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Rural Railways

Rail Transport in Rural France

Marie Andrée Buisson

France is in the process of completely re-
defining its transport policy.  The National
Railroad Company (SNCF), which is un-
dergoing a difficult transition as shown by
the strikes of December 1995, is pursu-
ing technological advancement with its
TGV, High Speed Train.  However, hav-
ing reduced personnel, the company is
finding it difficult to maintain customers
and has encountered financial difficulties.
Simultaneously, the French Regions are
assuming increasing responsibility for
their public transport in partnership with
SNCF, the State, and other territorial
groups.
First, I will explain the context in which
this problem of public transport is posed,
then I will analyze the railway transport
organization at the regional level, and fi-
nally, I will take up the current problems
of servicing the low-density areas.

The Context

A brief review of recent French history is
indispensable in understanding the dual
question of how to service the territory
and satisfy the transport needs of the popu-
lation.

France and its history
France is characterized by an average
density of 100 inhabitants per km2, which
is relatively low compared to its European
neighbours, and less than half that of what
was West Germany (243), the UK (232),
Belgium (325), etc.  A significant part of
the territory is rural lowland or moderately
mountainous, and a small part is at too
high an elevation to serve as a permanent
habitat for people.
Following WWII, France, until then a pre-
dominantly rural nation, experienced in-
tensive urbanization associated both with
demographic growth and with a rural exo-
dus that progressively changed the spa-
tial distribution of the population.  The
urban population rose from 21 million

inhabitants in 1946 (53% of the total) to
42 million in 1990 (74%).
The ‘Glorious 30 Years’ from 1945~1975
actually translated into high economic
growth and a general improvement in in-
comes and living standards.  However,
farmers, who numbered more than 5 mil-
lion in 1946 had decreased to 1.2 million
in 1990, although agricultural production
grew considerably.  The rural population
was transformed.  Previously dominated
by farmers, it is now characterized by a
population engaged in a diversity of ac-
tivities, often in the tertiary sector and tour-
ism, but also in industry.  Moreover, rural

areas close to urban centres have become
the principal residence for a growing seg-
ment of the population working in the cit-
ies.  This daily migrating population has
increased dramatically in recent times
(+40% between 1982 and 1990) and en-
compasses the centre of towns such as
Lyon at a distance of 25 to 45 km.  In 1990,
this entire peri-urban population repre-
sented some 8.8 million people around
conurbations containing 34.4 million
people.  At the same time, the population
in predominantly rural areas was esti-
mated at 13.4 million(1) (Fig. 1).
This dual evolution, which started from a

Source: Le JEANNIC  (See Note 1)

Figure 1  Urban and Low-Density Areas in France in 1990
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population of farmers and developed into
new urban zones, may vary from area-to-
area, ending up with situations that can
differ considerably over diverse rural ar-
eas.
Whereas at the beginning of the century,
the expansion of large urban areas, par-
ticularly Paris, rested on an extensive
railway network, the expansion of other
urban areas experienced since the 1950s
rests largely upon the car.  The expansion
of urban areas since the early 1970s was
made possible by private car ownership
and by development of highways.  The
1970s saw a revival of public transport in
the urban areas.  However, the public
transport systems provided little service
in the peri-urban areas and households
that chose this type of residential strategy
for the most part had access to both
private and public transport.
The rural areas were also conquered rap-
idly by the car and, as a result, the future
of public transport poses problems not
only for the urban areas, but also in the
less-populated areas.

Servicing of non-urban territory
by public transport
Non-urban areas are served by railway
lines, and by regular country bus services.
When the railway network developed
about mid-19th century, France was es-
sentially an agricultural country, and its
policy was aimed at servicing all the coun-
try towns, or small centres of about 2,000
inhabitants, resulting in a fine-mesh net-
work throughout the nation.  The maxi-
mum extension took place toward the end
of the 1920s when it accounted for 50,000
track-km.  After restoring the war dam-
age, by 1950 the network was less than
41,300 track-km.  Thereafter, the number
of kilometers in operation fell progres-
sively.
The nationalization of French railways
started in 1937 when the State took a 51%
stake in the shares to establish SNCF.  This
stake subsequenty increased to 100% and

SNCF is now a wholly State-owned com-
pany.  In fact, SNCF’s relations with the
State are defined by an agreement that
imposes very strict obligations on it.  In
its pursuit of a balance between profitable
and unprofitable lines, after the war, SNCF
encountered budget problems and began
progressive closure of unprofitable lines.
These closures were very unpopular, and
in 1981, the government promised not to
close any more.
In 1992, the total main track available to
SNCF(2) was still estimated at 49,367 km,
although not all was in service; 29,485
km is in operation but only 24,146 km is

open to passenger traffic.  Of this total,
13,742 km is electrified and is composed
of trunk lines and the TGV, which forms
2,245 km of the total.  Some of the other
10,400 km of non-electrified lines, such
as Lyon-Nantes and Lyon-Bordeaux, per-
mit major traffic links.
However, this overall railway network
services the entire territory (Fig. 2),
making it possible to count 2,218 SNCF
stations in 1994, not including the pas-
senger stop points.
Aside from this transport by track, regular
transport by country buses is available in
non-urban areas.  This collective trans-

Source: SNCF Activity report

Nice

St-Raphaël

Toulon

Marseille

MiramasTarascon

Cavaillon
Nîmes

Port Saint-Lous-
du-Rhône

Montpellier

Béziers

Perpignan

Port-Bou
La Tour-de-Carol

Villefranche-

Vernet-

les-Bains

Foix
Luchon

Canfranc

St-Jean-
Pied-de-Port

Irun
Bayonne

Dax

Arcachon

Mont-de-
Marsan

Bordeaux

Pointe de Grave

Royan
Saintes

La Rochelle
Niort

La Roche-
s/YonLes Sables d’Olonne

Croix-de-Vie-St-Gilles

Pornic
St Nazaire

Le Croisic
Quiberon

Quimper

Brest

Lannion

St-Malo
Granville

St-Brieuc

Cherbourg

St-Lô

Caen

Dives-C

Le Havre

Trouville-Deauville

Alençon
Rennes

Dieppe
Le Tréport

Boulogne

Calais Dunkerque
Hazebrouk

Tourcoing

Lille Valenciennes

Auln
oy

e
Givet

Charleville-Mézières

Longuyon
Thionvill

e

Sarreguemines
Laon

Lauterbourg

Kehl

Colmar

Neueburg

Basel (Bâle)
Delle

Les Verrières
Pontarlier
Vallorbe

Genève
Evian-les-Bains

Annemasse

VallorcineAnnecy
St-Gervais-les-Bains

Albertville
Bourg-St-Maurice

Modane

Briançon
Gap

Digne
Limone

Ventimiglia
Breil-s/Roya

Avignon

Grenoble

Chambéry

Aix-les-
Bains

Bellegarde

Bourg

Valence
Mende

Mazamet
Toulouse

Carcassonne

Albi

Rodez

Auch

Tarbes

Lourdes

Pau

MontaubanAgen
Cahors

Sariat

Périgueux
Brive

Tulle

Aurillac

Capdenac

Neussargues

Le Mont-Dore Le Puy

Angoulême Limoges

Guéret Montluçon

Riom
Clermont-
Fº

Poitiers

Tours

Thouars

Angers
TGV Atlangique

TGV Nord

Le Mans

Laval

Evreux

Dreux

Chartres

Gisors
Oreil

Beauvais

Amiens

Arras

Reims

Epernay

Coulommiers

Chalons-
s/Marne

Troyes

St-Dizier
Bar-le-Duc

Chaumont

Nancy

Epinal St-Dié

Strasbourg

Metz

Vesoul

Belfort
Mulhouse

Besançon
Dole

Dijon

Lons-le-
Saunier

Lyon

Givors

St-Etienne

Roanne

St-Germain
des-Fossés

Moulins

Nevers

TGV Sud-Est
Bourges

Vierzon

Châteauroux

Orléans

Blois

M
alesherbes

Montereau

Corbigny

Avallon

Auxerre

Lorient
Vannes

Nantes

Rouen

Calvi Bastia

Ponte-Leccia
Corte

Ajaccio

�

High-speed lines
Electrified lines or in process of electrification
Other lines

Norbonne

Paris

Figure 2  The French Railway Network



22 Japan Railway & Transport Review • November 1996 Copyright  © 1996 EJRCF.  All rights reserved.

Rural Railways

port, which developed after WWI, has at
times competed with rail, and at other
times complemented it.  Since it uses the
well-developed road network, country
buses can access all inhabited areas.  Al-
though bus lines saw strong development
up to 1960, the activity since then has ex-
perienced almost continuous decline due
to increasing private car ownership.
A very large number of bus operators
(about 8,000) play a part in this non-ur-
ban road transport network.  More than
40% of the kilometers of regular lines is
provided by susbsidiaries of group com-
panies with more than 80 employees.
Nonetheless, there is a very large number
of small operators who do not own more
than a few vehicles and who provide col-
lective transport in sparsely-populated
areas; a very substantial number of cus-
tomers are students.

Demand met by collective
transport in low-density areas
It is very difficult to identify the popula-
tion actually affected by collective trans-
port over specific low-density regions; the
available statistics cover regional transport
as a whole and, at best, without Ile de
France.
The statistics differentiate between urban
and interurban movements.  Of a total of
753 million passenger-km, in 1993, 233
million-km only involved transport in ur-
ban areas.  Interurban traffic which en-
compasses 530 million passenger-km is
broken down in Table 1.
This data clearly underlines the scope of
the competition between private cars and
collective transport.  However, it does little
to isolate the specific problems of trans-
port in low-density areas.  In effect, inter-
urban transport involves business travel
from one town to another, as well as lei-
sure travel.
In relation to railway transport, one must
distinguish between the TGV network on
one hand, which grows by capturing trunk
national traffic, and traffic of Regional

Table 1. Distribution of Passenger Traffic in 1993 (million passenger-km)

Interurban transport 530.7
Private vehicles 437.2
Interurban country buses 33.2
Railway network 48.5
Air transport 11.8
Urban transport 233.0
TOTAL 753.0

Source: Transport Counts in 1993 (DAEI/SES-INSEE)

Table 2. Evolution of  Railway Network (million passenger-km)

1984 1995
TGV 7.7 21.4
Main non-TGV network 43.7 25.7
Regional Express Transport (TER) 5.4 6.7
Paris suburbs 8.8 8.5
Total 60.2 55.6

Source: Transport Counts in 1995

Table 3. Evolution of Bus Network (million passenger-km)

1984 1995
Interurban (excluding Ile de France) 5.8 5.5
Students 6.1 5.6
Commuters 5.3 2.3
Occasional users 14.8 18.5
TOTAL 32.0 31.8

Source: Transport Counts in 1995
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Express Trains (TERs), on the other hand,
which provide transport for regional mar-
kets.  Regional railway traffic in the low-
density areas represented only 6.7 million
passenger-km in 1994.
The evolution of SNCF railway traffic in
recent years shows a certain growth of the
TER network due, in part, to the policy of
the Regions, whereas the establishment
of the TGV, which took place in certain
cases by replacement of present lines, led
to the advance of this type of line, but did
not stop the decline of the rest of the net-
work(3).
The traffic of the country bus interurban
lines(4) has hardly grown at all, although
the composition has changed.  Transport
for occasional trips organized on request,
generally with a tourism objective, con-
tinues to grow, whereas transport of com-
pany personnel has tended to decrease.
Hardly any of the customary service pro-
vided by these two types of transport is
intended for low-density areas, whereas
interurban lines and school lines cover
considerable territory each day in a regu-
lar manner.  One can see that the road
service affects more customers than the
railway service.
However, given the growth in private ve-
hicles, although this traffic remains very
stable in absolute value, it has lost mar-
ket share.  Nevertheless, the entire popu-
lation cannot travel in its own vehicles
and there are markets for transport of chil-
dren, those persons without driving li-
censes, and elderly persons.  Moreover,
individual transport is a source of exter-
nal costs for the community (road con-
gestion, pollution, etc.), so there is an in-
terest in maintaining, and even reinforc-
ing collective transport.
It is in this context of an increasingly ur-
banized and motorized France, which
possesses a major railway network span-
ning a vast, relatively sparsely-populated
territory, that the future questions about
collective transport are posed.

Railway Transport Organiza-
tion at Regional Level

The socialist government elected in 1981
undertook a process aimed at decentral-
izing certain jurisdictions over territorial
communities, particularly in relation to
Departments and Regions.  The essential
decision with respect to transport was the
Domestic Transport Orientation Law
(LOTI), passed in December 1982, which
profoundly transformed the operating con-
ditions of regional collective transport(5).

Domestic Transport Orientation
Law (LOTI)(6)

This law establishes the ‘right to transport’
and its conditions in practice, and defines
the competent authorities for organizing
and managing such transport.  Here, I will
briefly present the principal elements of
this law, which are indispensable in un-
derstanding the current organization of
public transport.

Right to transport and public service:
This is the “right of any user to travel and
the freedom to choose the means”(7).  It
concerns a new type of right that rests on
the idea of mobility being of value to so-
ciety; the joint responsibility of the nation
must thus be exercised “so that those not
having their own means of meeting their
needs for mobility can find a convenient
substitute in collective transport”(8).  Us-
ers thus have a right to transport and trans-
port is a public service.  This principle is
affirmed in Article 5 of the law.  It means
that the public authorities must take the
appropriate measures to organize and pro-
mote the transport of persons and of
goods.
For public services, it is necessary to re-
spect simultaneously the following three
principles:

1. Equality: There must be equality with
respect to access and treatment of per-
sons in equivalent conditions.

2. Continuity: Public transport corre-
sponds to a right that must be satisfied
as far as possible.

3. Mutability: Public transport must be
adaptable to the needs, changes in de-
mand and to technological progress.

The public authorities must take care to
implement transport services permitting
“an equitable servicing of the territory”
and its link with the major traffic axes by
one or several modes.  This does not mean
specifically that the user must have ac-
cess to all transport modes anywhere in
the territory.  In effect, transport policy
should favour complementarity between
the modes. In addition, technical devel-
opments and social changes may pose
new problems in providing transport ser-
vices.  One must thus take into account
all means of transport that permit the as-
suring of service, at the optimum cost.
Moreover, in accordance with LOTI, this
public service must be executed “in col-
laboration with private or public compa-
nies that are made responsible for it or
that participate in it.”
However, the implementation of this right
to transport also has a price for the com-
munity.  In Article 1, the law provides that
the transport system must meet the needs
of the users in the economic and social
conditions most “advantageous for the
community.”

Reasonable conditions of access, quality
and cost for the community:  The law then
specifies in Article 2 that implementation
of this right to transport must permit users
“to travel in reasonable conditions of ac-
cess, quality and cost for the community,
notably through the use of a transport
means open to the public”(9).
As a result of this clause, one recognizes
that the territorial community must bal-
ance satisfaction of this right to transport
possessed by all users on one hand, and
the cost to the community on the other.
This balance is particularly delicate in
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low-density areas, where provision of
such services actually affects a particularly
captive population, for which the services
are essential.  However, as the popula-
tion is dispersed, servicing these areas is
costly for the community.  Consequently,
the latter must arbitrate to define the mini-
mum satisfactory standards within reason-
able conditions.
Defining ‘reasonable’ is not easy.  It goes
back to the concept of the role of the State
and the territorial communities.  On one
hand, the State must implement its priori-
ties which are rapid communication from
one point to another in the national terri-
tory, leading it to give priority to financ-
ing of certain projects.  On the other hand,
as guarantor of the national joint respon-
sibility, it must “...prevent geographic ar-
eas outside the major axes of communi-
cation becoming continuously more im-
poverished”(10).  On this point, the State
assists the territorial communities, but if
these are unable to provide for them-
selves, the State must intervene in the
name of the joint national responsibility.

Overall transport policy:  As an overall
policy, the State together with the territo-
rial communities, must assure the prepa-
ration and the implementation of this over-
all transport policy, as regulated by Article
3, which states “The overall policy for

transport of persons and goods shall as-
sure harmonious and complementary de-
velopment of various modes of individual
and public transport, ...it shall establish
the bases for fair competition among the
modes of transport and among compa-
nies, ...it shall favour their comple-
mentarity and their cooperation, notably
in the choices of infrastructure and
through the rational development of com-
bined transports.”

“Public transport service” includes “all the
tasks incumbent upon public authorities
for the purpose of promoting transport of
persons and goods” (Article 5), that is to
say:

* Realization and management of infra-
structures and equipment assigned to
transport

* Regulations for transport activities and
control of their application

* Development of information
* Development of research, studies and

statistics
* Organization of public transport

Distribution of jurisdictional competen-
cies:  LOTI regulated the distribution of
jurisdictional competencies.  The territo-
rial communities became Organizing
Authorities (AOs) for transport.  These

communities may define and establish
their transport policy.  The distribution of
the jurisdictional competencies is as
follows:
For the road and railway links on the na-
tional level, the State remains competent.
With respect to railway transport, the State
must reach an agreement with the opera-
tor, SNCF.  Since 1 January 1983, SNCF
has been an industrial and commercial
establishment subject to new conditions
and it must “...operate, outfit and develop
the national rail network according to the
principles of public service.” (Article 18).
The railway links in the regional transport
plan established by the Regional Council
are to be the objects of agreements estab-
lished between the Regional Council and
SNCF.
The non-urban road transport involving
regular links and services on demand is
organized by the Department Council,
except for links of regional or national in-
terest and urban transport covered by the
competent urban authorities.
The regular, non-urban services of re-
gional interest are inscribed in the regional
plan and are subject to agreements be-
tween the Region, the concerned Depart-
ments and the transporter.
This distribution of jurisdictional compe-
tencies must assure the coherency of the
entire transport system, at the administra-
tive (contract), technical (timetables,
schedules, stops, equipment), economic
(fare rates) and public information levels.
It is now necessary to analyze their meth-
ods of application to regional railway
transports.

Organization of railway transport
at regional level
This organization is analyzed first at the
institutional level, then at the techno-
economic level.

Institutional and financial level:  Since
1972, the Regions have had jurisdictional
competence for organizing and planning

Model of New TER Rolling Stock (Rhone-Alpes Magazine)
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transport of regional interest.  In 1977, a
certain number of Regions assumed re-
sponsibility for their local railway trans-
port of regional interest.  The State then
encouraged the Regions to eliminate loss-
making lines, compensating them to an
amount equivalent to the loss avoided as
a result of the closure.
LOTI assigns the Region as the compe-
tent AO in relation to railway transport.
However, the law does not obligate Re-
gions to assume jurisdictional compe-
tence for railway transport; moreover,
Regions may assume competence for a
certain period and then renounce it.  For
example, the Rhone-Alpes Region only
assumed competency in 1994.
Implementation of a regional public rail-
way transport service implies a partner-
ship between the State, Region concerned
and SNCF, which is developed schemati-
cally in the following manner.
First, the State must precisely define the
lines of national interest.  These are not
only TGV lines, but lines assuring links
between strategic points.  These can be
lines the State judges to be necessary to
maintain in the name of joint national re-
sponsibility, of defense policy, or of an
improvement policy for the territory.  Lines
that are not of national interest fall under
regional or interregional jurisdictional
competency and it is over these that the
Regions have competency.
This delineation of jurisdictional compe-
tencies is not without consequences for
the organization and the definition of the
transport services, and also has conse-
quences at the financial level as well.  The
responsible authority must ‘contract’ its
transport service with the SNCF operator
and decide the rates for the services, and
the level of the financial compensations
to be paid, if necessary.
To effect this contract with complete clar-
ity, SNCF, which until now has had cen-
tralized accounting, must regionalize its
accounts and be able to clearly indicate
to the Regions the costs of the implemen-

tation of each service.  For a railway com-
pany, the task is particularly arduous to
the extent that the infrastructure must be
maintained and is thus included in the
operating costs.  It is particularly difficult
and important where this same infrastruc-
ture is used for multiple transport services,
for goods and passengers, both national
and international, as well as regional and
even local.
This is why the recent decision by the
European Community to differentiate the
infrastructures service on the one hand
and the operating service on the other
hand within the company, should permit
clarification of the situation.  The usage
costs of the different tracks to be defined;
this leads to debates on the methods for
determination of rates according to the
hours, the types of service, etc.

Techno-economic operating level:  The
implementation of a territorial servicing
operation through a network of TGV-type
high-speed lines has led to the structur-
ing of a railway network at two interlocked
levels: a large-mesh network built around
the most important urban centres served
by the TGV, which to be effective, must
only stop about every 200 km, and a
small-mesh network, which must be
linked to the nodes of the TGV network,
but which serves the entire territory in a
finer manner(11).
This structure has led to a re-thinking of
the regional servicing operations.  More-
over, the Regional Councils serving as the
AOs for transport are closer to the needs
of their populations and have been in-
duced to re-define the railway transport
service permitting better satisfaction.  Cur-
rently, in the Rhone-Alpes Region, for ex-
ample, the needs considered relevant to
regional express transport (TER) encom-
pass two domains(12).

* Inter-city links between cities of the
region must permit business travel from
one connection on the network to

another.  These links must be frequent,
rapid and comfortable between the re-
gional urban centres.

* The commuting transport has seen con-
siderable development at increasingly
further distances around the periphery
of urban centres.This periphery can be
serviced by railway axes that must then
be thought of in terms of daily links to-
ward employment poles, implying more
stops in these major suburban areas and
increased frequency at peak times.
These suburban services must provide
comfort and convenience while reliev-
ing congestion in urban centres.

Implementation of this policy requires
extensive coordination between different
authorities whose jurisdiction may en-
compass the same part of a territory un-
der various headings.  The railway net-
work thus depends on the regional author-
ity, but it may compete with a regular
country bus line, the establishment of
which falls under departmental authority.
At this point, it is appropriate to mention
the principal considerations for organiz-
ing a public transport service in low-den-
sity areas.

Current Problems of Public
Transport in Low-Density Areas

The regional servicing previously defined
as ‘pertinent’ neglects the formidable
problem of low-density rural areas.  It is
not possible to deal with this question by
rail transport alone.  In effect, public trans-
port simultaneously seeks recourse to the
road and railway modes.  Both play a part
in assuring service and the problem posed
in this type of territory concerns com-
plementarity, and mode substitution.
The linear railway network is poorly
adapted to servicing sparsely-populated
areas.  The service is appealing to the
population, but the cost is very high, pos-
ing a problem of maintenance.
Country bus services are often the result
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of a non-coordinated superimposition of
different services by operators.  The sup-
ply tends to be concentrated in the best
periods of demand, while abandoning the
less-populated areas and lower-demand
periods.  LOTI requires that the depart-
mental AOs establish a departmental
transport plan.  They must assure that
the population can effectively exercise its
right to transport.  The result has been
progressive consideration of this point by
Departments and Regions.  This entails
assessment of the existing situation, and
definition and establishment of a plan for
organizing the most satisfactory transport
service in terms of access for the popula-
tion, and cost for the community.
Based on these regional and departmen-
tal transport plans, decisions are made
concerning the servicing modes and
methods for providing them in collabora-
tion with the operators, i.e., SNCF and
country bus operators.  They are obligated
to implement two essential principles:
inter-modal operation and accessibility.

Inter-modal operation
The servicing of a sparsely-populated ter-
ritory with collective transport may require
recourse to the railway and road, either
jointly or independently.
Rail offers important advantages of reli-
ability, safety and comfort; conversely, it
also has two obvious handicaps:

1. Lines are fixed and cannot be adapted
to new population locations without
costly new infrastructure.  Since it is
rather old, the French regional network
has not kept pace with the evolution
of populations toward new activity
centres and cannot currently service
them.  Moreover, railway stations are
fixed unlike bus stops.

2. The maintenance cost of tracks and
equipment is considerable, as are the
operating costs; as a result, profitabil-
ity is a problem if the customer level
declines, which is the case for areas

undergoing depopulation.

For these reasons and because of the low
usage rates of certain lines, SNCF has
transformed some lines to bus services that
retain their status as SNCF lines.
Regular country bus lines are available in
departments, and service both rural areas
and the more-frequented axes linking cit-
ies.  Certain lines link the cities of differ-
ent departments and thus cover regional
territory.  Roads have the advantage of uti-
lizing the existing network and of servic-
ing the centre of populated areas.  This
service can be extended and improved to
take into account all the needs of the
population under cost conditions that are
not heavy for the community.  These regu-
lar lines are supplemented, for example
by services limited to certain days which
service markets in rural areas, etc.  Last
and most notably, there are a number of
school services affecting the entire popu-
lation of rural areas.  Some of these school
services may be transformed into regular
lines thereby providing access to other
population groups, and operating through-
out the year.  A number of other methods
could be studied within the framework of
the departmental transport plan that each
Council must prepare in accordance with
LOTI.
Thus, in the case of the Rhone Depart-
ment(13), the Council took the basic posi-
tion that each village must have access to
its county town (the closest large urban
centre) within one half-day.  As a result,
twice-daily services were defined over the
main axes.  For the less-populated villages,
such services would be very costly and
are not judicious.  The use of an on-re-
quest collective taxi service has been pro-
posed to the inhabitants, which would
take users to regular bus or rail lines.  At
the same time, a uniform rate structure
based on the distance travelled has been
proposed for the entire territory.
The current thinking is towards an inter-
modal approach, including SNCF, as sum-

marized by its Director for Regional Ac-
tivity; “Even more than in other domains,
close cooperation is essential to identify
the actual needs and to find effective re-
sponses which can only be of an inter-
modal nature, mixed grouping of railway
stops to accelerate service operations, use
of roads which is more suited to meshing
with terrain and, in certain cases, use of
collective taxis on-request which is par-
ticularly adapted to the needs of captive
users”(14).

Accessibility
The general spread of the private car has
downgraded other forms of transport.  In
the rural areas, collective transport can
only be a real alternative if it offers a com-
petitive and attractive service.  But in most
cases, users in low-density rural areas re-
main distant from collective transport
lines.  Therefore, it is necessary to improve
accessibility.  What is important is not to
be on a transport axis, but to have access
to points on the network from which it is
possible to connect to other networks.
As far as rail is concerned, the problem
posed by stations arises from their distance
from current village centres.  “Only 11%
of the French living in the countryside live
less than 1 km from a station, ....38% live
1 to 5 km from a station”(15).  The problem
is increased by feeder transport.  Having
one transport option is not sufficient; it is
necessary to be able to reach it.  In rural
areas, travel is most often for shopping,
or in other words with baggage, making
inconvenient transport all the more use-
less.  A 1993 survey showed that 38% of
people living in the provinces did not
benefit from any public transport.
Compared to trains, country buses can
pass residences more easily, stops can be
optional, and detours from or modifica-
tions to the route are more feasible.
In all cases, these low-density area lines
must permit rapid connection to other
transport networks, particularly railway.
Care must be taken in establishing bus
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parking near railway stations and in
proper identification of transfer connec-
tions.  For users reaching the railway by
car, access to low-cost parking must be
provided.
This entire regional transport system im-
plies harmonization of various actors, and
a common will to establish a credible
alternative to the private car.  This trans-
lates not only into development of sched-
ules and a common information system,
but also in creation of linked-rate sched-
ules and in combined tickets permitting
an entire journey using different opera-
tors and different modes on a single ticket.
For SNCF, this means that the TER net-
work must implement this new concept
of public transport.  Within this frame-
work, SNCF foresees progressive modern-
ization of traction equipment and im-
proved transport quality.  It needs men-
tioning that SNCF has a subsidiary called
SCETA which handles various SNCF road
transport services.  In collaboration with
its highway partners, SNCF has formed the
TER highway business, guaranteeing qual-
ity highway services to the Regions.
However, this evolution, even if under-
taken in a spirit of cooperation by both
sides, will not be without problems.  The
Department Council is responsible for the
non-urban departmental services, and the
Region is responsible for railway services.
One possible problem is that SNCF buses
are always involved in regional transport
and are exempt from the competitive bid-
ding and the bid-tender procedures that
the Department Council must establish to
grant any public transport service.  This
could generate a waste of public means
and credits.  Implementation of regional
transport plans should permit operating
agreements to clarify this point.  The
Haenel(16) report proposes effective trans-
fer of jurisdictional competency to the
Regions with negotiation of the corre-
sponding associated means.  It would give
them a federative role, including master-
minding of the regional transport plan and

the possibility of implementing regional
transport policy linked to national policy.
Consideration of this problem of servic-
ing the regional areas using public trans-
port is at the heart of the current French
situation.  The railway mode must be re-
considered and developed in relevant
domains.  However, where it offers poor
competition and quality service, other
services, such as highway transport by bus
or on-request taxi services, must take pref-
erence.
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