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Chapter 2: Why does it happen?

The most important mode of public transport for people on low incomes is the bus:

« More than nine out of ten public transport journeys are by bus for those in the lowest income
quintile, compared with fewer than 30 per cent of such journeys for those in the highest income
group (Figure 2.2).

« Low-income households without cars use the bus for 20 per cent of their trips, compared to
between 2 and 4 per cent for households with cars.63

Figure 2.2: Public transport trips per person per year by household income

2.7

28

29

2.10

100

80—
S
%
>

S 60
[
2
o
Q

T 40
(o
g
=

20

0-

Lowest real Second Third Fourth Highest real
income quintile quintile quintile income
[ Local bus All rail Taxi/minicab [ Other public transport

Source: National Travel Survey (1998/2000)

Reflecting their lower access to cars, women are more likely to rely on walking and public transport
in travelling to local services.é4

Taxis (including private hire vehicles or minicabs) make up a rising and disproportionate number of
journeys.s5 Despite the cost of taxi fares, people in the lowest income group make a third more
taxi trips than the average and more than any other income group. The use of taxis has more than
doubled amongst this group since 1985.66

Rail is used by a relatively small proportion of people on low incomes.¢7 In general, people who live
in areas with high levels of deprivation make fewer rail trips and travel shorter distances than those
in areas of low deprivation. However, rail services, especially in rural areas, can be essential to
access local towns and services.

An important further means of transport for people from low-income households is lifts from
friends or relatives, which account for 13 per cent of trips by people without a car in the lowest
income quintile.é8 This is also the most common means of transport for disabled people.6®
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They make fewer and shorter trips

2.11 People on low incomes travel less than better-off households. Low-income people without cars
make, on average, only 706 trips per year, compared to 948 by low-income car owners and 1,618
by high-income car owners.”® Research estimates that disabled people travel a third less than the
general population.”!

212 The following graph (Figure 2.3) shows that people with cars travel further for commuting,
shopping and visiting friends.

Figure 2.3: Average journey length by purpose and car ownership (all income groups)
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What stops people accessing key activities?

2.13 People on low incomes face five types of barrier to travel. These relate to:

« The availability of transport and its physical accessibility: transport may not go where
people want it to, or when, or it may be physically difficult to use.

« The safety or security of transport: crime and the fear of crime can deter walking, cycling
and the use of public transport.

» Cost: people cannot afford the cost of motoring, buses, rail or taxis.

- Limited travel horizons: people may be reluctant to make journeys that require longer
distances, journey times, or interchange.

« The location of services: some facilities are located in inaccessible places or are open at
inconvenient hours.
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Availability and physical accessibility of transport

Public transport frequency, reliability, and network coverage

214

215

2.16

Some rural areas have very limited access to bus services. Over half of the people in rural areas
live more than 13 minutes’ walk away from an hourly daytime bus service.”2 29 per cent of rural
settlements have no bus service at all.

Although many people may be able to walk to a bus stop, bus routes do not always go where
people need them to. Bus networks are dominated by radial routes, entering city centres often
during peak hours, whereas new sites of employment, such as call centres or supermarkets, and
key public services such as further education colleges, are often located on the edge of towns.
Accessing these places can mean a long circuitous journey involving two or more changes.

Bus services can often be few and far between in some urban areas, for example peripheral estates,
particularly during the evenings or early mornings. This problem has been exacerbated by
significant contraction in network coverage in some areas. For example, the following map shows
network contraction since 1987 in late evening bus services on Merseyside — the red lines indicate
the services that have been withdrawn during this period.

Figure 2.4: Current late evening commercial bus services network in Merseyside, compared
to 1987 network
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Source: Merseytravel
Reproduced with permission of Ordnance Survey
© Crown Copyright NC/00/1270

2.17 Bus routes have not always kept pace with the location of new developments. In addition, access

to venues for informal learning, such as libraries and museums, can be reduced by timetables
which are structured around office hours.
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2.18 The frequency and reliability of public transport is particularly important for women, who

are more likely to combine journeys to work, school, childcare and shopping.

2.19 More trips are made by bus when services are more frequent, suggesting that increasing the

supply of services could result in greater demand. Figure 2.5 shows that this is true even after
taking into account the distance people have to walk to the bus stop.

Figure 2.5: Bus use by availability of bus services, 1998-2000
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Despite the importance of the bus as a mode of transport for those on low incomes, people are less
satisfied with buses than with most other services — as Figure 2.6 shows. Responses to the Social
Exclusion Unit (SEU) consultation exercise suggest that the attitude of some bus drivers towards
customers is likely to be one reason for this lack of satisfaction.
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Figure 2.6: Deprived areas: satisfaction and importance of services
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Physical access

2.21 14 per cent of adults have a physical disability or long-standing health problem that makes it
difficult for them to go out on foot or use public transport.”3 This is more prevalent with age,
see Figure 2.7.

Figure 2.7: People with mobility difficulties by age, 1998-2000
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These types of intervention are particularly relevant for the many people in rural areas who are
isolated by a lack of transport, but who live in areas of relative affluence — rural transport exclusion
frequently affects individuals, rather than areas.

There are a number of “Wheels to Work’ schemes in rural areas across the country which provide
people with transport solutions for a short period to get to employment, training or education,
until a longer-term solution can be found. Schemes have been in operation since the mid 1990s,
but sources of funding such as the Rural Transport Partnership and support from the Countryside
Agency have enabled more to develop recently.

Wheels to Work, Warwickshire

Connexions Coventry & Warwickshire operates the largest Wheels to Work scheme in England,
on behalf of Warwickshire County Council. It is open to 16-25-year-olds who have a start date for
full-time training, education or employment.

The scheme offers moped loans for up to 12 months, at a cost to clients of £2.50 per week.

Clients are provided with rider training, a helmet, a reflective bib, a lock, a thermal waterproof
suit and gloves.

Individuals can apply to the scheme themselves or are referred by a member of the advisory group:
social services, Jobcentre Plus, a local and a county councillor, the Rural Community Council, the
local vehicle dealership and training school, and the community education department. Clients have
personal reviews every 12 weeks, and are encouraged to save money towards their own vehicle.

Initially started as a small pilot in July 1999, the scheme has covered the whole county since May
2001. Up to November 2002 it had provided moped loans to 162 clients.

Schemes to help people get into work, like Employment Zones and Action Teams for Jobs, have
found that offering subsidised driving lessons and repairs, or the loan of vehicles, can also be
extremely helpful in urban and suburban areas, particularly for low-income shift workers.

Safety and security while travelling

People can be deterred from making a journey if they are afraid of either crime or road accidents.
This fear may relate to travelling on a vehicle, waiting at bus stops or stations, or walking.

A ‘whole journey’ approach

This approach aims to address personal security problems across the whole journey. For example it
might focus on a particular bus route or provide CCTV or security personnel on vehicles, while also
ensuring that walking routes leading to bus stops are well lit and patrolled and that waiting areas
are free of graffiti. The approach rests upon partnership working between operators, the local
authority and the police, and positive publicity.



City Centre Safe, Manchester

Part of this umbrella scheme involves ensuring that the public can get home safely using public
transport late at night. The scheme has focused on five city centre bus routes. Bus companies
provide inspectors as ‘loaders’ at bus stops and around the city centre. They are in radio contact
with the police and other night workers and supported by police officers on foot who patrol the five
routes. Operators have also installed CCTV on the vehicles, and many are training their drivers in
conflict management skills.

The scheme also encourages people to walk along ‘safe transport corridors’ to bus stops and taxi
ranks in order to provide security for the whole journey. This includes improving lighting, installing
help points and publicising the safe routes. Publicity for the large reduction in violent crime and the
safer environment is thought to be one reason for an increase in patronage.

Individual crime measures

Where fear of crime is a problem only on particular routes or at particular times, it might be
appropriate to use interventions tailored to specific problems, such as improved street lighting,
CCTV or graffiti removal teams.

A specific example of a tailored solution would be employing a travel warden on after-school
services. Bus operators are often reluctant to target commercial services at school travel as,
although the number of users can be very high, school children can be seen as unattractive,
disruptive passengers. Bad behaviour by school children can be very intimidating to other
passengers, especially older people.®2 Thus in the long run extra personnel to control behaviour
may be cost-effective by encouraging other passengers to travel and so enabling a route to be
more profitable.

If poor information about services is also a problem, a travel warden might be able to fulfil a dual
role, providing both publicity and reassurance to potential passengers. Wardens might operate on
vehicles, at interchanges, on streets that lead to waiting areas or on all three.

Some measures, such as increased lighting, are effective in responding to concerns about both
road safety and crime. Others are needed specifically to tackle fears relating to road accidents.
Here, solutions predominantly involve measures to improve the walking environment and traffic
calming measures. 20 miles per hour zones, which are usually supported by physical traffic calming
measures, have been shown to reduce road accidents by 67 per cent and child pedestrian
accidents by 70 per cent.?3



Gloucester Safer City Demonstration Project

Begun in the late 1990s and completed in 2001, the Gloucester Safer City Demonstration Project
was sponsored by the Department for Transport to develop understanding of how a strategic
approach to road safety can reduce accidents.

The measures employed were a combination of engineering changes, education, publicity and
greater enforcement. For example: education as to the major causes of accidents and the effects of
drink driving; greater enforcement of existing speed limits; reducing the time pedestrians have to
wait at crossings; and improving opportunities for walking and cycling.

The results include:

a 36 per cent reduction in serious injuries to children and a 14 per cent reduction in serious adult
injuries; and

a 10 miles per hour reduction in average speed on one route, with a 38 per cent reduction in
casualties.

The success of the project will be examined in a full report to be published in spring 2003.

The cost of transport

As discussed in Chapter 2, cost is a significant barrier to transport and mobility.

From June 2001, the Government introduced a free bus pass for older people and some groups of
disabled people throughout England and Wales. In England, this pass entitles them to at least half
fares on local bus services, although local authorities can provide greater concessions and some

provide free travel. An extra million men aged 60 to 64 will be able to benefit from free passes and
local concessionary fare schemes when age equalisation legislation comes into effect in April 2003.

At present, local authorities cannot compel operators to offer discounts to groups apart from
pensioners and disabled people. However, in some parts of the country, concessionary travel has
been available to other groups on a voluntary partnership basis between operators and the
authority. Such arrangements are paid for either by the authority or the operator themselves.

Trent Buses, ‘Kids for a Penny’

In an area of the Trent Valley with higher than average unemployment levels, fares and frequency
were identified as key customer priorities. As a Bus Quality Partnership initiative, Trent Buses
developed a range of experimental fare deals including Kids for a Penny throughout the weekend and
off-peak during the week. This scheme has not affected the company’s profits, as adults travelling
more frequently have offset the loss in revenue from children.

Other forms of intervention can tackle cost barriers, for example taxi vouchers or tokens; the wider
use of subsidised door-to-door transport; or increased support and grants/loans for driving lessons,
road tax or vehicle maintenance.



Information and travel horizons

Accurate and accessible information is important in enabling everyone to use the public transport
network. Information, and support where necessary, need to be provided in a variety of forms
which are sensitive to people’s different needs.

Traveline provides national route and timetable information on bus, train, tram and ferry services
through a single phone number. Additional money was made available in the 2002 Budget to
develop further the wider linked initiative Transport Direct, which involves joining up all the sources
of transport information from different operators electronically. When completed, this service will
also include a booking facility and up-to-date information on how different services are running.

In addition many local authorities already provide information in:

different languages appropriate to the area, perhaps on a targeted basis at specific bus stops.
This could be used when consultation on residents’ travel needs reveals that understanding local
bus timetables is a particular difficulty; and

larger fonts for those who are visually impaired, for example at a bus stop near a residential
home or community centre.

Information provision, Lewisham

In Lewisham, a ‘Beacon Council’ for better access and mobility, consultation efforts are designed to
encourage maximum participation, especially by groups traditionally excluded. The strategy includes
making information available in different languages and alternative formats. For example, Lewisham
information publications are made available in Braille, large print, audio tape and computer disk on
request. Residents who require translated information about services provided to them can request
information in any language.

Two Mobility Forums have taken place during the past year, bringing together Council officers, local
service providers and representatives from disabled, elderly and other socially excluded groups to
discuss accessibility issues.

The Audit Commission®* also recommends a number of different techniques to increase people’s
awareness of the bus services on offer in a local area:

timetables and maps available at travel shops, the town hall, libraries, community centres, etc;
leaflets issued on new services to homes in the catchment area;
route numbers, destination maps and timetables displayed at stops and bus stations; and

local telephone help-lines.



Information on transport options

There have been a number of successful programmes aimed at changing travel behaviour. These

have tended to focus on reducing people’s dependence on the car, by encouraging use of public
transport and walking.

For example, Western Australia’s successful TravelSmart model began in 1997. It relies on the
assumption that pre-conceptions about public transport and the opportunities for walking and

cycling are difficult to change and are best tackled by personal experience of using these different
types of transport.

The TravelSmart technique

1. Visit or phone individual households in the target area.
2. ldentify those households who are receptive to altering their travel behaviour.

3. Provide personalised information based on individual travel needs including timetables for nearest
bus stop, cycle maps and a local walking guide to these households.

4. Offer test tickets for local public transport services, cycling training and walking tours to
encourage the use of these modes.

5. Evaluate the effect of the scheme against a control group.

This TravelSmart technique has been piloted in Britain by the charity Sustrans in partnership with
Socialdata, the company that pioneered the technique. In Gloucester, car trips were reduced by
9 per cent. Three-quarters of these journeys were substituted by walking; cycling doubled; and
public transport use increased by one-third. The Department for Transport has invited bids for
matched funding for further pilots of individualised marketing and other personalised travel
planning techniques.

Similar ‘individualised marketing’ techniques could be aimed specifically at people on lower
incomes from deprived communities. The aim would be to increase their use of public transport,

walking and cycling, and so widen the number of services and job opportunities to which they
have access.

Travel training

Certain sections of the community may experience difficulties in getting around due to a lack
of practical skills and confidence. This can be a particular problem for people with learning
difficulties, who often require additional support to negotiate the public transport network.
Northamptonshire’s programme (below) illustrates that, with training and support, this lack of
skills or confidence can be overcome.



Mobility and Independence Training, Northamptonshire

Northamptonshire County Council provides Mobility and Independence Training for people with
learning difficulties to enable them to develop general transport knowledge and road safety skills.
The training includes both discussion and practical outdoor sessions to familiarise the participants
with pedestrian facilities including provisions for those with physical disabilities.

The scheme provides people with mobility and independence that opens up opportunities from
which they had previously been excluded. Feedback has shown that 96 per cent of the clients
reported increased knowledge of road safety issues, 87 per cent reported increased independence,
and 84 per cent reported improved levels of confidence and self-esteem. Feedback from training
sessions is also helping the Council to identify specific difficulties faced by people with disabilities
and adapt the design of provisions accordingly.

Mobility and Independence Training is also suitable for all pedestrians, cyclists and wheelchair users,
and for any age group.

The location and delivery of services

In many cases a change in the delivery patterns of key public and private services can help to
improve their accessibility.

Changes to the location of facilities that take advantage of existing buildings and align better with
people’s homes and workplaces can bring speedy results.

NHS Walk-In Centres

Walk-In Centres are designed to be conveniently located. Ease of access is ensured by the fact that
proximity to public transport is one of the main criteria for funding. The centres are also specifically
targeting hard-to-reach groups including young men and homeless people. There are currently 42
such clinics in existence. They may facilitate access to other healthcare; for example the York Walk-In
Centre can transport patients to accident and emergency by taxi or ambulance as necessary.

Dental Access Centres

These centres are targeted at areas with the least provision of dental services and offer a complete
range of services on a walk-in basis. There are currently 46 centres in operation treating around
300,000 patients a year.

Substantially altering the patterns of services in an area, for example creating a range of new food
retail opportunities in a town centre, can also bring huge benefits to individuals and the wider
community.



Castlemilk, Glasgow

Small kiosk units have been created outside the main shopping centre. These are available on short-
term licences for £3,800 a year and provide a useful business opportunity for new local businesses.
Once established, some have gone on to lease larger retail units within the centre. This initiative has
created a greater choice of goods and services for the community and was developed in response to
local need — 96 per cent of residents recognised the development of the shopping centre as a key
issue when surveyed.

Accessibility can be significantly improved by changing either the times at which services are
offered to fit better with the available public transport options, or offering services on a mobile
basis. There have been a number of important policy developments in this area. For example:

By the end of 2005 all patients and their GPs will be able to book hospital appointments at both
the time and place to suit the patient. Booking systems will let GPs and patients look at a range
of options including waiting times across different Trusts and specialties.

The Government is committed to the expansion of ‘extended schools’ that co-locate services for
communities in schools. For example, extended schools might provide all-day schooling and
childcare facilities to help meet the needs of their pupils, their families and the wider
community.

Bevendean Primary School, Brighton and Hove

The school is situated in an area with limited local facilities and only one route in and out of the area.
Throughout 2002, the school worked with the Local Education Authority and other local schools,
carrying out a simple audit of the school’s facilities and asking parents for their views. The school
now hosts a series of successful after-school clubs and is in the process of extending the range of
services provided to include adult learning, health services and a Community Information Access
Point on council services.

This chapter has demonstrated that progress has been made to tackle the problems of accessibility.
There are many local solutions to widen access. However, these solutions have only been applied
on an ad hoc basis. The following chapters set out a strategy for building on these solutions both
locally and centrally.






CHAPTER 5
ACCESSIBILITY PLANNING: A NEW APPROACH

Summary

At the moment no one is responsible for making sure that people can get to key services, jobs and
other activities. A new framework of accessibility planning will ensure that there is clear responsibility
and accountability for identifying accessibility problems and deciding how to tackle them. This
process will enable local authorities and other agencies to assess more systematically whether people
facing social exclusion can get to key activities, and to work more effectively together on
implementing solutions.

Accessibility planning will be built into the next round of Local Transport Plans (LTPs). This chapter
outlines how accessibility planning might work and how it can be implemented. The Government
will work in partnership with local transport authorities to develop further, and produce guidance on,
the process.

The problem

5.1 Chapter 3 highlighted the reasons why barriers to accessibility exist, which included:

« lack of clear responsibility for assessing whether people can get to jobs and key services and
activities, and taking action if they cannot; and

«» insufficient co-ordination, for example between mainstream transport and patient, pupil, and social
services transport, or with land-use planning and Crime and Disorder Reduction Partnerships.

What is happening already

5.2 Many authorities are already carrying out local transport measures that will improve accessibility
and promote social inclusion. Some have also undertaken initial assessments of accessibility and
involved other agencies in tackling barriers. While there is significant variation in the coverage and
sophistication of these assessments, and the level of involvement of other organisations, there is
already a considerable amount of good practice that can be built on.

The way forward

5.3 A new approach — accessibility planning — will be built into the next round of Local Transport Plans
(LTPs). This framework should facilitate wider and more targeted use of the practical measures
illustrated in Chapter 4, depending on the particular needs and priorities of local areas.

54  Accessibility planning aims to ensure that:
« thereis a clear process and responsibility for identifying groups or areas with accessibility problems;

« in developing and delivering their LTPs, authorities have improved information on barriers to
accessibility and the areas where accessibility is poorest; and
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local authorities work with other agencies to consider a wider range of solutions to accessibility
problems including changes to the location and delivery of services and measures against crime
around transport, as well as improved mainstream and specialist transport.

As part of their second LTP, local transport authorities, working in partnership with local planning
authorities and other agencies, will be asked to carry out accessibility planning.

The process will be developed further, but it is envisaged that it will include:

an accessibility audit to find out whether people can get to jobs and key services in a
reasonable time and cost, safely and reliably;

a resources audit to assess what potential or existing resources are available for tackling
accessibility problems;

an action plan to develop and prioritise solutions and draw up a strategy; and
implementation and monitoring.

An accessibility audit

The partners drawing up LTPs, in close collaboration with local planning authorities, should assess
whether people can get to key locations, such as centres of employment, healthcare, educational
facilities and food shops. Authorities may also want to consider other destinations that are
important to local residents, for example sports facilities or pharmacies. This assessment should
include considerations of journey times, cost, safety and reliability. It should be needs-based and
so focus particularly on disadvantaged groups and deprived areas.

The accessibility audit should aim to consider all modes, including walking, cycling, and public
transport, as well as journeys across local authority boundaries. It should also aim to ensure that
people from a range of backgrounds depending on age, gender, ethnicity, and disability can get
to key services. Chapter 2 highlighted a range of barriers to access, which include the location of
services and fear of crime as well as inadequate transport. All such barriers should be considered.

The analysis should draw as much as possible on information already held by local authorities and
other bodies. It could include:

GlIS-based (Geographic Information System) mapping of socio-demographic information and
data on deprivation and car availability in relation to public transport routes and the location of
services; and

consultation with local communities, liaison with frontline professionals and providers of
services, as well as using the skills and knowledge of the community transport sector and other
existing community networks.

The map at Figure 5.1 is an example of the techniques already being used to map accessibility by
some local authorities. It shows access to East Surrey Hospital by public transport, with the shading
representing journey times between peak hours Monday to Friday. This is overlaid with socio-
economic data, including car ownership and age, to help identify potentially excluded groups.

For example, areas with large numbers of children and pensioners that are a long way from the
hospital could be the focus of measures to improve bus services or provide other help.



Figure 5.1: An example of techniques for mapping accessibility: access to East Surrey
Hospital by public transport
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Measuring accessibility, Surrey

Surrey County Council is a Centre of Excellence for integrated transport planning and is one of the
most advanced local authorities in terms of modelling and mapping accessibility. It has models
covering public transport, walking, cycling and roads, and uses these in conjunction with socio-
economic and demographic data. These models have been applied for a number of years to
decisions on land-use planning, public transport services, the development of major schemes,

car parking, and even the location of the council’s own offices.

These techniques allow the council to quantify and monitor realistic and challenging targets at
relatively little cost. For example, Surrey’s LTP includes targets on ability to access town centres,
secondary schools and colleges and railway stations, and it expects to continue to show
improvements in the percentage of the population with good access to these services as a result
of the delivery of measures set out in the LTP.

A resources audit

The second step in accessibility planning will be to identify the existing and potential resources
available to improve access. As earlier chapters have shown, there is a wide range of organisations
and resources that can affect accessibility, beyond traditional mainstream transport. Informal
resources that would otherwise go unused such as volunteers’ time and physical spaces and
facilities should also be included. Resource auditing should involve:

identifying all the existing and potential resources that could contribute to improving
accessibility;

assessing how effectively these resources are being used currently, and whether they could be
redistributed; and

assessing whether costs or benefits of improving accessibility may be shared across agencies.

The resources that should be considered in a resource audit include spending by the local authority
— for example on specialist transport, tendered bus services, any concessionary fares above the
statutory minimum, and funding for community transport. The audit could also consider wider
resources like the potential for greater work with commercial operators, the community transport
sector or police, or decisions on opening times by local services. There is also central government
funding that could be applied for, such as the Neighbourhood Renewal Fund.

Assessing how effectively existing resources are used could include reviewing networks of
commercial and tendered bus services and considering different ways of working with bus
operators, such as Quality Partnerships. Local authorities may want to assess the balance between
spending on different service routes and times. They could also review the balance between
spending on tendered conventional bus services and demand-responsive services.

Accessibility measures may be of benefit to more than one agency. For example, improving
lighting at transport hubs may reduce crime and increase the use of public transport. Similarly,
a single vehicle pool and dispatch centre that combines patient, pupil, social services and
community transport could reduce costs and improve customer service. The box below shows
a practical example of an authority improving the efficiency and quality of its special transport
services by joint working between health and social services.



Using vehicles effectively, Nottinghamshire

In 1999, a Best Value review of transport within Nottinghamshire County Council (NCC) identified
that social service vehicles were not being used as effectively as they might be. Although busy in the
early morning and late afternoon providing transport to educational and social services facilities,
between 11.30am and 2.30pm vehicles and their drivers were being under-used. At the same time
the East Midlands Ambulance Service was under extreme pressure to provide services to non-
emergency patients at hospitals throughout the county.

In 2000, NCC entered into a contract with the ambulance service for a number of social services
vehicles to be used to provide non-emergency patient transport. The benefits of this have included:

improved services for patients who are transported in fully-equipped passenger lift vehicles with
trained drivers, rather than taxis;

a gross additional turnover for NCC of £78,000 (2001/02), and money savings for the ambulance
service; and

increased recruitment of part-time drivers as working hours became more stable.

The scheme has been so successful that NCC has started doing out-of-hours work for the ambulance
service, taking patients home from hospital between the hours of 6.00 and 8.30pm.

NCC is one of three councils that have been awarded Beacon Council status for their work on better
access and mobility. A number of other authorities have expressed interest in following this example.

An action plan

Where problems are identified by the accessibility audit, local transport authorities will be
responsible for drawing up an overall action plan. As far as possible, this should be done in
collaboration with local planning authorities and key providers of services, such as Primary Care
Trusts, Jobcentre Plus, local education authorities and Crime and Disorder Reduction Partnerships.
These organisations and partnerships often have knowledge about specific client groups and ways
to meet their needs. The plans should set out local accessibility indicators and performance targets
for improvements over a given time, and how these will be achieved. Box 5.1 lists a range of
practical measures.

Although the local transport authority will take the lead role, the partners from each sector (for
example transport operators, planning, health, crime reduction, education) will be responsible for
ensuring that their policies and programmes incorporate and take forward the actions identified
for that sector in the plan.
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Box 5.1: Potential menu of solutions for accessibility planning

Barriers to accessibility Solutions

Physical access « Accessible vehicles and stations
« Driver training
- Improvement to pedestrian environment

Transport availability « Denser network and direct routes
« Bus priority measures and enforcement
« Early morning and evening services
» Shared taxis and demand-responsive services
« Car clubs
« Wheels to Work schemes
« Community transport schemes

Punctuality and reliability « Bus priority measures
« Performance incentives relating to punctuality

Cost Promote awareness and use of schemes such as:
» concessionary fares or travel vouchers
« help with travel-to-interview costs
« help with first month of travel-to-work costs
- grants or loans for driving lessons or road tax

Information and « Simpler travel maps

travel horizons « Traveline and Transport Direct
» Neighbourhood transport co-ordinators
« Travelsmart — individualised marketing
« Audio-visual information

Crime and fear of crime « Better lighting or CCTV cameras

« Graffiti removal

» Improving the security of connecting walkways to transport
facilities

« Neighbourhood wardens

« Travel wardens or police presence on buses or at transport
hubs

» Safe pedestrian routes

Safety from traffic « Traffic calming
- Safe play areas
« Improved pedestrian crossings

Location and scheduling » More accessible location of new services
of services « Scheduling of health appointments to coincide with transport
network

» Staggered school start times

« Use of information and communication technology and home
delivery

« Outreach to remote communities
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Implementation and monitoring

Different local authorities will already be at very different stages of this process. With support and
guidance, some early pilot authorities could be expected to undertake initial assessments and
produce preliminary action plans in 2003/04. Other authorities could learn from the dissemination
of developing practice from these pilots and would be expected to undertake assessments and
produce plans in 2004/05. All local transport authorities will be expected to incorporate
accessibility planning into the second round of LTPs, which are due in 2005 and which will take
effect from April 2006.

Progress in improving accessibility will be measured by developing a set of local indicators and
targets. These will be decided locally, but should as far as possible be based on common elements
or definitions. For example, ‘75 per cent of people in an area able to get to key employment
locations in 45 minutes door-to-door by public transport’ might be unachievable in a rural district,
but not stretching enough in a metropolitan area. Common formats would allow comparison
between areas where appropriate, and benchmarking against national standards.

Further consultation involving the Department for Transport, local authorities and other relevant
bodies will identify, develop and provide guidance on appropriate data sources and develop an
appropriate basket of indicators. Annex A offers some examples of potential indicators.

London has different arrangements for transport policy from the rest of England. In London
strategic transport planning is now the responsibility of the Mayor of London and his transport
executive, Transport for London (TfL). It allocates funds to the London borough councils for local
transport improvements in response to borough plans, which must be consistent with the Mayor’s
Transport Strategy published in July 2001. This means that London will not have to carry out
accessibility planning, although it is considering similar issues. Tackling transport barriers, and
therefore improving access to key facilities and services as well as general participation in London
life, is one of the priorities of the Mayor’s strategy.

Accessibility planning will allow local authorities and other local agencies to have a better
understanding of accessibility needs in their areas and how these can be tackled. In this way it will
contribute to the delivery of government objectives on health, welfare to work and education.
Accessibility planning should also be a mechanism to help authorities target mainstream resources
towards people and areas suffering accessibility problems.

Accessibility planning will also improve people’s ability to get to other activities that are not
discussed in detail here. This may include leisure services such as cultural heritage, arts centres,
libraries and sports facilities, many of which are provided by local authorities themselves. It will be
up to local areas to decide which activities are prioritised when drawing up the action plan but all
these may be considered.

There will be a number of national policy changes to improve access to particular services and
activities and improve safety and security, which are set out in Chapters 6-12. Accessibility
planning will be carried out alongside and in support of these, as well as being closely linked to
land-use planning (see Chapter 7).

The Government already has national targets on reducing road casualties and pollution under the
national Road Safety and Air Quality Strategies, and to reduce congestion under the 10 Year Plan
for Transport. The accessibility planning process could contribute to achieving these, for example
by improving public transport and walking environments. However, some solutions to accessibility
problems could generate extra traffic in deprived areas, which would undermine policies to reduce
the negative impacts of traffic. Local authorities should be aware of the complex relationships



between increasing mobility and reducing the side effects of transport like accidents, noise and
pollution. This also reinforces the need to consider ways of improving accessibility of services that
reduce the need to travel, some of which are discussed in Chapter 4.

Rural areas

Accessibility planning will happen in every LTP area in England. In rural areas, the problems are
likely to be of a different order from those in towns and cities, with greater distances, and public
transport almost non-existent in some places. Because of these problems, accessibility issues have
tended to be recognised for longer, and the action plans will be able to build on existing initiatives
such as Rural Transport Partnerships, the Parish Transport Grant, Vital Villages and Wheels to Work.
National Planning Policy Guidance (PPG13) encourages identification of local service centres in
rural areas as the focus for service delivery.

The Department for Environment Food and Rural Affairs has a new Public Service Agreement to
‘increase productivity and to improve access to healthcare, post-16 education and training,
information, public transport and access to cash for all rural people’. Accessibility planning will
make an important contribution to achieving this objective.

Local transport authorities will lead the process of accessibility planning, working in close liaison
with local planning authorities. Within local authorities, departments responsible for the following
areas may also need to be involved: corporate strategy, Best Value, housing, community
development, economic development and regeneration, education, social services, environment
and sustainable development, social exclusion/inclusion and leisure services.

Local Strategic Partnerships (LSPs) are the basis of partnership working and act as the
co-ordinating body for all other liaison activities in many areas. This should ensure that the joining
up of different agencies and policies does not create any new bureaucracy, and builds on existing
relationships and joint working. Where possible, LSPs should be involved in drawing up and
agreeing the accessibility action plan.

Other partners could include:
Local residents, community groups;
Work: Jobcentre Plus district offices, major local employers and parish councils;
Health: Primary Care Trusts, NHS Trusts, Strategic Health Authorities;
Education: local education authorities, Learning and Skills Councils;
Road safety: Highways Agency for trunk roads, Local Highways Authorities;
Partnerships: Crime and Disorder Reduction Partnerships; Health, Education and Employment
Action Zones; New Deal for Communities; Rural Transport Partnerships; Single Regeneration

Budget; and other neighbourhood renewal activity;

Others: transport providers (bus and rail companies, community transport organisations),
food retailers and other providers of services including sports and leisure.



Although some local authorities have already made considerable progress in assessing and
addressing barriers to accessibility, others are only just starting this process. The new requirements
for accessibility planning detailed above are likely to be a challenge even for those authorities that
are more advanced in this respect, requiring new skills and additional capacities.

The expertise required will include both analytical and technical skills such as use of GIS, data
analysis and transport planning, but also a broad understanding of social policy and social
exclusion issues. The ability of local authority officials to work jointly with other public, private and
voluntary sector agencies, and to consult local communities effectively, will be vital to successful
implementation.

One way that this challenge could be met is to assign accessibility officers within local transport
authorities or LTP areas, whose job it would be to oversee and co-ordinate each stage of the
accessibility planning process. They would also serve to promote accessibility planning as a core
activity both within the authority and with key partners. They could draw on work undertaken by
other officers including land-use planners, technical/IT officers, Rural Transport Partnership Officers
and Travel Planning Officers. They could also draw on the work of the community transport sector.
This has many years of experience of tackling transport-related exclusion, and often has detailed
local knowledge of travel needs.

The Government has established a working group, led by the Department for Transport, to support
all local transport authorities with accessibility planning. This group will develop, pilot and evaluate
approaches to accessibility planning, and share good practice. It is supported by a research

budget. The group will also identify appropriate data sources and develop a menu of local
accessibility indicators to measure progress.

Members of the group include urban and rural local transport authorities that are leading the way
in focusing on better access and mobility and accessibility planning. These authorities have already
been recognised for their efforts through the Beacon Council and Centres of Excellence for
Integrated Transport Planning schemes. The Local Government Association (LGA), Passenger
Transport Executive Group (PTEG) and the Association of Transport Co-ordinating Officers (ATCO)
are also members.

An Advisory Group from government departments and agencies with a key role in delivering
accessibility planning will oversee this working group.

The Department for Transport, together with the working group, will work towards the production
of guidance on accessibility planning for all transport authorities. Authorities will be issued with this
guidance during 2004 for the preparation of their second LTPs, which are due in 2005. This
guidance will encourage local authorities to show evidence of co-ordination between transport and
other agencies.

The relevant government departments will also issue guidance on how local organisations,
including those delivering transport, welfare to work, learning, healthcare, land-use planning and
leisure services should be involved in accessibility planning.

This chapter has outlined how the process of accessibility planning might work to help joint
working at a local level, and ensure that there is responsibility for dealing with accessibility
problems. The next chapter sets out how transport services can be improved to help widen access
to key places and activities.






CHAPTER 6
IMPROVING TRANSPORT SERVICES

Summary

A lack of available, affordable, reliable and physically accessible public transport is one of the main
barriers to people on low incomes accessing key services.

The Government has begun to tackle some of these problems through national initiatives such as
half-fare concessions for elderly and some groups of disabled people and the Rural and Urban Bus
Challenge schemes. The developments in transport policy set out in this chapter will make it easier
for local authorities, public transport operators and community transport organisations to improve
accessibility locally.

Improved access to key services can be achieved through different types of transport, such as
walking, cycling, cars, taxis, buses and trains. This chapter focuses mainly on improving bus services,
as the bus is the most widely used mode of public transport for people on low incomes.

Developments in bus policy include:

. flexibility to respond to local needs: for example, through changes to regulations governing
flexibly-routed services;

- better partnership working: both between local authorities and bus operators and between
transport planners and social services, education and health providers; and

- a review of funding: through the Government review of bus subsidies.

Buses

6.1 Chapter 2 showed the importance of buses to people on low incomes in getting to key services.
It also pointed out that they are not always effective at linking people and services. For example,
in some areas there are fewer buses than there used to be because operators have withdrawn less
busy — and therefore less profitable — services. Alternatively, services might exist but low-income
passengers are unable to afford fares.

6.2 The Government has started to address some of these problems through policies such as the Rural
and Urban Bus Challenge schemes, Rural Bus Subsidy Grant and minimum half-fare concessions for
elderly and some groups of disabled people (see Chapter 4).
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The Bus System

Before 1985, the public sector provided most bus services. This enabled the public sector to plan and
regulate the network and local authorities to subsidise fares. The Transport Act 1985 privatised and
deregulated the bus network outside London so that decisions on the majority of bus routes,
timetables and fares passed to private companies. The main role of local authorities became to plug
the gaps in the commercial network by tendering to companies to operate services that are not
commercially viable. Since the Act took effect approximately 85 per cent of the bus network has
been provided commercially with the remaining 15 per cent subsidised by local authorities.

London’s bus system is different from the rest of England, with the routing, frequency of services and
fares determined by Transport for London (TfL) and the Mayor. The efficiency, reliability and safety of
buses is managed through contracts with the bus operators. Almost all local bus services are run by
private companies under contract to London Bus Services Ltd, which is part of TfL. All new contracts
and many existing ones are gross cost contracts, which involve operators bidding to run a service at
a fixed cost with the revenue being retained by TfL. Any increase in revenue can be used by TfL to
plough back into the bus network.

Forthcoming developments in three areas will enable buses to link people more effectively with the
places they need to get to:

flexibility to respond to local needs;
better partnership working; and
a review of funding.

A table summarising all of these developments and the impact they will have can be found after
paragraph 6.32.

Flexibility to respond to local needs

Within the framework of accessibility planning (Chapter 5), local authorities will be able to draw on
some new or adapted tools to ensure that bus services can respond to local needs.

There is some flexibility within the law at present. Because some operators were unaware of this,
the Department for Transport (DfT) published Flexible Transport Services in July 2002. This set out
the range of services that can be run by bus and taxi operators, transport partnerships, local
authorities, and voluntary and community transport organisations.

Flexibly-routed bus services

Flexibly-routed bus services are those which do not follow an entirely fixed route or which operate
on a ‘demand-responsive’ basis — buses which can be booked over the phone to take people
anywhere in a given area, rather like shared taxis. They are particularly important in rural and less
densely populated urban areas where maintaining an adequate bus network is increasingly difficult.
However, to run a bus route it must be registered with the Traffic Commissioner and to register a
route operators must generally provide a timetable or specified start and finish points. While the
registration system allows for some deviation from a fixed route, it has presented problems for
services that are fully demand-responsive with no set stops.



In order to address these problems, DfT issued a three-month public consultation in August 2002.
This suggested that, in order to register a flexible route, an operator should define the area of
operation and pre-booking arrangements rather than specifying a precise timetable.

Types of flexible service covered by the DfT consultation, The Flexible Future (August 2002)

‘Many to one’: Passengers are picked up from various points and taken to one specified
destination such as a workplace, shop, hospital, school or transport interchange.

‘One to many’: A service with a single starting point taking passengers to dispersed destinations,
for example a route improving security by taking people right to their door from shift work, or a
service returning children home from an after-school club or cinema.

‘Many to many’: Passengers are picked up and dropped off at any destination within a given
area. This is effectively a multi-occupancy private hire service using a minibus (although the
consultation also included questions on whether smaller vehicles should be able to register
flexibly-routed bus services). This might cater for one-off journeys to, for example, the hospital
or local town.

After the consultation responses have been analysed and evaluated, regulations will be amended to
facilitate flexibly-routed services in the first half of 2003.

Community transport

Community transport operators are not-for-profit organisations which exist to run transport
services for those unable to use the public transport network. They are important in increasing
access to key services, mainly for specific groups such as those with mobility problems. The
contribution they can make to plugging the gaps in the network is restricted by the permits under
which they operate (see 3.24). Nevertheless, community transport operators have recently been
advised of two aspects of existing legislation which have not yet been explored:

Buses that operate under one of the community transport permits (Section 1995) can only be
used to carry particular passengers (members of an organisation or people whom the
organisation serves) and not the general public. However, a Section 19 permit could be used
to operate transport for residents of a defined local area who do not have access to their own
private transport. This does not violate the restriction on carrying the general public.

Buses operating under either a Section 19 or 22 community transport permit cannot be
sponsored by companies that would benefit from the bus service. Therefore, a vehicle that takes
people to a supermarket cannot be sponsored by that supermarket. However, other types of
sponsorship are possible. Examples would be a vehicle supplier or manufacturer donating
vehicles in return for the operator carrying their sponsorship details on the vehicle, or a vehicle
carrying general advertising (for example of commercial products) unconnected with its
operation.

Other flexible transport

Taxis are the most flexible form of transport available and in some areas they have been used to
enhance the public transport network (see box overleaf). The Government is currently conducting
two research projects considering the role of taxis in providing public transport. The first aims to
determine why taxi-buses and shared taxis are not popular amongst taxi operators and whether
there are any regulatory barriers to their development. The second is looking to identify the range
of flexible or demand-responsive services which could be run by taxis or smaller vehicles, the
potential demand, possible social benefits, commercial viability and whether any barriers require
addressing. Both studies will be completed in 2003.



Fare Car, Devon

Since December 2000, Devon County Council has operated a shared private hire car scheme in
Honiton, with support from the Countryside Agency. A timetable of arrival and departure times in
Honiton is advertised. Passengers from the eligible area call a central booking centre, run by the local
community transport organisation, before 4pm the day before they wish to travel. A private hire
operator then transports passengers, together if their routes make this possible. They charge a flat-
rate fare of £1.50, set at a level similar to local bus fares, and the council then reimburses the
operator to the normal private hire mileage charge.

Although the subsidy per passenger trip is high, early indications suggest it is more cost-effective
than running buses to meet the dispersed travel needs of people in deep rural areas.

Meanwhile, the Office of Fair Trading (OFT) is investigating whether it is in the interests of the
passenger for local authorities to restrict the number of taxis they allow to operate in their area.
At present, nearly half of taxi-licensing authorities (outside London) restrict the number of
taxi-licences they issue. The OFT will report in summer 2003.

DfT will assess the effect of the developments in legislation governing flexibly-routed services and
community transport alongside their ongoing research. They will consider whether there are any
further legislative or institutional barriers which may stop different transport providers (commercial,
community transport or taxi operators) filling gaps in the network, and look at what might be
done to address them.

Integrated ticketing

Integrated tickets allow passengers to use the same ticket on services operated by different bus
companies. Such tickets can be travelcards, which allow travel on any service within a certain area,
or through tickets for journeys which involve a change of bus. This makes bus travel more
affordable as well as saving time for passengers.

To prevent companies fixing prices, the Competition Act places certain restrictions on co-operation
between bus operators. Operators often fear that they may breach these restrictions and receive
large fines if they co-operate on integrated ticketing. Concern about a £13,000 consultation fee has
in the past deterred operators from clarifying with the OFT whether potential schemes are legal.

Because integrated ticketing schemes tend to benefit the public, the OFT has:

introduced a block exemption from the Competition Act in March 20019 for agreements on
integrated ticketing. Operators can make use of the exemption for free;

issued revised guidance on the block exemption in August 2002. This was welcomed by bus
operators and their representative organisation, the Confederation of Passenger Transport, as it
removed some of the uncertainty that previously existed surrounding the block exemption; and

published a Brief Guide to the block exemption in September 2002 for every bus operator in
Britain. It explains, in easy-to-understand terms, what the OFT does and advises operators on
where they can get information, including the full guidance. The guide also includes a ‘buses
hotline’ telephone number that can be phoned free of charge with queries on specific schemes.
The OFT is also working on a good practice template for integrated ticketing.



The block exemption from the Competition Act

This exempts certain agreements from the restrictions of the Competition Act. It covers agreements
— provided certain conditions are met — between bus operators on various types of integrated tickets.

To benefit from the block exemption, ticketing schemes must not:
limit the number of routes offered by an operator;
limit the price or availability of a single-operator ticket;

limit the frequency or timing of any service operated by individual operators (except where this is
necessary for onward connections);

facilitate an information exchange between operators, except where this information is
indispensable to the scheme; and

allow price fixing for tickets, except travelcards.

Alongside this, the Transport Act 2000 gave local authorities a new power to promote operator
co-operation on joint ticketing agreements. If local authorities exercise this power, they have to
consult operators, amongst others, after which all the operators affected must co-operate.
Nottingham City Council is exploring the potential of this with the two main local bus operators,
and Greater Manchester Passenger Transport Executive are also discussing with operators how they
can extend the current range of multi-journey tickets, with the aim of making these agreements
statutory. Cheshire County Council has been working in such a partnership with bus operators
since July 2002.

Cheshire joint ticketing scheme

In 2002, Cheshire County Council introduced a joint ticketing scheme with the local operators.
This has resulted in savings for many passengers.

For example, someone living in Guilden Sutton and working at the Countess of Chester Hospital has
to change bus at Chester Bus Exchange from a service run by Chester City Transport to one run by
First. Without a smartcard this would cost them £14.50 per week (£7.50 for five returns on Chester
City Transport plus £7 for a Weekly first ticket). A weekly smartcard costs £8.50, a saving of £6.50
per week, and also allows unlimited travel in the Chester area for seven days.

Integrated timetables

Bus passengers benefit from having bus services that run at reasonably even intervals, particularly
when services are infrequent. However, the Competition Act stops bus operators from agreeing
their timetables together. This means, for example, that two operators cannot agree to run their
services along the same route at 15-minute intervals. Instead, a situation could arise where, on a
route that has just two bus services an hour, one bus arrives two minutes before the next in order
to ‘poach’ passengers.

The OFT is exploring how common this problem of ‘bunching’ is, consulting operators and
passenger groups and studying a representative sample of timetables. They will then consider how
to solve any problems identified.



Concessionary fares

Local authorities are unable to introduce concessions for groups such as jobseekers and those in
full-time adult education. A change in regulations could give local authorities the power to
introduce new local concessions to be paid for from their own budgets. This issue is being
considered as part of the Government review of bus subsidies (see paragraph 6.30).

Quality Networks, Contracts and Partnerships

In order to improve bus services local authorities need to work effectively with bus operators.
They can do this in a number of different ways according to local circumstances. However, at
present, voluntary Quality Partnerships are by far the most frequently used. These are agreements
in which local authorities improve transport infrastructure (like bus shelters) in return for operators
investing in high quality vehicles.

The Transport Act 2000 introduced two further options for local authorities to work with bus
operators. However, neither of these has yet been tried:

Statutory Quality Partnerships: these make voluntary agreements legally binding so that
there are penalties if either side does not fulfil their commitments.

Quality Contracts: these allow local authorities to specify network coverage, frequency and
fare levels in an area and enable them to cross-subsidise non-profit-making services from the
revenue made on other routes. Quality Contracts can be implemented where a case can be
made that they are the only practicable way of achieving the local bus strategy. Bus operators
and some local authorities argue that introducing them would require more money than the
current system of delivering bus services.?” However, some think that, in certain circumstances,
Quality Contracts could be cost-effective?8 by allowing local authorities to wrap up many
contracts into one single contract. Local authorities would have to fund Quality Contracts from
existing budgets.

Further alternatives for partnership working are also being explored:

Quality Networks: an evolving idea similar to Quality Partnerships but which also includes
co-operation over network coverage. For example, in return for local authorities installing bus
priority measures on commercial routes, operators might run more marginal services on other
routes. The Bus Partnership Forum (see paragraph 6.25) is exploring how Quality Networks
might work without restricting competition.

Local partnership models, such as payback partnerships: These are similar to Quality
Partnerships but local authorities also receive revenue from the routes where they improve
infrastructure. This gives them more money that could be used to subsidise non-profit-making
services and contribute to an expanded network. These partnerships do not follow one single
model but are developing on the ground according to local circumstances.

Payback partnership, Surrey

A modified Quality Partnership was launched in Surrey in November 2002. Surrey County Council
and a number of private sector organisations are funding three bus routes for five years, with the
intention that they will then become commercially viable. Surrey County Council is installing new
bus stops and real-time information. In return, Surrey is guaranteed new low-floor buses on the
routes, as with standard Quality Partnerships. They also receive a share of any revenue generated
on the routes above a certain level, which they are re-investing in the new services.



The Government is keen that local authorities should use whichever of the above methods is most
appropriate to deliver effective bus services in their area.

Better partnership working
Bus Partnership Forum

In July 2002 the Government established a Bus Partnership Forum of operators and local authority
representatives. This will meet on a regular basis in order to resolve barriers to better bus services,
such as those around integrated ticketing, and to improve partnership working to the benefit of all
passengers. The first product of the forum was the issuing of a joint statement by the Local
Government Association, the Association of Transport Co-ordinating Officers (ATCO), the
Confederation of Passenger Transport and the Passenger Transport Executive Group.

The statement contained commitments to continue partnership working in specific areas and eight
task groups were set up to work this out in detail. Areas being discussed include: co-operation on
integrated ticketing schemes; trialling Quality Networks; and introducing local agreements to limit
the number of dates per year when service changes can be implemented.

Journey Solutions

Journey Solutions was set up by the UK transport industry in 1999 to promote and improve
integration between different modes of transport. It is a partnership of bus and rail operators,
funded by the operators themselves and their representative associations: the Confederation of
Passenger Transport and the Association of Train Operating Companies. As well as ensuring that
passengers have all the necessary information to make a journey, that they are easily and safely
able to change modes and that services are co-ordinated and reasonably frequent, Journey
Solutions has developed the first national integrated bus-rail ticket (see box below). These
initiatives will help to make public transport more attractive, safe, convenient and affordable.

Integrated bus-rail ticket: PLUSBUS

PLUSBUS is a rail ticket that allows travel on buses at either end of a train journey. It can be bought
from any rail station as an add-on to any train journey to or from participating stations, and gives
passengers access to the entire network in that area for the whole day. In October 2002, 35 stations
joined the scheme and in January 2003, another 55 stations were added.

PLUSBUS already benefits travellers in some of the most densely populated urban areas including
Manchester, Birmingham, Sheffield, Sunderland and Edinburgh and will be rolled out progressively
until every large town in England, Scotland and Wales is covered. For example, someone travelling
to Manchester can now buy a PLUSBUS ticket for an extra £1.70 on top of their rail journey rather
than paying £3.30 for an area bus ticket.

The potential to extend the benefits of PLUSBUS to rail season ticket holders is also being explored.

Sharing information and resources

Partnership working is also important within local authorities and with other public sector
organisations, such as health authorities. Working together can lead to both cost savings and
improved quality and professionalism of service. There are already some examples of individual
local transport authorities who work with their education and social services colleagues to share
resources and co-ordinate transport solutions (see Figure 4.1).



As part of accessibility planning (Chapter 5) local authorities should consider such integration.
This could enable them to:

Create a single vehicle pool, so making use of spare capacity. For example, a minibus used to
take children with special educational needs to school in the morning could then transport
others to daycare or therapeutic activities, and later be used as a Dial-a-Ride bus to take
shoppers to the market town.

Tender for contracts together. This would prevent different departments within a local authority
competing for transport services and so pushing up tender costs.

Ensure that transport is considered when decisions are made about the timing and location of
facilities. For example, in some areas it has proved economic in terms of transport for local
schools to stagger their start and finish times (see Chapter 10).

Reviewing funding

The Chancellor of the Exchequer announced a Government review of bus subsidies in his
2002 Budget. This aims to ensure that subsidy for local bus services contributes to increasing
passenger numbers and encouraging people to make more journeys by bus, rather than car. The
review also has social inclusion aims such as ensuring transport meets the needs of people on low
incomes, those in isolated areas and those with mobility impairments. The review will not result in
the overall amount of bus subsidies being reduced. It will report to Ministers before the Budget

in 2003.

The way that funding is allocated to transport projects is also influenced by revisions to the ‘Green
Book'. This is Treasury guidance to central government, also widely adopted in local government,
on how to decide which projects and policies represent best value for money. A revised version was
published in January 2003 and it now, for the first time, includes ways for decision-makers to factor
in the social benefits of proposed schemes when allocating resources.

The Government has also increased the local authority revenue support grant for 2003 by 5 per
cent. This is money which local authorities can spend on any of the services that they are
responsible for.



Figure 6.1: Developments in bus policies
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