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1. Multidimensional 
integration of mobility hubs

The conceptof mobility hubs has
been researched and
implemented by many countries
aroundthe world for decades. For
example, one may have
familiarized with the ΨǘǊŀƴǎƛǘ-
oriented ŘŜǾŜƭƻǇƳŜƴǘΩconcept,
which promotes a symbiotic
relationship between dense,
diverse,compacturban form and
public transport use. Over time,
with the (re-)emerging of more
physicallyactive mobility modes,
the planning practices are more
focusing on physical multimodal
transfer facilities, which initiated
the rise of a smaller, but more
agileandadaptablemobility hubs.
In Europe, there is a large
diversification of what is
understood by the term mobility
hub (or mobility station, mobility
point), leading to a variety of
definitions in the literature. What
they havein common, however, is
the core idea behind mobility
hubs, which is the spatial
connection of multiple mobility
modes including shared mobility,
offering a physical location for
usersto switchbetweenmodes.

To facilitate planningprocesses,in
the past, a categorization of
mobility hub basedon locationand
functions was relatively common.
Whilst it is true that the physical
integration ς the physical
connection of multiple mobility
modes includingsharedmobility ς
is essential to provide a physical
location for users to switch
between modes, the mobility hub
concept also relates to digital
integration as a hub involvesapp-
based forms of mobility. Digital
integration describes how well
information from various mobility
offers are integrated into a single
digital platform. Thirdly, for an
innovation to be adopted and
embraced by the society, it is
important to be inclusiveand cater
for the needsof a wide variety of
different users. To have this
democratic/societalintegration,we
should move from ΨǇǳōƭƛŎ
ǇŀǊǘƛŎƛǇŀǘƛƻƴΩto ΨŎƻ-ŎǊŜŀǘƛƻƴΩ
process, and avoid being limited
only on a ΨǘƘŜmore, the ōŜǘǘŜǊΩ
logic.
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To make this integration concept operational, a
multidimensional topological approach for mobility
hubs has been introduced in the ERANETproject
SmartHubs. The Smart-Hubs integration ladder is
basedon three dimensions: the physical,digital and
democratic integration dimensions. Each dimension
has5 levels. Furthermore,universaldesignprinciples
(accordingto Story2001) areembeddedasa common
threshold to enhance broader usability and
accessibility. This universal design, considering not

onlyphysicalbut digitalanddemocratic(participatory)
integration as well, is frequently missingin mobility
hub conceptsand definitions found in literature or
planningpractice.

Further information on this can be found in:
https://www .smartmobilityhubs.eu/data

YusakSusilo
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Table1. SmartHubsintegration ladder (source: SmartHubsDeliverable 2.2: www.smartmobilityhubs.eu/data; edited)

Physical integration Digital integration Democratic integration

Level 4

Conflict-free and place-making

ÅAt least two shared transport modes 
visible from a public transport stop
ÅAt least two additional services (e.g., 

shop, parcel locker, kiosk)
ÅBarrier-free accessibility and information 

about services provided 
ÅAttractive design of mobility hub, 

branding and aesthetically pleasing
ÅUniversal design principles are considered

Integration of societal goals, policies 
and incentives

ÅLocal, regional, and/or national policies 
and societal goals are integrated into the 
service
ÅUniversal design principles are 

considered, including simple and intuitive 
app design and low-tech or analogue 
booking alternatives

Social learning

ÅInterconnectedness and societal 
integration of participants, including 
vulnerable groups, and providers
ÅParticipation becomes permanent and 

independent 

Level 3

Visibility and branding

ÅAt least two shared transport modes 
visible from a public transport stop
ÅAt least one additional service (e.g., shop, 

parcel locker, kiosk)
ÅInformation about services and potential 

access barriers
ÅAttractive design of the mobility hub, 

branding and aesthetically pleasing 
scheme
ÅUniversal design principles are considered

Integration of service offers 

ÅShared and public transport services at 
the hub are bundled, possibly 
subscription-based
ÅUniversal design principles are 

considered, including simple and intuitive 
app design and low-tech or analogue 
booking alternatives

Integration of different knowledge

ÅParticipants, including vulnerable users, 
argue or deny positions
ÅTheir input is integrated into the 

participation process
ÅParticipation creates room for decision-

making

Level 2

Wayfinding and universal design

ÅAt least two shared transport modes in 
acceptable walking distance to public 
transport with wayfinding and 
information about services
ÅAt least one additional service (e.g., 

parcel locker, kiosk) in acceptable walking 
distance
ÅUniversal design principles are considered

Integration of booking and payment 
and universal design

ÅEasy access to services for end users ς
such as a mobility marketplace or a one-
stop shop where the user can find, book, 
and pay with the same app
ÅUniversal design principles are 

considered, including simple and intuitive 
app design and low-tech or analogue 
booking alternatives

Deliberative engagement of 
stakeholders

ÅParticipants, including vulnerable users, 
argumentatively engage in decision-
making, exchange of positions, active 
participation
ÅProviders invite participation and listen to 

stakeholder interests, including those of 
vulnerable user groups

Level 1

Acceptable walking distance to shared
and public transport

ÅAt least two shared transport modes in 
acceptable walking distance to public 
transport 
ÅAt least one additional service (e.g., shop, 

parcel locker, kiosk) in acceptable walking 
distance
ÅMinimum legal inclusive design 

requirements are considered

Integration of information 

ÅMultimodal travel planners available to 
plan the use of mobility offers at hubs
ÅMinimum inclusive design requirements 

are considered such as simple and 
intuitive app design

Appropriate representation of 
stakeholder interests

ÅParticipants got asked into a consultation 
process, information is recognized
ÅNo or limited attention to involve 

vulnerable user groups

Level 0

No physical integration 

ÅOne shared transport mode, not in 
walking distance to public transport, 
without integration between the modes
ÅNo universal design criteria are 

considered

No digital integration 

Å Separate services and digital platforms 
for each mode

Å No universal design criteria considered

No involvement

ÅLack ofinvolvement or consideration of 
stakeholder interests and user needs

https://www.smartmobilityhubs.eu/data
http://www.smartmobilityhubs.eu/data


Cognitive load is an important concept for
understandingdriving and riding performancewhich
impairs driving or riding tasksthat demandcognitive
control (Engström, 2017). The measurement of
cognitive load has been extensivelystudied in recent
years, however, it still faces many challenges,
especiallythe lack of methods in measuringunder
controlledexperiments.

In order to fill the gap,the DAVeMoSteam conducted
this experimentalresearchwith the virtual reality (VR)
lab, which enabled simulation and tests in different
dynamic scenarioswith great control of background
variables(Farooqet al., 2018, Armougumet al, 2019).
The aim was to develop a measurement method
capable of collecting physiologicaldata that could
revealchangesin subjects'cognitiveload,asreflected
through the electrical activity of the brain recorded
with electroencephalogramin VR,aswell asin real life.
Additionally, in terms of the practical implications,
current research aims to contribute to a better
understandingof the complexity of tasks,behaviour
and cognitive load of micro-mobility userswhich can
feedinto safetyresearch.

Experimentdesignanddata

The experimentaldesignencompassedvirtual reality
simulationand real-life setup with three scenariosof
varying difficulty, including indoor and outdoor
scenariosin BOKUcampus(seefigures1 and 2) and a
public spacescenarioof Schottenringin Vienna city
(figure 3). The VR scenariosreplicated the real-life
environments which enabled the validation of the
result obtained in VRand draw conclusionsabout its
applicability as a research tool. Moreover, the
participantsrated their subjectivecognitiveload after
eachtaskon a standardisedPaaSscale(Sweller, 2018)
that served as a complementary measure of the
cognitiveload. Collectionof thesedifferent data types
allowed for their cross-validationand the assessment
of relativeperformancein dynamicexperiments.

Along the performed tasks, the subjects had their
brainwavesdata collectedwith the mobile EEGdevice
Enobio 8, Heart Rate (HR)data with the ECGPolar
cheststrap and skin conductivitydata measuredwith
E4 wristband. Anexampleof raw brainwavesdata and
skin-conductance data can be seen in figure 4.

tŀǊǘƛŎƛǇŀƴǘǎΩbehaviour has been recorded by the
customisede-scooterwhich servedasan input device
in both VRandreal-life setups.

2. Cognitive load research with DAVeMoSVirtual Reality Lab

Figure 1. Test in BOKU indoor scenario of real-life setup

Figure 2. Test in BOKU outdoor scenario of real-life setup

Figure 3. Test in Schottenringscenario of VR setup



Sampleinformation

Theexperimentwasconductedfrom 10th Februaryto
18th March 2022 using a two-wave data collection
process. Thesampleof 35 participantsconsistedof 11
women and 24 men. The majority of them were
universitystudentsbetween the agesof 19 and 34. A
shareof 23 %usedan e-scooterat leastoncea week
and consideredthemselvesas active e-scooterriders,
while 9% owned private e-scooters (more
demographicinformation can be seen in figure 5).
Most participants had real-life experiencesof car
driving, bike and e-scooter riding, however,very few
of them had ever used a traffic simulator in a VR
environment. Dataprocessingisstill in progress.

Nextsteps

Therichness,varietyandvolumeof the data collected
in the experiment open the opportunity for several
different analytical approaches in a number of
research directions. This includes, for instance,

temporal mapping of HR variability and brainwave
dataon behaviourin different tasksandenvironments,
comparisonof the impact of experimentalsetup on
the riding performanceor evaluationof the coherence
between different data types. At the sametime, the
effort to understandthe data and ensureits accuracy
and validity is much higher. Theexpectedresultswill
alsoprovidesomepracticalguidancefor the designof
VRstudiesin the future andcouldalsoshedsomelight
on the level of behavioural and physiological
congruenceof VR studies that provides implications
for the generalisability of findings and level of
confidencein the results. Thisis important not only for
scientists,who are concernedwith the enhancement
of experimentaldesignsto collect more reliable data,
but indirectly for policymakerswhere elaborateddata
collection methodswill give basisfor more informed
decision-making.

Shun Suand  MartynaBogacz
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Figure 4. Sample data of EEG, Heart rate and EDA of participant 18 
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Figure 5. Summary of information on participants



Using a mobile phone to collect a large-scale
household travel survey has been an interest of
practitioners and research community for two
decades. Whilst the evidencesso far are concentrated
in developedcountries,a DAVeMoSteammemberhas
been workingwith a coupleof Japaneseinternational
companiesto deploy a large-scale7-daysƘƻǳǎŜƘƻƭŘΩǎ
Activity-Diary Survey (ADS)in Jakarta Metropolitan
Area(Jabodetabek), Indonesia.

The ADS was conducted in two ways: using
smartphoneapplication(ADSMEILI)and usingpaper-
based (ADS PAPI). First, MEILI, an open-source
smartphone application for mobility data collection,
hadbeensuccessfullyexperimentedwith in Stockholm
and Gothenburg,Swedenbetween 2014 and 2017.
Thus,it wasadoptedandfurther developedfor ADSin
Jabodetabek. Adjustmentsto the study area include:
(a) points of interest (POI),(b) basemap, transit lines,
and (open-source) road network, and (c) type of
transport mode and its characteristic (i.e. speed,
acceleration,fare, etc.). Thus, ADSMEILI targeted
collection of trips of 35,000 person-days by asking
5,000 respondentsfrom 5,000 different households.
Respondentswere askedto install MEILIin their own
smartphones and carry the phones for seven
consecutivesurvey days. Second,ADSPAPIwas also
conducted for comparison and complementary
purposes. ADSPAPItargeted5,000 respondentsfrom
5,000 households, as well. ADS PAPI was also
prepared for respondents who did not possess
smartphones. Collecteddata from both methods of
ADS mainly consists of socioeconomic data of
householdsandactivity-traveldataof individuals.

During the seven days of survey period, ADSMEILI
recorded ǊŜǎǇƻƴŘŜƴǘǎΩcoordinate data of latitude,
longitude, and accelerometerrecords. On the other
hand ADSPAPIwasrather straightforwardwith filing-
in of surveyforms. Therecordsof origin, destination,
mode transfer location, and other attributes were
collectedand the trip length and duration were also
calculated. Itemsto be confirmedby the respondents
through annotationincludedtype of modesused,fare
spent, and main purposes/activitiesof the trips. The
implementation of ADSMEILI was faced by several
challenges,namely: (1) firmware of certain types of
Android phonesthat automaticallyforces application
shutdown even hamperedthe installation for saving
battery consumption; (2) excessiveGPS/GNSSpoints
record that drainsthe battery; (3) GPS/GNSSaccuracy
disruption for specifictypes of area suchas high-rise
buildings,highways,and inside the rail-basedpublic
transportation. Challengeswere also encounteredin
obtaining the respondents,namely: (1) the tendency
to reject the survey introduction by phone call; (2)
various ability and accessibilityto the use of online
forms/digital platform. Moreover, to annotate trips,
MEILI Jabodetabek interface was considered too
complicated for some respondents. Therefore, in-
depth assistancefrom the call center wasprovidedto
guide the respondent through the steps for both
socioeconomicdatacollectionandtrips annotation.

3. Lessons from deploying a 7-days smartphone-based activity diary survey in an Asian Megacity

Figure 1. Web-ōŀǎŜŘ ŀƴƴƻǘŀǘƛƻƴ ŦƻǊ ǊŜǎǇƻƴŘŜƴǘΩǎ ŀŎǘƛǾƛǘȅ-travel 

diary (source: Yagi et al., 2022)

Figure 2. Phone/application-ōŀǎŜŘ ŀƴƴƻǘŀǘƛƻƴ ŦƻǊ ǊŜǎǇƻƴŘŜƴǘΩǎ 

activity-travel diary (Yagi et al., 2022)



Averagegross trip rate of ADSwith MEILIwas 2.8,
which was significantlyhigher than that of ADSwith
PAPI,namely,1.9. This implies that ADSwith MEILI
collected all trips, while ADSwith PAPImight have
missed some. Since resolution of ADSwith MEILI
resultswasmuch higher than ADSwith PAPIin terms
of coordinates, time and acceleration, it enables
variousanalysissuchastransit locationandroutes. By
reviewing the findings and challengesin the survey,
opportunitiesfor the applicationdevelopmentare still
needed for the improvement of the survey
implementation, such as function to avoid forced
closure, attractive and user-friendly interface,
improvement of GPS/GNSSaccuracy recording
performance, advancedmachine-learning system to
reduceǊŜǎǇƻƴŘŜƴǘǎΩburdenfor annotation,aswell as
other supportingsteps,namelyprovisionof attractive
incentives,extensivepublic relations from the survey
organizer and also governmental support in
disseminatingsurveyactivities. With comprehensive
travel data that can be acquired from ADS with
utilizationof smartphoneapplication,it is considereda
promising tool to be utilized for conducting travel

surveys,particularly for developinga travel demand
forecastmodel.

YusakSusilo
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Figure 3. MEILI JabodetabekIcon and Application Manual.

The DAVeMoSmodelling group is working on an
agent/activity-based model and simulation for
!ǳǎǘǊƛŀΩǎeastern region (Vienna,Lower Austria and
Burgenland). As the major data base, we use an up-
and-running conventional4-step-model, provided by
our partner ITS Vienna Region. Out of this, we
extractedthe neededdata,notably the initial demand
in the form of origin-destination-matrices per mode,
network data per mode and comprehensivepublic
transport data (schedule,lines, stops and vehicles).
Thebasicidea of this framework is to useABM as an
add-on for a conventional 4-step-model, i.e.
supplementinginsteadof replacingit.
Travel demand is further specified by assigning
attributes to our syntheticǇƻǇǳƭŀǘƛƻƴΩǎindividuals,the
agents. Originanddestinationdataarebasedon traffic
cells, which commonly correspond to smaller
municipalities,town quarters or city neighborhoods.
The temporal distribution of the trips is done with
additional data from the Austrian national travel
survey Österreichunterwegs (Tomschyet al., 2016),
usingsuitablematchingapproaches.
Activity locationsare spatiallyallocatedbasedon the

giventrip purposes. In a first step,we createda pool of
potential activity locations, based on building
information from OpenStreetMap. For the simulation
itself, currently, the four main modes car, public
transport, walk and bike are used. Mode parameters
are derived from the AIT open model (Müller et al.
2021) at this stage. All modesexcept for walkingare
actually routed and simulated on their respective
network, gaining necessaryinformation for detailed
further analyses. In the next developmentstep, for
the establishmentof mobility hubs,alsosharedmodes
like car, e-scooterand (e-)bikeswill be implemented,
aswell asdemand-responsivetransport(DRT).

Martin Hinteregger
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5. Lastmile trips during COVIDpandemic

The DAVeMoSteam was commissionedby the East
Tyrol RegionalManagement as an external expert
groupfor the Interregproject LastMile COVID-19. The
aim of the project is to analyzethe impact of the
COVID-19 pandemicon mobility in the region. Based
on the impact analysison mobility behaviorand daily
activities,an action plan will be developedon how to
overcome the negative impacts and strengthen
sustainablemobility after COVID. Important findingsin
this regard were provided by the Mobility-Activity-
ExpenditureDiary (MAED),an Austria-wide mobility,
time budget and consumptionsurvey developed by
the Institute for TransportStudiesand supported by
DAVeMoS. For the pandemic impact analysis,those
participantswho live in rural andperipheralregionsin
southernandwesternAustriawereevaluated.

Dueto the decreasednumber of trips per personper
day,lesstime wasspenton mobility. While4.8%of the
daily time budget wasspent on mobility in the fall of
2019, this sharedropped to 2.8% in 2020 due to the
first lockdown. Theclosureof leisurefacilitiesand the
majority of stores and service facilities, the
cancellationof events,the reductionof workinghours
or the lossof a job led to a significantshift in the use
of time. This is reflected in a decreasein the "work"
sharefrom 12.8%to 11.7%. Thesituation is similarfor
personalactivities. Thetime budgetthus gainedled to
an increase in the share of leisure activities from

22.6% to 26% and householdactivitiesfrom 51.7% to
53.4%. Many activitieshad to be shifted to home. The
percentageof the populationthat hasthe opportunity
to use home office is striking. In fall 2019, almost all
work activitieswere performedawayfrom home. This
has changedsignificantlyduring the lockdown. Aside
from the decreasein total hours, more than 40% of
work time wasspentat home(figure1).

Furthermore,for the analysisof the changein mobility
demandin EastTyrol, data from public transport and
carsharingproviderswere madeavailableor counting
points were evaluated (conventional and demand-
oriented public transport, carsharingand private car).
A comparisonof mobility demandwas performed for
three different months: April 2019 (before the
pandemic), April 2020 (the first and very strict
lockdown, including the closure of schoolsand the
requirementto leavehomeonly in very urgentcases),
andApril 2021(amixof restrictionsto leavehomeand
the closure of tourist as well as gastronomic
establishments and shops except food and daily
needs). Whileat the beginningof the pandemic(spring
2020) the impactin the regionwasenormous. Mobility
demandrecoveredfrom the pandemic,but at a lower
level than before. Only conventionalpublic transport
and carsharing showed stable or even positive
developmentwhen comparing2019 and 2021, while
on-demand transport providers (micro-public
transport) are still struggling with lower demand
(figure2).

Figure 1. Change in hours spent per activity per day in rural and peripheral areas in western and southern Austria, all weekdays.
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Basedon a seriesof time-use diariesof approx. 500
Austrian respondents (https://ive .boku.ac.at/covid),
we examined the impacts of and the behavioural
changedue to COVID-19 restrictionson the limits and
distributions of ƻƴŜǎΩtravel time budget over time
(figure 1). Eachphaseof restriction was represented
by a separate wave of a mobility activity survey
collected in Austria: before the pandemic (wave 1,
18.09.2019 - 09.03.2020), during the 1st, hard
lockdown(wave2, 16.03.2020 - 08.08.2020), and the
recoveryphasein the 2nd yearof pandemic(wave3,
15.03.2021-20.12.2021). The total number of
respondents is 1,505, while the number of
respondentsbeforeCOVID-19 (wave1) is 440, andthe
number of respondents in the first year of the
pandemic(wave 2) is 465. Wave 3 (secondyear of
pandemic)consistsof 600 respondents,of whom 300
respondentsparticipatedin wave1 and300in wave2.

The preliminary results, using a stochastic frontier
model, found that females have lower travel time
budgets than males, but females had higher travel
time budgetsduringthe pandemic. It showsthat intra-
household interactions led to the re-sharing of
domesticactivitiesacrosshouseholdmembers. Onthe

one hand, travel time budgetson the weekendwere
lower than on workdays before COVID-19 but the
travel time budget on Thursdayis the highestduring
COVID-19. On the other hand, on weekends,virtual
travel time budgetsare higher during and before the
pandemic,which indicatesthat the personshavemore
time to do onlineactivities.

AnugrahIlahi
Reinhard Hössinger

YusakSusilo

Figure 2. Change in traffic demand of different traffic modes due to 
COVID-19 pandemic (reference month April 2019). 

Roman Klementschitz
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6. What happenedto our travel time budget (TTB)during the COVID-19pandemic?

Figure 1. Model development of three-waves survey
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ALEXANDERROSSOLOV,B.Sc., M.Sc., PhD.,
MBA, D.Sc., is a our newest Research
Scientist at DAVeMoS. Prior to joining
DAVeMoS, hewasanAssociateProfessorat

the Transport Systemsand LogisticsDepartment, at
the O.M. Beketov National University of Urban
Economyin Kharkiv, Ukraine. With DAVeMoS, beside
supporting the existing on-going work, he will
strengthen the team on discreate choice modelling,
B2C logistics,e-commerce,and sustainablelast-mile
deliveriesrelatedresearchinitiative.

MUHAMADRIZKI(Taki),B.Eng., M.Eng., is
an Ernst Mach Grant ASEA-UNINET
Scholarshipholder for doctoral study at
the Institute for TransportStudies,BOKU.

His main research interests are digitalization, travel
behavior,environment,andsubjectivewell-being.
His doctoral dissertationis focusedon understanding
the evolution of individuals' decision mechanisms
towards the use of Super-Apps in Indonesia. The
researchwill alsoexplorethe wider impactof their use
to travelbehavior,environment,andeconomy.

7. Newresearchteam members

9. FSV Planning Seminar 2022
"New mobility - new questions- new models"

The FSVPlanningSeminar,organizedby the Austrian
Research Association for Roads, Railways and
Transport(FSV)in cooperationwith DAVeMoSandthe
Institute of Transport, is dedicated to the topic of
transport models this year. These models should
represent the traffic systemin the best possibleand
mostcomprehensiveway,but alsobe ableto showthe
consequencesof interventions or developments. In
this way, they create a basisfor foresightedplanning
and steering of the transport system in a desired
direction. In recent decades, however, it can be
observedthat the transport systemis becomingmore
complex, new forms of mobility have emerged,but
alsonew lifestylesandnewmanagementstrategiesfor
the transport system. Transportmodelsmust be able
to takethesedevelopmentsinto accountin order to be
fit for the future. Technologicalprogress is also
openingup new possibilitiesfor traffic models. More

powerful computing machines, more accurate and
more comprehensiveinformation and data enable
further developmentsin this field. Thiscanbe doneby
refining or improving existing models, but also by
completely new approaches to modeling the
transportationsystem. Basedon this, we would like to
discussthe consequences,possibilitiesandlimits of the
applicationin dailypracticewith the participantsin this
year's seminar. The FSVplanning seminar will take
placeon May 5th and 6th , 2022 in Waidhofenan der
Ybbs, provinceof LowerAustria. Thedetailedprogram
canbe foundhere:
https://de .davemos.online/_files/ugd/8db924_2228d2
7349ee4f9e81fc30e211f07757.pdf

Roman Klementschitz

8. Theimpact of rural road characteristicsto the
energy consumption of an automated bus
operation (completedaŀǎǘŜǊΩǎthesis by Sophie
Wegscheider):

Utilising data collected from the Digibusproject, an
automated electric shuttle service deployed in the
town Koppl, thisaŀǎǘŜǊΩǎthesisexaminedthe energy
consumption of an automated bus service in a
peripheral terrain with up to 8 % slope. A digital
elevationmodelwascalculatedanda panelregression
analysiswas employedto explore the impact of rural
road characteristics on the ǾŜƘƛŎƭŜΩǎenergy

consumption. The results confirm a correlation
between energyconsumptionand road gradient and
indicate that steep uphill slopescausea significantly
higher energy consumption than flat terrains.
However, they also illustrate how significantly less
energy is spent on downhill slopescomparedto flat
terrains. Theenergyconsumptionof the AEVwasalso
evaluated against traditional internal combustion
enginesof comparablesizeand wasfound to perform
more energy-efficient in all tested scenarios. The
complete version of the thesis can be found here:
https://abstracts.boku.ac.at/download.php?dataset_id
=23039&property_id=107

https://de.davemos.online/_files/ugd/8db924_2228d27349ee4f9e81fc30e211f07757.pdf
https://abstracts.boku.ac.at/download.php?dataset_id=23039&property_id=107


This conference on soft measures for improved
informationandbehaviorchangein the mobility sector
in rural regions takes place in Vienna on May 24th,
2022, 9 amto 4 pm.

An interesting project, in which colleaguesfrom the
DAVeMoSteam also participated and there was an
intensive exchange of experiences with DAVeMoS
activities, is comingto an end. The SMACKERproject
focused on the promotion of demand responsive
public transport and other flexible mobility offers
(micro public transport services),the connection of
regionalmobility systemsto the mainEUcorridorsand
transport nodes (last mile) and in general on an
increaseduseof public transport. We look forward to
seeingyouthere! Theeventin Englishwill takeplacein
a hybrid way at the BOKUViennaas well as online.
More information, the program and the registration
form canbe foundhere:

http://short .boku.ac.at/SMACKER-Final-Conference

Roman Klementschitz

10. Finalconferenceof Interregproject SMACKER

Dr. Gunnar Flötteröd has been appointed as Guest
Professor at the Institute for Transport Studies of
BOKUVienna.

ProfessorFlötteröd is Adjunct AssociateProfessorat
the Linköping University, Sweden, and Senior
Researcher at the Swedish National Road and
Transport Institute (VTI). He is one of the ǿƻǊƭŘΩǎ
leadingexpertsin transport simulationand modelling,
in particular on agent-basedsimulation and dynamic
traffic assignment.

During his visit Prof. Flötteröd is contributing to
collaborative research and teaching the 856.049
courseά¢ǊŀŦŦƛŎand Transport Planning- selected
topics (in Eng.ύέwith the focus: ά!primer on person
transportmodellingandǎƛƳǳƭŀǘƛƻƴέ.

ProfessorFlötterödwill alsoprovidea scientificlecture
(in English)on:

"Persistent challenges in integrated travel 
ōŜƘŀǾƛƻǊκƴŜǘǿƻǊƪ ƳƻŘŜƭƛƴƎέ

On: Tuesday,31st of May,13:00ς15:00
At: Universitätfür Bodenkultur

1190Wien,Peter-Jordan-Strasse82
Ilse-Wallentin-Haus,SR29/2 andonline

Further information of the content of the lecture can
be foundin here:
https://www .davemos.online/_files/ugd/8db924_10e
1600d5241453da3bde079abcca90c.pdf

Forregistration,pleasecontact:
davemos.admin@boku.ac.at

YusakSusilo

11. GunnarFlötteröd is GuestProfessorat the Institute for TransportStudies

http://short.boku.ac.at/SMACKER-Final-Conference

