cheaper tariff on bus line 532 was delayed. 

Delay of implementation of short-haul tariff 

Originally, its implementation was planned to coincide with the extended timetable on August 28, 

2019. Since both measures concern the same bus line, a corresponding simultaneous 

implementation was also sensible from a communication point of view. Since both measures are 

also integrated into the existing timetable app of the VRS, simultaneous implementation would 

have been simplest, also due to the internal work processes. 

The partners involved (Rhein-Sieg district, Rhein-Sieg-Verkehrsgesellschaft, Verkehrsverbund 

Rhein-Sieg) had agreed on the measures and the binding plans had been made. Shortly before 

implementation, however, the Rhein-Sieg-Gesellschaft had concerns that the loss of revenue 

threatened by the conversion of the tariffs could be higher than initially calculated. After immediate 

intervention by the Verkehrsverbund Rhein-Sieg and the Rhein-Sieg-Kreis, the new, extended 

timetable could be implemented on time, but unfortunately the tariff adjustment had to be 

suspended. 

The topic was immediately dealt with in a persuasive manner. In various discussions, the concerns 

about excessive revenue shortfalls were dispelled with the argument that any additional users that 

might be expected could at least mitigate the shortfall if not compensate for it. It was also pointed 

out that the total amount of revenue shortfalls should not play too big a role overall. An exemplary 

calculation was made using the following formula: 

20 existing customers/day = €10.00 loss of revenue 

5 new customers/day = 10,00 € additional income 

In this respect, one quarter of new customers in relation to existing customers is sufficient to 

completely offset the decline in revenue. Even if, based on the example given above, only two new 

customers instead of five can be acquired, the revenue decline amounts to €6 per day, which is 

negligible for a company with around 74,000 customers per day. 
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Delay on distributing Mobil-in-Hennef-map 

The mobility map was to appear at the same time and be distributed to households in Hennef Im 

Siegbogen. However, due to a prolonged illness of the responsible contact person on the subject 

of cycle paths and forgotten paths at the city of Hennef, there was a delay here which could not be 

compensated by colleagues or relocation of work. 

Especially under the aspect of not producing a complete or incomplete version of the map, the 

Rhein-Sieg.Kreis and the Verkehrsverbund Rhein-Sieg decided to wait with printing and publishing 

the map. This delayed the budget distribution of the mobility map by about eight weeks. 

Failure of additional passenger count on bus route 532 due to COVID-19 pandemic 

Due to the outbreak of the COVID-19 pandemic and the associated nationwide lockdown in 

Germany, several measures in the Pilot Lab Rhein-Sieg were influenced or could not be 

implemented as planned. 

In addition to the subsequent survey in the Pilot Lab Rhein-Sieg, a passenger count on bus route 

532 was also planned in cooperation with the Rhein-Sieg district and Rhein-Sieg 

Verkehrsgesellschaft. The aim of the boarding and alighting count was to determine at each stop 

where how many passengers boarded and alight. In comparison to older counts, the aim was to 

determine whether more passengers have been using bus route 532 since the introduction of the 

measures. In addition, the census was also intended to determine the extent to which the newly 

introduced journeys on the 532 line were used in the afternoon (number of passengers boarding 

and disembarking, occupancy rate), also in relation to the other, already existing journeys. 

The passenger count on the journeys on Line 532 was planned for March 2020, because 

experience shows that at that time weather-related influences on people's mobility behaviour have 

less influence. In addition - and this is the locally more significant reason - the carnival season ended 

in mid-February 2020. During or immediately after the carnival days, which are celebrated very 

intensively in the Rhineland, it is not very useful to carry out a passenger survey, as the use of 

transport during this time is strongly influenced by the celebrations and therefore no generally valid 

data can be expected. In addition, the counting should start as late as possible after the 

introduction of the new, extended timetable. 

However, with the start of the survey, the pandemic-related lockdown took place throughout 

Germany, which is why no censuses could be carried out. A postponement of the survey by two or 

three months was not an option either, as this would have exceeded the deadlines of the project 

on the one hand, and on the other hand no rapid restoration of existing driving habits could be 

expected, so that all data that could be collected would be of very dubious validity.  

Since the passenger survey on Line 532 was in any case only intended as a supplementary data set 

to the qualitatively much more comprehensive results of the a posteriori survey (see Chapter 7), it 

was not used in the INCLUSION project. Although this is regrettable, it has no significant effect on 

the basic results of the Pilot Labs Rhein-Sieg. 
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Failure of city festival in Hennef due to COVID-19 pandemic 

As part of the INCLUSION project, a separate information stand was also planned for the city festival 

in Hennef on 29 March 2020. The city festival was held under the theme "Mobility" and would have 

been a very good opportunity to present and discuss the contents of the INCLUSION project and 

the measures on site with residents and other interested parties. The project staff of the VRS would 

have been on site. Of course, the free distribution of the Mobil-in-Hennef map was also planned, 

as well as further brochures on public transport, cycling etc. This event, to which several thousand 

visitors are expected each year, was cancelled due to the outbreak of the Covid 19 pandemic. A 

catch-up date has not yet been announced. Although, due to the timing, participation in the event 

would not have had a direct influence on the results of the catch-up, it would probably have had a 

lasting impact on the change in mobility through the opportunity for discussion. 

Nevertheless, the Verkehrsverbund Rhein-Sieg will participate in the event, should it be caught up. 

This will presumably only be in 2021, depending on the further development of the pandemic. 
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5 Promotion and stakeholders’ involvement  

The main players in the Pilot Lab is the department of communication and marketing of the VRS 

GmbH. The VRS coordinated all measures in the Pilot Lab Rhein-Sieg, established and maintained 

contact with all other partners and actors and is responsible for all local activities. 

The Rhein-Sieg district was represented by the department Economic Development and strategic 

district development/Mobility and traffic. They supported the local activities and established 

contacts with other authorities. 

The public transport/tourism department from the city administration of Hennef provided similar 

support. They established contact with local contacts and associations and supported the local 

measures in terms of content. 

The department Market research of the Verkehrsverbund Rhein-Sieg designed the before and the 

after survey, supported the implementation of the surveys, evaluated the results and prepared 

them in a presentable way. 

The Future Network Mobility Coordination Office Rhineland supported children and young people 

in all traffic-related questions and organised a lecture event on child-oriented traffic planning. 

Rupprecht Consult acted as WP3 leader through the contact persons in an advisory capacity for 

the Pilot Lab Rhein-Sieg and was intensively involved in the planning process.  

Additionally, the VRS invited leading representatives of the schools in Hennef, parents' 

representatives, youth street workers, representatives of the youth welfare office, sports clubs, local 

networks such as the Interessengemeinschaft Weldergoven, kindergartens, etc. This panel of local 

experts was convened to discuss the results of the survey on the one hand and to receive further 

suggestions and food for thought on the other. This mixed-method-approach allowed verification 

of the survey results to a certain extent and at the same time served to collect possible solutions.  

All invited participants act on the one hand as multipliers and are also deeply involved in local issues 

and problem areas of local mobility. The group discussion was moderated by Ralf Brand (Rupprecht 

Consult), while Bernd Knieling (VRS) presented some key survey results of the before-survey. In the 

idea, this supplementary group discussion follows a mixed-method approach. 
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Figure 8 - Group discussion with stakeholders in Hennef 

Source: Ralf Brand 
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6 Institutional, regulatory and financial issues 

The four measures implemented in the Pilot lab Hennef Im Siegbogen were each subjected to a 

process evaluation within the INCLUSION project and assessed accordingly. 

E-Bike rental 

The basis for the success of such a measure is the comparatively low cost, the use of new 

technology in everyday life and the use of the existing cycle path infrastructure. Strong drivers of 

the measure are communication and marketing to make the lending system known in the first 

place, knowledge about the actual needs of potential users such as interesting destinations and 

possibly alternative approaches in the lending system. Other weaker drivers are the financial 

support from various sources and the comparatively positive public perception of e-bikes in 

general. Obstacles could be seen on the one hand in the low data volume due to the small number 

of e-bikes available and the only partial support by stakeholders as the measure was advertised 

only to a limited extent and did not appear in public communications, e.g. via the homepage of the 

city of Hennef. 

Additional bus trips and implementation of the short-haul tariff at bus line 532 

The implementation of the two measures could only be achieved with the support of the Rhein-

Sieg district as the responsible authority and the local transport company Rhein-Sieg 

Verkehrsgesellschaft (RSVG). It became apparent that the cooperation with the two partners could 

be both driver and barrier at the same time. While the commitment of the Rhein-Sieg district was 

clear and goal-oriented, the RSVG still had to address concerns about the introduction of the short-

haul tariff, which unfortunately delayed the implementation process. For example, the business 

model, that the acquisition of additional passengers or the revenues from additional trips would 

compensate for the lower revenues, was not initially understood. After additional discussions, 

however, the support of RSVG was achieved. Better access to everyday mobility has been achieved, 

albeit limited by the obstacle that the parallel (faster) local train could not be integrated into the 

short-haul tariff because the VRS-wide tariff regulations do not allow it.9 

Mobil in Hennef map 

The development of the mobile in Hennef map would not be possible without the GIS-based data, 

which are now available in very large quantities, and are therefore the strongest drivers besides the 

content aspects. Also important as drivers is the integration of specific knowledge of local cycle 

paths, unknown sections etc. as well as the integration of existing cycle infrastructure and cycle 

path networks. Limiting factors can include inflexible municipal budgets and a lack of human 

 

9 Due to the outbreak of the Covid-19 pandemic, the censuses of passengers on bus route 532, scheduled for mid-March, could 

no longer be carried out in order to compare them with older censuses. This would have allowed changes in passenger 

numbers to be determined on a line basis, so that the potential impact of the measures could be quantified. Making up these 

counts makes no sense for the time being, because the effects of the pandemic on the behaviour of public transport users will 

reverberate for some time to come, which would significantly distort the results. 
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resources in the municipality. Since the specific knowledge of cycle paths and forgotten paths is 

concentrated in very few people and not mapped and systematically recorded in detail, there were 

delays due to illness. Here it is undoubtedly important that the local structures are more strongly 

illuminated in advance in order to prevent such developments or to avoid project delays caused by 

them. 

Overall, the involvement of local residents has proved to be an important part of the 

implementation of all measures, not least in order to gather accurate information about actual 

needs. 

The fact that municipal and city budgets are relatively static and - also depending on the city's 

financial situation - the possibility of implementing measures that are not absolutely necessary is 

limited has an inhibiting effect financially. In addition, the financing of public transport in Germany 

is quite complex and is not only to be implemented by the local public transport authority, but also 

depends on other actors such as the state and the district. All these factors make a rapid 

implementation of measures at least more complicated and protracted.    
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7 Main results of the pilot   

7.1 Evaluation activities and target indicators 

After the implementation of the measures derived from the results of the previous survey, it was 

of course also necessary to determine the awareness and the probable effects of the measures to 

the everyday mobility of the inhabitants of the pilot lab area Hennef Im Siegbogen. For this purpose, 

an after-survey was carried out, which was directly based on the before survey, but at the same 

time also focused on the measures implemented in the pilot lab area. The after-survey was already 

in mind while designing the before-survey. 

The after-survey was again designed together with the market research department of the 

Verkehrsverbund Rhein-Sieg and then coordinated with the Rhein-Sieg district, the city of Hennef 

and the University of Aberdeen as the responsible work package leader (WP 5). 

In addition to the limiting factors already described in Chapter 4, the outbreak of the COVID-19 

pandemic must also be considered a possible limiting factor for the subsequent survey. The survey 

was started as late as possible in order to allow as long a time span as possible between the 

implementation of the measures and the survey. The time window for the survey was placed 

between Carnival 2020 and Easter 2020. A later date would have jeopardised the timely evaluation 

within the project duration. 

As in the previous survey, an eight-page questionnaire was sent by mail to all households in the 

pilot lab area Hennef Im Siegbogen. In addition to the questionnaire, each letter contained a cover 

letter that informed them about the survey and was signed by the District Administrator of the 

Rhein-Sieg district, the Mayor of the city of Hennef and the Managing Director of the 

Verkehrsverbund Rhein-Sieg, as well as a self-addressed and stamped return envelope. As in the 

previous survey of 2018, the participants were sent an amazon voucher of € 10.00 by e-mail as a 

thank-you when returning the completed questionnaire. 

The address data was provided by the city of Hennef and deleted immediately after use. All relevant 

data protection regulations were observed in the forwarding and processing of the address data.  

A total of 646 questionnaires10 were sent out during the follow-up survey at the end of February 

2020. This is 79 more than in the previous survey, which is due to the inclusion of additional streets 

in the study area, which in turn are based on an expansion of the Hennef Im Siegbogen 

development area that has taken place in the meantime. 

202 fully completed questionnaires were sent back to the VRS. This means a response rate of 31%, 

which is about 13% lower than in the previous survey but still a very good turnout. Since the erratic 

spread of the corona virus in Germany occurred in March 2020 and the pandemic and its effects 

had a considerable impact on people's everyday lives, it can be assumed that the lower response 

 

10 A copy of the questionnaire and the covering letter is placed in the annex. 
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rate is related to this. Irrespective of this, however, the number of completed questionnaires is 

absolutely sufficient to be put into relation to the figures of the first survey. 27 of the 202 

respondents stated that the move-in did not take place until 2019, so they could not have taken 

part in the first survey. And from the expectations of the market research department are both 

response rates very high and can be interpreted as a high interest of the inhabitants in the mobility 

aspects of their “home quarter”. 

The survey was aimed at the person in the household who has a general view of the household 

organisation and is mainly concerned with the regular journeys of any children who may be living 

in the household. The person interviewed thus answered on behalf of all persons living in the 

respective household. Descriptive statistical data in the overview: 

• There are children in 63% of households 

• There are 1.13 children/household on average 

• The average household size was 3.02 persons 

• 54% of respondents are female 

• The average age of the respondents is 43 years 

In the following, the results are documented and evaluated by means of graphs that compare the 

results of the before and after survey. The full presentation of the results and the cover letter are 

given in annex to this report. 

 

Figure 9 - Regular routes of the respondents 

Source: Own questionnaire, VRS GmbH 

Figure 8 shows a comparison of the regular routes taken by the respondents, sorted by reason for 

the route. A significant increase in the use of bus and train (orange and red in the illustration) can 
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be seen for "shopping near", "leisure" and "doctor". However, especially in the area of "leisure" this 

also applies to all other means of transport, which leads to the conclusion that the exclusive use of 

one means of transport is much less pronounced here. Instead, the means of transport used for 

leisure travel is probably the one that "fits" best for the situation at hand. The clearly discernible 

trend towards more multimodality in transport in the "leisure" sector in particular, with its very 

heterogeneously distributed destinations in terms of both space and time, allows the conclusion 

to be drawn that residents who have so far relied exclusively on the car now also choose alternative 

means of transport. 

The situation is different for commuting to work. Although the proportion of trips made by car has 

fallen from 79% to 72% (yellow in the figure), the proportion of other means of transport has not 

risen accordingly. The fact that multimodality has not increased is no surprise here - the frequent 

change of means of transport on the same route to and from work is probably the exception rather 

than the rule. There are two possible explanations for the decrease in the proportion of cars. Since 

multiple answers were possible with this answer, it could be that more people who previously, for 

example, travelled by bicycle or train as well as by car, now only indicated bicycle or train. In this 

case the share of car transport would decrease without the shares of the other means of transport 

increasing. The second explanation is, that possibly the first effects of the COVID-19 pandemic and 

the associated protective measures are already apparent here, with employees increasingly 

working from home. But this is only a conjecture.  

Another significant result is that the number of footpaths (green in the figure) is increasing for most 

travel occasions. Bicycles (blue in the figure) are increasingly used for leisure activities and for 

errands such as visits to the doctor or similar. 

The survey deliberately allowed for multiple answers in both the before and the after survey. 

Against this background, it can be generally recognised that the use of different means of transport 

has become a matter of course for all journeys apart from commuting. Conversely, this means that 

the car, for example, continues to be an important part of the total means of transport used, but 

the focus on one means of transport for all journeys seems to be giving way to a broader use of 

different means of transport. This can initially only be read as a trend from the available data, but 

it will certainly be exciting to observe in the future. 

In detail, Figure 9 shows for the route purposes "leisure" and "doctor or similar" how many users 

have changed their means of transport between the two surveys. According to this, 5.5% (11 

persons) stated that they changed their means of transport for their leisure travel. This was 

correspondingly 4.4% (around 9 persons) for journeys to supply services. 

The reasons for switching are similar for both types of travel. Two persons each stated that they 

owned a new bicycle or a new pedelec. A total of three persons stated that they now own a 

JobTicket, i.e. use the public transport. One person stated "pram" or "parental leave" as the reason 

for the change. Once "environment and health" was generally named as the reason for the change. 

All these changes lead to the assumption that car journeys were replaced by public transport, 

cycling or walking. Only the statement "ticket prices for public transport too high" indicates that in 

this case a change from public transport was made, possibly to the car. 
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Figure 10 - Change of means of transport 

Source: Own questionnaire, VRS GmbH 

If one evaluates the respondents' use of transport as in Figure 10, the beginning of a possible 

change can be observed. While the number of frequent travellers in public transport remains 

virtually at the same level, the number of those who never use public transport has fallen from 18% 

to 11%, while the number of those who use public transport several times per month has risen 

from 8% to 16%. The reasons for this change, which were also surveyed, are manifold - from 

environmental aspects to the new ownership of a JobTicket11 to the better offer, everything is 

represented - but there is also still the statement that public transport is too expensive. 

On the other hand, the use of the passenger car has declined somewhat. This is especially true for 

those who used the car almost daily before. Here, too, the reasons for the change are broadly 

diversified - again, ecological aspects have played just as much a role as moving, but the purchase 

of a JobTicket, parental leave or more home office were also mentioned. Especially the increase in 

the proportion of home offices could already be a first sign of the COVID-19 pandemic. It will 

certainly be interesting to see whether this trend will continue after the pandemic (hopefully 

sometime in the future) or whether the old work patterns and commuter routines will prevail again. 

In view of the current developments, it can be assumed that the trend towards more home offices 

will continue. 

 

11 The JobTicket is in the VRS tariff a network-wide valid subscription at a very favourable price (about 70 €/month or less). It 

cannot be taken out by a single customer, but only by companies, which then order a corresponding JobTicket for each of 

their employees. Many companies reduce the price for the JobTicket for their employees additionally out of convition, but also 

in order to avoid the obligation to keep an appropriate number of parking spaces available, which makes the JobTicket even 

more favourable from the user's point of view. 
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Figure 11 - Use of means of transport of respondents 

Source: Own questionnaire, VRS GmbH 

If one compares the data on bringing and fetching persons, no uniform picture emerges (see figure 

11).  While the car not only dominates  the  trips to and from the  childminder/daycare  centre  and  

 

Figure 12 - Regular routes of respondents (Bringing and picking up children) 

Source: Own questionnaire, VRS GmbH 
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other routes taken by the children, but the proportion has risen again from the first to the second 

survey, the trend is the opposite for trips to and from primary school. Here in particular, the 

increase in pedestrians is significant and seems to be directly related to the significant decrease in 

the number of children transported by car. 

The car, which already played a smaller role with 35%, is even further reduced in the second survey 

with 21%, while the walking distances, but also the number of trips to and from school by bus, train 

and bicycle has increased. The proportion of trips to and from secondary school has changed again 

- the proportion of trips made on foot has increased, as have those made by car, while trips by bus 

have fallen significantly and those by bicycle have fallen more moderately. This is from the 

perspective of all households of the Pilot lab area Hennef Im Siegbogen. 

We asked at another part of the survey to answer the questions from the perspective of the 

children. This data refers to the households in Hennef Im Siegbogen where children live (63% of all 

questionnaires sent back). 

Looking at the periodic routes of children in figure 12 shows the graph at the left side presents a 

somewhat inconsistent picture. The proportion of children who are never brought or picked up 

raised moderately from 10% to 13%, but the proportion of children who are always brought rises, 

too, from 37% in the before survey up to 44% in the after survey. On the right side is shown, which 

means of transport are used (the yellow bar in the graph show the results of the after survey, the 

green bar the results of the before survey). Slightly more children are brought by foot and by bus, 

but the train is used now by 36% (instead of 25% during the before survey). On the other side there 

are significant less children brought by bike (34% vs. 42%). 

 

Figure 13 - Periodic routes of children 

Source: Own questionnaire, VRS GmbH 
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The picture becomes somewhat clearer when the delivery and collection journeys are viewed from 

the perspective of different destinations. Figure 13 shows that the share of car use decreases at 

both primary and secondary school, from 34% to 27% at primary school and from 50% to 35% at 

secondary school. At the same time, the proportion of walking and cycling among primary school 

pupils is increasing, while public transport plays no role in either survey.  

 

Figure 14 - Used means of transport by bringing/picking up children 1 

Source: Own questionnaire, VRS GmbH 

Among secondary school pupils, however, the use of bicycles has increased slightly, but the use of 

trains has increased more significantly from 28% to 48%. For both types of school it was also asked 

whether the choice of transport had changed in the last six months and if so, why. Three out of 37 

mentions at primary school and four out of 30 mentions at secondary school affirmed this but 

stated that it was not due to the measures implemented within INCLUSION, but that the change 

was due to other, unspecified reasons. 

Similarly, the information on the choice of means of transport can be interpreted for the 

destinations "visit to grandparents" and "cinema" (see figure 14). There are slight shifts, but the 

measures implemented in the project only seldom provided the reason for a change of means of 

transport. There is another special feature of going to the cinema, which was already evident in the 

first survey in autumn 2018 and has become even more pronounced since the second survey in 

spring 2020 - here the proportion of those using bus (orange) and train (red) is relatively high.  

The high proportion of train users can easily be explained by the fact that his cinema centre in 

Siegburg is located right next to the station and can be reached directly by the S-Bahn from Hennef 

in the Siegbogen district - it can be reached in a few minutes by SchülerTicket without additional 
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costs. However, this does not explain the significant increase in the number of bus trips to 10%. It 

is to be assumed that a smaller cinema, which is located near the train station in Hennef, can be 

reached more or less directly by bus.  

 

Figure 15 - Used means of transport by bringing/picking up children 2 

Source: Own questionnaire, VRS GmbH 

Finally, in the questionnaire it was also asked about the four measures that were implemented in 

Hennef Im Siegbogen as part of the INCLUSION project. For each measure the question was asked 

whether the measure is known, the general assessment of the measure, and how often the 

measure is used.  

The level of awareness of a measure naturally plays a (considerable) role in how intensively it is 

used. If, for example, only a few people have the information about the additional bus trips on line 

532, only a few people can take advantage of this offer. However, the reverse is only valid for a 

limited period of time. Even if all people have the information, the number of users does not 

automatically increase, because there can be many other reasons why one does not want to or 

cannot use the additional bus trips on the bus line (e.g. general refusal of bus trips, the time range 

with the additional trips does not fit my personal schedule, and much more).12 

According to this, figure 15 shows three graphs in one picture. In the pie chart on the left is shown 

the awareness of the measure. The half-hourly interval on line 532 was known to a total of 22% of 

 

12 It was not a question here of evaluating the communication measures taken. Information on the measures was mainly 

distributed to each household, but also via the VRS homepage, the VRS app, via press release and via the tourism office of the 

city of Hennef. But perhaps the data helps for future adaptions of the project. 
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the residents. 85% of the respondents found the measure very good or good (shown in the bar 

chart in the middle), but at the time of the survey 69% had never used the extended offer, 15% 

rarely used it, 11% occasionally and 5% regularly (column chart at the right side). 

 

Figure 16 - Implementation of measures - Half-hourly cycle 

Source: Own questionnaire, VRS GmbH 

 

Similarly, although somewhat weaker, is the awareness and use of the short-haul tariff, as shown 

in figure 16. While 16% of the respondents were aware of it (pie bar at the left), 77% have never 

used it, but 13% have used it regularly or at least occasionally (column bar at the right). The higher 

proportion of people who have not yet taken advantage of the discount is significantly higher than 

for the additional travel offer. This can possibly be explained, at least in part, by the fact that users 

of a season ticket or season ticket cannot take advantage of the change to the cheaper short-haul 

tariff because short-haul does not exist for the type of ticket. 

This measure was also rated as very good or good by 76% of the respondents. The share of ratings 

with "very good" is here at 52%, an even higher level. This leads to the conclusion that many 

participants generally have a high affinity for costs and thus perceive a reduction in the price of an 

offer, whether they use it or not, very positively. 

http://www.h2020-inclusion.eu/


  

 

 
 

 
www.h2020-inclusion.eu   39 

 

Figure 17 - Implementation of measures - Short-haul tariff 

Source: Own questionnaire, VRS GmbH 

 

Figure 18 - Implementation of measures - E-Bike rental 

Source: Own questionnaire, VRS GmbH 
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Figure 17 shows the e-bike rental business, which is significantly weaker in terms of awareness and 

use. Only 9% were aware of the measure and only 2% used it (pie chart on the left). However, the 

evaluation was predominantly positive - 70% rated the measure as very good or good (bar chart in 

the middle). Why the measure receives so little attention despite the budget allocation of the 

brochure and other publicity can only be speculated. One reason for this could be that this measure 

ended in October/November 2019 and was either not sustainable enough (the survey was 

conducted at the beginning of March 2020) or no direct connection was made to the measure 

among the participants in this survey. 

 

Figure 19 - Implementation of measures - Mobility map 

Source: Own questionnaire, VRS GmbH 

The results of the questions referring to the mobility map are sown in figure 18. The mobility map 

was also distributed to all households in Hennef Im Siegbogen, was known to 15% of the 

participants (pie chart on the left). Also well graded (79% rated the map very good or good as shown 

in the bar graph in the middle), it was used only by 5% from time to time and by another 5% rarely 

(column chart on the right). 

It should be noted here that the map was distributed as a last measure at the end of November, 

beginning of December 2019 and thus the period until the survey was conducted was quite short. 

In addition, the winter weather does not necessarily invite you to try out new cycle paths, if you 

have not or only very rarely cycled so far. 

In summary, it can be stated that the measures were all predominantly rated very good or good, 

so that the basic construction of the new offers seems to be reasonable and correct for the 

participants of the survey. 
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7.2 Pilot Lab vs INCLUSIVITY goals  

Of the eight INCLUSIVITY goals Accessibility, Affordability, Convenience, Efficiency, Empowerment, 

Empathy, Gender Equality, and Safety on which the INCLUSION project is based (see figure 19), six 

of the principles were taken into account by the measures implemented in the Pilot lab Rhein-Sieg. 

The short-haul tariff measure implemented will increase the affordability of public transport for 

individual users, and in particular for rare users.13 The price reduction for the purchase of single 

tickets on the bus line 532 in both the children's and adult tariffs will make the trips from the pilot 

lab area Hennef Im Siegbogen to Hennef Mitte noticeably cheaper for the users of the bus service. 

 

Figure 20 - The eight INCLUSIVITY goals of the INCLUSION project 

Source: INCLUSION project 

By extending the number of trips from an hourly to a half-hourly interval on bus route 532 in the 

afternoon between 4 p.m. and 7 p.m., the efficiency for reaching the daily routes has been 

noticeably improved, because on the one hand the public transport system now offers additional 

journeys and on the other hand previously existing waiting times for changing to other bus routes 

have been significantly minimised. In addition to this, the introduction of the mobility map “Mobil in 

Hennef” can also help to simplify or speed up transfer processes, as it visualises possible 

connections or changing lines at other stops that may not have been known to users before, thus 

increasing efficiency. 

 

13 Persons who travel regularly and use one of the various subscriptions of the federation tariff for this purpose do not benefit 

from the changeover to the short-haul tariff because it is not available with the subscriptions, but these customers do benefit 

from the reduced subscription prices. For example, a SchülerTicket of the VRS tariff costs 12 euros per month and entitles the 

holder to any number of journeys within the entire VRS network in all available means of transport, i.e. buses, trams, local 

and regional trains. 
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An important goal of the Pilot lab Rhein-Sieg is to increase the independent mobility of children and 

young people and thus reduce their dependence on bringing and/or picking up services by parents 

or grandparents which supports empowerment. All measures implemented focus on this goal. In 

particular, it is important that the measures encourage children and young people to participate in 

social or societal activities such as sports clubs, music schools, meetings at friends' homes or in 

youth clubs, as well as leisure activities in general, such as visiting a cinema or a swimming pool. 

But also that the children and young people are more multimodal on the move, i.e. that they are 

aware of the broad range of mobility offers at least for certain routes and use them. All measures 

implemented support this approach either in a direct way (extension of public transport, short-

distance tariff) or in a more indirect way (mobility card, e-bike rental).  

All measures in the Pilot lab Rhein-Sieg meet the requirements for gender equality. There were, are 

and will be no restrictions on use. 

The safe participation of younger children in particular in transport is promoted in the long term, 

because the increased number of trips and the discounted tickets on bus route 532 give them 

easier access to a very safe means of transport that they can use without parental guidance. In 

addition, the mobility map “Mobil in Hennef” helps parents to plan their children's independent 

participation in the mobility offers in Hennef together at home, thus providing a reliable aid for the 

children and their parents.  

Even though the measures may not increase accessibility to mobility, it should be pointed out in 

general terms that, regardless of the INCLUSION project and the associated measures, the public 

transport stops in the VRS area (and thus also in Hennef) are already barrier-free or will become so 

soon (implementation planned by end of 2023). For example, the Hennef Im Siegbogen stop is 

already completely barrier-free with lifts, a guidance system for the blind as well as acoustic 

announcements, visual guidance system and displays for the deaf etc., as is the Hennef Mitte stop. 

In addition, all vehicles used on bus route 532 are also fully prepared and equipped for the use of 

persons with restricted mobility and the staff have been trained accordingly. Information channels 

such as the VRS app are also already barrier-free. The VRS tariff provides for the free transportation 

of severely disabled persons and any accompanying persons who may be required. 

7.3 Lessons learnt 

Within the framework of the INCLUSION project, it is of course very important with regard to the 

transferability of the measures implemented in the individual pilot labs to collect, evaluate and 

document the experiences and developments made in the respective pilot labs, but also the errors 

and risks, in order to benefit from them in the future application of the experiences and to 

structurally improve follow-up projects.  

A very important result in a positive way of the pilot lab Rhein-Sieg is the realization that the 

willingness of the residents to actively and constructively participate in the discussion about local 

mobility offers is very high. This can be seen both in the high participation rate in the two extensive 

surveys and in the willingness to answer the questions by means of free text in addition to 

answering the actual questions. In addition, participation in the meeting of experts in Hennef in 
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January 2019 was also gratifyingly high and the discussion was lively and constructive. 14 In future 

projects, this aspect should be given high attention and should definitely be included in the 

planning. 

• Lesson learnt: Early involvement of residents at local level is very important and helpful. 

From this it can be deduced that, on the one hand, it can be assumed that the early involvement of 

residents through surveys or similar activities will produce reliable results that can provide 

important suggestions for the subsequent planning process. On the other hand, by inviting the 

public to participate, a more targeted project development can be implemented to meet the needs 

of the residents. The small-scale survey, e.g. limited to one district, seems to be more effective 

because the mobility needs are presumably similar, but the mobility solutions sometimes differ 

considerably depending on the respective framework conditions. The conditions can vary 

considerably even between different parts of the same city, be it through a different settlement 

structure, relief, type of housing, type of existing (transport) infrastructure and much more. It also 

means that, as a matter of principle, surveys should not be conducted with regard to a single means 

of transport but should always take a multimodal approach to transport and appropriate planning 

approaches should always point in this direction. One result of the two surveys in Hennef Im 

Siegbogen is also that the mobility needs of local residents are just as heterogeneous as the 

possible solutions for satisfying these needs. This approach should also be given due consideration 

in future projects. 

• Lesson learnt: Think multimodal mobility solutions and implement them according to the 

specific local conditions.  

At the level of implementing the measures, the experience gained from the Pilot lab Rhein-Sieg 

suggests that early involvement of all partners involved on the supply side also plays a major role. 

In addition, it must be discussed in advance that certain measures in the overall context may not 

be to the full satisfaction of one of the implementing partners. Because if you ask questions, you 

should be able to deal with the answer. Nevertheless, this should not result in a delay in 

implementation, but all those involved should look at the bigger picture. In this respect, it must also 

be clear to all those involved that the surveys also generate expectations that must not be 

disappointed. 

• Lesson learnt: Prepare carefully all professional partners for possible measures and their 

implementation. 

Communicating the relevant measures at local level is both simplified and made more difficult by 

the small scale of the project. Even the distribution of flyers to all households in a clearly defined 

area obviously does not reach all people in a wave, but is only perceived as information by about 

one fifth, even if the communication of the measures and the project is still supported by other 

 

14 It should be noted that the after-survey was already influenced by the Covid 19 pandemic, at least with regard to the number 

of returned questionnaires, as the survey could only start at the end of February due to the frame schedule. The lockdown 

measures were already announced in mid-March: So only three weeks were available for the survey. Against this background, 

the participation rate of over 30% reinforces the impression that there is a high participation rate in view of the measures 

taken as a result of the lockdown, including school closures. 
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channels such as a municipal information sheet, the tourist office or press releases, the homepage 

of the Rhine-Sieg Transport Association and its Facebook presence. On the other hand, the more 

extensive use of locally limited in-app advertising or similar is possible, but significantly increases 

the costs to be incurred. It would be conceivable to use the budget distribution repeatedly in future 

projects in order to achieve a higher effect. In this respect, it can be stated as an experience for the 

pilot lab Rhein-Sieg that the communication of individual measures should be implemented in 

future projects with a higher repetition rate, even if the residents have already been sensitised by 

the letters etc. 

• Lesson learnt: Possible repeated use of means of communication. 

In this context, there is certainly also a recognition that the time span between the implementation 

of a measure and the measurement of its level of awareness should not be too short. In the Pilot 

lab Rhein-Sieg, the implementation of the measures resulting from the previous survey could only 

be carried out at the end of August at the earliest, because the previous survey first had to be 

compiled, carried out and evaluated, and then, in coordination with the partners Rhein-Sieg-Kreis, 

the city of Hennef and Rhein-Sieg-Verkehrsgesellschaft, measures had to be developed from the 

survey results, which had to be planned, communicated and implemented. This requires time, 

which has to be taken into account in the planning process, especially when the end is firmly 

defined as in the INCLUSION project. When designing future projects, the time span for 

implementation should be as long as possible. 

• Lesson learnt: The time span between the implementation of a measure and its evaluation 

in a survey should not be too short. 
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8 Assessment  

8.1 Benefits of the actions developed   

Based on the original objectives of the joint project participation of the Rhein-Sieg district and the 

Verkehrsverbund Rhein-Sieg, the question was whether the existing mobility offer in a new 

development area was sufficient to meet the requirements of everyday mobility beyond the way to 

work. Of particular interest was whether the public transport offer and the cycle path network could 

sufficiently cover the diverse needs in order to enable children and young people to be 

independently mobile and reduce their dependence on parental transport services. A varied 

mobility offer, which can also be used unaccompanied, forms an essential basis for participation in 

public and social services (sports club, music school, going to the cinema, meeting friends, etc.). To 

achieve this, however, the offer must also be targeted and correspondingly effective. 

To this end, it was determined which measures could help, from the point of view of the residents 

(parents and children), to reduce possible obstacles or mobility deficits and, as a result, to enable 

children and young people to achieve greater independent and safe mobility. The before and after 

surveys were designed with these aspects in mind. Furthermore, care was taken to ensure that the 

measures also fit together or are mutually supportive, such as the extension of the timetable on 

line 532 and the simultaneous reduction of fares for single journeys on this line. 

As already described in chapter 7.1, the implemented measures are predominantly rated "good" 

or "very good" by the participants of the survey. Only some of the survey participants express 

negative or negative opinions (see figures 16 to 19).  

This leads to the conclusion that the measures basically meet the needs of the residents and take 

their specific mobility requirements into account. Here it is certainly exciting to observe the extent 

to which the measures become even more established in the further course of the project, as it 

can be assumed that, due to the short time span between the implementation of the measures 

and their verification by the after-survey, the changes in use by the residents are only partially 

reflected in the survey data of the after-survey. 

The COVID-19 pandemic will of course also have a restrictive effect on further development - as is 

currently the case with so many mobility offers. At the present time, it is not possible to make a 

serious assessment of the long-term impact of the pandemic on the use of local public transport 

in particular. However, it can be assumed that the effect already explained in Chapter 7.1, namely 

that the use of various means of transport has increased, that the residents of the pilot lab Rhein-

Sieg will make their daily journeys beyond the commuting to work more multimodal, will ongoing 

increase, not least because individual transport (car, but also bicycle) has increased considerably 

as a result of the pandemic. 

Moreover, the numerous and predominantly positive feedback on freedom of expression at the 

end of the ex-post survey is a further indication that the measures implemented are being received 

positively. They also show that the topic of "local mobility" is of great importance to people in their 
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everyday lives. After all, around two thirds of all participants took the opportunity to add their own 

opinions to the questionnaire. Some examples15: 

• "There are many options. The incentive to use rail must be increased to keep the city 

attractive (costs). Children need safe cycle paths to stay cyclists."  

• "Thanks for the positive change." 

• "Buses from Siegbogen to Hennef run too rarely. More bike paths are needed." 

• "The new measures should be better communicated. A reduction of the rail prices in the 

Siegbogen - Hennef is desirable." 

• "The situation for cyclists has never been good and has become even worse with the change 

in the use of Frankfurter Strasse for children." 

• "For us the mobility offer is sufficient." 

• "What I find best is the extension to the half-hourly interval of the bus line 532 at certain 

times and the price reduction in the short-haul tariff.” 

• "Cycling with children is really not easy in Hennef. Bad cycle paths, no cycle paths, too close 

to the motorway, suddenly ending cycle paths - it's no fun." 

• "Hennef should become more bicycle-friendly, e.g. Bonner Str. (new regulation impossible 

and dangerous). Bus and train network is great for Hennef Im Siegbogen." 

• "I think it's good that Hennef is doing something and expanding the offer. It would be nice 

to have more flexibility and cheaper ways to use public transport." 

• “More public information through advertising!” 

• "We are very satisfied with the S-Bahn connection Im Siegbogen and the existing day-care 

and primary school directly in the residential area. This was also a reason for the choice of 

residence.” 

• “Provide information to new inhabitants.” 

• "Let public transport run more often, children under 18 free of charge, get tax money for it. 

Provide more opportunities to take bicycles on the buses (in case of rain)." 

• "PT interval ok, single trips short distance too expensive." 

• "To reach a destination from Siegbogen to Hennef centre by bike and a family of 4 people 

means pure stress. Radical expansion of the cycle paths is necessary. Car-free Sundays in 

the city." 

• "Why does the bus (line 532) only run every two hours on Saturday and Sunday? It's not 

senior-friendly.  

• “It's getting better. Because of their age, the kids don't travel alone on all routes.” 

• “We're very satisfied. The connections are really better. Thank you very much." 

 

8.2 Key transferability issues  

The four measures implemented in the Pilot lab area Hennef Im Siegbogen are mutually 

dependent. Of course, in the perception of the users there is a connection between the extension 

of the range of trips on the bus line 532 and the reduction of the tariff. And the offer of a very low-

 

15 The complete 128 answers are listed in the annex. 
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priced e-bike rental is of course to be seen in conjunction with the mobility map for Hennef, 

because the infrastructure for cyclists shown on the map (cycle paths, parking spaces, stations for 

charging infrastructure) is therefore naturally of interest to the users of the bikes. At the same time, 

the map also shows the public transport routes as well as tips for obtaining further information 

(timetable app, etc.). This mutual complementarity of the measures is certainly one of the strengths 

of the concept. 

In addition, the measures could be implemented very precisely by determining the needs of the 

residents beforehand and thus directly benefit the residents.  This local implementation enables 

very precise control and a very high degree of adaptation to local characteristics. However, the 

locally very differentiated implementation also requires a very intensive study of the local conditions 

in advance. This means that its simple transfer of the measures to other regions cannot be 

implemented one-to-one but should be determined in advance through a survey of the local 

residents. 

In addition, experience shows that measures implemented in public transport need some time to 

establish themselves in the minds of the users and thus develop their full effect. Therefore, a 

duration of one year or longer is certainly preferable to a duration of only a few months. 16  

The situation is similar with rental systems for e-bikes. The rental system is very easy to install locally 

but using only a few bikes for rental also provides little data and little public attention. A much 

higher number of bikes that can be rented is desirable, but also much more expensive and time-

consuming to organize. The increased use of bicycles is very weather-related, especially for bicycle 

sceptics. While people who have already firmly integrated cycling into their everyday mobility have 

correspondingly fewer concerns here, the diffuse concern about possible weather restrictions is 

much higher among non-cyclists. Therefore, it is certainly sensible to offer rental systems ideally in 

the warm half of the year, e.g. to start in April. 

With all these measures, the communication effort should not be underestimated. As can be seen 

in Figures 15 to 18, even with household distribution and supportive communication channels via 

the official gazette, homepage, etc., only about one-fifth of the residents can be reached in one go. 

It is therefore necessary to take additional communication measures or to use the selected 

communication channels several times. This, of course, increases the costs and also the personnel 

expenditure.  

With regard to the measures concerning bicycle traffic, it is clear, not least from the reactions of the 

participants in the survey, that parallel to measures of information and the transfer of use of 

bicycles, an expansion of the bicycle infrastructure is an important part that could not be achieved 

within the framework of the project. Parents in particular complain that the cycle paths to be used 

by their children are sometimes not in good structural condition or that the traffic regulations focus 

 

16 The outbreak of the Covid-19 pandemic and the associated - also long-term - effects on public transport are currently very 

difficult to assess. It is to be assumed, however, that they will be serious even on a local level. 
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on motorised individual traffic and "plan around it".17  In this respect, a rethinking of the planning 

of cycle traffic is certainly absolutely necessary in order to significantly increase the proportion of 

cycle traffic in everyday life. 

The results of the surveys and the evaluations of the implemented measures are made available to 

both the city of Hennef and the Rhein-Sieg-Kreis. The database is also presented to the political 

committees. Likewise, all residents of the Pilot Lab area will be informed about the results of the 

survey by mail, where the main results will be explained to them and further figures will be made 

available via a link. This will ensure that the participation of the residents is further appreciated and 

that the issues raised regarding local mobility will remain in the local discussion. 18 

 

  

 

17 In fact, some of the survey participants explicitly referred, for example, to the traffic regulation along Frankfurter Strasse in 

Hennef. Here, cyclists are sometimes instructed to cycle between parked cars and the flowing traffic, or the cycle path is in 

some places along the pavement and close to the entrances of shops, which naturally increases the accident potential. 
18 August/September 2020 will also see the launch of the "RSVG-Bike" project, a bicycle rental system in initially four towns in the 

Rhine-Sieg district: Siegburg, Sankt Augustin, Niederkassel and Hennef. The station-based bike rental system will initially start 

with around 300 conventional bikes. This fleet of rental bikes will soon be supplemented by e-bikes, load bikes and e-load 

bikes. The bikes can be rented per app for a small fee (1€ per 30 minutes, maximum 9€ per day; there are discounts for VRS 

subscribers). Bikes can be rented in Hennef and can be parked in Sankt Augustin, for example. 
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9 Conclusion 

In the introduction to this report, the question was raised as to why, despite a wide range of options 

offered by various means of transport, many parents drive their children to many destinations by 

car, even though this not only restricts the self-determined mobility of their children, but is also 

neither necessary nor environmentally friendly. 

By means of four measures implemented in the Pilot Lab Hennef Im Siegbogen and two related 

surveys19, the aim was to determine whether and in what way there have been developments in 

the behaviour of local residents and also to determine the "why". 

Fortunately, the implemented measures have generally been evaluated as very good or good by 

the residents of the pilot lab area, which will further increase and consolidate their awareness and 

acceptance of the measures - and thus hopefully also their integration into the mobile everyday life 

of the residents - especially in the long term. In addition, participation in the two surveys conducted 

was very high (before survey: 44%; after survey: 31% - despite the coronavirus pandemic). From the 

point of view of market research, these are pleasingly high values, which form a solid data 

foundation, but at the same time show that the issues addressed move residents, and local mobility 

is obviously a very important topic for each individual. Against this background, it is pleasing that 

three of the four measures will be continued immediately and unchanged after the end of the 

INCLUSION project (extended bus offer, short-haul tariff, Mobil-in map), while the bicycle rental will 

be raised to a much more efficient level by the RSVG bike offer20  which will start soon. 

As already described in detail in Chapter 7 and documented by means of graphs, changes have 

taken place in residents’ choice of transport. Residents are making their journeys much more 

multimodal21, i.e. they no longer rely on a single mode of transport for leisure activities, for example, 

but use different modes of transport for different occasions. The car is still very important in 

everyday mobility, but it is apparently losing its status as the "solution for everything". This leads to 

the conclusion that more objectification in the choice of transport mode is gaining the upper hand 

here and that the emotionally high level of attachment to the car is receding somewhat into the 

background. This in turn means that the residents of the Pilot Lab are now more inclined to 

consider which is the most practical and/or efficient means of transport for the respective route. 

The embedding of the measures in the inclusivity goals of the INCLUSION project has been 

successful, and the goals set have been achieved. Transferability to other regions is also possible 

without difficulty, even if the framework conditions should differ in part. The key to this is 

undoubtedly the small-scale implementation, i.e. the target area selected for the project 

 

19 A survey was carried out before the implementation of the measures - this survey also formed the basis for the developed 

measures and a survey was carried out after the implementation of the measures - here the measures could then be evaluated 

by the residents and at the same time changes in transport choice behaviour could be determined. 
20 Hennef Im Siegbogen will also have its own bicycle rental station in the RSVG-Bike project. See also footnote 18. 
21 The exception here is commuter traffic, which is more or less consistently monomodal, even if there are shifts between the 

individual means of transport, e.g. from car to train. 
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implementation must not be too large (or should be divided into smaller units) in order to be able 

to really make the locally specific adaptation of possible measures. At the same time, the 

implementation in Hennef Im Siegbogen has shown that the communication of the different offers 

should be comprehensive and that a successful implementation takes time. Appropriate success 

controls should take this into account. 

From this conclusion, two demands for future activities can be derived for the municipalities and 

local transport authorities, respectively, in order to further steer the choice of transport modes in 

the desired direction: 

1. the inhabitants must be well informed about the local transport services available in order 

to make the best decision for each route from their point of view 

2. transport services must be efficient and must be able to compete with other transport 

services in light of users' needs 

The extent to which the outbreak of the COVID-19 pandemic and the measures associated with it, 

cannot be seriously assessed at present. This applies both to restrictions and - in the medium term 

- changes in everyday mobility, but also to the mobility behaviour of each individual. However, it is 

to be assumed that the operators of public transport in particular - to put it in neutral terms - will 

have to react to considerable changes, while private transport and especially cycling will be the 

beneficiaries, at least in the short term. However, for both means of transport it is true that a lot 

will certainly have to be invested in supply and infrastructure, but at the same time the psychological 

component must be kept in mind. Decisions for or against a certain means of transport are often 

"head decisions" in areas where a wide range of different means of transport is available, as the 

results of the surveys also underline. 

Responding to these circumstances and factors will be the great challenge for future mobility, both 

in Hennef Im Siegbogen and everywhere else.  
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Annex I – Cover letter 
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Annex II – Questionnaire (8 pages) 
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Annex III – After survey: Results   
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Annex IV – After survey: open answers 
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