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Environment, Planning and Transport Committee 
National Assembly for Wales 
Cardiff Bay 
Cardiff 
CF99 1NA 


 
 
                                  
 
                 
                     Mr D.W.Roberts  
 01248 752457                   
 
                             DWR/T706       
      
               
              4 October 2001 


 
Dear Colleagues 
 
POLICY REVIEW OF PUBLIC TRANSPORT 
 
I thank you for the opportunity to consider the contents and recommendations contained within 
the Environment, Planning & Transport Committee’s ‘Policy Review of Public Transport’ 
consultation report. 
 
This Authority has worked closely with the WLGA in formulating a response on behalf of all 
unitary Authorities in Wales, and as a member of the TAITH consortia in preparing a regional 
response. The TAITH response endorses the WLGA submission, supplemented by examples of 
joint working between Authorities within the TAITH area. The Association of Transport Co-
ordination Officers will also be endorsing the WLGA response, a submission that ATCO Officers 
throughout Wales, have been actively involved in its compilation. 
 
Isle Of Anglesey County Council fully supports the responses made by the WLGA and TAITH, 
the latter demonstrating the level of joint working between the six North Wales  Authorities which 
make up the TAITH area.   
 
Yours sincerely 
 
 
 
D V ROWLANDS 
CORPORATE DIRECTOR 
(HIGHWAYS TRANSPORTATION 
AND PROPERTY) 
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Our ref. SGG/kr/md/12102001 
 
 
27 April 2009 
 
 
Mr Richard Edwards AM 
Chair of the Environment, 
Planning & Transport Committee 
The National Assembly for Wales 
Cardiff Bay 
CARDIFF CF99 1NA 
 
 
 
 
Dear Mr Evans 
 
RE: Policy Review of Public Transport
 
Further to your letter dated 25th July 2001 regarding the above, I detail below our 
views and recommendations on public transport in Wales. 
 
Since deregulation local authorities seemed to have worked alone in providing services 
to the community.  Before 1996, this was done on a much larger area than now.  With 
only eight counties in Wales the planning was far more effective than it is now with the 
present twenty-two. 
 
It is said that the Trawscambria is the only commercial long distance service in Wales 
because operators do not believe that there is another route, which would be viable.  
There has been and there is much talk about the need for more long distance coach 
routes, but there has never been the initiative from the counties to get together and 
provide one.  This is typical of the lack of inter-county strategy in operation, and it is only 
recently that some have at last got together, because of the threat of a PTA. 
 
I see no improvement in a regional set up.  This is almost going back to pre 1996, where 
there was little evidence of working together.  The SWITCH, the SWIFT and the TIGER 
initiatives are fine in their own areas; however, they, as separate entities, do not provide 
a 
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strategy for the whole of Wales.  TAITH in North Wales, does not seem to be showing 
any signs of moving forward with a strategic plan. 
 
It is therefore likely that if a regional set-up comes about, there will be no inter-region 
strategy and then we would end up with a patchwork quilt type of transport system in 
Wales. 
 
There is a need to appoint an “Overlord” to ensure that a regional set-up works to a 
strategy and that the whole of Wales receives the benefits of an integrated transport 
plan. 
 
The “Overlord” or Director of Transport could have the dual role of being the Traffic 
Commissioner for Wales, whilst also being responsible for the development of and 
implementation of a Welsh Transport Strategy. 
 
Also important, but controversial, is the fact that local authorities would have only and 
advisory role and the Director is directly responsible to the appropriate Minister.  Thus, 
contracts and Quality Partnerships would be set by the National Assembly and county 
boundaries ignored.  
 
Yours sincerely 
For ARRIVA Cymru Ltd 
 
 
 
 
Steven G Green 
Managing Director 
Greens@arriva.co.uk
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Cardiff Bus Response to the National Assembly for Wales  
Policy review of Public transport 


 
 
 
Further to the letter dated 20th July received from Richard Edwards, I enclose the comments of Cardiff 
Bus to the policy review of public transport document circulated with Richard Edwards letter. 
 
Could I just say that Cardiff Bus welcomes the opportunity to comment on this timely review of public 
transport. We would hope that the opportunity is given to all Public Transport Operators to further debate 
the key issues following receipt of interested parties comments. 
 
Chapter 1 - Introduction 
 
Whilst the policy review has concentrated on bus, rail and community transport it needs to be closely 
linked to investment criteria and decisions taken in regards to other areas of transportation, particularly 
road based transport. In this regard, there is a need to ensure that common appraisal techniques and 
overall monitoring are in place to ensure the optimisation of transportation resources. 
 
Chapter 2 – Public Transport today 
 
It would have been helpful in the section entitled “current picture” to see how Local and Central 
Government Investment have been targeted between the facilitation of the car, bus and rail operations. 
The historic concentration of investment into facilitating the un-restricted use of the car and the starving 
of investments for large sections of the public transport has lead inevitably to the levels of modal split and 
journeys per person indicated in the report. 
 
In paragraphs 2.7 to 2.11, the report indicates that buses remain the most popular form of public transport. 
The report also highlights the fact that Welsh Bus Operators are the most efficient in the United Kingdom 
with the lowest costs of operation. The relatively high cost per passenger journey compared to the average 
in Great Britain emphasises the problems of bus operations in Wales and the fact that many services, 
whilst operating “commercial” are highly marginal. In terms of the current situation, bus operations have 
suffered during Local Government Authority change from 8 Counties to 22 Unitary Authorities.  
 
As a result of different support policies, a number of bus services were withdrawn. Currently many 
authorities have different support polices and criteria for supporting socially necessary but loss making 
services.  
 
While these problems are now beginning to reduce with the introduction of regional consortium of local 
authorities greater co-ordination and co-operation is urgently needed. 
 
Recent difficulties for Bus Operators have included the pursuit by Central and Local Government of 
investments in road and rail transport with little or no evaluation of the likely effect on bus services. The 
lack of an integrated evaluation framework and failure to use common appraisal investment techniques 







has led to (and indeed is still leading to) investments, which damage road based public transport. The 
current proposal for the Vale of Glamorgan railway line passenger service re-instatement is a case in 
point. 59% of the traffic on this re-instated railway line will be directly taken from bus services. 
 
In paragraph 2.17, the achievement of Assembly’s target will only be attained by Central and local 
Government working together with operators and the implementation of Regional and National policies, 
which follow integrated principles including common appraisal investment techniques. 
 
In paragraphs 2.20 to point 2.22 entitled “Role of Local Authorities” it is noted that 4% of Local 
Authority net expenditure on local roads and transport goes to subsidising car parks. This equates to 50% 
of the expenditure on public transport, which in itself is less than 10% of the expenditure on roads lighting 
and road safety. The inclusion of concessionary fares as a transport expenditure item is disputed. The 
1985 Transport Act requires Local Authorities to ensure bus operators are no worse and no better off as a 
result of any concessionary fare scheme. The expenditure on concessionary fares for old age pensioners is 
therefore a social cost and not a transport cost and should be excluded from these figures as it has a 
neutral effect on the transport budget. 
 
Chapter 3 – Vision and Quality   
 
Paragraph 3.1. The proposal to improve the quality of public transport is supported, as is the proposal for 
a Welsh Transport “Kite Mark”. Such a kite mark should be allied to the implementation of statutory 
quality partnerships by bus companies and Local Authorities. At the same time the kite mark will need to 
be aligned very closely with existing staff training and qualifications already under taken by the bus 
industry. In this regard, National Vacation Qualifications of the WTB Welcome Host programme will 
need to be incorporated into the staff element of the proposed kite mark. 
 
In terms of making services more attractive by improving frequency the existing mechanism of the 1985 
Transport Act makes this difficult where commercial services are involved. In order to make this more 
readily achievable an urgent review of the De-Minimus provisions currently set as the UK standard need 
revising upwards. This will allow Local Authorities greater scope for local negotiation with their 
commercial Bus Operators. 
 
Modern vehicles “Enabling people with disabilities to travel with ease” will only produce the desired 
result as part of a package of parking and investment controls with the Local Authorities involved. There 
remains a major problem in Wales with the lack of parking enforcement and control in many Towns and 
City Centres. A key issue that can destroy the good work of both Operator and Local Authority is the lack 
of effective parking enforcement by local police forces. The Welsh Assembly will need to encourage 
Local Authorities to implement the de-criminalisation of parking enforcement as a key element in 
improving accessibility to road based public transport for encumbered and disabled passengers.  
 
The proposal to develop long distance coach services to compliment rail services is welcomed. There are 
many potential routes where rail links can either compliment or effectively extended by “coach rail” links 
including the following: - 
 


• Carmarthen – Aberystwyth 
• Pwllheli, Caernarfon and Bangor 
• Swansea  







• Heads of the Valleys – Newport. 
 
One key area over looked in terms of improving accessibility and quality of transport is the security of 
passengers particularly at bus stops, bus stations and railway stations. The majority of public transport 
passengers on buses are women (approximately 70%) who feel particularly vulnerable outside the vehicle 
when waiting or leaving the vehicle at night. Particular attention and improved guidelines and lighting 
provisions need to be incorporated into all elements of public transport. In particular, the maintenance of 
roadside infrastructure for public transport needs to become an integral part of Local Authorities 
maintenance of highway infrastructure. Bus shelters generally are not maintained as part of the 
infrastructure and in many areas have been allowed to deteriorate and decay. 
 
In paragraph 3.4, elements of quality, require a planned joined approach as part of your quality 
partnership include journey times and frequency. The big problem facing both Bus Operators and Local 
Authorities is the reluctance of Local Authorities to effectively manage and monitor their highway space. 
Besides the need to consider the decriminalisation of parking enforcement, in the more congested areas of 
Wales, serious consideration needs to be given to work place charging and in one or two locations 
congestions charging. There is clearly a need for regional approach to such issues following clear 
guidelines laid down nationally by the Welsh Assembly. The improvements in journey time and quality, 
plus service enhancments and new services such as Park and Ride, can be funded by the implementation 
of work place and congestion changing policies and will need to follow a firm national lead given by the 
Assembly. 
 
It is noted that in paragraph 3.8 the Committee were impressed with the quality partnership approach 
being taken by Greater Manchester PTE. One area that the Assembly will need to consider is how to bring 
reluctant Local Authorities into quality partnerships. Wales is lagging significantly behind both England 
and Scotland in the implementation of partnerships due to reluctance, not on the part of Bus Operators, 
but Local Authorities. 
 
In paragraph 3.13 “Affordability”, the provision of Concessionary Fare Scheme is a social policy, which 
clearly has an effect on the transport industry but by law, the financial effect is neutral. As such, care 
needs to be extended when committing large sums of revenue to such schemes, as whilst there is a 
considerable improvement in social mobility, there is no beneficial financial effect on the transport 
network, (although modal split may be moved towards public transport by such policies). Such schemes 
are therefore clearly a subsidy to the passenger and not to the public transport industry. 
 
Paragraph 3.14 investment. The recognition of the historical under investment in public transport is 
welcomed. Regrettable however it continues and urgent action needs to be taken to re-address the balance 
particularly in regards to key interchange points and other facilities. Many Welsh bus stations are a 
disgrace and a security hazard at night. 
 
Key Projects 
 
One area not developed in paragraph 3.15” Key projects” is that of improving school transport and 
achieving reduced congestion by staggering the opening of school hours and improving the quality of 
vehicles can be achieved with staggering of school opening hours and “double tripping” school vehicles. 
Higher quality vehicles at similar unit costs to the present day. 
 







Paragraph 3.18. The recommendation that Local Authorities prepare regional public transport strategies 
by 2003 is supported. 
 
Chapter 4 – Existing Organisational Structures 
 
In Paragraph 4.5 there is little evidence to suggest that Local Authorities in Wales are prepared to use 
effectively their powers on traffic and highway and parking management. Given the lack of evidence it is 
suggested that encouragement from the National Assembly would be required and therefore 
recommendation 6 of the committee is supported. 
 
In terms of Voluntary Regional Consortia, this is seen as a pragmatic approach, avoiding the need to 
introduce primary legislation, and is supported. It is imperative however, that in Regional Consortia the 
National Assembly is represented. It is also clear that the consortia would need officers employed full 
time whether directly or in a seconded role.  
 
In paragraph 4.12 the suggestion that the Consortia raise their profile amongst passengers by “branding” 
is supported where appropriate. In the greater Cardiff area the branding of limited bus stop services 
operating to and from the Cardiff central area is one example where this could occur rapidly. 
 
Chapter 5 – Alternative Organisational Structures 
 
The PTA/PTE structure in England and Scotland has never worked effectively because of the lack of any 
highway responsibilities or controls. A fully integrated approach is needed and therefore the PTA/PTE 
model is seen as impractical. The fact that primary legislation will be required also means that the 
timescale for such a solution is wholly in appropriate given the current pressure and level of problems in 
many areas of Wales. 
 
As mentioned in paragraph 5.17 “the lack of any Welsh input into the SRA” is an area requiring an urgent 
re-address. 
 
Chapter 6 – Monitoring and Evaluation 
 
Without effective measuring and monitoring, it is impossible to manage the transport scenario in any area 
of Wales. 
 
The Assembly will therefore wish to see put into place effective measuring and monitoring of all modes 
of transport on a national basis. This should apply not just to bus and rail service but also roads so that a 
full modal split picture, accompanied by journey times and other key indicators can be derived on a 
regular basis for each urban area of Wales.  
 
Similarly, common evaluation techniques measuring the benefits of alternative solutions to a perceived 
transport of problem need developing to avoid misallocation of resources. An area where this is urgently 
required is the project to re-introduce passenger services on the Vale of Glamorgan Railway Line. No 
overall transportation appraisal of evaluation has taken place and previous mistakes in misallocation of 
scarce transport resources are likely to be repeated. 
 
 
 







Summary of Cardiff Bus Comments 
 


1. Cardiff Bus supports the broad thrust of the recommendations contained in the policy review of 
public transport document. 


 
2. The existing regional Consortia need to be developed to provide an integrated approach to public 


transport. The development of the existing regional Consortium will require the involvement of 
the National Assembly for Wales and also full time staff for the Consortium. In addition, the 
Consortium will acquire to have an input and powers to oversee policy and implementation of key 
highway issues such as parking controls, traffic management, bus priorities, de-criminalisation and 
ultimately work place and congestion charging. In the longer term, it would seem logical to extend 
this approach to cover all transportation investment and development and not just public transport. 


 
3. The suggestion for a PTA for Wales or a PTA/PTE for South East Wales is felt to be wholly 


inappropriate. These bodies have proved bureaucratic, expensive and not effective in England and 
Scotland. The main reason being such organisations have no responsiblity for highway investment 
and controls. 


 
The fact that the establishment of a PTA/PTE structure in Wales would require primary legislation 
also means that this is not a suitable policy option given the very heavy short term pressures in 
many area of Wales requiring a mechanism to provide a method of dealing with problems on a 
timely basis. 
 


4. The view that rail services should follow the Scottish model in terms of delegating responsibility 
for local rail services is accepted as purely logical. 


 
5. Major changes need to be made in the way bus quality partnerships and other public transport 


improvements take place under existing legislation. In addition, De-Minimus requirements need 
urgently reviewing in Wales to enable Local Authorities to easily develop policies to improve 
frequency and quality of commercial bus services. 


 
6. The National Assembly for Wales will need to ensure that proper monitoring and investment 


appraisal criteria are put in place. The latter need to based on common appraisal investment 
techniques and used in all major investment appraisals. 
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POLICY REVIEW OF PUBLIC TRANSPORT IN WALES:  
A RESPONSE TO THE NATIONAL ASSEMBLY FOR WALES BY 


CARMARTHENSHIRE COUNTY COUNCIL 


1. INTRODUCTION 


1.1. Carmarthenshire County Council welcomes the opportunity to 
comment on what is an exceedingly important subject, and 
concurs with the statement of the Chair of the Environment, 
Planning and Transport Committee, included in the Foreword to 
the document,  that  “ we want public transport in Wales to be 
integrated, accessible, affordable and an attractive alternative to 
the car”. This is an objective that all having an interest in 
creating a sustainable transport system for Wales would support,  
and would congratulate the Assembly in taking the initiative to 
drive forward the debate. Carmarthenshire County Council 
endorses many of the recommendations contained in the 
Consultation Report, however it would wish to make the 
following comments which are intended to contribute positively to 
the national vision for public transport. Paragraph numbers refer 
to the paragraph numbers contained within the Consultation 
Report. 


2. PUBLIC TRANSPORT TODAY 


2.1. Analysis of the breakdown of journeys by mode illustrates quite 
clearly the dependence on the car/van, however the analysis 
fails to recognise that geographic exclusion is a major problem in 
rural areas and should be given greater credence in the analysis. 
Over-dependence on the car particularly in rural areas is borne 
out of necessity rather than luxury, and is as much a concern as 
the absence of households without a car in urban communities. 
 
Buses 
 
It is noted that significant emphasis is placed on buses as the 
most popular form of transport, however in many areas it is the 
only form of public transport. In Carmarthenshire a number of 
the bus operators are not national companies and operate at 
very low profit margins they are dependent upon school travel 
and subsidy, and are unable to regularly re-invest in new 
vehicles, thereby compounding any opportunity to raise the 
image of public transport. 
 
Rail 
 
The content of the section on rail to some extent offers up very 
little scope for the choice of rail as an alternative to the car, only 
in those areas with a well developed and maintained 
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infrastructure. However, there is to some extent a failure on 
behalf of everyone to recognise the opportunity for rail travel on 
existing lines e.g. Heart of Wales Line, that would benefit from 
flexibility being built into the rail network. Clearly effective 
integration with different modes of transport, such as cycling , 
will only succeed if rail operators address the current 
shortcomings. 
 
Community Transport 
 
Community Transport in rural and urban areas is important to 
those communities who are socially excluded. We are a little 
disappointed at the lack of examples of community transport 
initiatives in Wales, as potentially they offer scope for trips 
outside timetabled services and can address the needs of a 
range of client groups that a standard bus or rail service might 
not be able to address. 
 
Role of The National Assembly 
 
Whilst the role of the Assembly is clearly defined in terms of 
public transport the current lack of powers to direct the 
operation of public transport is a concern, particularly if 
increased patronage of public transport is to be delivered on a 
pan Wales level. The delivery of the vision expounded in the 
Transport Framework is unlikely unless “carrot and stick” 
measures are adopted by the Assembly. 
 
We are encouraged by the reference to spatial planning and the 
close inter-dependence between land use planning, economic 
regeneration, social inclusion,sustainable development and 
transport plans. Notwithstanding this support we take the view 
that that the National Spatial Planning Framework should drive 
both the National Economic Development Strategy and the 
Transport Framework; unfortunately the word complementing is 
used in the document which fails to recognise the importance of 
spatial planning as a context for strategy development. 
 
 
Role of Local Authorities 
 
The role of local authorities in delivering public transport is 
grossly understated in the document. There can be no doubt 
that if we are to encourage greater use of public transport then 
it will be local authorities who will have the strongest remit for 
this. In terms of local authority powers to ensure that public 
transport is promoted, from a land use planning perspective 
local authorities in SW Wales have grouped together to form 
the SW Wales Regional Planning Group in the absence of a 
regional planning framework for the area and this has a key 
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strategic planning context. Similarly, the importance of 
development plans i.e. the Unitary Development Plan and the 
strategic settlement framework that is developed in the Plan, 
has a strong influence on travel patterns which is why there is a 
strong emphasis on the links between the Unitary Development 
Plan and the Local Transport Plan. 
 


3. VISION AND QUALITY 


3.1. The vision for public transport ten years from now is not 
something that we would disagree with, however we would 
argue that it is not planning decisions for new development 
which include public transport as an essential provision that is 
important, it is the strategic framework within which the decisions 
are made that is key. With respect to making services more 
attractive this Council would seek where possible more frequent 
services in rural areas, and do not believe that it should be just 
an urban areas consideration. 
 
Our Challenge 
 
The key change set out is positive however this Council 
consider that a stronger  
emphasis needs to be placed on public transport if it is to 
achieve the vision set by the Assembly. Green Travel Plans for 
example and the use of “carrot and stick measures” are vital if 
we are all to play our part in achieving the vision. 
 
Elements of Quality 
 
As a key starting point driving up the quality of services is 
supported, the word flexibility however needs to be 
incorporated if we are to ensure that public transport in its 
widest sense is attractive to all. 
 
 
Driving Up Quality 
 
We support the need for high quality to be the determining 
factor in considering value for money, however there is unease 
that with the Best Value agenda quality could be lost at the 
expense of price. 
 
Quality Partnerships 
 
In order to ensure that Quality Partnerships work we fully 
support the need for local Traffic Commissioners at a regional 
and local level, with responsibility to the Assembly. The current 
system is too remote and requires a regional/local dimension if 
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it is deliver the role of public transport “watchdog”. 
 
Kite Mark 
 
Recommendation 1 : In principle whilst a kite mark would 
seem an important step in the quest for quality standards, it 
must be appreciated that it could also deter some operators 
who operate to low margins particularly those in rural areas. 
Additionally the different modes of public transport would need 
to agree a common criteria and an appropriate “watchdog”. 
 
Affordability 
 
With social inclusion being  one of the guiding themes for a 
Better Wales the affordability of public transport is an important 
consideration. Whilst accepting the benefits of concessionary 
fares schemes the real costs of travel for disadvantaged groups 
has to be offset by a form of welfare payment if transport 
poverty is to be overcome. We welcome the extension of 
concessionary fares to taxis, as the taxi has a role in areas 
excluded completely from public transport. 
 
Investment 
 
Recommendation 2 : Historic levels of under investment are a 
reflection of national policy, and if there is to be any push 
towards creating the vision for public transport then local 
authority funding must be sustainable over a longer period of 
time than at present. Increases in revenue expenditure are vital 
but these must also be sustainable and flexible to meet the 
dynamic nature of service provision in those areas where 
commercial operations become unattractive. Transport 
operators clearly have a key role to play but have to be assisted 
if the linking of capital and revenue investment to bus quality 
partnerships is introduced by the Assembly. 
 
 
Key Projects 
 
Recommendation 3 : A number of the projects identified offer 
opportunities to promote greater use of public transport and in 
general we find favour with the majority of projects. The school 
transport demonstration project is a scheme that deserves to 
be supported however we would caution the Assembly that this 
should not be seen only as a an identifiable “ American yellow 
school bus project”  and needs to appreciate that operators 
utilise school transport for public transport purposes and such 
an approach could in itself be self defeating. 
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One of the biggest areas of concern remains the congestion 
caused by the school run and whilst one can agree that the 
Assembly and local authorities have a role to play with 
operators, passengers and other stakeholders to take forward 
key projects there has to be recognition that reducing 
dependence on the car in this instance might mean the 
adoption of “carrot and stick” measures and a review of school 
transport policy. 
 
Delivering the Vision 
 
Recommendation 4: We support the focus on existing regional 
partnerships delivering improvements to the public transport 
system, and would remind the Assembly that the strategic 
planning framework delivered through the South West Wales 
Regional Planning Group, the strategic economic development 
framework delivered through the South West Wales Economic 
Forum and the regional transport strategy delivered through 
SWITCH are integral to the greater use of public transport. We 
firmly believe that the best way forward is through enhancing 
existing regional collaboration between local authorities who 
are able to lead public transport improvements which are 
integrated with other policy objectives and activities, e.g. land 
use planning, local economic development, local social 
inclusion objectives, etc. It is exceedingly doubtful whether an 
all Wales approach through a single interest body would 
achieve true integration in the way that a local authority could. 
Additionally accountability in local councils is with elected 
representatives who are able to interact with local communities 
and are thus able to articulate the views of local communities 
on public transport provision. 
 
Whilst both regional public transport strategies and regional 
plans are non statutory it is only through the statutory Unitary 
Development Plan that respects different local issues that the 
policy frameworks can be developed. It is suggest that in time 
regional public transport strategies should become statutory if 
they are going to deliver a pan Wales effort for greater 
utilisation of public transport.  
 
Recommendation 5 : The role of the Assembly is accepted if it 
is going to fund the improvements at regional and local level, 
however there is at present no indication as to the times-scale 
of regional public transport strategies and how they will be used 
to draw down funding. 
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4. EXISTING ORGANISATIONAL STRUCTURES 


4.1 Recommendations 6-10 : The potential of regional consortia to 
plan and implement developments is acknowledged and whilst it 
is accepted that SWIFT and TIGER may have achieved more to 
date, the role of SWITCH should not be underestimated. The 
current working arrangements within SWITCH, which has local 
support, illustrates the commitment of its constituent authorities 
to succeed with officer and member/officer representation on the 
consortium. A formal partnership constitution is currently being 
considered by SWITCH. 


4.2 In terms of establishing more robust regional consortia we agree 
that existing arrangements should be consolidated, but that 
means covering all transportation aspects not just public 
transport, together with more formalised arrangements with 
regional planning and economic development fora. In all cases 
there is need to give added strength to the regional consortia by 
investigating a possible statutory base, but we do not feel that a 
SWITCH PTA is the best way forward. 


4.3 The need to raise the profile of regional consortia activities is 
supported by the Council, and efforts to promote the SWITCH 
consortia are ongoing. It is felt that such promotion could be 
linked to the quality mark or kite mark. Whilst we would not be 
averse to discussing staff and financial resources allocated to 
delivering regional and local objectives, there has to be 
recognition that if the vision is to be achieved then a review of all 
transport related budgets will need to be undertaken both 
nationally and locally. 


5. ALTERNATIVE ORGANISATIONAL STRUCTURES 


5.1 The case for leadership at an all Wales level via the Assembly in 
the role of a Welsh PTA with delivery through regional consortia 
may have some merit, but we consider the partnership between 
the National Assembly and  local authorities via the regional 
consortia to be a preferred way forward as there is no credible 
evidence  that a Passenger Transport Authority or Executive for 
the whole of Wales would offer any improvements in public 
transport provision. The preferred approach nevertheless has to 
be strengthened by the appointment of regional traffic 
commissioners responsible to the Assembly if we are to drive up 
and maintain public transport standards. 


6. MONITORING AND EVALUATION 


6.1 Recommendations 11-12: The importance of monitoring and 
evaluation cannot be over emphasised, therefore we take the 
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view that every effort should be made to collect the evidence to 
guide policy development in the first place and we should then 
be measuring the outputs from new projects. The evidence has 
to be objective and reliable, but would stress that there has to be 
a balanced assessment of the qualitative as well as quantitative 
measure of the outputs. Under the circumstances we would 
recommend that the Local Government Data Unit  working in 
conjunction with local authorities and the National Assembly 
advises on an evaluation framework for measuring the benefits 
of targeted public transport. 


6.2 Recommendation 13 : We support the recommendation that 
passengers be involved in drawing up the evaluation framework. 
However, if the evaluation framework is to be owned by all, then 
we would support the need for all transport passenger groups to 
be represented. This should also include the community 
transport sector and taxi operators as well as the formal 
consultative user groups. 


6.3 Recommendation 14 :  Learning from good practice in Wales 
and elsewhere is supported; there are already formal and 
informal mechanisms in place via the SWITCH consortia to 
gather intelligence on public transport policy and public transport 
projects. We would nevertheless advise that given transportation 
planning’s close links with land use planning and economic 
development that this intelligence embraces wider 
considerations.  


 
 
 


 


 


To Store:  Cstypist/democratic/                cttee/report/date 





		1. INTRODUCTION 

		1.1. Carmarthenshire County Council welcomes the opportunity to comment on what is an exceedingly important subject, and concurs with the statement of the Chair of the Environment, Planning and Transport Committee, included in the Foreword to the document,  that  “ we want public transport in Wales to be integrated, accessible, affordable and an attractive alternative to the car”. This is an objective that all having an interest in creating a sustainable transport system for Wales would support,  and would congratulate the Assembly in taking the initiative to drive forward the debate. Carmarthenshire County Council endorses many of the recommendations contained in the Consultation Report, however it would wish to make the following comments which are intended to contribute positively to the national vision for public transport. Paragraph numbers refer to the paragraph numbers contained within the Consultation Report. 
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10th October 2001      Ref. air22  
 
 
Dear Juliette 
 
Environment, Planning & Transport Committee 
Policy Review of Public Transport; Consultation Report 
Response from D A B St George, Director, Celtic Dimensions 
 
I have prepared our response to this consultation. It has been based on previous responses 
to DETR and NAfW 
 
I note from your document that you have not included air travel and I believe this to be an 
omission. Even if long term objectives can be achieved through improved road and rail 
services, these will take time, effort and huge amounts of capital investment. Improved air 
links can happen within weeks. These would give instant benefits to sections of Wales and 
the business & administration communities. Wales is already improving air travel with the 
developments of Cardiff & Swansea airports and there is a general move to develop 
regional airports within the EU.    
 
My issues have largely been around the development of regional air services and I have 
used NW Wales as a worked example of how services could be developed. If it comes 
across as a lobby case I can assure you that I am not employed or retained by any of the 
interested parties. My understanding of the issues has developed from wanting the service 
as a potential user and trying to persuade stakeholders to study the project on a co-
operative basis. As there is no Project Champion this has not happened but, as I have 
developed a large amount of knowledge and understanding of the NW Wales issues I 
wanted to put this to good use. I believe that all the commercial information I have used is in 
the public domain and I am not breaching any confidentiality. 
 
I hope this contribution is helpful and look forward to the final report If you feel this is outside 
the scope of your enquiry may I suggest that the committee consider air travel as topic for 
discussion and consultation anyway. Please contact me if you want further information and 
clarification 
 
Yours Sincerely 
 
 
 
David A B St George 
Director, Celtic Dimensions 
 
_____________________________________________________________________________________________________ 
Celtic Dimensions, Morawelon, Rhodfa’r Mor, Nefyn, Pwllheli, Gwynedd  LL53 6EB 
Ffon:  01758 721616 Tel.: 01758 721616 
Ffacs: 01758 721799                                                        Fax: 01758 721799 
 
e-mail:   celtic_dimensions@breathemail.net 
 
VAT no. 736 4440 33 
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Environment, Planning & Transport Committee 
Policy Review of Public Transport; Consultation Report 
Response from D A B St George, Director, Celtic Dimensions 
 
Introduction 
 
The consultation document is an excellent basis for most forms of transport. It lacks any 
significant detail and imperative for air travel and our submission largely concentrates on 
this issue. We accept that air travel will benefit relatively few people but it will be a great 
competitive strength for local business. Air travel and the attendant facilities (hotels, roads, 
service organisations, bus & coach services) become economic generators and attract 
investment. Put another way, lack of air services is a barrier to investment. Additionally 
anything that can improve social, cultural, administrative and business connections can only 
benefit the Wales as a whole 
 
Changes to air services can be done very quickly and need not involve costly 
infrastructures. Wales could derive benefits within months of the decision to start new 
services.  
 
The North West Wales Model and its application to air travel in the UK  
(This is based on our response the DETR consultation The Future of Aviation in the UK 14th 
May 2001 & The Transport Framework for Wales, NAfW Consultation for 18th May 01) 
 
There follows a description of what is happening and could happen in NW Wales. This 
could be adopted as a template for similar regional issues within the UK. It would also be 
helpful to study comparable models of success within the EU and see if there is scope for 
transferring best practices to Wales. Model markets could be Isle of Man, Ireland, Scotland, 
Iceland, Finland and possibly Brittany. 
 
NW Wales Issues 
 
Wales achieved devolution in 1998 elected members to the National Assembly for Wales in 
May 1999. The administration, major public bodies and trade organisations are based in 
Cardiff and a large proportion of the population live within one hour of the city. The country 
is large but not uniformly well served for transport systems. The north coast has the A55 
from Chester to Holyhead. The east has dual carriageway and motorway from 
Chester/Wrexham to Newport. The south coast has the M4 from London to the Swansea 
area and dual carriageway some way into SW Wales. All of these sectors have rail routes 
that service the same geography.  
 
NW Wales has no good road or rail links to the south. From Bangor it is nearly 200 miles to 
Cardiff and the main road is the A470. Typically it will take 4½ to 5 hours of white knuckle 
driving and either means a hotel stop in Cardiff or punishingly long, hard days for business. 
Some attempts for coach travel are available but these are even longer than car journeys. 
NW Wales feels cut off from much of Wales culturally, economically and politically and 
would like to gain inclusion through improved transport links. There are plans to develop the 
A470 and to improve rail services, which is welcome and will be a great benefit to many 
people. These developments will be costly and take many years to complete and Wales 
does not have time to wait. Air services could be developed within weeks or months 
provided there was an integrated plan to make it happen 
 
The nearest major airports are Liverpool and Manchester and are realistically at least two 
hours away, not quick to check in and expensive to park. There are no regular coach 
services to get to these airports nor is there a simple train link 
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NW Wales Aerodromes 
 
NW Wales is well served for suitable airports having a legacy of first class MOD 
aerodromes going back to WWII 
 
RAF Valley on Anglesey is equipped to handle large modern planes. It is quite accessible 
and is reasonably central for many people and, since the A55 developments on Anglesey is 
an easy journey. It is however an operational RAF station and it is difficult to see how it 
could cope with scheduled civilian air traffic when its first priority is to the MOD 
 
RAF Llanbedwr near Harlech is similar to RAF Valley in facilities. It is not very accessible for 
many people in NW Wales and is not well served by road and public transport. As with RAF 
Valley it is difficult to see how it could accommodate scheduled civilian air traffic, as it is an 
operational RAF station 
 
Caernarfon Airport at Llandwrg near Caernarfon is a private air park and is currently used 
for flying schools, pleasure trips, occasional air charter and infrequent private business use. 
It does not currently have all the facilities one would want for scheduled air services. The 
proprietors are seeking funding to improve the airport and make it attractive to airlines. It is 
conveniently located for NW Wales, has easy access, plenty of room and, being based on 
the coast has reduced environmental issues if services are expanded 
 
NW Wales Air Services 
 
There are no regular air services but attempts have been made to start them 
 
The BillyPickles organisation, proprietors of Caernarfon Airpark offers air taxi charters for 
specific events such as international rugby matches. There are no scheduled services but 
recently a twice weekly 9-11 seater service by Dragon Air Charter has started from 
Caernarfon to Cardiff. We have no information on its progress   
 
 
Air Wales has considered doing an all Wales air circuit of Cardiff-Hawarden (NE) to Valley 
(NW to Pembrey (SW) to Cardiff as a twice daily service. For a variety of reasons they are 
not pursuing it at this stage and have started a Cardiff-Manchester shuttle from April 2001. 
This stopped September 2001 
 
Other groups may be considering starting flights but their plans are not known. This 
consultation may very well unearth other plans 
 
 
NW Wales Air Service Needs 
 
There are a number of reasons for wanting air services based in NW Wales 
 


• Links with Cardiff for economic, administrative, social inclusion and business 
connections 


• Travel within Wales 
• Links with Dublin, Belfast, Isle of Man 
• NW Wales solution which can be implemented very quickly 
• Easy access to international hubs, especially European destinations 
• Improve attractiveness as an area in which to invest and to stop disinvestment 
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• The National Assembly for Wales has substantially increased the need for 


people all over Wales to go very frequently to Cardiff 
• Allow genuine same day return travel to Cardiff rather than arduous drives and 


hotel living 
• Many people want the service and will use it. Although not a survey, informal 


polling of business, political and professional associations has shown 
unanimous support for the concept of an affordable service and a very strong 
likelihood of using it  


 
 
Actions Required 
 


• The only thing seeming to hold this back is a project champion to make things 
happen.  


• There seems to be a lack of dialogue between potential players and we 
recommend that all interested parties be brought together to plan what can be 
done. As a minimum this it to consist of airlines, airports, local authorities, 
AMs/MPs, Business Support organisations 


• Commission studies of demand, use, planning requirements, finance sources 
of funds and other activities to evaluate the project. There is already a model in 
the way Swansea airport has studied  how it could be developed 


• Apply to the EU to see if this idea comes within the remit of Public Service 
Obligation (PSO) to allow initial funding and on-going support for the good of 
NW Wales. NW Wales is an Objective One area and as such is committed to 
economic regeneration so PSO could be justified 


• Consider starting basic air taxi charters as a means of assessing demand 
and have this supported by EU and local grant funds for a test period  


• Discuss the ideas with the National Assembly of Wales and gain support 
within the various transport and economic initiatives being planned. The NafW 
has air planning powers including aerodrome matters 


• Use the NW Wales test as a means of developing an all Wales/UK model for 
regional air travel 


   
  
Celtic Dimensions
 
Celtic Dimensions is a policy consultancy established in January 1999 to assist the newly 
devolving Celtic countries in, health, social, economic and political policy. Initially this has 
been restricted to Wales, Scotland and Northern Ireland but will be expanded to include The 
Isle of Man, Brittany and Cornwall. This will represent some 22 million people.  
 
Initial projects are concentrating on Wales and specifically on health care matters.  The 
main focus for 1999/2001 is improving quality of procurement of medicines and medical 
supplies and ensuring good Value for Money (VFM) for both public and private sectors 
 
This remit has been enlarged to encompass social exclusion and economic development. 
We believe that a thriving economy is a positive contribution to health and social well being 
along with other determinants of health i.e. housing, employment, education, public health 
and healthcare 
 
Dr Gillian Wade has had public sector experience in University Research (culminating in a 
post as Honorary Research Fellow, University of Kent), NHS/Social Services, and the Audit 
Commission where she led the Welsh VFM studies’ team as Senior Manager. During the 







Celtic Dimensions 
5 


_____________________________________________________________________________________________________ 
last decade she has also been with private healthcare consultantcies and latterly spent 2 
years with a major pharmaceutical company as Director of NHS & Industry Affairs 
 
David St George has had 27 years experience within the Pharmaceutical, Diagnostic 
Agricultural and Veterinary industry in commercial roles with two major multi-national 
corporations. This has included strategic planning, healthcare policy research, public affairs 
and issue management. Latterly, this has included UK and EU responsibilities.  
 
Our consultancy has been involved with trying to develop North-South airlinks within Wales 
and we have developed a good understanding of local needs and how the local model 
could be applied throughout Wales, the UK and the Celtic Countries 
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Dear Sirs 
 
Policy Review of Public Transport
 
The Consultation Document, ‘Policy Review of Public Transport’, was considered on 26 September 2001 by 
a Working Party of Members and subsequently the Cabinet on 2 October 2001. 
  
The Working Party welcomed the National Assembly for Wales’ Policy Review of Public Transport and the 
opportunity afforded to comment on the Consultation Report. 
 
It noted the finding that people want to use public transport but are dismayed by poor service quality and lack 
of provision, and agrees that this situation calls for a visionary approach backed with considerable resources, 
both public and private, to address historic levels of under investment in public transport. 
 
It concurred that transport planning should be brought onto a regional basis and that the voluntary groupings 
of regional consortia should be strengthened to deliver improved services, and , looking to the longer term, a 
new organisational model needs to be designed to meet the needs of Wales. 
 
 
Having regard to the specific recommendations, it agreed that it would be appropriate - 
 
R1 - to develop a quality kite mark as part of the work on quality partnerships and contracts, initially 
covering bus services, and extended to include community transport, rail, and other modes. 
 
R2 - for the National Assembly, local authorities, and transport operators, to address historic levels of under 
investment in public transport. 
 
R3 - for the National Assembly and local authorities working together with operators, passengers and other 
stakeholders, to take forward the following priorities as funding allows, subject to Recommendation 11
 
• Extend the concessionary fare scheme to include community transport, and taxis on a limited basis, and 


consider the opportunity to support travel by young people. 
• Pilot all-mode information centres 
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• Feasibility studies for second generation public transport (to include feasibility studies for sea-bourne 
public transport around coastline) 


• Establish an all-Wales passenger group to cover all modes of public transport 
• Develop interchanges between modes of public transport (and also between private and public transport) 
• Develop park and ride facilities 
• Set up a school transport demonstration project (with an emphasis on conditioning children into a lesser 


dependency on car-ownership as adults) 
• Develop community transport as part of the mainstream of provision 
• Improve long distance coach provision (particularly inter-modal long distance coach services) 
 
R4 - for local authorities to prepare regional public transport strategies by April 2003 reflecting bus 
strategies, and including developments on rail and community transport. 
 
R5 - that regional transport strategies should guide decisions on funding by the National Assembly. 
 
R6 - for each consortium to agree with partners, including the National Assembly, how objectives in the 
regional public transport strategies will be delivered, taking into account Local Transport Plans (including 
cross-border travel patterns) and availability of funding. 
 
R7 - for local authorities to consider how they would establish more robust regional consortia building on 
existing arrangements so that National Assembly’s vision and regional transport strategies can be 
implemented, taking account of local needs and the availability of resources. 
 
R8 - for local authorities and the National Assembly Cabinet to consider how individual authorities would be 
affected under relevant legislation and whether there is the possibility of using existing legislation to place 
consortia on a statutory basis. 
 
R9 - for the National Assembly Cabinet to consider with local authorities how the National Assembly should 
be represented on each consortium and the remit of its representatives. 
 
R10 - for the consortia to raise their profile amongst passengers by developing their own branding, linked to 
quality services. 
 
R11 - for the National Assembly and local authorities to agree an evaluation framework for measuring the 
benefits of targeted public transport investment at national, regional and local levels, focused on delivering 
improvements and avoiding future mistakes. 
 
R12 - that evaluation results of public transport policies, programmes and projects should be collected as a 
body of evidence of what works in Wales over time, providing a base for future policy development. 
 
R13 - that passengers be involved in drawing up the evaluation framework, and involved early on in 
evaluating individual public transport schemes. 
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R14 – that all those involved in planning and implementing public transport policy in Wales should learn 
about what does and what does not work elsewhere, and consider how we can learn from this in developing 
more effective public transport services in Wales. 
 
With regard to the issues (Chapter 4 and Chapter 5), the Report recognises that Ceredigion County Council is 
a Member of the Mid Wales Partnership, with observer status within the SWITCH Partnership.  The focus in 
the document on a regional approach, i.e., preparation of regional public transport strategies (R4), and that 
they in turn would guide decisions on funding (R5), the subsequent delivery (R6), the strengthening (R7) and 
the placing of such consortia on a statutory basis (R8), makes it imperative that the current basis of such 
consortia is considered to be the best means of addressing the needs of public transport within its own area.   
 
Ceredigion’s geographic location, transport corridors, travel to work patterns and public transport links may 
necessitate a thorough review of its commitment to its present partners, or indeed require its active and full 
participation within two regional consortia.  It is unclear from the document whether/how such arrangements 
would/could be accommodated. 
 
With regard to the longer term, the creation of an All-Wales PTA is not favoured: developing on existing 
arrangements is preferred. 
 
Members did not wish to comment on what the appropriate provision should be for South East Wales. 
 
 
Yours faithfully, 
 
 
 
 
D.A. Thomas 
Policy and Development Engineer 
for Director of Highways, Property and Works 
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		R2 - for the National Assembly, local authorities, and transport operators, to address historic levels of under investment in public transport. 

		R3 - for the National Assembly and local authorities working together with operators, passengers and other stakeholders, to take forward the following priorities as funding allows, subject to Recommendation 11 

		R4 - for local authorities to prepare regional public transport strategies by April 2003 reflecting bus strategies, and including developments on rail and community transport. 

		R5 - that regional transport strategies should guide decisions on funding by the National Assembly. 

		R6 - for each consortium to agree with partners, including the National Assembly, how objectives in the regional public transport strategies will be delivered, taking into account Local Transport Plans (including cross-border travel patterns) and availability of funding. 

		R7 - for local authorities to consider how they would establish more robust regional consortia building on existing arrangements so that National Assembly’s vision and regional transport strategies can be implemented, taking account of local needs and the availability of resources. 

		D.A. Thomas 








My Ref: TT/CV/JCR 
Your Ref 
 
 
Date: 4th October 2001 
 
 
Environment, Planning and Transport Committee, 
National Assembly for Wales, 
Cardiff Bay, Cardiff. 
CF99 1 NA 
 
 
 
Dear Sirs, 
 
 
POLICY REVIEW OF PUBLIC TRANSPORT 
 
I refer to the recent consultation document - A policy review of public transport. 
 
I have been party to the preparation of the combined response of the South East Wales Transportation 
Forum, TIGER and SWIFT, which I support fully. I do not, therefore, propose to submit a detailed response 
from Cardiff Council. 
 
Nonetheless I do reiterate the concerns about the suggestions of an all-Wales or South-East Wales 
Passenger Transport Executive. That approach separates public transport decisions from a host of other 
local decisions. The perceived successes of PTE's elsewhere is the result of massively greater financial 
resources. Improving the local government consortium and increasing available funding offers the best, 
most efficient and quickest way to increase the pace of public transport improvements in Wales. 
 
Yours sincerely, 
 


 
 
 
Councillor Christine Priday 
Deputy Mayor (Environment) 
 








City and County of Swansea – Response to the Policy Review of Public 
Transport 


 
1. 0 INTRODUCTION 


 
1.1 The City and County of Swansea welcomes the National Assembly’s 


Review of Public Transport and the opportunity to respond to the 
consultation document. Swansea endorses many of the 
recommendations contained in the report, and more detailed 
responses are set out below.  
 


1.2 However, the City and County of Swansea is concerned that these 
recommendations alone will be inadequate to achieve the National 
Assembly and local authority aspirations for accessible, affordable and 
integrated public transport, because of the deregulated and privatised 
nature of public transport operations. With local authorities (and 
indeed the Assembly) having very limited control of the provision and 
operation of public transport services, the opportunities to influence 
both the quality, quantity and affordability of public transport are less 
than ideal.  
 


1.3 There appears to be no recognition in the report, or the 
recommendations, of the significance of the location and layout of new 
developments, and ultimately the impact these have, particularly on 
bus service operation. 
 


1.4 Possibly most important of all, any investment in improved public 
transport must be consistent with action in other major policy areas 
currently under review by the Assembly such as Economic 
Development, Planning policy, Spatial Planning Framework etc. 
 
 


2.0 RESPONSE TO RECOMMENDATIONS 
 


2.1 Recommendation 1 of the Review was that a quality kite mark be 
developed as part of the work being undertaken on  quality 
partnerships and contracts. 
 The City and County of Swansea welcomes the Assembly’s 
commitment to better quality public transport, embracing community 
transport, rail and other modes, through the development of a quality 
kite mark. Swansea believes however, that for such an approach to be 
successful further detailed work needs to be undertaken on an all-
Wales basis to establish the following aspects: 
• The development of appropriate common quality criteria for each 


public transport mode that recognise the inherent characteristics of 
each mode and their applicability to both urban and rural 
situations; 


• How these criteria should be linked to quality partnerships and 
contracts for bus services and other conventional public transport 
and codes of practice and service level agreements in the 
community transport sector; 
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• The development of an appropriate organisation for accreditation 
purposes. 


Swansea also believes that improved regulation and enforcement is 
required to improve the quality of bus services. 
 


2.2 Recommendation 2 of the review was that the Assembly and 
local authorities working with bus operators should address the 
historic levels of under investment in public transport. 
The City and County of Swansea welcomes the Assembly’s 
recognition of historic under investment in public transport. Whilst the 
Assembly appears to have addressed the issue of capital expenditure 
through its Transport Grant spending proposals, the following issues 
in relation to revenue expenditure need to be addressed; 
• The need for increased expenditure to maintain public transport 


infrastructure, both existing and new; 
• The need to establish a contingency revenue support mechanism 


to secure bus services no longer considered by the bus companies 
to be commercial, but providing social and other needs; 


 
2.3 Recommendation 3 of the review is that the Assembly and local 


authorities with operators and other stakeholders should take 
forward the following priorities as funding allows: 
• Extend the concessionary fares scheme 
• Pilot all mode information centres 
• Feasibility studies for second generation public transport 


such as light rail 
• Establish an all Wales passenger group to cover all modes. 
• Develop interchange between modes. 
• Develop Park and Ride facilities 
• Set up a school bus demonstration project 
• Develop community transport 
• Improve long distance coach provision 
 
 The City and County of Swansea broadly welcomes the points set out 
in this recommendation. However the Assembly’s attention is drawn to 
the following projects currently underway in the sub region and some 
concerns about the development of bespoke school bus fleets and 
long distance coach provision: 


 
• Concessionary Fares –SWITCH proposes to investigate the 


possibility of developing the current bus based schemes to include 
community transport and taxis, possibly using Smartcard 
technology and the development of taxicard schemes; 


• “All Mode” Information Centres & Community Transport – SWITCH 
is already developing proposals for Demand Management Centres 
which will embrace all public transport modes including community 
transport.  
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• Interchanges & Park and Ride Facilities –Swansea is already 
developing Park and Ride throughout the Authority and is seeking 
to establish bus focal points in rural areas of the authority.  


• School Transport Demonstration Project – Whilst Swansea 
welcomes initiatives that are designed to improve the safety of 
school children, the provision of a bespoke network of “American 
Style” school buses will remove opportunities to integrate school 
and local bus service journeys in the Authority (and potentially 
damage the viability of rural services) and will be an inefficient use 
of staff and vehicles as these buses do not comply with the DDA 
and are thus unsuitable for most occasions.  


• Long Distance Coach Provision – The Assembly in partnership 
with Local Authorities and regional consortia should address the 
need to develop a national strategy that seeks to clarify the role of 
coach services as part of an integrated public transport policy. 


 
2.4 Recommendation 4 of the review is that local authorities prepare 


regional public transport strategies by 2003 reflecting Bus 
Strategies and including developments on rail and community 
transport 
The City and County of Swansea welcomes the development of a 
regional public transport strategy approach, but considers that it 
should be developed as part of an overall transport strategy, which 
will provide a sound basis for the development of regional Public 
Transport strategies. SWITCH is already developing a regional 
transportation strategy. Swansea also considers that it is essential 
that the overall strategy should dovetail broadly with individual Local 
Transport Plans.  
 


2.5 Recommendation 5 of the review is that regional transport 
strategies should guide decisions on funding made by the 
Assembly.  
The City and County of Swansea agrees that regional transport 
strategies should guide decisions on funding, but not solely as local 
needs are also important and reflect local democratic decision 
making. 
 


2.6 Recommendation 6 of the review is that  each consortium agrees 
with partners, including the Assembly, how objectives in the 
regional public transport strategies will be delivered.  
The City and County of Swansea welcomes further discussions with 
the Assembly on how objectives in its regional public transport 
strategy will be delivered.  
 


2.7 Recommendation 7 of the review is that local authorities 
consider how they would establish more robust regional 
consortia building on existing arrangements.  
The City and County of Swansea agrees that there is a need to 
establish more robust regional consortia building upon existing  
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arrangements and is already, through SWITCH, involved in the 
development of a formal partnership constitution, which it is 
anticipated will be in place later this year. However it is important that 
these more robust consortia should embrace all forms of transport and 
not just public transport, in recognition that quality public transport 
provision is dependant upon many factors.  
 


2.8 Recommendation 8 of the review is that as part of the 
consideration in recommendation 7, local authorities and the 
Assembly Cabinet should consider how individual authorities 
under existing legislation e.g. Best Value, would be affected and 
whether existing legislation could be used to place consortia on 
a statutory basis. 
The City and County of Swansea would welcome further consultations 
with the National Assembly about the possibility of using existing 
legislation to place consortia on a statutory basis. However it 
considers that the establishment of a PTA in the SWITCH area, or an 
All Wales PTA, is not the best way forward. A PTA would be 
expensive, bureaucratic and have a negative impact on local 
democracy. This view is fully consistent with that expressed by the 
Welsh Local Government Association and SWITCH in their response 
to the Assembly’s Transport Framework for Wales document earlier 
this year. 
 


2.9 Recommendation 9 of the review is that the Assembly Cabinet 
and local authorities consider how the Assembly should be 
represented on each consortium. 
The City and County of Swansea welcomes the opportunity to 
examine with the National Assembly how closer working links with 
regional consortia could be developed. One possibility is for an 
appropriate Assembly Officer to sit on the SWITCH Officer Working 
Group and/or the Management and Steering Groups. 
 


2.10 Recommendation 10 of the review is that consortia raise their 
profile amongst passengers. 
The City and County of Swansea supports the development of a 
raised profile for regional consortia and SWITCH has developed its 
own logo with which it intends to “brand” its publicity in terms of a 
Newsletter, information leaflets and roadside information. 
 


2.11 Recommendation 11  of the review is that the Assembly and local 
authorities agree an evaluation framework for measuring the 
benefits of targeted public transport investment. 
The City and County of Swansea recognises that there is scarcity of 
financial resources to develop future transport initiatives. 
Consequently it recognises that there is a need to target available 
finance where the benefits of investment can be maximised for the 
community.  
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2.12 Recommendations 12 of the review is that evaluation results of 
public transport policies, programmes and schemes are collated 
as a body of evidence of what works in Wales.  
The City and County of Swansea welcomes the opportunity of both 
disseminating good practice in terms of project evaluation and 
learning from experience and results elsewhere both as an individual 
authority and through the auspices of SWITCH.  
 


2.13 Recommendation 13 of the review is that passengers be involved 
in drawing up the evaluation framework. 
The City and County of Swansea believes, that compared to rail 
passenger services, bus passengers are poorly represented in the 
development of public transport policy. It believes that the interests of 
bus passengers should be given more expression in future 
consultative arrangements at all levels throughout Wales. 
 


2.14 Recommendation 14 of the review is that all those involved in the 
planning and implementation of public transport policy in Wales 
should learn about what does and doesn’t work elsewhere. 
The City and County of Swansea endorses this recommendation. See 
also the response to recommendation 12. 
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3 September 2001 Please reply to :   First Cymru Buses Limited 
 Heol Gwyrosydd 
Environment, Planning & Transport Committee Penlah 
The National Assembly for Wales SWANSEA 
Cardiff Bay SAS 7BN 
CARDIFF 
CF99 1NA 
 
 
 
 
For the attention of Richards Edwards AM, Chair 
 
 
 
 
Dear Richard 
 
Policy Review of Public Transport 
 
CPT Wales welcomes the opportunity to comment on the options for alternative regional organisational structures 
resulting from the Policy Review of Public Transport. 
 
CPT would generally support the concept of regional transport structures but believe there are a number of issues to be 
solved with the current organisation. 
 
The existing structures, SWITCH, SWIFT, TIGER and TAITH, are failing to deliver comprehensive public transport 
improvements for several reasons. These include the lack of full time dedicated and professional staff, a lack of 
involvement with public transport operators in certain organisations, the lack of common appraisal techniques for 
transport development and within individual authorities a failure to develop Quality Partnerships with bus operators. 
 
CPT believes that the existing structures can be modified to be more effective. 
 
In respect of South West Wales, there needs to be a combination of Swansea, Neath and Bridgend together with a 
separate organisation for the rural West, Carmarthenshire, Pembrokeshire and Ceredigion. The existing organisation is 
overly cumbersome and tries to cover too wide a geographical area. 
 
CPT Wales believes that TIGER and SWIFT could be combined together to give a comprehensive transport planning 
for the Newport/Cardiff conurbation. 
 
CPT Wales would reject the idea of a PTE/PTA for any region of Wales and would particularly reject the thought of 
an isolated PTE model for one area of Wales. This is felt to be divisive and places yet again South East Wales open to 
criticism from other parts of the Principality. 


Continued/... 
 







The National Assembly of Wales 
3 September 2001 
 


Continued/...2 
 
CPT Wales believes the formation of a PTE/PTA structure would lead to a separation of land use and transport 
planning which would be detrimental. 
 
CPT Wales believes that there would be funding issues between the PTE and the funding authorities leading to an 
inconsistency in forward planning and a failure to develop transport systems upon pure economic models. 
 
The formation of the PTE/PTA structure would also take a considerable amount of time and financial effort whereas 
the existing models are already in place and given some modification can be made to work satisfactorily. 
 
CPT would emphasise that the existing regional structures do require professional, full time officers to support the 
work and reduce the current overstretching of resources within the Local Authorities, who are trying to support their 
own transport policies in addition to effectively serving regional structures. 
 
Overall, CPT would support the most effective structure which will see the delivery at ground level of improvements 
to passengers at the earliest opportunity. The current situation is leading to bottlenecks in service delivery and it is 
noticeable that there is a distinct lack of Quality Partnership Agreements across Wales which is stopping the 
development of effective public transport. This must be overcome at the earliest opportunity. 
 
Yours sincerely 
 
 


 
 








From: Robert Edgar Saxby [bob.saxby@CONWY.GOV.UK] 
Sent: 12 October 2001 14:36 
To: Committee, Environment Planning & Transport Committee 
Subject: Policy Review of Public Transport 
 
My authority wishes to endorse the views of the WLGA and the TAITH 
Consortium on the value of developing existing arrangements rather than 
establishing new PTAs or PTEs. 
We feel that it is vital to maintain the direct links between Public 
Transport Co-ordination and Highways/Education/Social Services functions. 
At a time of skill shortage in the Transport field it is also important to 
draw on the existing experteze and local knowledge which currently resides 
within unitary authorities. 
Allocating some resources to each authority ring fenced for TAITH work would 
enable our specialist staff to devote more time to regional matters. 
 
 
Mr. Robert Edgar Saxby 
Public Transport Officer 
Highways Department 
Conwy County Borough Council 
E-Mail: bob.saxby@conwy.gov.uk 
 
 
 
This email has been scanned for viruses by the MessageLabs SkyScan service.  
 
For further details, please see 
http://www.gsi.gov.uk/main/gncnotices/gncinformationnotice5_2001.pdf. 
 
In case of problems, please call your organisations IT helpdesk. 








 
 


Environment, Planning and Transport Committee Consultation Report: 
 


Policy Review of Public Transport 
Response of the Countryside Council for Wales 


 
 
1.1  CCW shares the report’s Vision of a high quality public transport system that contributes 


to reducing pollution, provides access to the mobility impaired and car-less, and which is 
linked to walking and cycling strategies.  CCW is actively working, through our 
Transport Advisory Service (TAS), to develop innovative public transport services, 
which can secure this Vision and provide enhanced opportunities for access to the Welsh 
countryside.   


 
1.2  We welcome the fact that the suggested Regional Public Transport Strategies (para. 


3.17) will address walking and cycling, as well as bus, rail and community transport 
developments.  The NAW’s draft Walking and Cycling Strategy also stresses this need 
for regional policies to reflect walking and cycling issues.  Mainstreaming walking and 
cycling issues in Regional Public Transport Strategies, will address the concern, 
expressed in the draft Strategy, that the development of regional plans and funding bids 
could lead to the marginalizing of walking and cycling.   


 
1.3  CCW agrees with Recommendation 3, that there is a need to improve interchange 


facilities.  The Committee may find ‘Tourism Friendly Transport Interchanges’ by the 
Sustainable Transport Tourism for Wales campaign of interest in this regard as it presents 
a checklist of the different facilities which should be provided at interchanges in Wales, 
depending on their size and place in the network.  A copy of the report is enclosed. 


 
1.4 The question of which organisational changes will offer most benefit is outside CCW’s 


remit and we must therefore leave it to others to consider.  As we said in response to the 
first consultation, CCW can see the advantages of through ticketing on all bus and rail 
services and the need to support marginal and experimental bus services, particularly in 
rural areas.   


 
1.5 Recommendation 12 asks that results of public transport policies and programmes are 


collected to show ‘what works in Wales’.  We would offer the following examples: 
 


• The Freedom of Wales Flexi Pass, developed by the Sustainable Transport 
Tourism for Wales campaign offers a single ticket that gives access to trains, buses, 
visitor attractions and accommodation.  This initiative was developed with funding 
from Objective 2 and 5b. 
 
• Our own work through the Transport Advisory Service is also seeking to try out 
innovative solutions in rural public transport.  The TAS has led to the establishment of 
a number of bus services such as the Beacons Bus in the Brecon Beacons National 
Park, the Clwydian Ranger serving the Clwydian Hills AONB, and the Puffin Shuttle 
in Pembrokeshire.   
One of the conclusions of the TAS is that more funding is needed to support innovative 







rural transport projects along the lines of the Rural Bus Challenge Competition in 
England, which has £20m pa for innovative bus projects.  Existing funding streams 
could also be used more effectively and opportunities for funding innovative public 
transport projects under Objective 1,2 and Wales – Ireland INTERREG programme 
maximised. Please let us know if you would like further information or a presentation 
on the work of the TAS. 


 
1.6 In line with Recommendation 14, ‘what does and doesn’t work elsewhere’: 
 


A useful source of research on rural public and community transport is the European 
Commission’s VIRGIL project funded by DG TREN & DG Information Society as 
part of its Transport Programme.  We have included the final report that examines 
rural transport problems and gives examples of ‘Best Practice’.  One such example, 
in annex 3 of the report, is Devon County Council’s Transport Co-ordination Centre 
that integrates all the transport services within the council.  This local model of 
integration, within an authority, may be of interest to you in looking at regional 
organisational structures.  For more information on the VIRGIL research project see: 
http://www.bealtaine.ie/virgil/ 


 
 
Cyngor Cefn Gwlad Cymru  
Countryside Council for Wales       
October 2001 
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EXECUTIVE SUMMARY


General status of rural transport in Europe


The first section of the present report presents a general overview of the status of rural
transport in the partner countries from the VIRGIL project. This includes jurisdiction on
rural transport, policy and main service provisions.


Country Jurisdiction Policy Service provision
Emphasis/mechanism Future direction


Belgium Regional Regional accessibility Reducing congestion Feeder service
with traditional rural bus Flexible Belbus


Finland Provincial/ Regional and community Increase mobility with Information delivery
municipal Development flexible vehicle types Resource/cost sharing


Greece State/ Economic development and Accessibility to rural setting None specified
Prefecture European integration issue local ad-hoc means


Ireland State Undefined Regular bus services None specified
Italy State Undefined Regular bus services Favours cost reduction
Netherlands Regional Intermodality and Demand-responsive Concessions to


(formerly Central Chain mobility Technology-driven private operators
Spain Autonomous Undefined Regular bus None specified but


Community moves to on-call
Sweden Municipal/ Undefined but emphasises County transport companies Market competition by


County Rural integration co-ordinated with State rail subsidiary companies
United Kingdom Central/ No national statement Franchised rail/bus Private transport


Local authority Rural on accessibility services
Table 1. Rural transport policy in the VIRGIL partner countries


In depth analysis and sectoral analysis


Consequently an in depth analysis of the best selected cases was carried out as well
as a sectoral analysis. The identified potential cases were analysed in more detail with
regard to their operational and financial viability, inputs and outputs required and the
legal basis for their operation..


According to the main conclusions of the in-depth and sectoral analyses, the use of
telematics in the demand responsive rural transport services is still at a preliminary
phase, especially with regard to map and route applications and the use of other
software. On the other hand, the use of mobile phones is very common. The need of
telematics is largely dependent on the need for flexibility of the transport service.
Regular public transport with a fixed itinerary and timetable is less dependent on
telematics. Transport services, such as the demand-responsive systems, use
telematics because of its need to be flexible towards routing, timetable and stops.
Clearly, telematics provide possibilities for combining trips, integrating different user
groups and providing cost savings in automated generation of management
information, payments and reservations.


There are plenty of possibilities that have not been used in combining the passenger
and freight transport services. Before a freight/passenger transport combination can be
fully developed, conditions should be established which make such a system attractive
to private and/or public operators. First, the legal framework should be developed by
showing the advantages to both sectors. The most profound impact of a change in
legislation would be the liberalisation of the entire operating conditions for freight and
passenger transport. Secondly, an efficient matching system between the needs of
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freight and people movements should be developed. Through the demand responsive
systems, even more infrequent combinations of passenger and freight transports could
be developed. The integration of freight and passenger transport is especially important
in longer travelling distances where the benefit to co-ordinate the two different kinds of
services can effectively balance the costs to manage the integrated transport.


The strategies dealing with the integration of multipurpose transport services between
administrative sectors (i.e. transport services for different target groups simultaneously)
are poorly developed at the European level. Consolidating the legal or administrative
responsibility for transport services under a single body would be a usefull first step in
countries where this integration has not been implemented yet. . School transport has
the greatest potential for the development of multi purpose services: it is not
technologically demanding and at the same time it is widely provided all over Europe.
However these measures would require more advanced operation control and
reservation centres, able to handle various types of travel requests.I.e. both stop to
stop trips, door to door trips, chartered tours etc. have to be booked in one single
system, whereas currently different reservation and routing systems or manual booking
are applied by the operators.


Consultation round with key stakeholders


This consultation round moved the work of the VIRGIL Project from the past into the
future. Key stakeholders were surveyed and interviewed to identify their needs, and
this resulted in the development of future action research proposals.


The key findings are given below:


1. Policies, strategies and programmes


There are common aspects amongst the policies, strategies and programmes currently
in place and under consideration.  The key ones with regard to rural development are
the importance of maintaining the level of the rural population and to ensure that viable
economic and social activities remain located within rural communities.  This is
reflected in the equality policies in Finland, the ‘basic mobility’ policy in Belgium and the
‘rural proofing’ policy in Ireland.


The consultation with key stakeholders has drawn out the transport policies, strategies
and programmes at local, regional and national levels in the VIRGIL partners’
countries. There is a wide variety amongst the countries concerned, ranging from the
comprehensive approach in The Netherlands with minimum levels of service for
different sizes of population to the interurban networks operated mainly by public
companies in Greece and Ireland where there are few very local rural transport
services.  In both Sweden and Finland, a key trend in the provision of rural transport
has been the integration at local level of transport services for different groups in the
population (school children, social welfare clients, the general public) and the use of
telematics to assist in the scheduling and co-ordination of local services.  Such
services give a major role for taxis, which also feature strongly in rural services in
Spain.


Another major trend relates to the way in which public transport is organised and
financed.  This is reflected in the delegation of responsibilities for planning and
purchasing of public transport from the national level to the regional and local levels.
This is particularly noticeable in Sweden, Finland, The Netherlands, Italy and Belgium,
although this situation has existed in Britain for over twenty years in one way or
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another.  This contrasts starkly with the situation in Ireland where the main public
transport operator is still owned by the State at national level and the State at national
level is responsible for licensing and financial support.  The decentralised approach
has also caused the regional and local authorities to consider the potential for a more
co-ordinated approach to the planning, purchasing and delivery of a range of
passenger transport services.  This approach has also enabled local communities to
become more involved in the delivery of local transport services.  Examples of this are
very evident in Britain with specific regulations for the operation of Community Buses
and the development of local transport partnerships and also in The Netherlands,
where Buurtbuses driven by volunteers are integrated into the public transport
networks and timetables.


The decentralised approach has also involved services being secured under contract
following a tendering process, either on a network basis, as in Belgium, The
Netherlands, Sweden, Finland and Italy or on a route/service basis for non-commercial
services, as in Britain.


2. Future transport research needs


A key aspect of the need for future research will be to concentrate on determining
demand, including latent demand, identifying the wide range of people and trip
purposes and designing appropriate levels of service and types of service.


The future research related to these issues will have to include:
• the ways in which very local services can be integrated more effectively at local


level and how they complement and interchange with longer distance (inter-urban)
services


• the licensing environment for demand responsive services and the ways in which
taxis can be incorporated into demand responsive service operations


• the institutional, legal and administrative barriers and implications associated with
multi-functional cross-agency services


• the role of telematics, especially the thresholds at which different levels of
sophistication are required (building upon the experience gained in the SAMPLUS
project for example); this applies to the scheduling and management aspects for
the operators and the information and booking aspects for the users


• designing more user friendly facilities, from bus stops through to local interchanges,
as well as vehicle and service accessibility


Particular attention will have to be paid to the more sparsely populated areas, as they
are likely to lose out in the new environment of liberalisation of transport operations and
decentralisation of responsibility for planning and purchasing transport services.


Further research needs


In the “research needs” section the output from the previous sections was used to
identify future research topics concerning rural access to services and rural transport.


Four different topics for further research needs on rural transport have been identified:


1 Innovative combinations of public transport services in rural areas
2 Legal, institutional and operational framework requirements in rural public


transport
3 Rural community impacts of rural public transport services
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4 Application of telematics (Information and Communication Technologies,
ICT) in rural public transport systems


1. Innovative combinations of public transport services in rural areas


In rural areas the combination of low population and geographical isolation means that
conventional approaches to passenger transport, based on people travelling together,
gradually lose their viability. Throughout Europe there are various public transport
concepts in rural areas, trying to challenge and solve the specific rural problems of
obtaining value for money and a better staff and vehicle capacity utilisation. It is though
likely that not all combinations between different services, user groups and travel
purposes will have been identified and therefore analysed. In general, all the innovative
systems, which enable or promote living in rural areas, where services (schools,
hospitals, entertainment places, etc) are very sparse, are of exceptional importance.
The positive impact of integrated, multipurpose transport services between
administrative sectors at the public transport service level, the vehicle capacity
utilisation and the transport costs contributes to a major interest in a further
development of this task. Linked to the total integration of different services are the
institutional, operational and legal requirements, which can be a barrier to integration.
In addition, the viability of rural areas is dependent on access to service. New ways of
using the combination of passengers and goods are of great interest for rural areas to
obtain and strengthen their survival. As tourism has become a major occupation of
inhabitants of several rural areas, the combination of goods (equipment such as
bicycles and luggage) and passenger transportation is as well of great importance in
this sector. Furthermore, there is a recent development of a reverse population
movement from urban to rural areas, which also demands new solutions to providing
services. Linked to these issues is how to make use of the rapidly developing
opportunities of telematics  applications, e.g. to manage the goods distribution as well
as providing information about the transport service for tourists.


2. Legal, institutional and operational framework requirements in rural public
transport


Rural transport is still a regulated service in all EU states; the degree of regulation
varies from countries with extensive deregulation policies (like the UK) to countries with
monopolistic situations (like Spain). This regulation severely limits the ability of
interested parties to develop flexible solutions to the problems they face. In order to
undertake any policy formulation effort it is necessary to have precise knowledge of the
regulatory framework in force in countries, which have already implemented
deregulation policies. Furthermore, the co-operation between administrative sectors is
essential when implementing e.g. publicly funded multipurpose transport services,
which will provide cost savings. These types of integration strategies are poorly
developed in Europe. There is a need to investigate the most suitable structure for
legal requirements and administrative responsibility to facilitate co-operation and
integration. In many countries throughout Europe there is a need to combine freight
and passenger transport. The main issues in preventing the integration of freight and
passenger transport are the legislative barriers. Usually, the existing laws do not allow
for the combination of freight and passenger transport in a systematic way. These
combined services might be considered to compete directly with conventional transport
licenses, mostly bus lines and taxis or freight agents.
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3. Rural community impacts of rural public transport services


The interaction between transport services and socio-economic development in rural
communities is somewhat ambiguous. On the one hand, improvements in transport
services will lead to increased mobility, which have a positive impact on the social and
economic development of a particular region by encouraging the relocation of people
and additional small enterprises. On the other hand, socio-economic programmes
influence the need for transport. Improving rural transport services is seen as a
development and wealth redistribution policy. This situation highlights the need for
detailed knowledge of the complex nature of the interaction and methodologies to
assess existing and future transport service systems. Decision-makers in public
transport planning increasingly require not only the information, mentioned above,
about how to develop and supply an ideal public transport solution in rural areas, but
also the possibility to investigate and identify which requirements and needs a modern
rural public transport service have to fulfil to keep customers and attract new ones. This
can only be defined if different groups of rural dwellers can be identified and the
respective requests and obstacles measured and assessed.


4. Application of telematics in rural public transport systems


There is significant evidence from previous research that few of the rural services
throughout Europe make extensive use of telematics. Even in countries where
applications of telematics in public transport and in general are more common, the
transportation measures in rural areas are often "low-tech". An explanation for this fact
is that many times small communities are involved, where residents know each other.
These users, often elderly, prefer to talk to the operator booking the service and have a
more personal relationship with the driver. The growing popularity of schemes involving
volunteers confirms the increased need for social interaction. On the other hand there
is a recent development of a reverse population movement from urban to rural areas.
These are professionals who take advantage of the explosion in mobile
communications and the Internet. Many of them are "tele-workers", who work from rural
home offices or "tele-cottages" part- or full-time. These new rural residents are not only
familiar with information technology but are early adopters and are potential rural public
transport users that will give new life and viability to existing services. Another area
where telematics can be introduced is when integrating passengers and goods. For big
delivery companies serving the rural customer is very costly, since it usually involves
sending a truck from a regional centre for a single delivery. Furthermore, transport
operators in rural areas have the comparative advantage of being familiar with a wide
area. Moreover operators of on-demand systems often know where their customers
live and are able to deliver a vehicle to their place of residence or very close to it, within
a specified time frame. These characteristics are similar to the requirements of a door-
to-door delivery service. Considering this information, the possibility of combining
passenger and goods transport on rural services with the administrative help from
telematics applications should be researched. Additionally the service should extend to
offer delivery or pickup of goods to the door. New generations of shoppers, who order
online, require that delivery times are kept relatively short. As long as the biggest
volume of Internet shopping involves items such as books and CDs that are small and
not sensitive to external conditions, e.g. temperature changes, Passenger service
operators can easily undertake the rural leg of a delivery. In countries, where use of
telematics is not that widespread, the social and educational characteristics of the rural
population make the adoption of new technologies difficult. Therefore, every measure
that relies on introduction of new technologies in rural areas should include a provision
for training of the users. In transportation of passengers as well as goods, this also
includes operators.
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1. GENERAL OVERVIEW OF THE VIRGIL PROJECT


1.1. General project description


VIRGIL is a European research project on rural transport systems, which is carried out
under the European Fourth framework program in 1999-2000. VIRGIL stands for:
Verifying and strengthening rural access to transport services.


The objectives of the VIRGIL project are:
- inventory and assessment of existing practices on rural transport. Special


emphasis is put on the use of telematic tools to ease the access to transport,
and on integration of passenger and freight transport.


- Identification of further research needs in collaboration with the key
stakeholders and rural citizens.


1.2. Phases of the VIRGIL-project


The specific components of VIRGIL are:


* identification of existing and past practices on rural access to transport.
A database has been constructed containing existing practices but also past
experiences.


* in depth analysis of a number of cases.
The best examples identified in the previous phase have been assessed as to their
cost effectiveness and operational effectiveness. In addition a number of sectoral
issues has been analysed as well, such as the role in development of telematics, the
socio-economic development and the development of combined passenger and
freight transport.


* a broad consultation round with key stakeholders.
To define future research VIRGIL organised a broad consultation round with key
stakeholders such as rural development agencies, rural commissions, transport
operators and other service providers. Therefore VIRGIL has organised a survey in
rural areas across Europe.


* identification and validation of a number of research needs for the future
Based on the previous activities (database of existing experiences, in depth analysis,
consultation round with key stakeholders) a number of future research needs has
been identified in a draft document. This draft document has been validated during an
international seminar.


* dissemination of the results through: a VIRGIL brochure; a best practises handbook
targeted at rural communities; a website; an international seminar; a round table
conference in each partner country.
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1.3. The partnership


The partners of the VIRGIL project are:


Consortium leader
Langzaam Verkeer
Jan Vanseveren
Minckelersstraat 43A
3000 Leuven
BELGIUM
Phone +32 16 23 94 65
Fax +32 16 29 02 10
e-mail: jan.vanseveren@langzaamverkeer.be


Other partners
AVM:
Rob Jeuring / Joost Schafrat
Rhynspoorplein 28
NL-1018 TX Amsterdam
THE NEDERLANDS
Phone:+ 31 20 6389756
Fax:+ 31 20 6389836
e-mail: avm@euronet.nl


COGNIVISION RESEARCH
Alberto Sanfeliu
Valencia 93 PRAC.1a
8029 Barcelona
SPAIN
Phone:+34 93 3236365
Fax:+34 93 4512282
e-mail: cognivision@teleline.es


ETT
Pedro Puig-Pey Claveria
Explanada 8 - 1° A
28040 Madrid
SPAIN
Phone +34 91 534 08 57
Fax +34 91 533 56 05
e-mail: ett@mad.servicom.es



mailto:jan.vanseveren@langzaamverkeer.be

mailto:avm@euronet.nl

mailto:cognivision@teleline.es

mailto:ett@mad.servicom.es
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FORTH
Poulicos Prastacos / Christos Vazuras
P.O.Box 1527
GR-71110 Iraklion
GREECE
Phone +30 81 39 17 68
Fax +30 81 39 17 61
e-mail: poulicos@iacm.forth.gr
baz@ath.forthnet.gr


SK:
Antti Merilainen
Kaikatu 3
00530 Helsinki
FINLAND
Phone:+358 9 7742 3222
Fax:+358 9 7742 3211
e-mail: ame@skolmio.fi / antti.merilainen@skolmio.fi


SOTECNI:
Alessandro Veralli
Via Salaria 1317
00138 Roma
ITALY
Phone:+39 6 886941
Fax:+39 6 88694300
e-mail: sotecni@rmnet.it


TAS
John Taylor
Britannic House, 1a Chapel Street
PRESTON, PR1 8BU
UNITED KINGDOM
Phone +44 17 72 20 49 88
Fax     +44 17 72 56 20 70
e-mail: john@tas-part.co.uk


TLTC
Graham Lightfoot
Derg House
Connaught Road
Scariff
Co. Clare
IRELAND
Phone +353 61 92 11 21
Fax     +353 61 92 16 93
e mail: tltc@bealtaine.ie
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Trivector AB
PG Andersen
Annedalsvägen 9
227 64 Lund
SWEDEN
Dir. Phone +46 46 38 65 04
Gen. Phone +46 46 38 65 00
Fax +46 46 38 65 25
e-mail: pg@trivector.se


The project has been initiated and supported by the European Commission,  DG TREN
(Energy & Transport). Local co-financiers have supported the project for the remaining
50%.



mailto:pg@trivector.se
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2. INTRODUCTION TO RURAL TRANSPORT


2.1. What are rural areas?


Dozens of definitions are being used throughout Europe. In some countries, especially
in the UK and Finland, definitions and numbers quoted – among which the numbers of
inhabitants – vary significantly according to the competent government body or other
organisation. The VIRGIL consortium tried to deduct a number of common elements in
all these definitions. The criteria identified in one or more definitions of rural areas are
listed below. Where significant figures are included in these definitions, they are
mentioned as well.


2.1.1. Average population density


Rural areas have a low population density
- per sq km or in a radius of 1 km
- number of inhabitants or number of addresses


Countries: Netherlands, Finland, UK, Sweden
Concrete figures


- Netherlands: less than 500 addresses in a radius of 1 km (=3.14 sq km)


2.1.2. Total population


Some countries mention a total population in a certain area as criterion to be
considered as a rural area.


Countries: France, Ireland, UK, Spain
Concrete figures


- France: municipalities with less than 2000 inhabitants in continuously built up
area


- Northern Ireland: less than 10.000 inhabitants
- UK (except Northern Ireland): large range of different limits: less than 3.000,


10.000 or 25.000 inhabitants (depending on the competent government body)
- Finland:


o sparsely populated areas and and built-up areas with population less
than 500  inhabitants


o areas which includes towns and municipalities with population less than
30,000 inhabitants


- Sweden: settlements of less than 200 inhabitants


2.1.3. Definitions related to predominant functions in rural areas


Predominantly agricultural functions and/or nature


Countries: Greece, Netherlands, Italy, Spain, EU Rural Development Programme
(LEADER-II, LEADER+)
Concrete figures: none
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2.1.4. Definitions related to land use


Rural areas are areas in which non built up areas (agriculture (incl.forestry), woods and
other uncultivated surface) are predominant as compared to built up areas.


Countries: Belgium, Finland
Concrete figures


- Belgium: rural areas have more than 80% non built up areas


2.1.5. Geographical position


Some definitions mention geographical isolation and remoteness as a criterion to be
considered as rural area.


Countries: Greece, Italy, Sweden, EU Rural Development Programme (LEADER-II,
LEADER+)
Concrete figures


- Sweden: a remote rural area is at least a 45 minutes drive to the nearest village
with more than 3000 inhabitants, a rural area is a 5 to 45 minutes drive to the
nearest village with more than 3000 inhabitants.


2.1.6. Definitions related to income


According to other definitions, the inhabitants of rural areas have predominantly a low
income.


Countries: Greece, EU Rural Development Programme (LEADER-II, LEADER+)


Concrete figures: none


2.1.7. Negative definitions = everything except urban areas


According to some definitions identified, rural areas are all non urban and non
suburban areas.


Countries: France, Ireland, Finland
Concrete figures: none


2.1.8. Others


Other definitions are for local use only. They can hardly be used in an international
context. Among the examples, we quote the definition referring to values as used in
Finland (among others): “Rural area refers to peasant values, forest skills and other
similar layers of meanings.” Some countries refer to the age structure, according to
which the rural population is predominantly older than elswhere. This element is not
generally spread however.
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2.1.9. Conclusion : definition of rural areas


Areas considered as rural areas must meet at least three of the four following
criteria:
- a low density area
- with a population living in small settlements
- at a long distance from major settlements
- with territory being used mainly for agriculture, forestry, uncultivated areas


2.2. Problems of rural areas


As the structure of the rural economy, particularly agriculture, fishing and extractive
industries, has changed over the years, many rural areas have suffered relative
deprivation. Migration to the cities intensified this process, making conditions worse for
the people who remained in place.


Inherent in the nature of rurality is a relatively low density of population and
geographical isolation. This can make the provision of effective services difficult. In
some cases, services, including transport services, may be absent altogether.
Telematics can play a role in delivering remote services, but it can only partly replace in
respect of passengers, the human requirements to meet face to face and to attend at
work, recreation and other social facilities and, in respect of freight, the need for goods
to be delivered to and from the local area to enable independent life to continue and
the local economy to function.


The more general services such as shopping, administrations, recreation, etc. are
leaving the rural areas, the more rural transport becomes important in order to get rural
dwellers to the nearest village or town to benefit from those services.


2.3. Problems of rural transport


The combination of low population density and geographical isolation means that
conventional approaches to passenger transport, which are based on significant
numbers of passengers travelling together, slowly lose their viability. The average
passenger trip takes up more miles and more time than in an urban area, whilst the
vehicle and staff utilisation rates are lower. This means that individual trip costs are
higher and without a well-developed social subsidy system in respect of fares, some or
all of this will get passed on to passengers. In turn, this induces a spiral of decline as
people either reduce the amount of travel which they do, or change to other modes –
principally the private car – thus reducing the economic basis of the transport
arrangements even further.


On the freight side, this manifests itself in increased prices for goods and services in
rural areas (for example, petrol prices) unless there is a pricing regime which has
standard rates across a whole state or country (for example, postal prices). The net
effect is well documented. Rural businesses which have a significant goods transport
component, and particularly where the commodity is fairly basic, have difficulty
competing because of their additional overheads. Individuals end up paying more for a
significant proportion of their household purchases. One noticeable effect has been the
loss of door to door produce and goods sales services and their replacement with on
the one hand, people travelling long distances in private cars to make purchases at
urban superstores and, on the other, by the growth in catalogue sales.
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3. RURAL TRANSPORT: OVERVIEW OF THE FINDINGS


3.1. Best practices of rural transport: summary of the findings


This section gives a short general overview of the rural transport situation throughout
Europe. It is a summary of the findings, which are accessible in an extended database.
The database can be consulted on VIRGIL’s website: www.bealtaine.ie/virgil.


3.1.1. Methodological remarks


The information was gathered through a review of the literature on the subject and a
survey of relevant transport systems.  Specifically, information on rural transport
services  was collected from Belgium, Finland, France, Germany, Greece, Ireland,
Italy, the Netherlands, Spain, Sweden and the United Kingdom.


The research emphasised, in particular, the use of telematics and transport system
integration as the preferred tools to be applied in the design of future rural transport
services.


The work undertaken followed three main stages:
1. Defining the structure of the database
2. Collecting and collating past and present experiences in rural transport
3. Constructing the database


The database structure was defined through the development of standard guidelines
and refined during the building stage.


The data on rural transport practices comes mostly from the northern and western
Europe.  Nonetheless, this spread reflects accurately the state of rural access to
transport across the European Union. Specifically, most of the information is
concentrated in Holland,Germany, Belgium, Finland and in the United Kingdom.
Overall, a total of 134 books and articles (of which 106 were reviewed) and 109 case
studies were collected.


3.1.2. General overview of jurisdiction, policy and service provisions


The following table synthesises the situation across Europe with respect to rural
transportation services.


Country Jurisdiction Policy Service provision
Emphasis/mechanism Future direction


Belgium Regional Regional accessibility Reducing congestion Feeder service
with traditional rural bus Flexible Belbus


Finland Provincial/ Regional and community Increase mobility with Information delivery
municipal development flexible vehicle types Resource/cost sharing


Greece State/ Economic development and Accessibility to rural setting None specified
Prefecture European integration issue local ad-hoc means


Ireland State Undefined Regular bus services None specified


Italy State Undefined Regular bus services Favours cost reduction


Netherlands Regional Intermodality and Demand-responsive Concessions to
(formerly Central chain mobility Technology-driven private operators



http://www.bealtaine.ie/virgil
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Spain Autonomous Undefined Regular bus None specified but
Community moves to on-call


Sweden Municipal/ Undefined but emphasises County transport companies Market competition by
County rural integration co-ordinated with State rail subsidiary companies


United Kingdom Central/ No national statement Franchised rail/bus Private transport
Local authority rural on accessibility services


Table 2. Rural transport policy in VIRGIL partner countries


It is worthy to note the wide range of situations, conditions and limitations reported by
the different researchers. One of the most important facts that became evident through
the research was that none of the countries researched has specific design/delivery
standards for rural transport systems, except for a minimum required coverage in some
cases.


3.1.3. Overview per country


Belgium


In Belgium rural transport initiatives originate from the public sector nearly exclusively.
Only one significant case has been initiated by a private initiative. The public rural
transport policy is targeted at two aims: improving public transport supply for rural
citizens and decreasing operation costs, as compared to traditional bus lines. The
implementation of this policy consists of making gradually a distinction between
attractive main bus lines and local loops, the latter often in typical rural forms.


These rural systems are being developed along two main types of measures: demand
responsiveness and organisational measures. In the field of demand responsiveness
the most widespread system is the demand responsive bus system. Taxi based
systems are not in operation yet but are planned in the Wallonia region. In the field of
organisational measures, the cost of the bus drivers is the main concern. Through
drivers provided by other sources than the transport operator, considerable savings
can be made or appear to be made.


Presently, there are no considerations as to integrate goods and passenger transport
or to develop integration across agencies. Because of the relative population density of
rural areas in Belgium, there is no urgent need for this type of measures.


For the future transport operators expect to develop the demand responsive transport
mainly, organisational measures are less likely to be on top of the agenda. Hardly any
research has been conducted however to compare different systems or types of
measures from a point of view of cost effectiveness or improvements of accessibility,
despite the fact that these are the main motivations to implement changes. Additional
research on comparison of systems, is strongly recommended.


Finland


In Finland rural transport initiatives are mostly originated by the public sector but some
private involvement is also included. The rural public transport services in Finland
seem to be undergoing a change developing new service concepts seeking cost
savings without decreasing the standard of service level. Also, in some cases the
reason for development is to improve services and bring new areas into the range of
public transport. Sometimes, new measures substitute or supplement regular rural line
services.
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The most popular mode for new kinds of rural transport services are regular service
lines. They usually have more or less fixed routes and timetables and minor flexibilities
are usually possible. However, there are some measures totally on-demand services.
In on-demand services, timetables and routes are directed according to dial-a-ride.
Services are based on contracts with the municipality and the operator, which could be
a bus company or a taxi. Low-floor minibuses or big taxis are very usual in these kinds
of services. Services are directed by the travel dispatch centre (TDC), which is
operated by a private company or a municipality or another public community (e.g. the
Social Insurance Institute).


For multipurpose services, the municipality decides the daily program of the vehicles.
Vehicle time is utilised to various needs of different administrations in municipalities.


The integration of goods and passengers is quite usual in many cases of service lines
and multipurpose services. The integration of special services across agencies is
usually arranged by multipurpose services and service lines and sometimes by on-
demand services.


It is evident in the future that on-demand public transport service concepts will become
more common. Also, more cooperation within the municipalities, between
administrations and also between municipalities is needed for coordinating and making
the transport services more efficient. Feasible development possibilities still exist in the
integration of passenger and freight services.


France


In France rural transport initiatives originate from all types of organisations, both private
and public. Within the public sector, all levels from municipalities to regions can be
initiators.


The public rural transport policy is targeted at two aims: improving public transport
supply for rural citizens and decreasing operation costs, as compared to traditional bus
lines. In many rural areas, quality of the regular public transport is or was particularly
poor before the rural transport initiatives were started. Large areas don’t have services
at all, and especially in weekends, large white spots appear on the public transport
map.
Most rural transport services are demand responsive, very often accompanied with
organisational measures to decrease the costs (use of volunteers, taxi based systems,
etc.). The vehicles range from individual cars and taxis to minibuses.


The use of telematics varies significantly from one case to another: many systems,
especially the ‘neighbourhood’ help type of services are often low tech systems. On the
other end of the spectrum a highly technological system in which trips on virtual lines
have to be booked through a voice computer can be found. Anyway, the high tech
systems are not necessarily the most user friendly systems.


Presently, as far as our information goes, there are no considerations as to integrate
goods and passenger transport.


For the future it is expected that demand responsive transport initiatives will continue to
raise in the next decade. Multi-purpose services may be considered to provide
transport alternatives for small streams in a cost-effective way.
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Greece


Unfortunately, the public transportation in Greece has not followed the progress that
undergoes the country lastly. The legal framework and the organisational structure of
inter-city and rural transport have remained unchanged for 40 years.


Transportation, as almost any other administrative and government function is
organised at the prefecture level. Each prefecture is served by one transport operator,
a peculiar form of organisation, where the bus owners are drivers and shareholders at
the same time, closely supervised by the local (prefecture) and central government.
Level and frequency of service and fares increases are controlled. Introduction of new
services (on-demand) or integration of transport modes entails changes in the legal
framework, a slow and complicated process.


Rural lines are not profitable and in practice are subsidised by other operator activities,
such as general tourism offices, package tours, and student excursions. Other
secondary activities include daily student transportation, small packages and
newspapers transport.


Rural areas are primarily agricultural, remote and mountainous, connected by an
antiquated and ill-maintained road network to regional local centres, thinly populated
and an average per capita income far below national and EU averages. Even though
car ownership is low, private car or pickup truck is the predominant mode of transport
while youth and the elderly patronise public bus transportation.


Daily student transport is funded by the State and is the most significant service offered
to rural areas. Of psychological importance to rural citizens is the delivery of daily
newspapers.


Contact with operators revealed that although awareness about demand responsive
measures available in rural areas throughout Europe is low. Lack of information about
the innovative solutions achieved with the use of telematics does not help. Many
operators expressed their interest to adopt similar services since the existing lines
serving rural areas are not profitable.


Furthermore policy makers and government transportation authorities need to initialise
the process of modification of legislation with the view of liberating the market and
allowing municipalities to offer transportation services.


In conclusion, an improvement of public services is considered as one of the most
significant factors that will stop or reverse the population loss, elevate the available
income, improve the quality of life and revitalize rural areas.


Ireland


The current situation in the Republic of Ireland is likely to change in a number of ways
over the next few years.  There is recognition that new ways of delivering rural
transport services need to be implemented and evaluated.  There is recognition that
new financial arrangements need to be put in place to enable new innovative services
to be implemented and sustained.  There is recognition that the regulatory framework,
within which rural transport services are operated, needs to be altered.  There is also
recognition that all these new developments require a policy framework to ensure a
consistent, coherent and comprehensive approach to rural transport issues and
services.
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Italy


From the institutional point of view transport policy in Italy is specially aimed at the
solution of large transport schemes (for instance inter-city services or congestion of
large urban areas). . The rural transport policy is only operated within the general
public transport framework. So no special attention has been paid to the rural transport
services.


The new Italian law for local public transport (decree of 4 August 1999) is not
considering explicitly the case of rural area while it is mentioning special measures for
low demand areas. Since quite always rural areas imply low demand level, special
measures could be introduced in rural areas.


The new law states the maximum level of subsides is 65% of the operative costs while
35% is from other revenues. In doing that the law does not make difference between
law demand areas and the rest. It could be envisaged that a public transport company
operating only in a rural context can not reach the target. Thus in low demand areas
and in particular in rural areas, the constraint to obtain revenues (theoretically not only
from transport ticketing) of more than 65% of the operative costs addresses the
services to small companies which, bearing lower structural costs, could answer more
efficiently to the budget requirement and could be more flexible in respect to the
demand and the drivers could participate deeply to the agency activity being directly
involved.


Finally some areas of priority underlined in the study are not applicable for Italy
because of legislative constraints or unsuitability of the measure for the Italian context.
For instance the combined freight and passenger transport is not allowed by law:
driving licences are to operate only passenger or only freight transport and the
concession are for passenger public transport; the transport of goods on the buses or
taxis is not allowed unless we are talking about small parcels. Thus the activity has
been concentrated to on-demand services in rural environment.


Netherlands and Germany


Both in The Netherlands and Germany there is quite some experience with transport
services in rural areas, including taxi-sharing, regular or for specific user groups,
although the average population density is very high in both countries, rural areas exist
in the northern, eastern and southern parts.


Some of the systems are widespread across the country. In The Netherlands the
Traintaxi even covers about 70 percent of the populated areas. In Germany the AST is
a uniform service provided almost throughout the whole country. Other taxi-sharing
systems were originally meant for specific user groups, e.g. physically handicapped,
but are now open for regular travellers as well.


Although the telematics provides possibilities for combining trips, integrating different
user groups and cost-savings in automated generation of management information,
payments and reservations is also an essential tool in the "chain mobility" concept.,
users prefer custom-made transport services, which is a burden on integration and
therefore on the benefit-cost ratio of transport services in rural areas. It remains a
challenge how to design the service in a way that it meets the different requirements of
the user groups (e.g. speed, accessibility, areal reach, et cetera).


Finally, the relation between developments in transport and socioeconomical
developments in rural communities is somewhat ambiguous. On the one hand,
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improvements in transport services lead to increased mobility which has a possitive
effect on the social and economical development of a particular region. On the other
hand, socioeconomical development programmes influence the need for transport.
Currently, mainly as a result of the increased emphasis on cost-efficiency, unprofitable
public transport services are abolished and rural communities are becoming more
isolated (especially elderly and people with reduced mobility). At the same time the
post-urban development will lead to changing traffic and transport patterns
characterised by diffuse transport flows between many centres, which are located
nearer to the rural areas.


Spain


Spanish rural transport is challenged by big losses of traditional licenses  mainly
operating in this area (conventional bus and Taxi). Both regional administrations and
municipalities are looking for new directions that depend on the implementation of
deregulatory policies at a national and regional level. We forecast some issues:


1. Increasing the flexibility of conventional line bus services to become wide-area
services which are contemplated in the Transport Act.


2. Improving on-demand transport for some specific services (health, educational,
etc…)


3. Integration of passenger transport with some special services (mainly education)
4. Transforming local taxi services into sub regional services covering wider areas and


supplying a door-to-door quality transport.


Sweden


The rural public transport service is important to enable people stay living in rural
areas. In different regions in Sweden the principals, often with governmental subsidies,
have implemented innovative solutions to make the rural PT service more attractive or
to offer a service at all.


The implementations show positive results in many ways (e.g. socio-economics), which
demonstrate the need of more of these solutions.


United Kingdom


A combination of the legal, regulatory and funding structures in respect of rural
transport in the United Kingdom has resulted in widespread experimentation with
different service designs.


Cost is the major driving factor in service development. This has influenced the
development of approaches which:
• are volunteer organised or driven
• involve co-ordinated purchase, scheduling or operation
• are multi-functional
• replace buses with taxis.


In addition, whilst there is interest in telematics, cost has been a factor in deterring
development in this field. In the absence of national guidelines or standards, there is
relatively little concern with services specifically linked to delivering a certain level of
rural accessibility. This is also reflected in the patchwork nature of much of the deep
rural bus service coverage.







VIRGIL FINAL REPORT Version 4.0 – November 2000 22


3.2. In depth analysis: comparison of key aspects of rural transport
systems


3.2.1. Introduction and objectives


The purpose of the analysis was to study the existing and past practices on rural
access to transport from various European countries. A screening system was
developed for identifying a number of interesting (potential) cases both in the fields of
passenger and freight traffic. Furthermore, the identified potential cases were analysed
in-depth with regard to their operational and financial viability, inputs and outputs
required by them and the legal base for their operation. Finally, a sectoral analysis was
carried out based on the potential cases and national experiences and further research
needs were introduced.


3.2.2. Methodology


The overall analysis was divided into 3 subtasks:


3.2.2.1. Development of a screening system and screening of services


The most interesting and potential cases were identified using a three step screening
system. These steps include pre-screening, a simple matrix and secondary screening.
 
The objective of step 1 (pre-screening) was to identify the feasible cases, which have
been introduced or experimented with in various countries. The criteria for selecting the
feasible cases were:
 
• case complies with the 5 categories (presented in the simple matrix below)
• case operates in rural environment (urban cases are omitted)
• duration of case is long enough so that reliable historical data can be collected on


its operation
 
The objective of step 2 (simple matrix) was to identify the types of activities which the 5
specified categories provide services for in various countries. The following matrix will
identify various possible combinations among the wide range of transport activities
identified.


 Category ����
 


 Regular
services


 On-demand
services


 Integration of
goods and
passengers


 Multi-
purpose
services


 Special
transport
services


 User groups      
 Regular users      
 School children      
 Elderly people      
 Disabled people      
 Trip purpose      
 Hospital trips      
 Shopping trips      
 Work/school trips      
 Social trips      
 Recreational trips      
Table 3. Rural transport categories and target groups
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 As a result of the pre-screening process (steps 1 and 2), a number of qualified cases
was analysed in more detail in step 3. The objective of step 3 was to identify the
potential cases which could be selected for in-depth analysis and which could be used
in sectoral analysis.
 
 The service characteristics of a particular case include e.g. the
 
• operational viability
• use of telematics
• possibility for integrated passenger/freight transport
• applicability
• economic (financial) viability
• geographical coverage
• social viability
• flexibility of service
• technical suitability of vehicle fleet
• training of personnel
• efficiency of reservation and data collection system
• reallocation of labour
• users’ opinion
• marketing
 
 All service characteristics cannot be considered as being equally significant. Therefore,
the service characteristics were assigned weights to describe their significance to each
other. All qualified cases were screened with this weighted system and as an outcome
of step 3, a total “potential index” was calculated which displays the significance of
each case. A threshold of the “potential index” was also defined and all cases
exceeding this threshold were analysed in the in-depth analysis of services and were
also used in the assessment of sectoral issues.
 
3.2.2.2. In-depth analysis of services (cases)


 The purpose of this analysis was to examine the qualified cases from step 3 of the
screening process in more detail with regard to the following tasks:
 
• examination of resource inputs and service delivery outputs
• identifying the legal base for the operation
• compiling of detailed information on the use of telematics
• compiling of detailed information on experiences of integrated passenger/freight


transports


3.2.2.3. Assessment of sectoral issues


 The purpose of this analysis was to provide an examination of relevant issues based
on all identified cases as well as on national experience. The relevant issues to be
analysed included:
 
• contribution to the use of telematics and demand-responsive systems
• contribution to the solutions for combined freight and passenger transport
• multipurpose transport services between administrative sectors
• contribution to the socio-economic development of rural areas
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3.2.3. Main results and conclusions


3.2.3.1. Screening process


The screening process was extensive. The following table provides a summary of the
number of cases collected from each country at different steps of the screening
process.


Country Number of cases
Initially


collected in  WP
1


Selected after
steps 1 & 2 of
the screening


process


Selected after
step 3 of the


screening
process


Finally
selected for


in-depth
analysis


Netherlands 14 6 4 3
Germany 13 5 1 2
Spain 11 4 2 2
Greece 3 1 1 1
Belgium 10 6 3 3
France 6 2 1 1
Finland 12 9 3 3
Italy 5 3 3 3
United
Kingdom


21 10 6 7


Ireland 2 1 1 1
Sweden 3 3 2 2


TOTAL 104 50 27 28
Table 4. Cases screened and selected per country


As a result of the secondary screening process, a total of 27 cases were selected for
the in-depth analysis. The qualified cases were divided into three groups. Group 1
includes the best 20 cases according to their “potential index”. It was also decided that
the best example (case) of every country involved was included in the in-depth
analysis, even if it did not make the best 20 cases. Consequently, group 2 lists the best
examples of cases in those countries. Finally, group 3 includes three cases, which
were of special national interest and thus were included in the in-depth analysis. Two
additional cases were included in this group for in-depth analysis as having special
national significance. The following table shows the qualified cases for in-depth
analysis by category after the secondary screening process.


The categories are:
1. regular services
2. on-demand services
3. integration of goods and passengers
4. multi purpose services
5. special transport services
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Group 1: Best 20 of from screening, step 3


Rank Case Country Category
1 Transport Co-ordination Service TCS/Devon UK 1,2,3,4,5
2 Siilinjärvi service line Finland 2,5
3 Meertaxi Haarlemmermeer Netherlands 2,4,5
4 Nilsiä service line Finland 2,3
5 Mobimax Achterhoek Netherlands 5
6 Belbus Meetjesland Belgium 2
7 65 Special service UK 1,2
8 InterConnect 6 Service UK 1
9 Taxiplus Oldambt 1 Netherlands 2,4,5
10 A.D.A.P.T Brokerage Scheme UK 4
11 Traintaxi Netherlands 2
12 Ringbuss in Höör Sweden 2
13 Videobus by ATC Italy 2
14 Belbus Veume-Roesbrugge-Haringe Belgium 2
15 Prontobus Alta Val di Nure Italy 2
16 Terni area Italy 2
17 Monari Finland 1,3,4,5
18 Kuxabussar Sweden 4,5
19 Cheshire Rural Rider UK 4
20 Allarbus Spain 1,4


Group 2: Best example of country (if not included in
group 1)


1 Small packages service of KTEL of Magnisia Greece 3
2 AST Dülmen Germany 2
3 Taxitub France 2
4 Lisdoonvarna Feeder Service Postbus Ireland 3


Group 3: Case of special interest


1 Metro Rural Parcel Bus Service UK 3
2 L'Alt Urgell Spain 2
3 TaxiBus Lüdingshausen 2 Germany 1
4 Buurtbus van Peer Belgium 1


5 Border Courier 4 UK 3
Table 5. Best cases found after the selection procedure


                                               
1 Case dropped from the in depth analysis due to overlapping with other cases
2 Case included in the in depth analysis due to special national significance
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3.2.3.2. In-depth analysis


The in-depth analysis is based on the selected, potential case studies with regard to
the following relevant issues.


Resource inputs and service delivery outputs


The number of vehicles varies a lot between the cases depending on the areal extent
of cases. Some cases (e.g. Belbus Meetjesland in Belgium, Videobus in Italy, Nilsiä
Service Line in Finland) are clearly built on one operator with one or few vehicles for
serving the specified needs of transport. In these cases, all services are taken care of
by the same operator and vehicles which are often committed to the service for the
whole day. Sometimes, there can be supplementary services if the capacity of the
ordinary operator is not sufficient.


Conversely, a number of cases (e.g. TaxiBus Lüdinghausen in Germany, Mobimax
Achterhoek in the Netherlands, TaxiTub in France) is served by a certain kind of pool of
operators (e.g. taxi centres). In these cases, the operator and vehicle could be selected
according to the reservations and needs of transport. On the other time, the operator
may serve other customers.


The capacity of the vehicles varies from conventional taxis with 4 seats (e.g. Traintaxi
in the Netherlands, TaxiBus Lüdinghausen in Germany) to normal-sized buses. A
conventional taxi is useful for example in feeder transport when passengers are
collected to the main lines of trains or buses. However, in most cases (e.g.
Lisdoonvarna Feeder Service Postbus in Scotland, Siilinjärvi Service Line in Finland)
the larger taxis with 8 seats are utilised, which enable a more versatile use of vehicles.
Respectively, the use mini or midi-buses with a capacity of 10 to 35 passengers is very
common (e.g. Siilinjärvi Service Line in Finland, Allarbus in Spain). The benefits of this
size of buses include e.g. some savings in investment and operating costs, serviceable
size for operating in areas with narrow roads, more direct contact with the driver and
better accessibility of the bus especially in the case of low floor vehicles etc.


In most cases the service is taken care of by “one vehicle and one driver” –principle. In
a few cases (e.g. Cheshire Rural Rider in England) there is also an attendant in the
vehicle for attending to children and elderly people. If the TDC is used in the case, it
will naturally require more personnel.


More personnel is also required if the daily and weekly operating time is long. In
studied cases, the daily operating time varies between 5 to 19 hours. In most cases,
the operation is running 5 or 6 day a week. Vehicle-km/vehicle is mostly between 200
and 300 km per day.


The number of passenger trips per day varies a lot depending on the type of service.
Usually the daily number of passengers per vehicle varies between 10 to 125
depending on the type of service. The exact number of passengers per vehicle is
difficult to calculate due to varying number of vehicles in some cases. In most cases
the development of the number of trips has been positive. Cost per trip varies between
1,7 to 11,58 Euro per trip and the cost coverage from revenues is between 0 and 65 %
of costs depending on the fare policy of the case. Some of the cases (e.g. TaxiBus
Lüdinghausen in Germany, Transport Co-ordination Centre/Devon in England,
Kuxabussarna in Sweden, TaxiTub in France) have brought savings in municipal costs.
On the other hand, the cases with increased costs have usually significantly improved
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the level of supply of rural transport services (e.g. Belbus Meetjesland in Belgium,
Siilinjärvi Service Line in Finland)..


Legal base and preconditions for operations


A normal licence for taxi or bus service is usually needed for rural transport services. In
some cases  (e.g. Belbus Meetjesland in Belgium, KTEL Combined Passenger/Freight
Service in Greece)  the service is provided by the region-owned transport company as
a monopoly and no special license is needed. In cases where the license is needed
(e.g. Lisdoonvarna Feeder Service Postbus in Scotland, Taxibus Lüdinghausen in
Sweden, Siilinjärvi Service Line in Finland, Videobus in Italy, Mobimax Achterhoek in
the Netherlands), the validity period varies between 1 and 10 years or the validity is
depending on the contract of the service. The license is usually granted by a regional
or central authority, in some cases by a municipal authority.


In most of the cases some kind of competitive bidding is in use and generally the
bidding is open for any licensed operator. The length of the contract varies from one
year to 5 years. The price is important for the evaluation of tenders but also the
capacity, age and other standards (e.g. environmental) of the vehicles are sometimes
taken into consideration. Safety regulations for the operations are the same as in
normal taxi or bus services.


Use of telematics


The use of travel dispatch centres (TDCs) is quite usual in most of the selected cases
(e.g. Belbus Meetjesland in Belgium, Siilinjärvi Service Line in Finland, TaxiTub in
France, Videobus in Italy, Mobimax Achterhoek in the Netherlands). However, in some
of the cases the reservations are made by mobile phone directly to the driver (e.g.
Metro Rural Parcel Bus and Transport Co-ordination Centre/Devon, both in England ).
The use of computers with special software is in use in most of the cases where the
TDC is utilised. Most of the TDCs are manned but in some cases the TDC is
completely automatic (e.g. TaxiTub in France, Videobus in Italy). Electronic ticketing
systems are also quite common. Special software is also in use or planned to be in use
in some cases for the routing and positioning of the vehicles (e.g. TaxiTub in France,
Videobus in Italy). In most of the cases, contact to vehicles is managed by mobile
phones. Real-time information for passenger is still quite uncommon.


Experience on integrated passenger and freight transports


Experiences on integrated passenger and freight transports in studied cases are very
rare even if it would be possible by the regulations. The integration is to a small degree
in use only in Greece, Finland, Ireland, Spain and Sweden (e.g. KTEL Combined
Passenger/Freight Service in Greece, Nilsiä Service Line in Finland, Lisdoonvarna
Feeder Service Postbus in Scotland, Allarbus in Spain, Kuxabussarna in Sweden).


3.2.3.3. Sectoral analysis


The sectoral analysis is based both on national experience as well as the selected
case studies with regard to the following relevant issues.
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Telematics and demand-responsive systems


Generally, the use of telematics in the demand responsive rural transport services is
still at a development phase, especially with regard to map and route applications and
the use of other software. On the other hand, the use of mobile phones is very
common. It has often been considered in smaller rural municipalities that the demand
responsive services can for the most part be managed manually with the help of mobile
phones. Mobile phones can also be used in an instant diversion of the route of the
vehicle.


The need of telematics is largely dependent on the need for flexibility of the transport
service. Regular public transport with a fixed itinerary and timetable is less dependent
on telematics. Transport services such as the demand-responsive systems, use
telematics because of its need to be flexible towards routing, timetable and stops.
Moreover, demand-responsive services, which also integrate different user groups,
benefit from the use of telematics, especially when two transport companies co-operate
to provide door-to-door services beyond one service area.


Telematics has a main influence on the benefit-cost ratio is through cost savings.
These savings can be gained through efficient trip combinations between different
door-to-door travellers (no empty rides). Also, telematics can provide cost-savings in
terms of reduced travel times and shortest route calculations using real-time
information systems such as GPS. Furthermore, savings can be gained through
automated generation of management information, ticket pricing, payments and
reservations (both in terms of time and personnel). Benefits are gained when the use of
telematics leads to an increased number of passengers.


Clearly, telematics provides possibilities for combining trips, integrating different user
groups and cost-savings in automated generation of management information,
payments and reservations. Also, telematics is an essential tool in the "chain mobility"
concept. However, different user groups and travel motives demand different types of
services and as a consequence users prefer custom-made transport services, which is
a burden on integration and also on the benefit-cost ratio of transport services in rural
areas.


Combined freight and passenger transport


There are plenty of possibilities that have not been used in combining the passenger
and freight transport services. Before a freight/passenger transport combination can be
fully developed, conditions should be established which make such a system attractive
to private and/or public operators. First, an efficient matching system between the
needs of freight and people movements should be developed. Through the demand
responsive systems, even more infrequent combinations of passenger and freight
transports could be developed. Furthermore, the coordination of freight transports
between the regular bus services and the various service line concepts could be
improved e.g. in picking up / delivering the goods or introducing a limited shopping
delivery service.


The legal framework can then be developed by showing the advantages to both
presently segregated sectors. The most profound impact of a change in legislation
would be the liberalisation of the entire operating conditions for freight transport. This
will also require incentives to new companies which are specialised exclusively to
combined freight and passenger transport services in rural areas.
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In financial terms, it would be necessary to evaluate the market size for passenger and
freight and also to make revenue and expenditure projections. New entrants could find
it a difficult market to break into and are likely to meet with strong resistance from
existing courier firms/providers.


The integration of freight and passenger transport is especially important in longer
travelling distances where the benefit to co-ordinate the two different kinds of services
can effectively balance the costs to manage the integrated transport (terminals, special
vehicles, goods handling costs, additional costs to manage integrated transport, etc.).
An important aspect with regard to integrated transports is the fact that using “Freight
bus”-type of arrangements as in Sweden and Finland the companies/customers can
actively contribute to a better environment. No extra resources of transports need to be
put in for the transport of goods. The journeys are carried out co-ordinated by timetable
in the existing rural service.


Nevertheless, integration between goods and passenger transport could be very
promising and therefore it is important to carry out further research on the opportunities
and threats of integration.


Multipurpose transport services between administrative sectors


These types of integration strategies are poorly developed at European level. Some
countries are ahead in this sense as with other measures. Even though very few
applications can be transferred directly between countries, given the legal constraints,
there are useful lessons to be learned in general:


• Consolidating the legal or administrative responsibility for transport services under
a single body would facilitate integration. It seems like the municipal level of control
is best suited for such a task.


• School transport has the greatest potential for the development of integrated
measures: it is not technologically demanding and at the same time it is widely
provided all across Europe.


• These measures normally require management centres to function properly. In this
sense one can take advantage of the organisational structure already established
for special services, such as health or social, to save cost and improve efficiency.


Rural transport services and socioeconomic development


The interaction between transport services and socioeconomic development in rural
communities is somewhat ambiguous. On the one hand, improvements in transport
services will lead to increased mobility which have a positive impact on the social and
economic development of a particular region by encouraging the relocation of people
and additional small enterprises.


On the other hand, socioeconomic programmes influence the need for transport.
Improving rural transport services is seen as a development and wealth redistribution
policy. On the development side, the policy gives traditionally isolated areas potential
mobility not dependent on the private vehicle. With respect to wealth redistribution, the
policy favours public transport “captives” and “poor” demand segments, such as elderly
people, young people and other non-car users or owners. Thus, this emphasises the
role of rural transport services as a rural development tool. However, in the rural areas
with a high car ownership ratio  the market share of rural transport is too low to
generate significant impacts, but are rather a tool to improve local accessibility at a
reasonable price.
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The assessment is also influenced by the fact, as to which extent the cost-efficiency of
transports can and will be measured. With regard to combined transport in particular,
the comparison of costs should be done in relation to the so-called alternative modes of
transport so that all costs are examined. This sets special requirements on the
economic calculations of several organisations in public administration.


As most of the rural transport services already consist of subsidised transport systems,
the state financing possibilities for supporting public transport services will also be
limited in the future. As a result of the increased emphasis on cost-efficiency,
unprofitable public transport services are ceased and rural communities are becoming
more isolated, especially for their elderly and disabled residents. At the same time,
post-urban development will lead to changing transport patterns. Consequently, it is
difficult to forecast the future development. It cannot, however, be denied that
improvements in transport services will have a significant impact on the economic and
social development of rural communities.


3.3. User needs in rural transport


3.3.1. Introduction


The consultation with key stakeholders moved the work of the VIRGIL Project from the
past into the future.  In the earlier phases of VIRGIL, rural transport databases were
developed and selected schemes were studied in depth.  In this phase, key
stakeholders were surveyed and interviewed to identify their needs, from which future
action research proposals were developed in the final phase of the project.


3.3.2. Objectives


The main objectives of this phase were to:
• consult with key stakeholders in order to have a clear idea of their opinions on rural


transport policies, strategies and needs, as a basis for proposals for future action
research


• prepare a report on rural transport problems and needs, setting out the need for
research, which will form the basis of the development of proposals for action
research projects.


3.3.3. Description of activities


 This phase of the project consisted of three specific activities:
• Identification of key stakeholders
• Surveys and interviews with key stakeholders
• Drafting a document on future transport research needs


3.3.4. Identification of key stakeholders


 In order to identify the key stakeholders, it was necessary to determine the types and
nature of services used and activities undertaken by rural dwellers and who is
responsible for providing, managing and organising them.  All partners participated in
this activity.  Initially this involvement included a workshop during the partner meeting
in Madrid, September 1999.  This workshop consisted of a brainstorm session in order
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to ensure that we identified all rural services and activities and the people and
organisations, which plan, manage and provide the services or activities.  This resulted
in determining that the range of services and activities might include the following:
- passenger transport (interurban and local);
- deliveries and courier services;
- agriculture, fishing, mining, forestry, tourism and recreation;
- general stores (food, hardware, farm supplies);
- schools and training facilities;
- light and heavy industry;
- administration;
- postal services;
- banks and other financial institutions (credit unions, building societies);
- libraries, including mobile ones;
- social, community and sports centres;
- religious worship;
- military, including bases and firing ranges;
- hospitals and medical centres;
- leisure and entertainment centres.


The key stakeholders therefore might include:
- rural development agencies
- transport operators
- national and regional government
- local authorities and public agencies
- other public service providers (e.g. hospitals, education, post, police, military)
- financial institution (e.g. bank, credit union, building society)
- farmers’ organisations
- employee representative organisations
- chambers of commerce
- business associations
- tourism providers
- religious organisations
- community and voluntary initiatives, including people with special needs
- operators of leisure facilities.


3.3.5. Administration of the surveys


Sets of stakeholders were identified in each country and asked to participate in the
survey, which was undertaken by postal questionnaire and structured interview.  In
order to ascertain fully future research needs, it was agreed that partners consult with
stakeholders in two separate regions.  These were selected on the basis of one with
good local transport provision (5 categories and /or telematics use) and one with poor.
In each region 25 stakeholders were surveyed using the postal questionnaire. These
25 were selected to ensure a representative sample from each of the above categories
of stakeholder. In addition, at least 3 stakeholders with a regional overview were
interviewed in each region using the structured interview survey.  The consortium also
selected at least one organisation or expert per partner country for an in-depth
structured interview, and as such gather expert opinion on a face to face basis.  It was
important to bear in mind that transport in rural areas is likely to be more an aspect of
rural development than of transport per se.
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3.3.6. Conclusions


3.3.6.1. Policies, strategies and programmes


The current situation with regard to rural development and rural transport varies widely
across the countries and regions represented by the partners in VIRGIL. These variety
shows how complex and multi-faceted rural communities are and that there is not a
common understanding of how to tackle the inter-related issues and problems
associated with rural development and access to services, activities and facilities by
rural dwellers.  At the beginning of the VIRGIL project it became apparent that there is
no point in trying to define ‘rurality’ in absolute terms; villages of 5,000 inhabitants in
the UK or The Netherlands would be considered to be medium sized towns in the west
of Ireland; the dispersed settlement patterns in the north of Scotland, Sweden and
Finland are very different to the dispersed settlement patterns of central Italy.


It is possible, however, to identify common aspects amongst the policies, strategies
and programmes currently in place and under consideration.  The key ones with regard
to rural development are the importance of maintaining the level of the rural population
and to ensure that viable economic and social activities remain located within rural
communities.  This is reflected in the equality policies in Finland, the ‘basic mobility’
policy in Belgium and the ‘rural proofing’ policy in Ireland.  The location of business
parks in rural areas of The Netherlands and the “Idé Smedjan” in Sweden, which
enables individuals to study courses from a wide range of educational institutions
throughout Sweden without having to leave the area and which supports training for
local enterprises, through the use of ICT – Information and Communication
Technologies, are further examples of approaches to ensuring the viability of rural
areas.


The earlier phases of VIRGIL have already indicated the wide range of transport
service types in rural areas throughout Europe and the broad policy and legal
frameworks within which they are operated.  The consultation with key stakeholders
has drawn out the transport policies, strategies and programmes at local, regional and
national levels in the VIRGIL partners’ countries.  Again, there is a wide variety
amongst the countries concerned, ranging from the comprehensive approach in The
Netherlands with minimum levels of service for different sizes of population to the
interurban networks operated mainly by public companies in Greece and Ireland where
there are a few very local rural transport services.  In both Sweden and Finland, a key
trend in the provision of rural transport has been the integration at local level of
transport services for different groups in the population (school children, social welfare
clients, the general public) and the use of telematics to assist in the scheduling and co-
ordination of local services.  Such services give a major role for taxis, which also
feature strongly in rural services in Spain.


Another major trend relates to the way in which public transport is organised and
financed.  This is reflected in the delegation of responsibilities for planning and
purchasing of public transport from the national level to the regional and local levels.
This is particularly noticeable in Sweden, Finland, The Netherlands, Italy and Belgium,
although this situation has existed in Britain for over twenty years in one way or
another.  This contrasts starkly with the situation in Ireland where the main public
transport operator is still owned by the State at national level and the State at national
level is responsible for licensing and financial support.  The decentralised approach
has also caused the regional and local authorities to consider the potential for a more
co-ordinated approach to the planning, purchasing and delivery of a range of
passenger transport services (not just those for the general public) in rural areas, as
described above.  This approach has also enabled local communities to become more
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involved in the delivery of local transport services.  Examples of this are very evident in
Britain with specific regulations for the operation of Community Buses and the
development of local transport partnerships and also in The Netherlands, where
Buurtbuses driven by volunteers are integrated into the public transport networks and
timetables.


The decentralised approach has also involved services being secured under contract
following a tendering process, either on a network basis, as in Belgium, The
Netherlands, Sweden, Finland and Italy or on a route/service basis for non-commercial
services, as in Britain.  In the case of the latter, this process has been in force since
1986, and there are some worrying recent developments, where contracts are being re-
tendered.  Local authorities are finding that the cost levels being submitted by
operators are much higher than in the previous contracts.  So, although in the first 10-
15 years following deregulation, the levels of subsidies may have been reduced or held
steady, the future scenario is of ever increasing levels of subsidy to maintain the
current services.  This is despite the major input of financial support from Central
Government specifically for new rural services over the past two years.  Given that
countries, which are following the policy of tendering for transport services, see this as
a way of reducing the overall levels of subsidy, for example from 85-90% down to
below 65% in Italy, it is important to bear in mind the British experience.


3.3.6.2. Future transport research


Some countries suggested transport research topics, which others might consider to be
“too advanced” or even somewhat “esoteric”.  This is related in particular to the use of
telematics, which in the case of Finland and Sweden is a key aspect to their
communities attempting to improve co-ordination and integration of different providers
in connection with a variety of trip purposes.  Whereas countries such as Greece and
Ireland are starting from a position where there is little very local transport of any sort in
rural areas and virtually no integration or co-ordination similar to that in Sweden and
Finland.


It is clear that the environment in which rural transport operates is undergoing major
changes, both in the context of rural development and the policies and programmes for
public transport.  These changes will impact upon the levels of service in rural areas
and the travel behaviour of rural dwellers, which in turn will impact upon the demand for
transport and therefore the levels and types of service available to rural dwellers.  So, a
key aspect of the need for future research will be to concentrate on determining
demand, including latent demand, identifying the wide range of people and trip
purposes and designing appropriate levels of service and types of service.


The future research related to these issues will have to include:
• the ways in which very local services can be integrated more effectively at local


level and how they complement and interchange with longer distance (inter-urban)
services


• the licensing environment for demand responsive services and the ways in which
taxis can be incorporated into demand responsive service operations


• the institutional, legal and administrative barriers and implications associated with
multi-functional cross-agency services


• the role of telematics, especially the thresholds at which different levels of
sophistication are required (building upon the experience gained in the SAMPLUS
project for example); this applies to the scheduling and management aspects for
the operators and the information and booking aspects for the users
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• designing more user friendly facilities, from bus stops through to local interchanges,
as well as vehicle and service accessibility


Particular attention will have to be paid to the more sparsely populated areas, as they
are likely to lose out in the new environment, in particular where there is an attempt to
maintain the existing services and networks for more populous areas, such as urban
fringes and along the main inter-urban routes.


3.4. State of the art of telematics (ICT) (completely reviewed section)


3.4.1 General state of the art for telematics


When considering an increased usage and development of telematic applications into
the rural public transport system it is important to identify the ability of the different
European countries to access and absorb information and information technology.
Without a mature level of technology awareness in the country, high-developed
telematic applications will be of no use. The most suitable type of application can only
be estimated if the general state-of-the-art for telematics in respective country is
evaluated.


For the purposes of this analysis, we have considered that the term “telematics” (ICT,
Information and Communication Technologies) includes all elements related to
computing and telecommunications applied to the supply of or the demand for public
transport.


3.4.1.1. Access to computer


Among the countries of the VIRGIL project there exist great disparities concerning
access to PCs both at home and at work. The Nordic countries have reported the
highest rates that in Sweden reach the 73% of the population, while in Ireland 41% of
the population has access to a personal computer and in Italy the number drops to
11,6%. At the household level similar differences occur, with a high 49.5% of the
Swedish, 45% of the Dutch and 42% of the Finnish households having access to a PC.
In Greece only 10% of the households have access to a PC.


3.4.1.2. Access to mobile phone


Nordic countries were the pioneers in adopting mobile telephony. Today, while these
countries exhibit the higher rates of ownership, the rest of Europe catches up and the
gap is narrower. In fact, the rate is explosive everywhere: in the Netherlands by the end
of last year usage increased from 20 to 45%, in Italy for the first time were more than
20 million devices (increase 68%) in use last March and in Ireland reached the 54%.
Finland, clearly the most mobile of the European countries, with 58% of inhabitants and
76% of the households owning a mobile phone, experienced a growth of 38% in 1998.


3.4.1.3. Access to Internet


Europe was not as fast as the US and Canada in accepting the Internet as a new
medium of accessing information, entertainment and commerce. Only today, European
countries are experiencing the explosive growth of the Internet and a transformation of
the traditional way information is transmitted and transactions are conducted. Again in
the Nordic countries, the highest rates of usage are encountered. In Sweden, 49% of
the population between the ages 12 and 79 uses the Internet while in Finland 22%.
Internet usage is comparatively high in Ireland where 28% of the inhabitants are users
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and drops to around 20% in the Netherlands and 7.9% in Italy. Finally, only 4% of the
Greeks use the Internet.


3.4.2 State of the art for telematics in public transport


The following overview is a state of the art for telematics mainly in rural transport
accompanied with extended references to urban transport. Since the market for rural
transport is very small, all technological innovations are first implemented in the far
bigger urban market. Where appropriate, the potential for transferability of telematics
from urban to rural transport is examined. It is important to possess the current state of
the art to be able to identify further research needs or discuss the transferability to rural
transport.


3.4.2.1. Ticketing


Price structure, mechanisms of ticketing, ways of purchasing and physical
representation are very different from country to country.


A national system that has uniform ticketing in all modes of public transport is still not
realised anywhere in the world. In the countries participating in the VIRGIL project,
differences and similarities exist on the national level. Rural transport in general follows
the trends of mass public transport in a smaller scale, but there are some notable
exceptions and some methods of ticketing that are not applicable outside of urban
centres.


• In cities and rural areas


In each country the predominant model is that each operator utilises its own ticketing
mechanism and does not accept tickets from a different operator. This model is based
on the geographical area of coverage. The only country where an almost national
system exists is the Netherlands where the National Tariff System covers the whole
country when regular transport is used irrespectively of urban or rural location. Sadly
this universality in the Netherlands breaks down in cases of demand responsive rural
systems that are of main interest here. (For example "Meertaxi" or Mobimax use a
different pricing and ticketing system). A national system also exists in Finland in the
form of the smart card. This is the most noteworthy attempt to establish a national
unified system of ticketing that covers both urban and rural areas. Today the national
card system co-exists with other regional or local card systems that are in use.
A slightly different model (used in Sweden and Belgium) allows the main provider of
public transport to a regional level to establish a uniform ticketing system. This is the
case of each county in Sweden and the Flanders and Wallonia regions, where the
same system is used in urban and rural locations. Still, the systems are not unified on a
national level.
The wide fragmentation of the transport market in England that was a result of the
liberalisation of the market has not allowed different and competing operators to utilise
a common ticketing scheme. In most cases there are different operators in urban and
rural areas.
The situation is similar in Spain, Italy and Greece where every operator has a separate
ticketing mechanism for the areas served resulting in a different ticketing schemes in
rural and urban settings.
In reality, only the smart card technology offers a reliable mechanism for the
establishment of national ticketing systems. These efforts are under way in Finland,
Sweden and the Netherlands and they are planned to cover both urban and rural
areas.
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The practice of discounted ticketing for certain user groups is universal irrespectively of
urban or rural setting; children, adolescents, students, handicapped and the elderly pay
less than the standard ticket price or travel for free (in some areas in Flanders
everybody under 12 or over 65 travels for free). Discounts are also universally realised
in return tickets, multiple ticket cards and monthly cards. In Finland and Sweden
another type allows the loading of a certain amount money and travel until the
exhaustion of funds. (Magnetic in Sweden, smart card in Finland). The wider
acceptance of the smart card in Finland enabled the creation of different ticket types,
such as regional tickets, off-peak tickets and student tickets.


• On buses


In rural areas on bus ticketing concerns only the case of regular bus service.
In almost all countries it is possible to buy tickets on-bus and off-bus. The only
exception is Greece where it is not possible to buy a ticket on-bus in urban areas. On
the other hand off-bus ticket buying is not common in the United Kingdom, with the
exception of London and Birmingham.
Stationary electronic ticket machines are widely used everywhere in Europe, but are
mainly targeted at urban areas.
Today the existing types of ticketing include paper, magnetic stripe on paper or on
plastic, contact, contactless and dual contact/contactless smart cards.


• Smart cards


Smart cards offer tremendous possibilities in cost savings, ease of use and passenger
overall comfort that we feel that deserve special mentioning. It is a technology used
today almost exclusively in urban centres but will also make inroads to the less
sophisticated rural areas.  Smart cards are plastic cards with an embedded chip and
are widely used as telephone cards, SIM cards for mobile telephones, for security
identification and for vending.
Contact cards require that the card to be inserted in a special reader machine for the
transaction to take place. Contactless cards have embedded a radio-transmitting chip
that communicates with a receiver in the terminal. The cardholder just waves the card
in front of the terminal to complete the transaction. Contactless cards are ideal for
public transport applications where speed is important and can save time for the
boarding passengers. The cards are reloaded with funds in special terminals or in ATM
machines.


Smart cards also are gaining acceptance in public transport systems, so far mainly in
urban systems.
Wit regard to rural areas today smart cards are used regularly in Finland where the
national smart card is based on the contact system and in two counties in Sweden
(Uppsala and Luleå). There is a number of undergoing pilot projects in the Netherlands,
one in Groningen with dual contact/contactless smart cards and the other in Zeeland
with contact cards that can be reloaded through an ATM machine. Also operators in the
U.K. and TEC in Wallonia (Belgium) plan to introduce regional smart card AFC
systems.


What makes the use of smart cards so attractive is the fact that can be used to store
personalised information and other relevant data. This is exploited in multi-purpose
smart cards that can be used to access services as the city card in Finland that can be
used for instance as a library card and to pay health charges.
Finally there is experimentation in using smart cards to pay taxi fares in the
Netherlands and in Finland (urban and rural obviously)
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• In taxis (Both urban and rural)


The more common form of payment for taxi services is cash and credit card.  A special
charge card geared to taxis has been introduced in the UK, while 80% of taxis in
Finland accept a nation-wide magnetic card. Smart cards will be accepted in taxis in
Finland in the near future.


3.4.2.2. Information on the vehicle


• Route number and destination


Route number is displayed on front of the buses in almost all public transport systems
and the same information is displayed on the side or the back of the bus in the majority
of the systems. In rural areas this imformation is more common on regular service bus.
This is common with local buses that may also serve a rural area, trams and some
local trains.
Destinations are displayed also at the same positions in most urban systems and on
long distance buses and trains. LED displays are commonly in use.
The county of Skåne (urban and rural areas) has  a telematic information system that
feeds route information to the display.


• Next stop on display and in audio


These systems are becoming widespread throughout Europe, but in urban areas nearly
exclusively.


3.4.2.3. Information at stops


• Real time information at stops


The time of the next arriving bus is a very useful information for passengers waiting at
bus stops. The system is currently in use partly in urban areas only. Use in rural areas
has not been reported yet, although there are plans for the system to be deployed in
the Dalarna County in Sweden and Essex County in the UK.


A medium very appropriate for the presentation of this information is the Internet. In
fact, the same screens that are produced at the traffic control centre can be transmitted
over the Internet. Usually a GIS software package is used allowing the user to perform
map operations (zoom, pan etc). This information is not available for rural areas with
the exception of the Cape Cod project3 in the US. On the relevant site, the location of
all buses for all lines and their direction are presented inside an area the user selects
together with the time that the position was registered. The main drawback of the
system is that it is not possible to calculate the time of an arrival of the bus at a given
stop; the speed of the vehicle can be approximated by its position on the map.


An interesting proposal is to deliver real time information to bus stops exploiting cheap
mobile telephone technology and the feasibility will be examined in an experiment in a
rural area of Lancashire. Another proposal coming from Belgium mentions the
development of a system that will deliver similar information to mobile phones.


                                               
3 http://geolab.moakley.bridgew.edu/scripts/esrimap.dll?name=capeavlmapper&Cmd=Map
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• Timetable information at bus stops (no real time)


Printed timetables are universally present at bus stops in urban areas. This information
usually concerns the line that passes from the stop and sometimes fare information
(UK). In bus stations information is occasionally presented on television screens that
are passive displays.
In rural areas printed timetables are mostly rare with the exception of central villages
that are major interchanges. The large majority of bus stops of rural areas throughout
the Netherlands and in the Flanders region (Belgium) are equipped with printed
timetables.


• Loudspeakers at bus stops


Loudspeakers at bus stops announcing the arrival of the bus are almost completely
absent with the exception of some stops close to train stations in the Netherlands.
Noteworthy is an experiment in the UK with "talking bus stops" to assist the visually
impaired.
More common is the use of loudspeakers in bus terminals.


• Help for disabled at bus stops (connection to dispatch or information centre)


At the present time help for the disabled at bus stops is available only in Sweden in the
form of measures that improve the accessibility: higher platforms, special flagstones to
guide blind passengers, pictograms for simplified information. This system is present in
rural villages, but hardly outside the villages. Low floor buses are also widely in use
everywhere and in Sweden there are buses equipped with external speakers
announcing the arrival of the bus.
Requests for help to the dispatch centre from stops are not possible anywhere with the
exception of a limited number of urban locations in the UK. The driver provides help to
embarking and disembarking disabled passengers in Finland, unless an aide is
available on board in some special service lines. This is the case in both rural and
urban areas.


• Other forms of information dissemination


Operators have established telephone centres that can be reached for timetable
information and in Spain, the Netherlands and Germany also provide help to plan a
complete optimal itinerary. Most of these centres use human operators although
automated ones are gradually introduced. The number of cases is limited however and
– even if used in rural areas – the system is not designed for the rural market as such.
The quoted countries cover all types of public transport, including rural transport. In the
Netherlands, specific rural transport schemes, such as collective taxis, demand
responsive buses and multipurpose services are fully integrated in this information
system. Operators provide assistance to make the necessary bookings for the demand
responsive and multi purpose services.
A recent development is that information about schedules, routes, frequencies of
service and static maps are available over the Internet. An increasing number of
operators establish a WWW presence through a site in every country. Some of these
allow queries that help the passenger to assemble an itinerary. Examples are the
Railtrack site that provides information for all train operators in the UK and the site of
the National Express coach operator that also allows booking and purchasing of tickets
on-line. Internet terminals are available for passengers at 3 stops in Liege in Belgium.
There is a plan to install enquiry terminals in village post offices in rural Lancashire.
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Security concerns about on-line purchasing of tickets are voiced by the Government of
the Netherlands, where an otherwise forward looking policy about traffic information
provision has been promulgated. Government commitment for national traffic
information availability through telephone enquiry has been also expressed in the UK.


Also, WAP experiments have been introduced (e.g. in the city of Oulu in Finland) for
delivering timetable information, although this is not real-time information, yet.


At present time these services concern mostly long distance inter-city travel, but these
methods of supplying information can be used for rural transport as well assuming that
their cost will drop.


3.4.2.4. Traffic control


• On line/ real time


Traffic control centres monitor the movement and the position of the vehicles in the
system in real time. These are used by public operators – mostly in urban centres –
that need a constant flow of information for the operation of the system without delays.
The Traffic Control Centre is in position and has the authority to modify the movement
of the vehicles in a case of an accident or other failure, dynamically adapt the capacity
of the network by adding or subtracting vehicles and generally has the operational
responsibility for the transport system. In rural areas similar systems are not met with
the exception of one county in Sweden that plans the deployment of a real traffic
control system in every rural and urban area served.
About 50 % of the taxis in both urban and rural areas in Finland are co-ordinated by
computerised dispatch system and the positioning of taxis are done manually by the
drivers. However, an automated positioning and information delivery system has been
already adopted in the Lahti region in Finland.
A number of on-demand services examined in the VIRGIL project keep track of
vehicles in real time. Some of the on-demand services track the vehicles used in real
time, as is the case with "Belbus" in Belgium. Also most on-demand services in the
Netherlands use some method of real time control.


Generally a fully integrated system of traffic control has the following components:
On the vehicle side: A system that calculates the geographical co-ordinates of the
vehicle in real time, sensors that collect other data about conditions on the vehicle
(ranging from engine temperature to ticketing data, odometer readings, and door
operation), a computer that collects all data and prints reports or messages from the
centre or is connected with a display device and a communication device that transmits
and accepts information to the Traffic control Centre. Additional there can be voice
communication between the driver and the centre either over radio or with a mobile
phone.


On the Traffic Control Centre side there is also a communication device that is capable
to broadcast information to all vehicles or engage in synchronous transfer of data with
more than one vehicle (multi-channel). Computer systems that plot the position of the
vehicles on an electronic map, process the data accepted and aid the decision making
process by scheduling vehicles or assigning vehicles to routes in real time. Also these
systems keep and produce statistical information about the operation of the system.


Also noteworthy are a series of measures that implement selective vehicle priority.
These measures are exclusively used in urban transport and in the majority of cases
are bus priority or trolley bus/tram priority measures.
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• Number of vehicles in the system


The number of the vehicles in a traffic control system varies widely in practice


• Type of vehicles in the system


In urban areas the vehicles are buses, trolley buses, trams and light rail. In rural areas
where real time traffic control is exclusively used in conjunction with on-demand
transport systems, the vehicles are minibuses and taxis.


• Positioning system


GPS is the system of choice for the determining the position of vehicles in real time.
The system requires direct line contact with at least 3 of the 24 US military satellites in
orbit and in public transport differential correction from ground station is employed for
better precision.
Tachometer readings are usually combined with the GPS for higher accuracy. Dead
reckoning systems are rare today.


Use of the Carin system has also been reported in the Netherlands for one on-demand
rural service. It uses signals from 18 satellites and inputs from the vehicle odometer
and a gyroscope. Digital maps on a CD-ROM are available and an on-board computer
is used for navigational purposes (calculates shortest path, alternative routes).
Instructions are displayed on a screen or generated with a computerised voice
synthesiser.


Many interurban public transport operators simply use the positioning capabilities of
GPS to keep track of their fleet without combining it with control functions (this is
primarily the case in Spain and Greece). GPS is also used in Belgium for all vehicles of
the De Lijn service (urban, suburban, rural and demand responsive services).


3.4.2.5. Traffic planning


• Timetable planning


Use of software tools to plan the timetables for regular public transport services is
common for urban operators in all countries. At rural level, only in Sweden and Belgium
use of these tools was reported. In Belgium the services of De Lijn (urban, suburban
and rural services) uses the “Hastus” software and a similar system is also in use in the
Wallonia region.
On-demand services require software that generates individual passenger pick-up
times almost on real time. (Most require that all reservations to be made at least 1 hour
beforehand). In most of these cases the route planning software automatically
calculates and arrival times at the places where the request originated. The notion of
timetable does not apply to these on-demand services (e.g., "Meertaxi" in the
Netherlands)
Some services, as the AST in Germany, operate on a semi-fixed timetable; there are
scheduled times but the vehicle runs only when there is actual demand.


• Route planning


Route planning in urban and inter-city operators traditionally assumes that demand is
constant for a given time horizon. With the use of GIS and other planning tools cost
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effective routes are produced that also take into account socio-economic
characteristics of the areas served, the topology of the street network and local traffic
conditions. Route planning in an urban area is art and science at the same time and is
a long and complicated process.
In rural areas routes are usually prepared manually unless they are offered on demand.
On-demand services require routes to be calculated on almost real time; this is the
primary function of the Traffic Dispatch Centres. Systems where only one vehicle
serves an area or the geography is restrictive (Italy) route planning can be prepared
manually.
When the vehicle is equipped with an on-board navigation system (Carin and
Prometheus for Mobimax and Meertaxi respectively in the Netherlands), each driver
produces the optimal route with the aid of the system immediately as a request is
received.


• Use of vehicle


Part of the transport service planning function is the decision to assign a vehicle to a
route taking into account the demand level and the capacity of the vehicle.. Large
urban systems operating a mixture of buses, trams and light rail are constantly phased
with deciding what mode to use to serve a particular area with fluctuating demand.


In rural areas the decision what vehicle to use is rarely a complex problem given the
availability of only one or types of vehicles and the low levels of demand. The same
applies for most of the on-demand systems examined in VIRGIL. Only in Finland some
TDCs plan to introduce computer-aided selection of the use of vehicle dispatched.


3.4.2.6. Reservation of service


• Pre-booking of demand responsive services


The following paragraph examines the use of technology only in rural on-demand
services collected by VIRGIL although there are similar services in urban areas. In a
sense, every taxi trip requires pre-booking.


As the name implies, the passenger requests the use of a vehicle for a specific time by
phone. These requests are made either directly to the operator of the service or to a
Traffic Dispatch Centre that relays the information by phone or fax to the operator.
Calling the operator of the service is the more common method for pre-booking a trip.
In fact, where a taxi service is involved this is always the case (Spain, France, the
Netherlands, Germany and Finland). Also the operator is called in cases such as the
Belbus in Belgium and 2 Italian cases (Prontobus and Telebus).
Reservations to a regional TDC that forwards the information to the operator have been
reported in Sweden (Ringbus) and Finland (Siilinjärvi and Nilsiä service lines).
At the other end of the phone connection the prospective user of a demand-driven
service will almost always find a human operator. Automated telephone reservation
systems (telephone responder) are used only in the French Taxitub systems and is
considered not user-friendly, since the user has to type a personal code that is
renewed yearly. The other notable exception is the Videobus system in Italy;
reservations are made through a home terminal that the operator provides. At the time
the system was introduced, it was considered technologically advanced. Today,
Internet makes possible connections at insignificant cost and with an open protocol;
characteristics absent in the Videobus reservation system.
The booking system is still manual in a variety of cases, usually those providing
services to small rural communities. Where the service is more extensive, special
software is used mostly developed from software houses. The "Ring" software, used in
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the Belbus service, was developed in-house by the operator and is built as an
application in Access, a very common and easy to use desktop database product.
Other systems in Italy and the Netherlands are based on Oracle databases.
The complexity and the ease of use, maintenance and upgradeability of the booking
software are an important issue for the majority of rural operators with limited
resources.


• Pre-booking of seats


This most often doesn’t apply to rural areas, apart from the booking of demand
responsive services cited above.


• Booking of connecting modes


Presently the possibility to book connecting modes is available to some degree only in
Finland and in the UK.
In some cases in Finland, reserving a taxi as a connection to the bus service is
possible. Moreover, travelling on combination bus/ferry, bus/train and bus/plane routes
is possible on a single ticket on some routes.
This service is useful for long distance trips originating in rural areas and not for the
majority of the trips that usually are been made within the limits of the small or
moderate service areas common in the cases examined in the VIRGIL project.
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4. ACTION RESEARCH AND DEMONSTRATION PROJECT IDEAS


4.1. Research needs in the countries of the EU


 One of the objectives in the VIRGIL project was to congregate the output from the
research needs from existing and past practices on rural access to transport and from
topics identified by key stakeholders. The following information describes the output,
which formed and assisted when developing the final output of the VIRGIL project: the
research ideas. One part of the research needs was concentrating on identifying new
ways of implementing telematics into the rural public transport field.
 
 
4.1.1. Future research needs from existing and past practices on rural access to
transport


The major development and future research needs in the EU area based on the in-
depth analysis of selected cases and the national overviews of sectoral issues include
the following topics and related arguments:


4.1.1.1. Computerised systems, telematics, demand-responsiveness


This includes the improvement of booking, ticketing, on-vehicle communications,
statistics as well as route planning systems. Through these improvements, better and
more flexible services can be provided, costs will be reduced, user groups could be
integrated more efficiently as well as more efficient information production can be
guaranteed. The applicability of various demand responsive systems to different
contexts (e.g. requirements of the systems with regard to the size of the area,
population, other public transport services etc.) should be analysed. Moreover, the
possible integration of demand responsive systems with organisational savings: i.e.
demand responsive systems operated by volunteers should also be examined.


4.1.1.2. Vehicle stock


It should be ensured that the vehicles used are well suited to the service provided and
the special needs of different user groups must be addressed.


4.1.1.3. Studies on the level of service


The following should be examined:


• the required level of service in different areas
• the interrelations between changes in the level of service and travel behaviour
• changes in the level of service
• changes in public financing.


Special attention should be paid to trip chains. Finally, the ultimate aim for the level of
rural transport services should be defined.
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4.1.1.4. Impact studies of development projects


These should include how the different development projects have influenced the travel
behaviour of people and what is the behaviour and attitudes of the non-users of public
transport services, especially the needs of elderly people and disabled people.
Furthermore, the interrelations between the level of service in public transport and
socioeconomic development should be further evaluated.


4.1.1.5. Integration of freight and passenger transports


This includes the promotion of combined freight and passenger transport which provide
benefits in capacity planning, product design as well as in positive environmental
impacts. Also, the ordering of goods or shopping deliveries could be done through the
Internet and transported with the help of the Travel Dispatch Centre using the dial-a-
ride systems and combining the deliveries with other transport.


4.1.1.6. Applicability


This includes an analysis of the possibilities to apply innovative and feasible service
line concepts to different contexts, e.g. to other European countries or to other areas
within one country.


4.1.1.7. Coordination of multi-purpose transport services


This coordination will promote the cooperation between administrative sectors and
improve inter-municipal cooperation in providing transport services. This will also
provide for cost savings and reallocation of labour force.


4.1.1.8. Cost structure


A further analysis of the differences in cost structure between regular and demand
responsive transport is requested, as well as the differences between a taxi based and
a bus based system. There should also be a harmonised way of presenting the cost
structure.


 
4.1.2. Future research needs identified by key stakeholders


This section summarises the topics identified by key stakeholders for future transport
research.  They have been categorised under the following headings:
• policies, strategies and programmes
• specific issues of social exclusion
• regular scheduled transport services
• demand-responsive transport services
• the potential for combining passenger and goods in the same service
• the potential for operations serving multiple functions (e.g. general public/


health/education)
• the potential for cross-agency procurement or operation of services
• the potential for the deployment of telematics


4.1.2.1. Policies, strategies and programmes


There have been a number of proposals for future transport research, which are
concerned with the identification of the market and its size, clarifying the nature of that
market and determining demand.  There is a need to clarify and test the demand for
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very local transport services and to define the appropriate levels of such transport
services. Research is needed, which is concerned with identifying the users and the
non-users, what information they need and how and when this information should be
provided.  This last issue was highlighted by the situation in The Netherlands, where in
the past, there were only two types of public transport: bus and train. Everyone knew
how it worked and what it cost.  Recently, an increasing number of small-scale
transport services have appeared.  They all have different names, image, tariffs, rules
and telephone numbers.  Therefore communication between (potential) user and
service-provider becomes of vital importance.  Techniques and tactics on how to
communicate with users, through which medium and when are therefore essential for
operators in this new situation.


Research needs to include impact studies on how different development projects have
influenced the travel behaviour of people.  Studies are needed on the level of service
looking at:
• goals and studies of the level of service in different areas and municipalities
• correlation and impacts between the changes in the level of service and travel


behaviour
• correlation and impacts between the changes in the level of service and the


changes in public financing
• interrelations between the level of service in public transport and socio-economic


development


In order to make sense of new developments in rural areas, research is needed, which
systematically records all social, economical, land use and population changes in rural
areas and which can forecast future growth in order to design a transportation policy
that counters urbanisation. It would therefore be important to design a monitoring
system to examine the needs and wants of different public transport users (and
potential users) and how they change over time.  A generic public transport travel pass
could be a promising cost-efficient and cost-effective tool to identify individual
preferences and transport patterns.


Another area for future research involves the design of a national legal, administrative
and operational framework for rural transport using key findings of the VIRGIL project.
One example of this might include a plan for a legal and administrative environment
that will allow rural municipalities to own and operate local transportation systems that
will cover a variety of local needs.  In terms of a specific operational matter concerning
taxis, it is interesting to note that licence restrictions can limit the capacity of some
transport services.  Research is therefore required on extending taxi license areas to
cover several municipalities to improve supply conditions, increase the demand and
make possible more technological investment in information, operation control, and
system safety.


A number of topics have been proposed, which relate to the organisational and
financing framework for rural transport.  These include the following:


Co-ordination of existing transport resources in the community.  This would involve
exploring the potential of establishing a co-ordinating agency; the potential for inter-
municipal co-operation in providing transport services and for communities to establish
their own transport services in rural areas.


Clarification of the landscape that will emerge from liberalisation of passenger transport
services and devising a mechanism that will guarantee that rural areas maintain a level
of service, similar to the assessment procedure developed in Northern Ireland.  In
addition to assessment procedures, it is also important to research how a change of







VIRGIL FINAL REPORT Version 4.0 – November 2000 46


attitude towards public transport amongst rural inhabitants, often highly motorised, can
be made. This can be assisted by professionally managed information, e.g. service
centres using mobility management techniques.  Links with EPOMM – The European
Platform on Mobility Management would therefore be valuable.


It is important that any future research also incorporates the identification of potential
sources of funding, sources of equipment and human resources in order to implement
transport services.  Given the highlighting of the poor state of roads in rural areas such
research would also need to include the identification of ways to direct funds to rural
areas to complete the transportation infrastructure and make available a steady flow
earmarked for maintenance work.
 
 A number of research topics were also proposed, which relate to operational
frameworks and ways in which action research needs to play an important part in future
research.  A development project in a sparsely populated region could be used to
investigate different measures and their degree of influence on public transport.  The
potential should be investigated for the involvement of social economy enterprises in
the provision of transport services, including those related to tourism.  Another topic
proposed is to find ways of changing the patterns of transportation from the rural
periphery to a local urban centre by encouraging inter-regional flows.  This leads on to
the need for research to be conducted on the principles and layout of transfer points
between main routes and local (possibly demand responsive) routes.
 
 A particular topic of concern in The Netherlands relates to the need to examine if there
are other means to improve safety (reduce speeding) in residential areas without
impacting on public transport.  This was highlighted by practices to reduce speeding in
residential areas where many streets are "equipped with" speed ramps.  Most of these
ramps are too high for buses (especially low-floor buses, which are designed to
improve accessibility).  To deal with this, transport companies have changed their bus
routes around residential areas.  As a result, travel times have increased and walking
distances to and from bus stops expanded.


4.1.2.3. Specific issues of social exclusion


Similar to the research topics outlined in the previous section, issues of social
exclusion focus attention on the need to identify the market and its nature.  Research is
needed, which examines and refines methods to estimate the number and
characteristics of people with reduced mobility, who are dependent upon public
transport for their mobility needs.  In addition, research would need to assess the
impact of transport deprivation on socially-excluded groups, in particular women, young
people and small farmers.  This would need to include obtaining information regarding
employment opportunities and the linkage to adequate transport provision in rural
areas.  Research is also needed to find out the travel needs of rural dwellers as this
could help to define local networks for basic mobility.


Topics have been proposed, which are concerned with the financing of rural transport,
for example assessment of the contribution, which specific funding programmes, such
as the Rural Transport Fund in N.Ireland, make to reduce social exclusion.  Research
is also proposed to examine more effective ways of delivering services to pupils with
special needs.


Other topics include the identification of appropriate transport provision for people with
special needs by improving access to services and vehicles for elderly people, young
people and disabled people.  This would need to include services, which would enable
elderly people, especially older women, to retain their independence and to make use
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of the Free Travel Concession; particularly relevant in Ireland.  Another aspect of
designing appropriate transport services for people with special needs is to find ways of
increasing accessibility for elderly and disabled through the development of new
vehicles.
 
An important aspect related to combating social exclusion is to research ways to
enable participation in programmes offered by local community development projects,
how to tackle the issue of participation in community life in general and to overcome
isolation.  Local transport is a key to enabling this participation.


4.1.2.4. Regular scheduled transport services


 Research topics in this category as in the previous sections also include market
research to find out trip purposes (home to work, leisure, shopping) and especially
research to find out trip chains and the possible role of public transport.
 
 Operational research topics include methods of identifying appropriate frequencies and
to delineate network structures between peak and off peak times. Currently most
networks are similar at peak and off peak times, with small deviations. Research
should make clear whether this is functional and market oriented or not.  Further
research is also proposed with regard to the development of regular services in the
rural context that are efficient and effective.
 
4.1.2.5. Demand-responsive transport services


Research topics proposed in this category include topics of integration, such as how
DRT services can best link with regular scheduled services and to connect with longer
distance routes, how they can provide local accessible services (for people with special
needs) and how the use of taxis might supplement DRT services.
 
Other topics related to organisational aspects of DRT operation include the following:
• Development of mobility management service centre to provide information and to


optimise bookings by on-demand services
• The investigation of the reasons why on-demand services have so far failed to


make an impact and how this situation might be reversed.  One approach
suggested for countries without the experience of DRT services would be to set up
demonstration pilot projects, selecting a representative rural area, training the
respective transport operators and operate the service for a period of one year.
This would serve to introduce operators in different areas to the concept of on-
demand transportation.


• Determining thresholds for customers when using demand responsive transport
(e.g. being reluctant to make reservations, especially when using highly electronic
systems (e.g. voice computers)


• Extending current demand responsive systems to a door to door service
• Possibilities of cross (national) border demand responsive transport systems.


Topics are proposed regarding the financing of DRT services, in particular to provide a
comparison of the cost of regular services with those of demand responsive services
and to increase the potential of DRT to improve its financial position by targeting
recreational trips in addition to the more common ones of work, health, education and
shopping.


 Topics are also proposed to explore new ways of defining licensing regulations, which
at present are route based rather than area based.  This would reflect more accurately
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the flexible operational characteristics of DRT operations and would enable them to
qualify as bona fide public transport services.
 
4.1.2.6. The potential for combining passenger and goods in the same service


 There is only a limited experience with such services in most European countries and
so research proposals are limited to a small number of topics and are related to
researching the potential for building upon existing services and service types.
Proposals include:
• examining ways in which existing parcels services can be extended to provide a


home delivery service, in particular in conjunction with demand responsive
services;


• examining the potential for post bus services based on existing delivery and
collection services


• exploring the potential of goods operations to become combined services, which in
the case of certain parts of the west of Ireland include operators supported by the
regional authority to overcome barriers of distance to the markets for local produce.


An important aspect of the ability to provide combined services is related to the nature
of the vehicles involved.  Hence the proposal of an action research project to test a
vehicle, which could carry out both functions, though not necessarily at the same time
and the need to explore the possibility of a mobile facility for use as playgroup and/or
day care centre.


4.1.2.7. The potential for operations serving multiple functions (e.g. general
public/ health/education)


The potential benefits and savings made by the introduction of multi-functional
transport systems have been highlighted in support of the implementation of effective
rural transport services.  Research is therefore proposed in order to establish ways of
introducing such systems, including the institutional, legal and administrative
implications.


One of the common features of rural transport throughout Europe is the provision of
dedicated school transport services.  Research has been proposed to improve the
delivery of such services, in particular a more cost-effective way of delivering services
to pupils with special needs, as well as an examination of the role of school transport in
providing the basis for a more general public service.  In parallel to this another topic
for research is to investigate the potential for increased utilisation of existing vehicles,
such as school buses, for other purposes.


4.1.2.8. The potential for cross-agency procurement or operation of services


This category is in many ways an adjunct to the previous category and so the research
topics proposed are similar even though the context is related to the way in which
agencies secure services rather than the operation of them.


The potential benefits and savings made by the introduction of multi-functional
transport systems have been highlighted in support of the implementation of effective
rural transport services.  Research is therefore proposed in order to establish ways of
introducing such systems, including the institutional, legal and administrative
implications.


One of the common features of rural transport throughout Europe is the provision of
dedicated school transport services.  Research has been proposed to improve the
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delivery of such services, in particular a more cost-effective way of delivering services
to pupils with special needs, as well as an examination of the role of school transport in
providing the basis for a more general public service.  In parallel to this another topic
for research is to investigate the potential for increased utilisation of existing vehicles,
such as school buses, for other purposes.


4.1.2.9. The potential for the deployment of telematics


The deployment of telematics in rural transport is still relatively new and most countries
have little experience of them.  Comprehensive research is therefore proposed into the
viability and operational characteristics of using ICT in integrated ticketing, real time
passenger information, scheduling and booking for demand responsive services.


4.2. Needs of telematics in rural areas


There is significant evidence from the in-depth analysis of selected cases that few of
the rural services make an extensive use of telematics. Even in these countries that
use of telematics in public transport (see under 3.4.2) and in general applications (see
under 3.4.1) is more common, in rural areas transportation measures are often "low-
tech". An explanation for this fact is that many times small communities are involved,
where residents know each other. These users, often elderly, prefer to talk to the
operator booking the service and have a more personal relationship with the driver.
The growing popularity of the volunteer schemes can be contributed to the increased
need for social interaction.
In those countries, where use of telematics is not that widespread, the social and
educational characteristics of rural populations make difficult the adoption of new
technologies. Therefore, every measure that relies on introduction of new technologies
in rural areas should include a provision for training of the users. In transportation, this
includes also operators.
Another factor will play a role is the recent development of a reverse population
movement from urban to rural areas. These are professionals who take advantage of
the explosion in mobile communications and the Internet. Many of them are "tele-
workers", who work from rural home offices or "tele-cottages" part- or full-time. These
new rural residents are not only familiar with information technology but are early
adopters and are potential rural transportation users that will give new life and viability
to currently operating services.
It has been proposed that research concerning telematics in rural transportation needs
to be undertaken in two areas: the user and the operator.


4.2.1. User side


The user side involves the "communication - reservation", "information" and "ticketing"
aspects of transportation systems.


4.2.1.1. Information delivery


Information about transportation services that is reliable and almost real-time should be
available to the user of rural services. Research is proposed in two areas: Internet and
mobile telephony delivery of information.


Some topics of research concerning Internet based delivery of information to the end
user of rural transport services are:
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• Evaluate the best methods to design sites dedicated to rural transportation. What
type of information should be contained?  Timetables real-time position of buses,
taxis and other vehicles in the system? Calculate remaining type to reach a
selected stop? Calculate the length of a trip? Connections to other transportation?
Partners have suggested that more and more transportation alternatives are offered
to users, as in the Netherlands where the last few years new services have
emerged in addition to trains and buses. Is an Internet site the best way of
combining information about the new services?


• Build dedicated rural transportation sites or rural portals where other information
about social services, local businesses, entertainment is available?   Sites that offer
tourism information should include links to rural transport and encourage tourists to
use local transport.


The WAP protocol that is already being shipped with new mobile telephones and PDAs
(Personal Digital Assistants) will add browser capabilities to these devices. Internet
sites will be accessible to users of mobile telephones. Obvious limitations are the small
size of the screen and the keyboard that does not allow typing with the exception of
small messages. Sites will be redesigned in such a way that parts of them will be cap
Therefore, potentially all these sites that were described and will contain information
about rural transport should be designed taking into account the requirements of the
WAP protocol.
The new GPRS standard will allow mobile phones to be continuously connected to a
server. This raises tremendous opportunities for on-demand services. Software can be
configured to deliver messages about the status of a booked trip. Also information
about delayed connections on chain trips can be available on real time to handheld
devices.
The overall growth of mobile telephony will continue at an explosive rate: today there
are about 300 million mobile phones and 400 million PCs worldwide. But within the
next 3 years, it is expected that while the number of PCs will rise to 500 millions, there
will be 1 billion WAP phones, all with built-in Internet browsing capabilities.


A partial list of research areas on delivery of information to the rural user of transport
services via WAP enabled mobile telephony is:


• Research on the information that will be available to mobile phones. What should
be included? What is the best interface? Graphics will be included and how?
(There exist already applications that deliver graphical traffic congestion news to
mobile subscribers). Should the user be able to enter the number of a flight or an
inter-city bus route and get information about the status (on time, delayed)?


• Research on voice activated browsing is very important for the elderly and
technologically challenged users in rural areas. Navigating with voice commands
will simplify not only the access of information but the booking process as well.


4.2.1.2. Reservation of services


Today most of the reservations of on-demand systems are made through a TDC or
directly to the operator by telephone (land-based or mobile). Internet sites that will act
as getaways to rural transport all incorporate rural transport information should offer the
options to make on-line reservations. There is enough experience with airline and long
distance bus reservations. It has been pointed out that real time information is an
important factor for on-demand systems.
• Research on simplifying the on-line booking process. In what ways information


about booking legs of a trip with different operators should be displayed?
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• Research on booking a trip with a mobile phone. What is the role of WAP? Will
voice always be a part of the booking process in rural areas? What are the attitudes
of the users?


4.2.1.3. Ticketing


The booking process will be incomplete if does not allow the user to pay for the trip at
the same time. Security of electronic payments remains an important issue, as many
users do not feel comfortable to make purchases on-line.  Europe is slow in embracing
electronic commerce and is expected that rural areas will be even slower to shop on-
line. A solution to this may be the smart card that allows greater security and is more
widely accepted. Smart cards will contain an electronic purse where funds will be
deposited and then made available for purchases. New and exciting possibilities for
combining mobile phones with smart cards and electronic commerce have been
investigated. The scheme requires the user to download funds to the smart card
through a dedicated machine or through a device connected to a PC over the Internet
or with a mobile phone that has a connection to an electronic bank. When the mobile
phone has browser capabilities the user can connect to on-line merchants, make
bookings and order tickets and point to a purse symbol on the phone screen and make
the payment. Funds from the electronic purse are automatically subtracted and
transferred to the merchant's account. This is described as m-commerce for mobile
commerce.
Crucial is the capability that in rural areas users will be able to deposit money to smart
cards from their homes or over a mobile phone and that they will not have to travel to a
nearby city to have access to a reloading stationary machine.


• Research on ways of unifying ticketing for public transport at least at national
levels.  This will help users to purchase tickets that will be valid on different
transport modes and facilitate chain trips.


• Research on the ways that smart cards will allow users to pay for tickets. Range of
offerings: how users will be able to load a "travel" purse on the card with different
travel options and ticketing plans.


• Research on smart cards that will allow users to have access to social services, will
hold personal and health data and contain information about travel destinations
and repeat trips, preferred seating, preferred meals etc.


4.2.2. Operator side


From the operators point of view research should be undertaken in almost all areas of
planning, traffic management systems, reservations, and ticketing and on-demand
services.


4.2.2.1. Planning


• Research on what methods and software will be used to address the design of
routes, designation of stops, service areas, location and layout of transfer points.
Partners have identified that research in better comprehending and identifying the
characteristics of present systems is needed. This will include peak and off-peak
network times, the characteristics of local users and their travel patterns and will
require the use of statistical and planning software packages.
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4.2.2.2. Transport management


Partners have proposed that: "There is a strong need for lighter software for routing the
service traffic in rural areas. Vehicle positioning through mobile phone system would be
accurate enough for the needs of rural service transport. This would probably be more
inexpensive than the GPS-systems. This could be one possible idea for demonstration
cases."
It is obvious from the analysis of the analysis of the state-of-the-art in AVL (Automatic
Vehicle Location) systems that transponders, induction loops embedded in the road are
not appropriate for rural areas where traffic flows are light and the geographical
coverage is wide. New technology will make possible that the position of a mobile
phone will be detected when the device transmits any signal. This solution is not
hardware based; it only requires software that analyses the way the signal is distorted
when bounces on objects on its way to the cell antenna or the time differences in signal
arrival times to adjoining cell antennas. The possibilities are exciting; since most
vehicles operating on rural routes are equipped with mobile phones and an operator
will be able keep real-time track of fleet. This is very important when on-demand
services are considered, since the optimal routing of vehicles will be easy to
implement. Also the position of the customer making a request for a trip will be
automatically known. In a real-time situation this will ease the aggregation of demand
and the routing of the vehicle to service the users.


Another area of research is the "development of vehicle management to optimise the
degree of capacity utilisation could also be a field of research for telematics in rural
areas according to key stakeholders in public transport."


4.2.2.3. Reservation system


It has been pointed out that: " At the moment reservations are made by phone through
the TDC or directly to the drivers. In the case of the TDC, the technology and software
are often too heavy for the purpose of rural service line.  That is why simpler and lighter
software systems would be in place for the needs of rural traffic."


Experience from the best practices of rural transport and the in-depth analysis of
selected cases has showed that a "lighter" reservation system can be functional and
easy to implement, for example the "Ring" software used in Belbus. A rural operator
does not usually proceed a significant amount of daily requests, as the service area is
limited and the number of customers is moderate to small. Advantages of this system
are that does not require extensive maintenance and that can be used to develop other
applications and to keep simple statistical data.


• Research is proposed on identifying the needs of a typical rural operator and the
design criteria for a compact, easy to maintain and portable reservation software
package.


Other partners have suggested that " information exchange between different transport
systems is insufficient, e.g. the rural transport service feeding a regional commuter
transport system". This information is many times essential in completing a co-
ordinated transport.
• Research on designing a system that will provide real time information about all


available transport modes on a regional or national level. This will require that
operators will freely make available information that will be collected centrally and
presented in a common format. An Internet site is the ideal venue for such data.
The site will be open to the operators that contribute information and a lighter
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version for the public. Information also could be broadcast to mobile phones of
subscribers as described in part 2.1.1.


4.2.3. Combining goods and transport - The Internet


Transport operators in rural areas have the comparative advantage of being familiar
with a wide area. Moreover operators of on-demand systems often know where their
customers live and are able to deliver a vehicle to their place of residence or very close
to it, within a specified time frame.  These characteristics are similar to the
requirements of a door-to-door delivery service.
Many partners have proposed that the possibility of combining passenger and good
transport on rural services should be researched. Additionally the service should
extend to offer delivery or pickup of goods to the door. For big delivery companies
serving the rural customer is very costly, since it usually involves sending a truck from
a regional centre for a single delivery. New generations of those shoppers who order
online require those delivery times are kept relatively short. The biggest volume of
Internet shopping involves items such as books and CDs that are small and not
sensitive to external conditions, e.g. temperature changes.  Easily, passenger
operators can undertake the rural leg of a delivery.
The same software that is used to book a trip can be used to schedule a delivery with
minor modifications.


4.3. Proposed research topics


As a result of the screening process of future research needs a number of research
themes were identified:


1. When investigating the issue of new combinations it became clear that many
research needs identified in the different regions in Europe already have been
investigated and in some cases as demonstration projects implemented. Therefore
it’s utterly important to disseminate the investigated good examples from this project
to increase the rural access to transport service. Although identifying several already
existing good examples of combinations of rural transport activities, the screening
process identified combination topics insufficient or not at all investigated.


2. Not only new combinations of service categories, travel groups and travel purposes
should be focused, but the screening process of future research needs in the
different countries additionally showed a strong need for overarching research topics
in the field of:
institutional, legal and operational framework requirements
rural community impact of rural public transport


3. In the field of telematics (ICT) the potential for the use of telematics (ICT) to improve
the effectiveness of the existing combinations and of new combinations is very high.
The research must not focus on developing new, high-technology tools, but should
concentrate on the adaptation of already existing telematic tools, e.g. from the urban
public transport area.


Based on these themes a number of research topics were specified. Below they are
thoroughly depicted to enable a detailed view of the problems, which have given rise to
the research ideas, the description of the most important tasks when performing the
research and the expected results from the investigations. A natural step in the process
of strengthening rural access to transport services is to make use of the new research
ideas and initiate specific demonstration projects in suitable areas.
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4.3.1. Topic 1: Innovative combinations of public transport services in rural
areas


Problem description
In rural areas the combination of low population and geographical isolation means that
conventional approaches to passenger transport, based on people travelling together,
gradually lose their viability. Throughout Europe there are various public transport
concepts in rural areas, trying to challenge and solve the specific rural problems of
obtaining value for money and a better staff and vehicle capacity utilisation. It is though
likely that not all combinations between different services, user groups and travel
purposes will have been identified and therefore analysed. In general, all the innovative
systems, which enable or promote living in rural areas, where services (schools,
hospitals, entertainment places, etc) are very sparse, are of exceptional importance.


The positive impact of integrated, multipurpose transport services between
administrative sectors at the public transport service level, the vehicle capacity
utilisation and the transport costs contributes to a major interest in a further
development of this task. Linked to the total integration of different services are the
institutional, operational and legal requirements, which can be a barrier to integration.


In addition, the viability of rural areas is dependent on access to service. New ways of
using the combination of passengers and goods are of great interest for rural areas to
obtain and strengthen their survival. As tourism has become a major occupation of
inhabitants of several rural areas, the combination of goods (equipment such as
bicycles and luggage) and passenger transportation is as well of great importance in
this sector. Furthermore, there is a recent development of a reverse population
movement from urban to rural areas, which also demands new solutions to providing
services. Linked to these issues is how to make use of the rapidly developing
opportunities of telematics (ICT) applications, e.g. to manage the goods distribution as
well as providing information about the transport service for tourists.


Research topic description
The aim is to focus on the most appropriate questions, identified above, concerning the
development of innovative ideas, improving and strengthening rural access to
transport. The topic can be divided into a number of research proposals. These
research proposals will develop relevant demonstration projects, which are able to
measure and consider the impacts of pioneering efforts in the field of rural transport
service.


Research proposal 1: Innovative integration of multipurpose transport services between
administrative sectors
This proposal will concentrate on analysing the implementation of a new service,
supplying the same service for all inhabitants in a rural area independent of user group.
The new idea of this combination is to integrate general public transport and all publicly
funded transport services in the same vehicle at the same time or at different times,
depending on needs. Integration of publicly funded journeys has already been
developed and implemented in some countries, but an integration of all groups in the
same service is new. Another multipurpose transport service not yet investigated is the
integration of passengers and stationary social services (for children, elderly people) in
the same vehicle, providing e.g. parents the opportunity of leaving their children in the
bus when they do their shopping.
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One major activity is to locate and verify regulations and institutional problems due to
co-ordination and integration. In addition experiences of booking, co-ordination of
various publicly funded services and flexible vehicles adapted to environmental claims
from a number of previous projects could be used and further developed in this project.
In addition new vehicles adapted for all passenger groups and facilities, drivers with
special training to enable an optimal care of all groups, extensive information campaign
especially for elderly people and disabled people are essential for the success of such
a project.


Research proposal 2: Innovative integration of passenger and goods
This proposal will develop and analyse the utilisation of innovative rural services
carrying equipment and goods as well as passengers. The service can be based on an
on-demand public transport service as well as an existing courier service. Through the
demand responsive systems, even more infrequent combinations of passenger and
freight transports could be developed. Furthermore, the coordination of freight
transports between the regular bus services and the various service line concepts
could be improved e.g. in picking up / delivering the goods or introducing a limited
shopping delivery service.


The role of telematics (ICT)-infrastructure, change of legal regulations and restrictions
and development of new vehicles will be analysed. The results of the project are
environmental benefits due to better vehicle capacity utilisation, economical benefits for
provider and user, and for tourism, an image gain for the region by focusing on
environmentally sensitive tourism.


The topic can help strengthening the rural community by developing innovative ideas
concerning rural access to transport services for rural inhabitants and -in the case of
tourism- for visitors to the area. The new services will contribute to a decrease in the
isolation of rural inhabitants. In addition environmental gains due to better capacity
utilisation and a better supply of transport services (decrease in car-borne traffic and
freight transport) will be a result of the research.


4.3.2. Topic 2: Legal, institutional and operational framework requirements in
rural public transport


Problem description
Rural transport is still a regulated service in all EU states; the degree of regulation
varies from countries with extensive deregulation policies (like the UK) to countries with
monopolistic situations (like Spain). This regulation severely limits the ability of
interested parties to develop flexible solutions to the problems they face. In order to
undertake any policy formulation effort it is necessary to have precise knowledge of the
regulatory framework in force in countries, which have already implemented
deregulation policies.


Furthermore, the co-operation between administrative sectors is essential when
implementing e.g. publicly funded multipurpose transport services, which will provide
cost savings. These types of integration strategies are poorly developed in Europe.
There is a need to investigate the most suitable structure for legal requirements and
administrative responsibility to facilitate co-operation and integration.


In many countries throughout Europe there is a need to combine freight and passenger
transport. The main issues in preventing the integration of freight and passenger
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transport are the legislative barriers. Usually, the existing laws do not allow for the
combination of freight and passenger transport in a systematic way. These combined
services might be considered to compete directly with conventional transport licenses,
mostly bus lines and taxis or freight agents.


Research topic description
The aim is to look at the identified problems above, regarding impacts of legal,
institutional and operational transport regulations on the rural area viability. The topic
can be divided into a number of research proposals. These research proposals will
develop methodologies and demonstration projects, which are able to measure and
consider the socio-economic impacts of new framework requirements.


Research proposal 1: Liberalisation and integration of rural transport services
This proposal should be aimed at gathering sufficient information on legal and
institutional issues in a systematic manner, and presenting it in a way that facilitates
comparisons and allows conclusions to be drawn. This detailed information will further
be used when drawing up demonstration projects in this research field. The main topics
to be researched would include: institutional arrangements, type of regulation,
financing/funding, operational arrangements, organisation of operators and transport,
prospects for harmonisation.


Research proposal 2: Integration of passengers and goods
Before a freight/passenger transport combination can be fully developed, conditions
should be established which make such a system attractive to private and/or public
operators. Showing the advantages to both currently segregated sectors it can then be
possible to develop the legal framework. The aim of this proposal is to analyse the
impact of a change in legislation. The most profound amendment would be the
liberalisation of the entire operating conditions for freight transport. This will also
require incentives to new companies, which are specialised exclusively on combined
freight and passenger transport services in rural areas. In financial terms, it would be
necessary to evaluate the market size for passenger and freight and also to make
revenue and expenditure projections. New entrants could find it a difficult market to
break into and are likely to meet with strong resistance from existing courier
firms/providers.


The integration of freight and passenger transport is especially important in longer
travelling distances where the benefit to co-ordinate the two different kinds of services
can effectively balance the costs to manage the integrated transport (terminals, special
vehicles, goods handling costs, additional costs to manage integrated transport, etc.).


The topic could emphasise the need of a development of framework requirements,
which would be a contribution to the process of harmonisation of the legal and
institutional framework throughout Europe. A complete harmonisation is not realistic,
but an approach of the frameworks in the countries of Europe would be of great
importance in the future e.g. for the possibilities of cross-border transport services.
Advantages of the possibility of implementing cross-agency, multipurpose transport
services. Policy changes would mean new services being provided where they are not
allowed at present even if the technology and resources are available. Potential
benefits could be derived at EU, national and regional levels.
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4.3.3. Topic 3: Rural community impacts of rural public transport services


Problem description
The interaction between transport services and socio-economic development in rural
communities is somewhat ambiguous. On the one hand, improvements in transport
services will lead to increased mobility, which have a positive impact on the social and
economic development of a particular region by encouraging the relocation of people
and additional small enterprises. On the other hand, socio-economic programmes
influence the need for transport. Improving rural transport services is seen as a
development and wealth redistribution policy.


This situation highlights the need for detailed knowledge of the complex nature of the
interaction and methodologies to assess existing and future transport service systems.
Decision-makers in public transport planning increasingly require not only the
information, mentioned above, about how to develop and supply an ideal public
transport solution in rural areas, but also the possibility to investigate and identify which
requirements and needs a modern rural public transport service have to fulfil to keep
customers and attract new ones. This can only be defined if different groups of rural
dwellers can be identified and the respective requests and obstacles measured and
assessed.


Research topic description
The aim is to look at the identified problems above, regarding the correlations between
the situation and requests of different groups of rural dwellers and rural transport
services. The topic can be divided into two research proposals. These research
proposals will develop methodologies and demonstration projects, which are able to
measure and evaluate the impacts, both existing and possible, of rural public transport
on rural communities.


Research proposal 1: Rural transport and local socio-economic development
This proposal should be aimed at gathering sufficient information on socio-economic
effects of rural transport service measures, or the lack of these measures in a
systematic manner. The role of rural transport service and the level of service in the
issue of social exclusion, especially targeting specific disadvantaged groups (elderly
people, disabled people, women and young people), and travel behaviour will be
analysed. The detailed information will further be used when drawing up demonstration
projects in this research field.


Research proposal 2: Identification of the characteristic transport requirements of rural
dwellers
The aim is to define, develop and perform a methodology to measure and assess
transport needs and wants of various groups of rural dwellers. These investigations
should cover identified public transport users as well as potential users and also
possible conflicts between and/or within the groups. Particular attention will be paid to
the needs of elderly people and disabled people, which can be offered enhanced
accessibility through technological innovations e.g. by further development of vehicle
standards.


The topic will enhance the understanding about the complex nature of providing
transport services in rural areas. Set of project results and schemes, useful for
local/regional authorities, operators and transport planners will be produced.
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4.3.4. Topic 4: Application of telematics in rural public transport systems


Problem description
There is significant evidence from previous research that few of the rural services
throughout Europe make extensive use of telematics. Even in countries where
applications of telematics in public transport and in general are more common, the
transportation measures in rural areas are often "low-tech". An explanation for this fact
is that many times small communities are involved, where residents know each other.
These users, often elderly, prefer to talk to the operator booking the service and have a
more personal relationship with the driver. The growing popularity of schemes involving
volunteers confirms the increased need for social interaction. On the other hand there
is a recent development of a reverse population movement from urban to rural areas.
These are professionals who take advantage of the explosion in mobile
communications and the Internet. Many of them are "tele-workers", who work from rural
home offices or "tele-cottages" part- or full-time. These new rural residents are not only
familiar with information technology but are early adopters and are potential rural public
transport users that will give new life and viability to existing services.


Another area where telematics can be introduced is when integrating passengers and
goods. For big delivery companies serving the rural customer is very costly, since it
usually involves sending a truck from a regional centre for a single delivery.
Furthermore, transport operators in rural areas have the comparative advantage of
being familiar with a wide area. Moreover operators of on-demand systems often know
where their customers live and are able to deliver a vehicle to their place of residence
or very close to it, within a specified time frame. These characteristics are similar to the
requirements of a door-to-door delivery service. Considering this information, the
possibility of combining passenger and goods transport on rural services with the
administrative help from telematics applications should be researched. Additionally the
service should extend to offer delivery or pickup of goods to the door. New generations
of shoppers, who order online, require that delivery times are kept relatively short. The
biggest volume of Internet shopping involves items such as books and CDs that are
small and not sensitive to external conditions, e.g. temperature changes. Passenger
service operators can easily undertake the rural leg of a delivery.


In countries, where use of telematics is not that widespread, the social and educational
characteristics of the rural population make the adoption of new technologies difficult.
Therefore, every measure that relies on introduction of new technologies in rural areas
should include a provision for training of the users. In transportation of passengers as
well as goods, this also includes operators.


Research topic description
The aim is to investigate and clarify the questions, discussed above, regarding the
possibility of taking advantage of telematics inventions in rural transport services. The
topic can be divided into three research proposals. These research proposals will
develop relevant projects, which are able to measure and analyse the impact of various
telematic schemes on rural transport services.


Research proposal 1: Telematic solutions for the users of rural transport services
The main objective is to facilitate the usage of rural PT services for the users.
Research on how to disseminate information about rural transport services,
communicate and in particular make a reservation and pay for the ticket with the help
of telematics is an important and innovative step towards future demand for a reliable,
fast and modern PT service. One important issue is to identify not only the need for
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information of the inhabitants in the area, but also the need for information of visitors of
the area.


Application of telematic tools such as Internet and mobile phones, in particular the
possibilities of the WAP-technology, to ease the use of the rural PT service is essential.
Information:


o Internet: real-time position of vehicle, information about connecting modes,
WAP-technology, which makes Internet sites accessible to users of mobile
telephones (e.g. for Personal Dynamic Information, which informs the
passenger in real time on the trip).


o The new GPRS standard will allow mobile phones to be continuously connected
to a server. This raises tremendous opportunities for on-demand services.
Software can be configured to deliver messages about the status of a booked
trip. Also information about delayed connections on the journey can be
available in real time via handheld devices.


Reservation/booking:
o Internet: on-line booking from computer and mobile phone (WAP)


Ticketing:
o unifying ticketing for public transport
o smart cards with different functions such as payment, storage of information


Research proposal 2: Telematic solutions for the operation of rural transport services
The main objective is to facilitate the operation of rural PT service. Research on how to
use telematics for planning, traffic management systems (e.g. positioning, vehicle
utilisation), reservations and ticketing in both regular and on-demand services are
important issues when providing a fast, reliable and attractive service for the users and
an economically sustainable service for the operators.


Application of telematic tools such as Internet and mobile phones to ease the operation
of the rural PT service is essential.
Planning:


o Transference of planning tools used in urban areas


Traffic management:
o Mobile phone: lighter software for routing the service traffic in rural areas.


Vehicle positioning through mobile phone system would be accurate enough for
the needs of rural service transport. This would probably be less expensive than
the GPS-systems.


o Internet: Designing a system that will provide real time information about all
available transport modes on a regional or national level. This will require that
operators will freely make available their information , which will be collected
centrally and presented, in a common format. An Internet site is the ideal
location for such data. The site will be open to the operators that contribute
information and a less complex version would be available for the public.
Information could also be broadcast to the mobile phones of subscribers
(WAP).


Reservation systems:
o Development of lighter software systems in the TDC


Research proposal 3: Telematic solutions for the operation of integrated goods and
passenger transport
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The aim is to investigate the possibility of implementing existing telematic applications
when combining goods and passenger transport. Research should consider the
implementation of telematics on both the user and the operator side. The same
software that is used to book a trip could be used to schedule a delivery with minor
modifications and an efficient matching system between the needs of freight and
people movements should be developed.


The topic can develop new telematics applications adapted to the special needs of user
and operator of rural transport service. To take advantage of telematic innovations in
rural transport service is essential in order to retain and increase the number of
passengers, in addition to making the operation more efficient and, therefore
economically sustainable. An application of telematic tools provides the user with a
more attractive, reliable, modern and faster access to rural transport. Such measures
furthermore strengthen the rural community and makes living in a rural area viable.
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5. CONCLUSIONS


5.1. State of the art


5.1.1. Telematic applications


According to the main conclusions of the in-depth and sectoral analyses, the use of
telematics in the demand responsive rural transport services is still at a preliminary
phase, especially with regard to map and route applications and the use of other
software. On the other hand, the use of mobile phones is very common. The need of
telematics is largely dependent on the need for flexibility of the transport service.
Regular public transport with a fixed itinerary and timetable is less dependent on
telematics. Transport services, such as the demand-responsive systems, use
telematics because of its need to be flexible towards routing, timetable and stops.
Clearly, telematics provide possibilities for combining trips, integrating different user
groups and providing cost savings in automated generation of management
information, payments and reservations.


5.1.2. Combination of passengers and freight transport


There are plenty of possibilities that have not been used in combining the passenger
and freight transport services. Before a freight/passenger transport combination can be
fully developed, conditions should be established which make such a system attractive
to private and/or public operators. First, the legal framework should be developed by
showing the advantages to both sectors. The most profound impact of a change in
legislation would be the liberalisation of the entire operating conditions for freight and
passenger transport. Secondly, an efficient matching system between the needs of
freight and people movements should be developed. Through the demand responsive
systems, even more infrequent combinations of passenger and freight transports could
be developed. The integration of freight and passenger transport is especially important
in longer travelling distances where the benefit to co-ordinate the two different kinds of
services can effectively balance the costs to manage the integrated transport.


5.1.3. Multi purpose services


The strategies dealing with the integration of multipurpose transport services between
administrative sectors (i.e. transport services for different target groups simultaneously)
are poorly developed at the European level. Consolidating the legal or administrative
responsibility for transport services under a single body would be a usefull first step in
countries where this integration has not been implemented yet. . School transport has
the greatest potential for the development of multi purpose services: it is not
technologically demanding and at the same time it is widely provided all over Europe.
However these measures would require more advanced operation control centres, able
to handle various types of travel requests.


5.1.4. Expectations for the future


Improvements in transport services and accessibility will lead to increased mobility
which has a positive impact on the social and economic development of a particular
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region by encouraging the relocation of people and additional small enterprises. This is
especially the case for remote areas in the less populated countries throughout
Europe.
On the other hand, as a result of the increased emphasis on cost-efficiency,
unprofitable public transport services will be discontinued and rural communities are
becoming more isolated, especially for their elderly and disabled residents. At the same
time, the post-urban development will lead to changing transport patterns. Although, it
is difficult to forecast the future development, it cannot, however, be denied that
improvements in transport services will have a significant impact on the economic and
social development of rural communities.


5.2. Recommendations and further research needs


5.2.1. Recommendations


The specific characteristics of rural transport provision are based apparently upon the
concern to provide some kind of mobility for rural citizens at a reasonable cost. The
efforts undertaken aim at avoiding social exclusion for citizens without car on one hand.
On the other hand if these social goals are to be achieved by providing regular public
transport, the cost effectiveness would be very low. Rural authorities would be unable
financially to provide the service. Hence the need for specific rural transport solutions.


Improvements can be achieved through:
- operational flexibility: demand responsiveness instead of regular lines
- organisational measures: co-operation with taxi-operators or volunteer


associations instead of professional bus drivers.
- Integration of various types of services into the regular passenger service:


freight, multi-purpose services (e.g. school transport, transport of disabled, etc.)


The best results in quality level and cost-effectiveness are achieved if various actions
are combined. The transport provision is getting more complex then and consequently
telematic tools – especially reservation and routing systems – will be inevitable to
provide a smooth and efficient service.


5.2.2. Research needs


The main stakeholders have had the opportunity to express needs for future research
on rural transport. The main research subjects are:


• the ways in which very local services can be integrated more effectively at local
level and how they complement and interchange with longer distance (inter-urban)
services


• the licensing environment for demand responsive services and the ways in which
taxis can be incorporated into demand responsive service operations


• the institutional, legal and administrative barriers and implications associated with
multi-functional cross-agency services


• the role of telematics, especially the thresholds at which different levels of
sophistication are required (building upon the experience gained in the SAMPLUS
project for example); this applies to the scheduling and management aspects for
the operators and the information and booking aspects for the users


• designing more user friendly facilities, from bus stops through to local interchanges,
as well as vehicle and service accessibility
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 ANNEX 1: CONTENT OF THE QUESTIONNAIRE SURVEY


 
 
 Section 1 Information about your company/organisation/agency
 
1. Name of Organisation.  (If you are a local branch of a national organisation, please


give your branch title; if you are a Department or a Section in a large organisation,
please give both the Department/Section name as well as that of the organisation)
_________________________________________________________________________


2. Address (Give the address you use for correspondence or contact purposes)
_________________________________________________________________________


_________________________________________________________________________


3. Daytime telephone numbers(s) _____________________________________


4. Fax number or E-Mail address _____________________________________


5. Name of contact person __________________________________________


6. Which of the following best describes your organisation? (Please � ONE �only)


Rural development agency � Post office �


Transport operator (passenger) � Transport operator (freight) �


Police � Military �


Regional/Local Government � Farmers’ organisation �


Hospital / Medical Centre/Doctor � Employees’ organisation �


School/College � Business association �


 Chamber of Commerce � Tourism provider �


 Religious organisation � Community organisation �


 Shop, factory, farm, mine � Financial institution �


 Association of transport operators � Social/day care centre �


 Freight forwarding agent � Social insurance institution �


 Recreation group � Sports centre �


 Library � Leisure facility �
 
7. Is your organisation one of the following?  (Please � the relevant �)


Public � Non profit �


Private (for profit) � Charity �
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 Section 2 Information about your services
 
1. Please answer this question if you are operating transport services.  If you do NOT


operate transport, go to Question 9.
(a) How many vehicles do you operate on services in [insert name of study area]
___________________________________________________________________
(b)  Please � the relevant ���� to indicate whether you are operating any of the
following services now or intend to operate them in the future.


Now Future


Regular scheduled services � �


On-demand or demand-responsive services � �


Combined goods and passenger transport services � �


Single services with multiple functions � �


(e.g. general public transport/health/education)


Cross-agency procurement or operation of services � �


(c) Please indicate (�) if information & communication technologies are used for:


booking & scheduling of services � real time routing of services �


information to users/passengers � data collection �


(d) If you operate passenger services, please indicate (�) the proportion of your
services in the [insert name of study area] on which wheelchair users are able to
travel with ease:


None �  1-25%� 26-50% � 51-75% �


76-99% � 100% �


 Section 3 Information about problems and needs


2. We want to get a picture of how you feel about aspects of the current transport
arrangements in your area, and which issues are particularly important to you or
your organisation. Below we set out a number of features of the transport system.
For each of them, we would like you to tell us how satisfied you are with the current
position, by � the relevant     .  In addition, if you feel that the feature is particularly


important to you or your organisation, please � the � next to each item.
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(a) Questions for Operators


� Current transport licensing system (provides for a good balance of regulation
and operator flexibility)


� Management/employee relations (enable flexibility and innovation)


� Financing of services (subsidies) (current levels / access to funds)


� Roads in the area (condition, network, accessibility)


� Use of information technology for Automatic Vehicle Positioning / Location


� Use of information technology to provide real time information displays


� Use of information technology to provide information via the Internet / WWW
 
 


b) Questions for Service Users


� Integration with other transport services (links, through ticketing, etc.)


� Vehicle capacity (number of seats/storage space)


� Service frequencies (at different times of day / week)


� Service reliability (do they run when they are supposed to?)


� Areas served (available to all settlements?)


� Destinations served (available to all key locations?)


� Flexibility (routing, deviation on demand)


               


Is it
important? How satisfied are you?How satisfied are you?
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� Accessibility (step heights, passenger lift/ramp)


� Fare levels/price


� Ease of access to / success in booking (if required)


� Information about the service (ease of access, clarity)


� Facilities at stops (shelters, lighting, understandable timetables)


� Comfort on the vehicle


� Driving standards


� Safety standards


� Customer care


3. Finally, please can you set out below up to three other issues that you consider
particularly important for the future development of rural transport services that are
viable, efficient and meet customers’ needs.
a)


b)


c)


 
 
 
 THANK YOU FOR YOUR ASSISTANCE IN COMPLETING THIS SURVEY
PLEASE RETURN THE COMPLETED FORM TO
 
 


               


Is it
important? How satisfied are you?
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ANNEX 2: CONTENT OF THE STRUCTURED INTERVIEW INSTRUMENT


At least 3 stakeholders with a regional overview will be interviewed in each region
using this structured interview survey.  At least one organisation or expert per partner
country will also be approached for an in-depth structured interview and as such gather
expert opinion on a face to face basis.  In selecting the organisations for in-depth
interview it is important to bear in mind that transport in rural areas is likely to be more
an aspect of rural development than of transport per se.  It is also important to ensure
that information is obtained on what developments can not be implemented effectively
or what activities can not happen as a result of the lack of appropriate transport
services.
 
 1 Organisational information


• Contact details
• Type of services/activities engaged in


 
2 Current policies on rural development and transport


• provide details of the policies
• levels at which policies are in place, e.g. geographical or departmental
• when policies were developed
• how policies were developed
• nature of consultation process and who was involved


 
3 Current strategies and programmes to implement policies


• provide details of the strategies and programmes?
• levels at which strategies and programmes are in place
• when were they implemented
• how have they been implemented
• which organisations have implemented them
• how much they have cost and how they have been financed


4 Proposals for new policies currently under consideration
• provide details of the new policies
• levels at which policies are being considered
• timescale for policies to be developed
• how policies are being developed
• nature of consultation process and who is involved


5 Proposed strategies and programmes to implement new policies
• provide details of the new strategies and programmes
• levels at which strategies and programmes will be put in place
• when are they to be implemented
• how are they to be implemented
• which organisations will implement them
• how much they are likely to cost  and how they will be financed
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6 Topics for transport research (include details of current research
programmes) needed to improve rural transport as a result of, or in
connection with:
• current policies, strategies and programmes
• policies, strategies and programmes under consideration
• specific issues of social exclusion
• regular scheduled transport services
• demand-responsive transport services
• the potential for combining passenger and goods in the same service
• the potential for operations serving multiple functions (e.g. general public/


health/education)
• the potential for cross-agency procurement or operation of services
• the potential for the deployment of telematics











ANNEX 3: GOOD PRACTICES HANDBOOK
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About VIRGIL
VIRGIL is a research project funded by the
European Commission DG TREN & DG
Information Society as part of the Transport
Programme within the 4th RTD Framework
Programme. VIRGIL stands for 'Verifying and
strengthening rural access to transport services'.


VIRGIL had two main aims:


� identifying and analysing good practice in rural
transport, and disseminating the results widely


� identifying further research needs by consulting
widely with key stakeholders


VIRGIL has had several components:


� a broad examination of the conditions under
which transport in rural areas operates in 11
different European countries


� creation of a database containing over 100
examples of interesting rural transport
operations, together with a review of relevant
literature


� in-depth analysis of 28 selected cases


� extensive consultation with rural stakeholders
across Europe


� specification of topics for future transport
research


� dissemination of information through:
� an international conference - Rural


Transport 2000 - held in Lancaster
� a website: www.bealtaine.ie/virgil
� this guide to selected practice
� reports - available from VIRGIL partners
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INTRODUCTION

urpose of this Guide
his guide features 12 different


ransport schemes providing
nnovative rural services across
urope. They vary enormously from
ach other in the vehicles used, the
assengers carried, the
eographical territory served, the
ay they are operated and the
ature of the operator. However,


hey share a common feature - they
ave developed in unconventional
orms that reflect the realities of
peration in their locality.


here are examples of schemes
hat maximise flexibility by offering
emand responsive services.
thers seek to improve viability by
aking use of smaller vehicles, or


ombining passenger and freight
arriage. Often, demand from
ifferent agencies is co-ordinated,
o that vehicles and services are
ulti-purpose, avoiding duplication.


ural transport innovation can
ransfer across national borders, as
hown by the links between the UK
ommunity Bus, the Dutch Buurtbus
nd the German Bürgerbus. We
ave attempted to identify and
escribe key features of each of
hese operations, so that readers
an identify what may be
ppropriate to develop in their own
rea to meet local needs.


ackground
hanges in the structure of the rural
conomy, particularly agriculture,
ishing and extractive industries,
ave led to many rural areas
xperiencing a worsening in access


o facilities and services.


nherent in the nature of rurality is a
elatively low density of population
nd geographical isolation. This can
ake the provision of effective


ervices, including transport, difficult
nless there is specific intervention
y the authorities.

onventional approaches to
assenger transport, based on
ignificant numbers of passengers
ravelling together, slowly lose their
iability. The average trip is longer
n distance and time than in an
rban area, whilst vehicle and staff
tilisation rates are lower. Trip costs
re therefore higher and without a
ell-developed social subsidy
ystem for fares, some or all of this
ill get passed on to passengers.
his in turn can add to the decline
s people either reduce their travel,
r change to other modes –
rincipally the private car.


uthorities in all countries with
ignificant rural areas have
ecognised this problem as a major
ssue for the sustainability of rural
ommunity life. Many countries
ave established rural development
gencies to work on the
egeneration of rural areas. The
ontribution of the European Union
o this process through its various
evelopment funding strategies has
een considerable.


he difficult economics for rural
assenger and freight transport has
eant that there is great pressure


o:
 obtain value for money
 make better use of resources
 develop new approaches.


onsequently, a lot of emphasis has
een and continues to be put into
eveloping new concepts for public
ransport. The VIRGIL study has
xamined many of these new
oncepts.

VIRG


s


emand-Responsive
ervices


ne response to the value for
oney pressure has been to


onsider that a service should only
e put on when there is an actual
emand. This approach can be
articularly appropriate to very low-
ensity areas, and also makes use
f existing resources - taxis - as an


ntegral part of a public transport
etwork. Unit costs may be high, but


ow numbers travelling mean that
verall costs remain reasonable,
nd certainly less than conventional
lternatives.


everal different models exist, some
tand-alone (e.g. Taxitub in France)
nd some linked to mainline bus
ervices (e.g. Belbus in Belgium).
ome follow pre-determined routes
ut only run when booked (e.g.
axibus in Germany); some follow
cheduled routes but divert on
emand; some are completely
lexible with regard to times and
outes (e.g. Mobimax in the
etherlands).


se of Telematics (ICT)


rovision of adequate travel
nformation so that potential users
an be confident in the service on
ffer, is vital. This is particularly


mportant for demand-responsive
ervices which need to be
nderstood by locals and visitors
like. Greater use is now made of
elematics or ICT (Information &
ommunications Technologies), for
ooking purposes (e.g. Videobus in
taly), automated scheduling (e.g.
axitub) and for ensuring links to
ther services (e.g. Belbus).
owever, the rate of change in this


ield is considerable. It is clear from
he VIRGIL research that there is
reat potential for increased use of
CT to improve attractiveness and
erformance of rural transport
ervices.
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reight-Passenger Mix
ne approach to improving service


iability is to combine regular
assenger and freight movements


nto and out of a particular rural
rea. This commonly involves the
ain postal delivery operation (e.g.
ostbus in Ireland), but other
odels have been developed.
hese can be widespread


hroughout a regional network (e.g.
TEL in Greece) or confined to
ertain rural routes (e.g. Metro
arcel Bus in UK), but both
ontribute to local economic
iability.


ccess to All
raditionally, transport services for
isabled people in rural areas were
rovided separately, if at all.
owever, a combination of
conomies of scale and
onsideration of the rights of
isabled people to be fully


ntegrated into society, means that
ew service developments are
pecifically designed to be
ccessible to people with different
isabilities.


hese include main line services as
ell as those that are partly (e.g.
iilinjärvi Service Line in Finland) or


ully (e.g. Mobimax) demand
esponsive.


o-ordination
 common suggestion for improving


ural transport is to co-ordinate
xisting services. This is clearly
asier said than done, as there are
any practical and organisational


arriers to overcome. However,
xperience suggests that once the

effort is made, there is a noticeable
improvement in service standards,
and that this is maintained.


Such co-ordination may take place
at an operational (e.g. Siilinjärvi
Service Line) level, or across a
network (e.g. Kuxabussar in
Sweden) or at the organisation level
concerned with planning and
procurement (e.g. Devon TCC in
UK).


Summary
There is a continuing challenge for
transport systems in rural areas –
how to ensure short walk distances,
certainty of interchange, minimum
journey times and good route links,
without creating a system that is too
expensive to be viable. This
challenge reinforces the need to
integrate services, to avoid
expensive duplication, and to make
best use of technology. The
services presented in this VIRGIL
guide offer examples of successful
approaches to this challenge.
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(scheduled and regular services)
Average Fares: €0.72 (Discount
travel available for regular
travellers)
Costs: €0.54/passenger trip,
€0.45/km
Revenues: €40,000 from
scheduled services €50,000 from
other services
Seat Occupancy: 62.5%


ALLARBUS, GALICIA, SPAIN

Allarbus is a private company
owned by the municipal authority
in partnership with local
transport operators. It runs
scheduled public transport in the
area, as well as providing
transport for other municipal
institutions such as schools,
sports clubs and cultural clubs.
Light freight is also carried.


INTRODUCTION
Allariz municipality is located in
Galicia, in the north west of Spain,
20 km from the provincial capital,
Ourense. It covers 86 km2 and has
a population density of 62 per km2.


The scheme started in June 1993.
The scheme was initiated by the
municipality with the aim of
providing transport for the villages in
its territory. The authority has a 51%
stake in the company, the
remainder being owned by transport
operators from the area.


MAIN FEATURES OF THE
SERVICE
There are nine scheduled public
services - six different routes with
four services per day plus three
others with one service three days a
week. Additional private services
run during term time - scholars and
nursery trips (4 services per day),
transport to sports centres (2
services per day). Regular daily
scheduled operating hours are
08:00 to 20:00. The operation
centre also handles bookings for
private hire of vehicles for one-off
events.
Unaccompanied packages may be
carried, charged at the same rate as
a passenger.
There are four vehicles, three
minibuses (15-17 seats) and a
midibus (25 seats). There are five
full-time and one part-time drivers,
one full time and one part time
administrator/manager, and three
part-time escorts for nursery

journeys.
Timetables are co-ordinated to
connect with other public transport
services, particularly with an hourly
service from Allariz to the main town
of Ourense.
Brochures describing the service
and giving timetables are available,
but there is no specific marketing
strategy, as the service is well
known locally. Timetables are
displayed at bus stops.


LEGAL BASIS


The vehicles have municipal
licences for local travel, and
licences from the regional
Department of Transport for longer
distance travel. There were initial
problems getting these latter
licences because of existing
holders. These licences are needed
for long distance excursions.
The local concession between the
municipality and Allarbus did not
involve competitive tendering, but
does require the provision of a
school service to the  remoter
settlements.


OPERATIONAL INFORMATION
Scheduled services are used by the
general public. The regular
dedicated services are used by
schools, nurseries, clubs etc. In
addition, there are one-off journeys
e.g. for sports competitions and
cultural activities.


USE OF TECHNOLOGY
Computer software is used for
managing service data and for
communicating with other
companies, via modem links, in
respect of ticket sales. The central
station in Allariz has a real-time
video display of timetable data,
including Allarbus.


LOCAL IMPACT
There was no previous public
transport in the villages served. The

VIRGI

scheme has led to an increased
interest in public transport which  in
turn has led to improvements to
services run by other companies in
the area. Taxis in Allariz have lost
some business, although most
Allarbus trips are genuinely new
demand, stimulated by the improved
service and low fares. Taxis have
also made an effort to improve the
quality of the service they offer, by
ensuring greater availability at taxi
ranks.


SUMMARY
• A public/private collaboration to


improve local transport
• Company owned by municipality


and private operators
• Municipality retains controlling


interest
• Scheduled public transport


services
• Regular runs for other agencies,


e.g. clubs, schools, nurseries
• Additional one-off jobs


KEY STATISTICS
Passenger Trips: 72,000 p.a.
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Passenger trips:  ca. 55 p.d.
(weekdays)
Fares: Standard bus fares
Costs: €217,000 p.a. €1.30 / km


BELBUS MEETJESLAND, BELGIUM

Belbus is a flexible rural midibus
service which operates on
request between a network of
identified bus stops. This
provides a more frequent
coverage than the previous fixed
route services.


INTRODUCTION
The scheme serves the
municipalities of St-Laureins,
Kaprijke, Assenede, and Eeklo in
the west of the country near the
Dutch border – an area of 225 km2


with a population of 45,140 (200
persons per km2).
The scheme started in June 1997
as a result of a mobility covenant
concluded between the participating
municipalities, the regional
government and the regional public
transport operator. This provided
funds for the transport operator to
deliver the Belbus service. The
municipalities agreed to increase
public transport service promotion.
The regional government makes
available additional public transport
funding for municipalities initiating
mobility covenants. This policy has
been quite successful in initiating
service improvements.
Part of the catchment area (about
30% of the stops served by the
Belbus) was previously covered by
a regular bus service running
roughly every two hours.  This
service has been maintained
following the Belbus introduction.
About 60% of the stops now
covered by the Belbus was
previously served by a relatively
poor bus service, which only gave a
peak hour, Mondays to Fridays,
coverage. Most of these services
have been maintained as well.
About 10% of the stops served by
the Belbus was not previously
served at all by public transport.


MAIN FEATURES OF THE
SERVICE
The service runs hourly, seven days
a week, from approximately 06:30 to
21:00. It operates between
recognised stops (there is no door-
to-door service), but routes are
flexible, and are adjusted as
appropriate.

 Revenues: €9,344 p.a.

Bookings are made by telephone
(open 12 hours per day on
weekdays, 8 hours on Saturdays,
closed on Sunday).


The vehicle used is a wheelchair-
accessible midibus. There are 3 full-
time drivers and 1.5 full time
equivalent operators taking
telephone bookings.


The service provides excellent
connections to the hourly rail
service at the local railhead, Eeklo,
as well as with local bus services
from Eeklo. There are no systematic
connections to bus services at other
locations.


The fare system is fully integrated
with other local bus services, as well
as with rail services in respect of
weekly, monthly or annual passes.


Timetables are displayed at bus
stops. Belbus leaflets were
distributed to every local household
when the service was launched and
are now available on request from
the public transport company.


LEGAL BASIS
The publicly-owned public transport
company, De Lijn, has a monopoly
of urban and local public transport
within the region. In Meetjesland,
the operation of the Belbus is sub-
contracted to a private bus operator.
The contract was granted for an
unlimited period with a 5 year term
of notice. However the process is to
be opened to competitive bidding.
Recently, five years advance notice
was given of the termination of the
contract and De Lijn will issue a call
for tenders requiring competitive
bids. The new contracts will be valid
for a fixed period of 5 years.
Compulsory vehicle safety checks
are made on the bus every three
months.


OPERATIONAL INFORMATION
Most passengers (80%) travel to
and from Eeklo, the main local town
and transport hub for train and bus
services.


There are 13 journeys scheduled
every day in each direction, but in
reality only about 70% of these
services run (Sundays 40%), since
the bus only makes a journey when
a booking has been made. Use of

VIRGI

the service is still rising, with an
average 55 passengers  using the
service each weekday.


Costs per year are €217,000, whilst
revenues are €9,344. To cover this
area using conventional bus
services would require three
separate lines at an estimated cost
of €0.61/km excluding labour. The
existing scheme, utilising one
vehicle, including the cost of
reservation staff but excluding all
other labour, costs €0.38/km.


USE OF TECHNOLOGY
Telephone calls to make
reservations are answered
manually, but once details of the
requested journey have been
entered, routing and other functions
are handled automatically by
software known as Ring, developed
for the purpose by De Lijn. Vehicle
position is monitored using GPS,
and mobile telephone contact with
drivers allows routes to be diverted
if last minute reservations are
received. There is no real-time
information system for customers.
Ticket issue uses the Prodata
system, in common with all bus
services in the area. Fares are
calculated on a zonal basis.


LOCAL IMPACT
Use of local services: the share of
public transport remains too small to
see any significant increase of local
services. Mobility of elderly people,
young people and other people
without cars has increased
significantly, now allowing nearly
every trip at any time of the day.
According to a survey, the necessity
for reservation is not considered to
be a major disadvantage.


SUMMARY
• No fixed stops – an on-demand


service only
• Flexible routing enables one


vehicle to cover a large area


• Fully wheelchair accessible
KEY STATISTICS
Journeys Made: average 18 p.d.
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Own Fleet: ca. 400 passenger
vehicles (cars, MPVs,
minibuses and buses)


Passenger trips:  20,000 p.d.
(education) 2,000 p.d. (social
services) + 180 bus services


Concessionary Passes Sold: ca.
25,000


Contracts Managed: ca. 1,500
daily


Turnover: €32.3m (1999/2000)  -
school transport (55%), social
services (3.5%), public
transport (11%),  fleet (28%)


Costs: €1.8m


TRANSPORT CO-ORDINATION CENTRE, DEVON, U.K.

Devon County Council organises
all its passenger transport through
its Transport Co-ordination Centre
(TCC). The TCC uses its central
position to develop innovative
rural services using both
commercial and community-based
operations.
INTRODUCTION
The TCC was established in 1986 as
the County Council's focal point for
the transport of passengers, meals,
small and large goods, vehicle hire,
subsidised local bus services,
development of rural and community
transport initiatives and the rail
network. In 1988, it took on the Fleet
Management function when vehicle
repair and maintenance was subject
to Compulsory Competitive
Tendering.


MAIN FEATURES OF THE
SERVICE
The TCC is organised as a free-
standing cost centre, with its
operating costs being recharged to
users - mainly from elsewhere within
the County Council. It is not
mandatory to utilise the TCC - this
was a deliberate strategy to ensure
continuous pressure on the TCC to
offer its customers better value than
they can obtain elsewhere.


The TCC has four teams:
• Client Services
• Public Transport
• Fleet Management
• Support Services (for the


other three)
Client Services organises transport
for home to school, to social services
centres, one-off trips out for schools,
day centres and colleges, meals on
wheels deliveries, as well as transport
for some external agencies in the
health and voluntary sectors.


Public Transport manages some 180
bus services supported by the
County, a 'Countywide'
concessionary fares scheme (on
behalf of the Districts), transport
information and publicity, some
specialist accessible services,
support for community transport
projects and rail initiatives and some
capital projects.


Fleet Management covers some
1,500 vehicles and plant, vehicle
specification, design and
procurement services, repair and

 V


maintenance, driver tests, fuel
management, vehicle taxation, etc..


LEGAL BASIS
Although it operates as a cost centre,
the TCC is part of the County Council
which is a passenger transport,
education and social services
authority. The Council has no powers
to run its own public bus services and
has a duty to put most of its service
support out to open competitive
tender. The TCC can issue Permits
allowing not-for-profit, non-public
minibus operation, and can run its
own school and social services
buses.


OPERATIONAL INFORMATION
Most transport is provided by external
operators on contract to the TCC.
Use is  made of 'operation only'
contracts (i.e. the TCC provides the
vehicles), especially where
accessible minibuses are involved. A
single vehicle will work for different
departments or even external clients,
during the day. This might include
providing a day centre service at
peak times, a demand-responsive
door to door service (Ring & Ride) in
between, with scheduling provided by
a local voluntary organisation, with
group hire, with or without a driver, in
the evenings.


In planning services, the TCC
attempts to develop an approach that
meets the client department's
specification whilst providing the
greatest 'corporate' benefit, for the
County Council and for the
community.


The arrangements for recharge are
important. Direct costs are separated
out from TCC overheads and
charged to clients. This means that if
clients want a whole vehicle and
driver themselves, they will pay more,
but if they are willing to share (for
example, by adjusting their
requirements) they will pay less.
Overheads are allocated on the basis
of staff time records. Guide prices are
agreed at the beginning of the year
and staff effort is managed to stay
within this budget. This is more
appropriate than a % on-cost as it
better reflects staff effort, gives more
incentive to the TCC to manage staff
well, and gives clients less incentive
to do the work themselves to save a
standard mark-up.

SE OF TECHNOLOGY
he operation depends upon
onventional, non-specialist databases to
old and exchange information about
outes, vehicles, staff, operators, etc..
ome local, small-scale scheduling
ystems exist. A pilot rural Smartcard
roject targeted at college pupils is
tarting in North Devon.


OCAL IMPACT
he role of the TCC expanded following
eregulation of bus services, particularly


n developing unconventional services
nd attracting external finance. Activities
upported include:
 6 community buses (local bus


services driven by volunteers)
 14 voluntary car (lift-giving) schemes
 11 Ring & Ride schemes (door to


door transport for elderly and disabled
people)


 over 100 local transport
representatives


 the Devon Accessibility Guide
(directory of accessible services and
facilities)


 a Community Transport Action Pack
(advice on different schemes)


 a network of Rural Transport Forums,
supported by a Development Officer,
to identify local needs and encourage
local co-ordination


 the Devon and Cornwall Rail
Partnership, to promote branch rail
services


UMMARY
he TCC develops cross-agency


ransport co-ordination to provide a wide
ange of innovative rural transport
ervices.


KEY STATISTICS
Staff: 39
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Average Trip Length: ca. 40 km
Fares: €4 for a 40 minute trip
Costs / Revenues: KTEL does not
maintain separate statistics for
rural areas
Seat Occupancy: 40%


KTEL COMBINED PASSENGER / FREIGHT SERVICE, MAGNESIA, GREECE

 scheme which provides
ransport for passengers, and for
mall parcels, on all rural and
nter-urban bus services in the
refecture of Magnesia.


NTRODUCTION
agnesia, with an area of 2,636


m2, has around 200,000
nhabitants spread across


ountains and plains. A third of  the
eople live in rural areas, half of
hich are on the slopes of Mount
elion connected by narrow,
inding roads. The capital, Volos, is
 major port connected to Skiathos,
kopelos and Alonissos. Two of


hese islands have local bus
ervices. KTEL has been operating


ts small parcel service since 1952.


AIN FEATURES OF THE
ERVICE
TELs (Koinon Tameion
ispraxeon Leoforion, in effect, Bus
wners' Co-operative) are the only
perators in Greece allowed to
rovide inter-urban (which includes
ural) bus transport. In exchange for
xclusive rights to inter-urban
outes, KTELs are required to
aintain a basic rural service. The
agnesia KTEL operates its small
arcel service on all passenger
perations  throughout the
refecture.


egular bus services operate
etween the hours of 05:00 and
4:00. A typical village in the rural
rea would receive a service twice a
ay. Timetables and routes are
ixed, although in practice drivers
top on request in rural areas to
ick up either a passenger or a
arcel. Services operate individually
nd are not co-ordinated.


lthough in urban areas, parcels
ust be despatched at bus stations,


n rural areas they may be handed
irectly to the driver or picked up at


he kerbside. Typical parcels carried
nclude auto parts, documents, and
ilms for development. This is also
he cheapest way to distribute
ewspapers and magazines, and
lmost constitutes a social service.
here populations are small,


istribution agencies will not expand
heir delivery network.  Residents of

villages, especially elderly people,
depend on the parcel service for
their daily newspaper.


There is no seat reservation in rural
areas -  if all seats are taken,
passengers stand. But it is rare for
buses  to fill up.


There is no reservation system for
parcels.  Those handed to the
central office usually travel on the
next available bus. It is very rare for
the cargo bays of a bus on a rural
route to fill up with baggage and/or
parcels. At the  other end, the
recipient will have to fetch the parcel
from their local Bus Station.


Vehicles used are regular 50 seat
buses, typically Mercedes, Volvos
or Renaults, locally coachbuilt.
None are adapted for wheelchairs.
A specific section is reserved in the
cargo bay for parcels.


There is one driver per bus, and, the
KTEL being a drivers’ co-operative,
the driver is in most cases also the
owner of the vehicle. A limited
number of staff drivers are used to
supplement the owner drivers. Inter-
urban seat reservation is handled by
a staff of four at the bus station,
working two separate shifts. Four
more people there work on parcel
despatch.


There is no marketing of the service
since it is known to virtually all
residents of rural areas.


LEGAL BASIS
The Ministry of Transport oversees
KTELs. The prefecture
Transportation Office is responsible
for evaluating services and ensuring
that the level of rural service is
maintained. Route and timetable
changes must be approved by this
office. Whilst these  might affect the
parcel service, this is not considered
a priority by the authorities. Buses
pass safety and mechanical
inspections every year. Public
buses are not required to have seat
belts.
OPERATIONAL INFORMATION
Service use has been essentially
stable for the last five years. If
anything, there is a trend to
additional services in the summer in

VIRG

response to increasing numbers of
tourists.


When a parcel is handed to the
driver in a village or by the roadside,
the cost is the same as a ticket for a
passenger making the same trip.
This applies to small packages;
bulkier items will be accepted only
at central stations, where they can
be weighed.


The small parcel service is
complementary to the passenger
operation and does not entail
additional cost. Overall it is
profitable for KTEL. Provided the
operator continues to provide
passenger transport in rural areas,
parcel transportation will continue.


USE OF TECHNOLOGY
A computer system keeps track of
parcel movements from four of the
urban centres outside Magnesia,
but is not used where parcel
journeys originate in more rural
areas. Apart from this there is no
innovative use of technology in the
scheme.


LOCAL IMPACT
This is a traditional service designed
for convenience rather than speed.
It cannot compete with couriers for
rapid delivery, but provides cheap
parcel distribution that enables
aspects of village life to continue.


SUMMARY
• A monopoly public
operator running partially subsidised
rural bus services
• All services carry small
parcels as well as passengers
• Carriage of some parcels,
e.g. newspapers, is seen as a
lifeline by small communities
• Booking is possible, but
not essential, for both passengers
and parcels


KEY STATISTICS
Rural Services: ca. 30 p.d.
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Vehicle kilometres: 270,000 p.a.
Passenger Trips: 1997 = 700 p.d.
(1994 = 300 p.d.)
Seat Occupancy:  90%
Average Fare: Free
Costs: €2.32/passenger trip,


€1.39/km, €375,000/year


KUXABUSSARNA, OCKELBO, SWEDEN

 completely free, fully
cheduled bus service, well
ntegrated with other public
ransport services. Careful
lanning and the use of
ppropriate vehicles have
nabled passenger numbers
o be increased at no extra
ost. Vehicles also carry
reight.


NTRODUCTION
uxabussarna operates in the
unicipality of Ockelbo, 360


ilometres north of Stockholm. The
opulation of Ockelbo is 6,400, half


iving in rural areas. The population
ensity of the region as a whole is
6 per km2.


he scheme was initiated by the
unicipality of Ockelbo in 1995 to


emonstrate the potential for
mproving public transport in a rural
rea, particularly to increase both
ublic transport use by motorists
nd the area served by buses. The
lan was to combine existing mainly
ublic funded services in the area
school services, medical patient
ervices, and services for elderly
nd disabled people), and to make
hem accessible to the general
ublic. It was anticipated that using
ppropriately-sized vehicles would
eliver savings.


AIN FEATURES OF THE
ERVICE
uses run between 06:00 to 17:00
onday to Friday, on eight different


outes designed so that 70% of local
nhabitants live within 300m of a bus
top. Frequencies vary across the
ay, with a maximum hourly service.


he routes are designed to connect
ith regional services to larger


owns, so that they can be used by
ommuters. Passengers typically
ravel between 10 and 40 km.


uxabussarna is a regular,
cheduled service, so there is no
ooking system. Since the vehicles
re not wheelchair accessible, an
ccessible taxi service is retained
or more disabled travellers. One
xception to the scheduled services'

ixed route is that buses will extend
heir run beyond the end of the
ormal route to collect or deliver
isabled people living nearby. This
oes not affect the timetable, or the
ther passengers.


he buses also carry freight.
ookings are made through the
ontractors, and the system is


ntegrated into a nation-wide system
alled Bussgods.


he service is contracted out to
hree separate companies. Six
ehicles are used, mostly medium
ized, although the largest seats 60.
leven staff provide an average 34
ours daily between them.


 pamphlet about the “Kuxa”
ystem was delivered to all
ouseholds when the scheme was


ntroduced. In addition timetables
re distributed twice a year to the
ouseholds in the municipality to
eep the inhabitants informed.
hanges to published routes and


imetables are displayed on the
ckelbo website. There are


requent references to the scheme
n the local media.


EGAL BASIS
he service uses standard bus
ervice licences. Four year
ontracts are awarded to
ontractors after competitive
idding.


PERATIONAL INFORMATION
ommuters use the service to get to
ork in some of the larger villages.
0% of services go to schools, so
se among school pupils is high
some schools have adjusted their
imetables to fit in with
uxabussarna). Despite the fact


hat it is not wheelchair accessible
he service is used by significant
umbers of disabled and elderly
eople. Since the introduction of
uxabussarna, use of special
ccessible taxis has decreased.


he freight system is used by the
unicipal administration for their


nternal post, by pharmacies, the
ostal service, local bakeries and
ther companies.

VIRG

ince the service is free to
assengers, all the annual €375,000
osts are met by the local
unicipality. This represents a
inor saving to the authority


ompared with the cost of pre-
xisting services. It was calculated


hat the cost of collecting fares
ould exceed their value.


SE OF TECHNOLOGY
se of specialised technology is
inimal since no reservation or


icketing is involved. Timetables and
nformation are available on the
nternet. Contact with vehicles is by


obile phone.


OCAL IMPACT
s stated earlier, the service is used
y commuters, schoolchildren, and
thers, including disabled people. A
uestionnaire survey in 1996
howed that passengers were very
atisfied with the service, and that
ver half thought the service was an


mportant contribution to rural
iability. Adult passenger numbers
ave increased fourfold when
ompared with the situation before
he scheme was introduced.


uture plans include:
 expansion of the system
 use of accessible vehicles
 better integration with other


public transport services and
regional routes


 improvement to passenger
information


UMMARY
 Scheme combined pre-existing


publicly funded services
transport, reduced vehicle sizes
and opened service to general
public


 Free scheduled service
 Fourfold increase in adult


passenger numbers
 Increased value for money


KEY STATISTICS
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A scheduled public transport
service operated by An Post, the
state-owned Irish postal service,
which combines the transport of
passengers with the collection
and delivery of mail from and to
local post offices. The service is
used by local adults for travel to
work, by pensioners to collect
their pensions and to go
shopping, by schoolchildren,
who are not eligible for school
transport, and by tourists visiting
the area.


INTRODUCTION


The scheme serves an area of
about 400 km2 to the north and west
of the town of Ennis, the county
town of Clare, on the western
seaboard of Ireland.  The population
of the area served (excluding Ennis)
is approximately 8,000 with most of
the population contained in the five
small towns in the area.


The service was introduced in 1982
as a pilot scheme and has been
operated continuously since then.


53,500 p.a.
Passenger Trips: 10 p.d., 2,620


p.a.
Average Trip Length: 40 km
Costs: €6.84/passenger trip,


€0.26/km, €13.21/operating
hour, €66.05/day,
€332.81/week, €17,306/year


Revenues: €0.30/passenger trip,
€0.15/km, €6.10/operating hour,
€30.48/day, €154/week,
€8,000/year


Seat Occupancy: 62.5%


THE LISDOONVARNA MAIL FEEDER SERVICE POSTBUS, CO. CLARE, IRELAND

MAIN FEATURES OF THE
SERVICE
The service operates to a fixed
route, calling at 12 sub post offices
and 11 wall post boxes, to a set
timetable.  The route is a circular
one, going one way round in the
morning as it delivers to the 12 sub
post offices (a two-hour round trip).
In the afternoon the route is
reversed and the bus collects from
both the sub post offices and the
wall boxes (a three-hour round trip).
Passengers can hail the bus
between stops, but it does not divert
off the fixed route. The service
operates five days a week, with
additional Saturday services in the
period before Christmas. There is
no provision for booking seats in
advance.


One vehicle is used – a small
minibus with eight passenger seats
and a 5m3 secure section for the
transport of mail. There is improved
access (drop down step) at the front
entrance for people with reduced
mobility, but there is no access for
wheelchairs. Staffing is limited to
two drivers, one for each shift, taken
from a pool of fifteen.


The service provides access to
longer distance bus services which
leave from Ennis, and which
connect with other parts of the
country.


Due to the fact that the Postbus has
very limited passenger capacity, the
level of marketing is restricted to
provision of timetable and route
information at the main Post Office
in Ennis, at the post offices served
by the Postbus, and at tourist
information points in the area.


LEGAL BASIS
Ennis Urban District Council (Local
level) issues a Small Passenger
Vehicle Licence (Annual Taxi
Licence). The Irish Department of
Public Enterprise (National level)
issues an Annual Passenger
Licence.


OPERATIONAL INFORMATION
The service operates in an area
where there is a limited, or in parts
non-existent, public bus service.  It

VIRGIL

enables people to make local
journeys between the scattered
communities in the area, to travel
into the county town for work,
shopping and personal business, or
to connect with longer distance bus
services to other parts of the
country.  It provides a very useful
service for visitors and tourists as it
enables them to access some of the
most important tourism areas and
facilities in Clare.


LOCAL IMPACT
The service is much appreciated
and is used by local adults to get to
work, pensioners to collect their
pensions and to go shopping, by
schoolchildren, who are not eligible
for school transport, and by tourists
visiting the area.  For most of the
area, it is the only form of regular
public transport service.


SUMMARY
This service is a small scale service,
which is operated as an integrated
part of An Post's existing operation.
It is financially viable and provides a
vital service to the people of an area
with little or no public transport
service.  It is however worth noting
that this service is unique in Ireland
and there appear to be no plans to
test such a service elsewhere in
County Clare or in Ireland.  Certain
specific conditions are required for
such a service to be feasible.
These include: suitable operational
conditions for An Post; the lack of
alternative public transport services
in the area; low levels of actual
demand.


KEY STATISTICS
Vehicle kilometres: 224 p.d.,
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Frequencies: Routes vary: 6 to 33
p.d.


Passenger Trips: 33 to 64 p.d. on
more established routes


Maximum Fare: €2.42
Costs: €455,000/year net of


revenue


METRO RURAL PARCEL BUS, WEST YORKSHIRE, U.K.

The Metro Parcel Bus scheme
operates on six separate routes in
rural West Yorkshire. It provides
both passenger and light goods
transport in areas with little pre-
existing public transport service.


INTRODUCTION
West Yorkshire has a significant rural
area, with villages and small towns in
the valley bottoms, and smaller
settlements on the open moorland
above where high numbers of elderly
residents live. Most public transport
services connect the larger villages
and towns. The Parcel Bus services
are a response to concerns that
residents without access to cars were
experiencing real hardship.
The services were designed in
consultation with user groups and
local councils. The first service was
let on 1 March 1999.


MAIN FEATURES OF THE
SERVICE
The services are run by a number of
different private operators, under
contract to Metro (West Yorkshire
Passenger Transport Executive, the
executive arm of the transport
authority). All services use wheelchair
accessible minibuses staffed by a
single driver.
The most frequent service (Route
934) operates for 19 hours daily, the
least frequent (Route 937) for 6½.
Most services operate six days a
week, although 934 has a limited
service on Sundays, and two others
only run on three days a week.
Some services run to fixed
schedules, some are hail-and-ride,
and some are demand responsive. In
the country, they stop anywhere that
it is safe and convenient to do so.
Four routes operate off route (within a
mile) to pick up and/or set down pre-
booked passengers especially
disabled persons.   One also
operates via Huddersfield Royal
Infirmary for pre-booked passengers.
Bookings are made directly with the
driver via a hands-free mobile phone,
thus eliminating scheduling costs.
Users also telephone drivers directly
to check estimated arrival times, and
the availability of space.


At present, only small scale
passenger and freight integration

akes place, through delivery of
arcels, messages (shopping), and
rescriptions. Metro is currently


nvestigating the carriage of other
ommunity goods such as
ewspapers. Bookings for the
ollection and delivery of parcels
re made in the same way as those
or passengers. All parcels are
harged at 50p per delivery, and
ust be handed to and collected


rom the driver in person. Published
uidelines for parcel carriage cover
uch issues as wrapping, contents
nd non-delivery.
eparate timetables produced for
ach route contain direct phone
umbers for the drivers, and for
etro’s Rural Transport Team to


ncourage a “hands on” approach.
here appropriate, information


bout connecting services, including
ail times, is included. Service
nformation is on the Metro website
nd will be available on the new
ational Public Transport
nformation system. Metro
istributed a regular newsletter to
ommunity outlets such as libraries.
ome service launches have had


inked promotions, such as reduced
dmission to tourist venues.


EGAL BASIS
ll routes are registered local bus
ervices, requiring any successful
enderer to have an Operator’s
icence and drivers to possess a
CV driver's licence. The operation
f wheelchair accessible vehicles is
ubject to national guidance.


PERATIONAL INFORMATION
he initial contracts were for one
ear, but all will continue until at
east the end of the  financial year
000. The service is still in its early
tages but is regularly used by a
ignificant number of people -
etween 35 and 65 passengers per
ay on the more established routes.
he parcel service is currently
nder-used, but this is regarded as
 marketing, not a demand issue
nd appropriate measures are being
aken.
ares generally follow local
ommercial scales. The maximum
are for journeys of 20 kilometres
nd over, for any route is £1.50. The
tandard Metro concessionary fares
nd travel pass schemes are valid

VIRGIL

n all routes. Suitably zoned Metro
ravel passes can be used on buses
nd trains to provide through ticketing.
alks are in hand for through bus-rail


icketing for a number of the services.
he additional cost to Metro of running


hese six services is €455k per annum;
ll these costs are met by the UK
entral government through the Rural
us Service Grant, and/or the Rural
us Challenge fund.


SE OF TECHNOLOGY
ll buses / drivers have a hands-free
obile phone. An integrated vehicle


racking, communications and real time
nformation system is planned for
ervice 934. Traffic planning and
anagement systems are to be


eveloped experimentally with services
34 and 935. Ticket machines vary
etween Almex hand operated and
ayfarer Mk3.


OCAL IMPACT
he services provide new links along


outes that were previously poorly
erved by conventional public
ransport, so have had little impact on
xisting operators, including,
urprisingly, local taxi operators. Apart
rom providing better links, these
ervices allow improved access to local
acilities (shops etc.) by communities
ho were previously forced to travel to


he larger urban areas.


UMMARY
 Six wheelchair-accessible


minibuses operating six different
routes linking small rural
settlements


 Transport of passengers, and of
small parcels


 All bookings handled by the
vehicles’ drivers using hands-free
mobile phones


 Pilot project heavily subsidised by
central government


KEY STATISTICS
Routes/vehicles: 6
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Costs: €8.20/passenger trip,
€3,000,000/year


Revenues: €0.75/passenger trip,
€273,000/year


MOBIMAX, ACHTERHOEK, NETHERLANDS

obiMax is a demand responsive
ervice using easily accessible
inibuses. It is open to the
eneral public, and is completely
lexible regarding routes, stops
nd timetables.


NTRODUCTION
obiMax operates in the region of
chterhoek, a rural area in the
astern part of the province of
elderland in the Netherlands,


ocated near the border of Germany.


obiMax became available to the
ublic in March 1998, having
perated as a system for disabled
eople since October 1997.
reviously, some places in
chterhoek were served by so-
alled "line taxis", which had a fixed


tinerary and timetable. In contrast
o regular bus services, line taxis
nly travel  when actually
equested.


n other places, minibuses driven by
olunteers provided additional rural
us services and there were some
pecial transport experiments for
isabled people.


AIN FEATURES OF THE
ERVICE
eservations are made by


elephoning the Travel Dispatch
entre (in Dutch: Regionaal
ervoers Centrum, RVC), an
rganisation of regional taxi
ompanies. This uses software that
utomatically creates clusters of


ndividual bookings and allocates
hese to vehicles. The system is
ery flexible, but known regular
ides are booked and clustered in
dvance.


he service is provided using twelve
heelchair accessible eight-seat
inibuses. It provides 17½ hours


overage each day.


onnections to other bus and train
ervices are guaranteed when
eservations are made at least two
ours in advance.


 leaflet providing detailed
nformation about using the service

is distributed to all households in the
service area. MobiMax is also
included in the nationwide "OV
Reisadvies", a telephone travel
information service covering all
public transport modes.


LEGAL BASIS
MobiMax operates under the taxi
licence scheme administered by the
central government. The contract
was awarded to RVC after
competitive bidding administered by
the local and national authorities.
Vehicles must meet standard safety
regulations.


OPERATIONAL INFORMATION
Although it is open to all members
of the public, the service is used
almost exclusively (93%) by people
with some degree of physical
disability. This is a much higher
figure than anticipated. Most people
use MobiMax to visit family and
friends (48%). Other travel purposes
include visiting medical institutions
(16%), public facilities (6%),
shopping (5%) and sport (5%).


Annual fare revenues of €273,000
cover about 9% of the €3,000,000
costs. Every municipality in the
region supports the project with
about €11 per inhabitant. For each
passenger trip the Dutch
government pays an amount to the
province of Gelderland for allocation
to the project.


USE OF TECHNOLOGY
PlanVision software is used to
assist the scheduling process and
calculation of fares. Onboard
computers communicate with the
PlanVision software.


All vehicles are equipped with the
navigational system, Carin (a
speaking computer), to calculate the
shortest or fastest route. Mapping is
integrated with Carin in the on board
computer.


LOCAL IMPACT
Thanks to MobiMax all inhabitants
of Achterhoek have access to public
transport (bus and train). Besides

VIRGIL

that, disabled people can travel
throughout the whole region.


The experiment will continue until
June 2001. Recently it has been
evaluated and the authorities are
now deciding whether to take it on
as a regular transport service rather
than an experiment. It is clear that
most passengers welcome the
ability to travel independently,
without help from neighbours or
family.


Some time prior to MobiMax,
national legislation was amended so
that elderly people identified as
having physical disabilities may use
facilities created for disabled
people. A lot of elderly people have
difficulty using regular public
transport systems. With MobiMax
they can travel independently at
times they choose themselves.


This fact may have created an
image of MobiMax as a service
exclusively for disabled people.
Extra effort is now  being made to
emphasize that MobiMax is
available to the public at large. The
view is that MobiMax must become
more attractive to the general
public. Talks between RVC and
public transport providers in the
region have begun, and a specific
enhancement to the service in
September 1999, means that
'public' passengers can travel longer
distances than before.


SUMMARY
• A very flexible on-


demand transport operation
• All vehicles wheelchair


accessible
• Open to all, but used


almost exclusively by disabled
people


KEY STATISTICS
Passenger Trips: 1,000 p.d.
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p.d., Taxis: 70 p.d.
Passenger Trips: 130 p.d. and


growing
Average Fare: €1.36
Costs: €2.50/passenger trip,


€0.88/km, €77,366/year
Revenues:  ca. 30% of costs


SIILINJÄRVI SERVICE LINE, FINLAND

 single accessible minibus,
eserved for day-centre use for
our hours per day, and then
sed as a dial-a-ride service for
ublic users. The dial-a-ride
erves different areas on different
ays of the week. Three of the
reas are served by minibus and
wo areas with minor demand are
erved by taxis.


NTRODUCTION
he scheme serves the municipality
f Siilinjärvi in the Pohjois-Savo
egion in eastern Finland, an area
f over 500 km2, with a population
ensity of 38 per km2.
he scheme started in February
999  - the idea was the brainchild
f Mr. Juha Elomaa, a local
ransport engineer. Previously, four
f the areas were served by dial-a-
ide taxis, three times a week during
ummer holidays only. One of the
reas has never before been
overed by this kind of service.


AIN FEATURES OF THE
ERVICE
 key feature is the provision of


ransport for two day centres: a
ork centre for disabled people and
 day centre for elderly people. The
us is reserved for the use of these
entres from 07:00 to 09:00 and
rom 14:00 to 16:00. Because of the
ariation in timetable and routes of
he trips to day centres, it is difficult
o offer the service to the general
ublic during this time.
etween 09:00 and 14:00, and
gain from 16:00 to 17:00, the
ehicle operates a semi-scheduled
ial-a-ride service. In the early
orning (06:00 to 07:00) and at the


nd of the day (17:00 to 18:00), the
us operates a scheduled route
ervice in one local area. This also
eeds into other public transport
ervices at the bus station. The only
ixed stop during the dial-a-ride
peration is the bus station which is
isited once an hour. Different parts
f the municipality are served on
ifferent weekdays.
ookings are made by telephoning


he Travel Dispatch Centre (TDC),
perated by the city of Kuopio. The
DC amalgamates bookings to
roduce routes and timetables, and


nforms the vehicle’s driver via a

ehicle data terminal, provided by a
obile phone connected to a small


omputer terminal.


hree reservation staff work in the
DC, but they also take bookings


or four other schemes in the region.
he bus is owned by a private bus
ompany which provides the
rivers. The vehicle has sixteen
eats plus accommodation for two
heelchair users. There is also one
xtra wheelchair in the bus e.g. for
oving elderly or physically


isabled people who have difficulty
alking, for example on icy ground.
he taxis used have four to eight
eats.
he scheme has been publicised in


ocal newspapers, and by leaflets
istributed to households. Agencies
orking with disabled people have
ent letters to their clients.


EGAL BASIS
he scheme operates under normal
us and taxi licences issued by the
rovincial state authority. Any


icensed operator may bid for work,
ith contracts awarded for one year.


PERATIONAL INFORMATION
he greatest users of the scheme
re elderly people and disabled
eople: 75% are over 70 and 22%
se some kind of mobility aid.
esearch shows the following


easons for using the service:
 shopping: 57%
 banks, pharmacy and


offices: 29%
 medical: 7%
 recreation: 4%
 day care centres: 3%.
ll normal bus tickets are valid, with
ome additional concessions (e.g.
 price for passengers over 65


ears, wheelchair users free,
ssistants free, children under 4
ears free and strollers with
ompanion free). The normal
ational smart card system and
egional card systems are valid.
he total gross operating cost is
77,366 p.a.. Siilinjärvi's share of
he TDC’s costs was about €16,000
n 1999.
are revenue covers about 30% of
osts. Central government
ontributes to the TDC's costs. The
emaining costs are met in equal

VIRGIL

hare by the municipality and the
rovincial government.
he scheme's introduction has resulted


n a considerable increase in the level
f public transport service. In two
reas, the service has expanded from
 3 month period to  a round-the-year
ervice and one part of the municipality
as never been covered by this kind of
ervice before. This has only resulted


n a 10% increase in the municipality's
ransport costs.


SE OF TECHNOLOGY
elephone bookings are entered by
DC staff into a special Finnish
oftware program which schedules the
rips and organises routes. Details are
hen passed electronically to a vehicle
ata terminal device. Requests for
axis are first faxed to the taxi centre,
hich transmits them to local taxi
rivers via taxi data terminals. National
mart cards can be used on the bus.
here is no real-time information
ystem.


OCAL IMPACT
bout half of the passengers say that


heir mobility has increased since the
cheme’s introduction. The bus is often
ull and this is why there is pressure to
ncrease the number of vehicles
eployed. It is highly probable that a
econd bus will be taken on in
orthcoming years. This would enable
etter integration of school trips into


he main scheduled bus service.


UMMARY
 A single accessible minibus,


reserved for day-centre use for four
hours per day, and used as a dial-a-
ride and a scheduled service for the
remainder


 Serves different areas on different
days of the week


 The service is supplemented by
dial-a-ride taxi in certain areas with
lower demand


 Users are predominantly elderly
people


KEY STATISTICS
Vehicle kilometres: Bus: 300-330
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Passenger Trips: 81,500 p.a.
Fares: Normal Public Transport
Costs: €3.19/passenger trip


€260,000/year
Seat Occupancy: 3 per journey


TAXIBUS LÜDINGHAUSEN, GERMANY

An on-demand service using
taxis, visiting fixed stops to a
fixed timetable. Only those stops
for which reservations have been
made are visited.


INTRODUCTION
TaxiBus covers an area of about
650 km2 in the district of Coesfeld,
north of Dortmund in the federal
state of Nordrhein Westfalen in the
mid-west of Germany. Average
population density is generally
around 150 per km2.


The scheme started in 1996,
replacing existing public transport
services in the area which were
generally uncoordinated, with
steadily decreasing patronage. The
main objective of TaxiBus is to
provide a substantial transport
service in low density areas not
served by public transport, at
relatively low costs. The local
authority in Coesfeld is responsible
for the scheme, which is run from
the public transport centre of WVG
(Westfälische Verkehrsgesellschaft)
in Lüdinghausen. The service is
operated by five different local taxi
companies.


MAIN FEATURES OF THE
SERVICE
There are five separate routes, all
with fixed stops, and an hourly
service operating between 06:00
and 19:00 (06:00 and 14:00  on
Saturday, no Sunday Service).


Users book the service by
telephoning the public transport
centre. At present the reservation
system is entirely manual –
receptionists take down journey
details and fax them to the
appropriate taxi company. Taxi
companies then decide which
vehicle to use. There are plans to
automate this process using a
computer system.


Vehicles have between four and
eight  seats and differ from
company to company. The vehicles
are not adapted to be accessible to
people with mobility difficulties, so
such people may have difficulty
using the service. This group may
also experience problems because

the service is not door-to-door.
Many users overcome this problem,
however, by hiring the same vehicle
(charged at full taxi rates) to take
them between the bus stop and
their home.


Customers pay normal public
transport fares to the taxi driver.
Ticket revenues go to WVG and in
return WVG pays the normal
taximeter tariff (discounted for
volume purchase) to the taxi
companies, less a €1.30
commission for each booking.


Driving staff are provided by the taxi
companies, but the equivalent of
four full-time booking staff are
required.


TaxiBuses are now scheduled to
connect with commuter trains and
other regional buses.


Timetables are distributed to
residents in the area and are also
available at bus stops and stations.
Information about the system and
the timetable is also provided on the
transport authority’s website and
TaxiBus has been well publicised in
the local press.


A new telephone service centre
called “ask+go” (frag+fahr) was
introduced in October 1998 to
provide public transport information,
including details of TaxiBus.
Bookings can also be made directly
through this centre.


LEGAL BASIS
The service uses regular taxi
licences because the capacity is
limited to 8 passengers.


WVG  is responsible for the
competitive tendering process.
Contracts are valid indefinitely, but
may be terminated at three months
notice.


OPERATIONAL INFORMATION
The largest user group is school
pupils: 43% of the passengers had
a school travel card. However
commuters are significant users of
the service now that connections
with other services have improved.


On weekdays, about 80% of the

VIR

potential scheduled services run, on
Saturdays about 40%. The average
number of passengers per taxi journey
is a little over three.


Before the introduction of TaxiBus the
combined cost of the pre-existing
services and school services was
€800,000 per year. The combined cost
of TaxiBus and supplementary school
services is now €540,000 per year.


USE OF TECHNOLOGY
At present the system is extremely low-
tech. The telephone booking and
scheduling system is entirely manual,
communication with taxi companies is
by fax, and with vehicles is by radio or
mobile phone. There is no real-time
information system, GPS, or
automated ticketing.


LOCAL IMPACT
Patronage has increased from 35,340
in 1996 before the service was
introduced, to 81,500 in 1998, and
numbers continue to rise.


WVG's research has shown that the
Taxibus has no effect on the use of
regular taxis. There appear to be two
distinct user groups: taxi-users and
new Taxibus-users. According to WVG,
reaction to the Taxibus is very positive.
In the beginning WVG feared that the
need to book the bus by phone would
be a barrier for potential users of the
service. Instead this appears to be a
positive aspect: users appreciate the
personal contact with the operators at
the service centre.


SUMMARY
• A fixed stop, fixed route, scheduled,


on-demand service
• Taxi based
• Good links with other public


transport
• Greatly increased passenger


numbers
• Significant cost savings
• Entirely manual booking system


KEY STATISTICS
Routes: 5

GIL RURAL TRANSPORT GUIDE   14
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p.a.
Vehicle kilometres: 113,000 p.a.
Passenger Trips: 2 per route p.d.,


7,000 p.a.
Costs: €8.67/passenger trip,


€64,115/year
Fares: Normal public transport fare
Seat Occupancy: 20% of route


mileage is occupied

 public transport service
tilising fixed routes, stops and
imetables which is operated by
egular taxis. This is an on-
emand service - vehicles only
perate if a booking has been
ade. The scheme is run by the


ocal public transport authority.


NTRODUCTION
his is a former mining area of
80,000 inhabitants centred around
he local town of Douai (45,000
nhabitants). The majority of the
opulation is concentrated along an
ast - West corridor covering both


he city of Douai and the former
ineworkers “cités”  of 2,000-3,000


nhabitants each. The rest of the
rea is rural, comprising small
ettlements. All mines are closed
own now, and economic activity is
ocused on other industries and the
ertiary sector.


axiTub came into operation in
992, copying, with some minor
hanges, the  system in the St-
rieuc area (Western France). The
otivation was to increase the level


f service at a reasonable cost.
efore TaxiTub, the area was only
erved by regular bus services,
ostly operating only two or three


imes a day. Some villages  now
erved by TaxiTub had no public
ransport at all.


AIN FEATURES OF THE
URRENT SERVICE
here are twelve services


described as “virtual lines”, since,
lthough scheduled, they only
perate when required). Most
ustomers travel to and from Douai,
he main local town, which is the
ransport hub for train and regular
us services. TaxiTub services
ostly link remote settlements with


us stops used by conventional
ervices, so customers usually have
o transfer between TaxiTub and a
egular bus service. TaxiTub users
et guaranteed bus connections to
ouai.  Services are hourly or half-
ourly, six days a week, from
pproximately 06:30 to 19:30. Users
ust book by telephone, at least


wo hours in advance, and must
ave paid an annual registration fee
f 30 FRF (€4.50).

o vehicles are permanently
llocated to the scheme. All vehicles
sed are regular taxis which are
ooked only when required for a
pecific journey. The taxi operator
losest to the origin of the booked
ourney is always approached first.
ookings are handled automatically
y a voice computer (see below), so


hat the authority needs only to
mploy the equivalent of 0.25 full-
ime staff in order to run the
cheme. Marketing is via timetable


eaflets and posters which are
istributed locally.


he transport authority (financed
tself by the municipalities) pays the
egular taxi fare to the driver, minus
 small commission. The passenger
ays a standard public transport
are. When the taxi driver is not
perating under the TaxiTub banner
i.e. when no booking has been
ade), there is no payment. When


he TaxiTub service is operating, the
taxi” sign on the roof is covered up.


EGAL BASIS
axi operators  participating in the
cheme require the usual taxi
ermit. They then sign a contract
ith the local public transport
uthority committing them to the
onditions of the scheme, although
hey remain free to refuse any
ndividual request for their services.
here is no competitive bidding


nvolved in the transport delivery
ide of the scheme, although the
upply of reservation software was
ubject to competitive bidding.


PERATIONAL INFORMATION
he cost of the scheme to the
uthority has been slight – an initial


nvestment of 680,000FRF
€103,000), and an annual staff cost
f 50,000FRF (€7,525). Costs per
assenger of 57.22FRF (€8.67) are
ignificantly less than they would be
or conventional buses operating the
ame route.


ost lines were served as a regular
ervice 2 to 3 times per day. The
umber of TaxiTub customers is:
 1997: 6,759
 1998: 7,395


SE OF TECHNOLOGY
he scheme’s most innovative use

VIRGIL

f technology is in the automated
eservation software supplied by


IN of St-Maur. Reservation calls
re free, and may be made 24
ours a day. A computer
ynthesised voice prompts the user
o enter their registration number,
ine number, stop and time details
ia the keypad of their telephone.
espite its complexity, no
omplaints have been received
bout the system. After a
eservation is made, the system
utomatically contacts the nearest
axi driver to the departure stop. If
hey are not available it continues
own a list of taxis until a driver is
ound.


ince the service operates to fixed
outes, no routing software is
eeded. All ticketing is manual,
lthough fully integrated with all
ther types of bus ticketing. A
ebsite for the Taxitub is scheduled


o come on stream during the year
000.


OCAL IMPACT
mproved mobility for all users, with
he exception of those with severe


obility difficulties (since none of
he vehicles is wheelchair
ccessible). Home to school


ransport for schoolchildren is
ignificant.


UMMARY
 Taxis used to provide a


scheduled service which only
operates on demand


 Users must pre-book
 A low cost option for routes with


very low patronage
 Combines cheap transport for


the user with minimum
investment and overheads for
the provider


KEY STATISTICS
Routes:  12 - operating 305 days

TAXITUB, DOUAI, FRANCE

 RURAL TRANSPORT GUIDE   15







V
s
c
p
o
e
o
t
p
t
t
t
o


I
B
E
N
s
c
a
i


M
S
T
r
o
i
o
o
d
T
–
1
s
t
a
t
B
t
i
k
i
d
s
m
R
m
t
p
a
d
a
h
c


Vehicle kilometres: 110 p.d.
Passenger Trips: 110 p.d. average
Average Trip Length: 10 km
Average Fares: €1.15
Seat Occupancy: 30%


VIDEOBUS, BORGO PANIGALE, ITALY

ideobus is an on-demand bus
ervice linking a small
ommunity of users with a main
ublic transport corridor - an
peration that would not be
conomically viable using an
rthodox scheduled public
ransport service. The service is
rimarily available to residents of
he community, and booking is
hrough home computer
erminals supplied by the bus
perator, ATC.


NTRODUCTION
orgo Panigale is a small village in
milia Romagna Region, to the
orth West of Bologna. The scheme
tarted operating in June 1995 to
over the village and surrounding
rea, although the area covered has


ncreased slightly since that time.


AIN FEATURES OF THE
ERVICE
he service operates to a fixed


oute with 30 stops, 17 of which are
nly utilised when booked. The bus


s timetabled to run hourly, but only
perates if  booked. The service
perates fourteen hours a day, six
ays a week.
he community served is very small
 about 60 families and some 10 to
5 companies. All of these are
upplied with free terminals,
ogether with magnetic cards that
re used to confirm payment once


he user is on board the bus.
ooking is made through the


erminals by following on-screen
nstructions, using simple
eystrokes to choose pre-set


nformation such as card number,
ay and time of trips, start and final
tops, number of passengers (not
ore than 2 persons per booking).
eservations are accepted until 35
inutes before the bus leaves the


erminus. The reservation is
rocessed by a host computer, and
utomatically forwarded to the bus
river via an on-board LCD display
nd paper printout. The bus also
as a radio link with the dispatch
entre which operates the entire bus

network in the region.


LEGAL BASIS
ATC operates the service under
licence from Emilia Romagna
Region, and the Bologna
Municipality, the current licence
being valid until June 2004. The
operation is subject to the same
safety regulations as any other bus
service. Competitive tendering was
not involved.


Videobus was conceived and
developed by ATC, ENEA and
Emilia Romagna Region under the
EU's THERMIE Programme.


OPERATIONAL INFORMATION
The route is serviced by one 33 seat
vehicle, owned by ATC, the
operator. The 14.5 hours (two shifts)
staff time is sub-contracted to a
small drivers' co-operative.


The main transport corridor involves
bus services to Bologna, and it is
assumed that the majority of the
trips have the Bologna urban area
as the ultimate origin/destination.


Because use of the scheme must
be made through a terminal, a lot of
effort has been made to tell users
about the service, and to train them
in the use of the equipment. In
addition, marketing has been
targeted towards those users
starting journeys in Bologna, where
terminals are available at staffed
ATC outlets.


USE OF TECHNOLOGY
The reservation system is fully
automatic. It involves the use of a
home terminal, linked via an
ITAPAC network to central, Unix-
based software, which in turn
communicates, via a radio link, with
an on-board terminal in the bus. The
passenger list is forwarded to the
vehicle before it leaves the
terminus. At each stop, the driver
can identify the number of
passengers with a reservation and
the number of seats available
because each passenger registers

VIRG

on-board by inserting his magnetic
card into the reader; the same card
links the payment, confirmed on the
bus by marking a ticket, to the
reservation. The system
incorporates routing software.


The entire public transport system in
the area is managed by a GPS
system. This allows the Videobus’s
timing to be co-ordinated with the
timings of buses on the main Emilia
road corridor, so that passengers
can make easy connections
between the services.


LOCAL IMPACT
Before this scheme was operating,
there was no other public transport
in the area. The scheme is seen to
be very successful locally and there
are plans to repeat the approach in
other areas. New schemes will have
to cover larger areas and it is likely
that taxis rather than buses will be
used, and that telephone
reservation will be used in place of
the home terminals.


SUMMARY
• A timetabled bus service which


is only run on demand
• Links a very small community


with a main public transport
route


• GPS enables efficient co-
ordination between Videobus
and mainstream services


• Passengers must pre-book using
specially provided home
terminals


• A low cost option for areas with
very low population


• Revenue covers 30% of costs


KEY STATISTICS
Vehicle trips: 10-11 p.d. average
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PREFACE 
 
We start with a vision for what we should be seeking to achieve in Wales, which 
can be summed up thus: 
 
‘Every visitor to Wales will have considered using public transport as an option to get 
to or around the country’. 
 
Inevitably, this is somewhat utopian given the very small proportion of visitors 
presently using public transport. However, if we plan for a situation where 
everyone would be comfortable with the idea, then we are more likely to get 
major growth through provision of an attractive transport product.  On the 
assumption that good quality will attract everybody, we are more likely to 
emerge with one that attracts a majority of visitors.  
 
There is a good ‘role model’ within the history of transport. It is generally 
thought that Henry Ford invented the production line but this is not so. What he 
‘invented’ was the concept that everyone should be able to own and afford a 
motor car. The production line followed naturally as the best way to get costs 
down and maintain quality, to bring that concept to reality.  Not everybody, 
even in his native USA, now owns a motor car, but ownership has expanded 
beyond anybody’s wildest dreams.  What could happen to the use of public 
transport in Wales if we could apply and follow this vision? 
 
We are working to a wide remit in this report, from the top national ‘gateway’ 
interchanges to occasionally used, rural locations where only small numbers of 
local people and some seasonal ramblers or cyclists need to be catered for. A 
critical element in attracting the visitor will be the quality of the service and 
their experience at stations, whether large terminals or rural halts. 
 
The Rail Passenger Committee’s document ‘What Does The Passenger Want’ 
poses a series of questions at the end, one of which reads: 
 
Would you feel happy to welcome a foreign visitor at this station?  
 
We suspect the answer might be ‘no’ at many train, coach and bus stations in 
Wales, a reflection on how important a task lies ahead. 
 
A very important aspect of creating Tourist Friendly Transport Interchanges is 
the application of common standards across Wales. This is likely to be a difficult 
and contentious issue.  This report is intended to show the way. 
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DEVELOPING TOURIST FRIENDLY TRANSPORT INTERCHANGES FOR 
STATIONS THROUGHOUT WALES 


 
1.  DEFINING THE PRODUCT: WHAT ARE TOURIST FRIENDLY 


TRANSPORT INTERCHANGES? 
 
A Transport Interchange is a location whereby visitors to a region can arrive by one 
particular travel mode, usually long distance such as a train or coach, and transfer to a local 
or intermediate mode. This could be a local bus, branch railway, taxi, hire car, private car, 
cycle or foot, to complete their journey.   Likewise travellers in the reverse direction may 
arrive by local transport to continue their journey by long distance mode. 
 
A Tourist Friendly Transport Interchange will, due to the quality of its infrastructure and its 
information provision, enable people who are strangers to the area or who only make a 
journey occasionally, feel comfortable and relaxed about the next stage of their journey. If 
waiting is required, their physical needs are met, and they feel secure and confident, that the 
next stage of their journey will be achieved without undue anxiety or worry. 
 
In this respect, the requirements of a Tourist Friendly Transport Interchange are identical to 
that of any Transport Interchange, whether used by business travellers, regular commuters, 
or students travelling to or from high school, college or university. The regular traveller may 
be fully aware of which facilities are available and where and how linking services operate. 
However, the tourist, who is more likely to be a first time visitor, may be tired, nervous, 
lacking in local linguistic skills, a little bewildered by their surroundings  - especially if arriving 
by night  - and carrying heavy luggage which has to be carried or pulled between transport 
modes.  Unlike the regular commuter, who needs to get home or to work, and may 
therefore have to put up with whatever shortcomings the interchange presents, the tourist 
is an optional traveller, choosing to use this particular travel mode.   
 
Services and facilities therefore need to be even better than those required for regular 
travellers, especially if it is hoped that repeat visits will be generated.  Improving facilities for 
visitors, however, also improves facilities and the quality of experience for all travellers, 
irrespective of purpose, and is more likely to encourage people to switch mode away from 
over-dependence on the private car towards greater use of greener modes.  
 
These needs and requirements are particularly acute in rural areas where distances tend to 
be longer, connecting services less frequent and where there are fewer facilities available for 
the traveller. The challenges are different, though not greater, where the interchange is 
remote from settlements, and may be the start of a walking or cycling trail. 
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2.  WHY TOURIST FRIENDLY TRANSPORT INTERCHANGES ARE 
IMPORTANT FOR TOURISM IN WALES 


 
 The Welsh Transport White Paper Transporting Wales into the Future identifies five key 


requirements to improve public transport interchange in Wales: 
 


I. More through ticketing. 
II. Better facilities at stations and other places for interchange. 
III. Better connections between and co-ordination of services. 
IV. Wider availability of improved information on timetables, routes and fares. 
V. A national public transport information system by the year 2000. 
 
All these issues are fundamental not just to urban, but also to rural transport interchange, 
and to Tourist Friendly Transport Interchanges in particular.  They form an essential part of 
any strategy that seeks to provide a truly integrated public transport network. 
 
It is sometimes suggested that the aim of an Integrated Transport Strategy is to create 
opportunities for ‘seamless’ journeys.  By that is meant close co-ordination between travel 
modes to create through ticketing and to reduce waiting times, and walking distances 
between vehicles.  In fact no journey, by whatever mode, is seamless.  Every interchange - 
including a walk to a parked car - is a ‘seam’, a division between two different modes of 
travel which, to take the metaphor further, needs to be carefully and neatly stitched 
together to make a strong, firm joint.  Like a garment, a journey is as strong as its weakest 
seam.  If, at just one part of the journey, requiring several interchanges, a seam comes apart 
because of poor connections, or unpleasant or hostile waiting areas, the total experience of 
the journey becomes negative, something to be avoided. 
 
For a tourist, the journey is not just the means to get to or from the destination area, it is 
part of the holiday experience. The leisure activity begins just as soon as the holidaymaker 
leaves home, and the journey grows in significance the closer the visitor is to the final 
destination.  Thus a cold, ill-lit waiting area, lack of basic information, a view from an arrival 
platform or vestibule of an industrial wasteland of parked cars, scrap metal or torn 
advertising hoardings are a powerful negative message for someone seeking the Wales of 
romantic mountain or coastal imagery. 
 
 Equally, though the actual journey on a modern diesel railcar or comfortable coach, 
with coffee at seat, may be a pleasant part of the holiday, this positive experience can be 
quickly destroyed by poor quality interchange facilities on arrival in Wales.  First impressions 
sadly do count for a great deal, especially for first time visitors. 
 
 
 Tourism is a vitally important economic activity in Wales, bringing in over £1.25 
billion per annum to the Welsh economy, and supporting around 9% of all jobs. This is 
particularly true in rural Wales, where it directly and indirectly supports many local jobs and 
services.  Visitors using more sustainable forms of transport - walking, cycling and public 
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transport - cause less damage to the environment and disturbance to local communities 
compared with motorised visitors, and there is some evidence to suggest that more of their 
spending is retained within the local economy.  
 
 The need for closer integration of transport modes for visitors has been commented 
on by the Wales Tourist Board. In Tourism 2000: A Strategy for Wales the Board noted that 
around 11% of visitors to Wales use public transport as their main mode of travel to Wales, 
and suggested that: 
   
“Greater use of public transport by tourists - especially within destination areas - will be dependent 
on greater integration and co-operation between different elements of the system”. (13.10) 
 
Tourism 2000 presents cogent arguments for sustainable form of tourism and travel in 
Wales, which by definition, are forms of tourism less dependent on the private car.  
Contrary to popular misconception, many parts of rural Wales have a very good rural public 
transport network by the standards of many other countries of Europe. This reflects 
considerable recent improvement thanks to the National Assembly for Wales’ Rural Bus 
Grant which has allowed every unitary authority in Wales to increase its rural transport 
network, including parts of the more popular areas for tourism and recreation. 
 
An important step towards the creation of an integrated tourist transport network in Wales 
was taken with the launch, in Spring 1999 of the Wales Flexi Pass, a pre-purchasable rail-bus 
ticket available in 8 and 15 day Freedom of Wales forms, as well as weekly Regional Rover 
tickets.  The Wales Flexi Pass also offers holders useful discount admissions to National Trust 
properties, CADW properties and National Museums in Wales, as well as discounts on YHA 
accommodation in Wales.   
 
Excellent as the Wales Flexi Pass is, it is totally dependent for its success on good interchange 
opportunities and facilities.  The traveller arriving, as he or she most likely will, by rail at any 
one of a number of key railheads, almost certainly carrying a large rucksack or hold-all, must 
then continue the journey by other modes, but not always with confidence, comfort or ease.   
 
To realise the admirable intentions of Transporting Wales into the Future; of the WTB Wales 
2000 sustainable tourism agenda; and of the opportunities offered by the Wales Flexi Pass; 
attention needs to be focused on what could be perceived as the weakest part of the seam - 
the actual Interchanges themselves. 
 
 
 
 


 
 


5







                                                                                                                        Annex 2 


3.  THE NEED FOR A METAMORPHOSIS IN THINKING AND ACTION 
 
Putting the Customer First 
 
‘Customer First’ is essentially an attitude of mind for organisations wishing to expand in 
business, but is too often only half-heartedly accepted within the public transport industry. 
There are many examples of improvements to customer facilities but the underlying culture 
remains one of cost cutting to reduce overheads rather than of putting the needs of the 
customer first. Public Transport must embrace wholeheartedly the culture of achieving 
customer satisfaction by providing the right product, at the right time and at the right price, 
if it is to achieve significant growth in patronage, or even retain its current customer base. 
 
It is important to understand that efforts to encourage modal shift from the private car must 
be focussed on making the alternative every bit as good as and if possible even more 
convenient than the car. Almost by definition, any form of interchange, especially modal 
change is a deterrent to using public transport and therefore the design, accessibility, 
comfort, security and ease of use of the interchange facility are paramount. 
 
Lack of good customer care is no more starkly evident in the condition of many railway and 
bus stations in Wales. If the train stations are generally below par, the bus stations have with 
few exceptions not even reached that state. With minimum staff (where staffed at all), old 
and tired buildings, poor lighting, poor cleanliness, often with visible vandalism and graffiti, 
the picture around Wales is not good. Railtrack’s much heralded station regeneration has 
been a disappointment. The best that can be said for it is that it has at least raised the 
baseline for further improvement. What impression does this leave with visitors, especially 
when the areas surrounding stations are in many ways just as bad as the stations themselves? 
 
Wales is in a unique position, due to a number of not unrelated major innovations: the 
advent of the National Assembly; the proposal for a Wales & Borders Rail Franchise; the 
development of a national cycle network; and a growth in funding for buses through the Bus 
Partnership Fund.  Ironically, because interchange facilities can mostly ‘only get better’, then 
one can start with a fairly clean sheet when designing an all-Wales overall template for 
action.  This means getting the vision right at the outset, bearing in mind that the objective is 
to have many more local people and visitors to Wales using public transport. This will 
increase the profitability of bus and train operations, reducing the need for subsidy, bringing 
wide environmental, social and economic benefits, particularly to the tourism industry.  
 
Consider modern shopping centres and similar renovated areas in our towns and cities.  
Visitors, rightly, have certain expectations, which are almost invariably fulfilled:  
 
I. Bright, clean, airy, with use of modern materials, 
II. Invariably spotlessly clean, with bright, cheery lighting. 
III. Good signing to and from facilities 
IV. Good customer facilities including clean, well -signed toilets 
V. Help points, where customers can get advice and support, usually with staff present. 
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Then consider typical train and bus stations in Wales, often situated only a couple of 
hundred metres away from these shopping centres, close to the town centre, and the 
contrast is stark.  
 
I. Lights often switched off to ‘save cost’ on dark days making the gloomy surroundings 
even more so.  
II. Staff, where they exist, often hidden away instead of serving the customer or 
keeping the place clean.  
III. Cold draughty platforms and waiting rooms.  
IV. Lack of toilet facilities or where they exist locked in the evenings or vandalised 
V. Lack of left luggage facilities and cycle storage space 
VI. Poor quality information, especially about non-rail modes (eg connecting buses) and 
nearby tourist facilities  
 
During a member of the consultancy team’s recent visit to Holyhead Ferryport, it was  
noted that everything in the Stena Line Terminal was spotless, even the litter bins. At the 
adjacent (refurbished) train station, the first obvious thing noticed was dirty, streaky litter 
bins, not to mentioned the drab interior, lights switched off and scruffy ambiance with, of 
course, no visible staff presence. 
 
Larger train and bus stations in Wales need to achieve at least the standards of modern 
shopping centres, airports, ferry ports (note that ferry companies market their travel 
experience as part of the holiday!), offering  similar developments in lighting, cleaning, 
brightness, general ambience.  This is essential if they are going to attract more travellers, 
especially discretionary travellers, which include most visitors to Wales.  
 
The needs of ‘meeters and greeters’ at stations must also be considered. They will be more 
inclined to make a journey themselves later if presented with easy short-stay parking and a 
well-run, cheerful waiting area when meeting someone off the train or coach. In as many 
cases as possible, the station, whether for trains, buses or both, should be one of the pivotal 
points within the community. Even if, in some cases, the location is remote from the town 
centre, there is scope for the station area to become a minor suburban shopping centre, and 
information exchange, provided sufficient land is available for parking and other services. 
 
At the top end, at larger town and city centre (Categorised as A, B & C in this report) 
stations, we propose as a general principle that Transportation Centres be set up. Here, 
trains, coaches, buses, taxis and other modes should be fully integrated, physically as well as 
in terms of information. The location to be recognised as the transport hub and focal point 
for the town/city/region, and all forms of transport share common services and facilities.   
 
It matters not that train and coach companies may be in competition with each other. It 
must be in all operators’ interests to create enough throughput to justify car parking, taxi 
and local bus interchange, ticket and information services, refreshments, left luggage and 
cycle storage, toilets, etc., and staffed over the full period of service for all transport modes. 
The key here is creating that critical mass of patronage and custom to attract supporting 
services. 
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Staff Dealing with the Customer 
 
In principle, all staffed outlets should have available staff located in a pivotal position to be 
accessible to customers at all times. This means centrally locating a Customer Help Point 
and building all possible facilities around it. As well as satisfying customer needs for 
information of all kinds, this helps the feeling of well being and personal security of the 
traveller adding the touch of personal service. 
 
Where possible, the Customer Help Point should be located in a purpose built or adapted 
waiting room, with covered access to train platforms, bus, coach and taxi loading and set 
down points. Within this building will be located the ticketing and information office, tourist 
and local information boards and dispensers, real time information for all forms of public 
transport. It will be carpeted, with comfortable seating, well heated and well lit, and will have 
that ambience that makes it a pleasure to wait in.  Ideally, there will be good covered access 
to toilets, refreshments, and possibly shops, and to left luggage and bicycle storage facilities.  
 
How can this all be made to happen?  In the next section we explore mechanisms to turn 
this vision into reality. 
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4. SOME KEY PRINCIPLES FOR TOURIST FRIENDLY TRANSPORT 
INTERCHANGES 


 
A principal we consider essential is to bring, whenever possible, all public transport 
provision to one location. In the case of train stations, this does not preclude their potential 
role as bus or coach stations, for the use of passengers using these modes, as well as for 
passengers who are using trains.   
 
There is good sense in encouraging coach passengers with their luggage to wait in the safe 
and more comfortable surrounding of a train station. The alternative is the bleak, windy 
conditions of a bus shelter (almost invariably without seating) by the roadside or in a wind-
swept concrete parking area, which in many towns in Wales is what passes for a so-called 
bus station.  Conditions can be grim, especially for people waiting for a long distance bus or 
coach that is running late.  This is also true for people interchanging between local buses, 
especially the long or medium distance bus services that operate across much of rural Wales 
 
In fact a train station serving more than one function represents wise use of a capital asset, 
which despite the arcane complexities of rail privatisation, is still a largely publicly funded, 
public asset serving the community in which it is situated. Use of the station for such other 
purposes equates to better use of the capital investment the asset represents, and could, in 
so far as certain of the activities (e.g. refreshment provision) are or could be commercial, 
could help to generate additional revenue towards the maintenance of these assets.  In 
theory there is no reason why bus or even coach tickets could not be sold from the same 
premises, taxis or accommodation booked, local guidebooks sold along with food and drink.  
Additional revenue means more people, more business, more facilities, less insecurity.  
 
A train station in a tourist area can also have an important complementary role in tourist 
information provision. This can be either as an unmanned tourist information or orientation 
point or with staff (not necessarily railway staff) providing a tourist information service. It 
could include the sale of a range of items - books, maps, souvenirs, and even a book-a-bed 
accommodation service as a way of raising at least some revenue, and perhaps even cycle 
hire facilities as happens at a large number of German, Dutch and French railway stations. 
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Meeting the Needs of Visitors 
 
In order to establish what is required to make a Tourist Friendly Interchange, we 
will imagine the needs of visitors unfamiliar with Wales or the local areas concerned, 
and using public transport to achieve their itineraries. When visitors arrive at the 
Interchange they are looking for a number of essentials. These are:  


 
I. Confirmation: visitors need confirmation that they are at the right place for 
onward travel - where linking buses go from, their times and exact place of departure in 
easily understood form, or if taxis are available. Re-assurance, ideally by pictogram, so that 
non English or non Welsh speaking people recognise the signs for Way Out, Buses, 
Refreshment, Tickets or Information etc. 
 
I. Security: visitors require assurance that they are in a safe, well lit place, no matter 
what time of day they arrive, and whilst waiting, a place where other people (staff and 
passengers) are around.  This is especially important for women travelling alone. 
 
I. Comfort: visitors are looking for somewhere that is reasonably warm to sit whilst 
onward transport arrives. 
 


I. Toilets; visitors are looking for clean, fragrant, user-friendly toilets 
preferably not requiring coins that visitors from overseas don’t always have available 
or understand.  


 
I. Refreshments:  there may or may not have catering on the train or coach and our 
visitors may be hungry or thirsty.   Can they get a cup of tea and a sandwich? 
 
I. Left Luggage: visitors might decide that they would like to stop and explore the 
local area.  They want to spend some money in shops - a postcard, an extra item of clothing.   
They need to leave luggage for a couple of hours or so. If they like the area, they might 
decide to stay longer, or come again on a return holiday. If unable to leave the station 
because there is nowhere to leave luggage, local shops and cafes miss spending opportunities 
and faced with such a negative experience, our visitors are unlikely to return. 
 
I. Cycle Storage and Hire: the increasing numbers of touring cyclists as well as 
commuters will welcome facilities to park bicycles. Others, arriving without their cycles 
would appreciate a hire point either at the station or nearby. 
 
I. Tourist Information: visitors might like to buy a local guidebook, preferably one 
with a little sketch map that explained how you walk from the station into the town centres, 
postcards, stamps, a local bus timetable, some information about the surrounding area. Was 
it possible to get to other places by bus or would a taxi be needed?  Could bookings for 
somewhere to stay after he arrival by train even for arrivals late in the day.  Would there be 
taxis available waiting for trains as they arrived as happens in most, larger stations or would 
you have to telephone?  
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II. Telephone:  notwithstanding the growth in mobile phone use, the payphone still 
has an important role and is also useful and reassuring for emergencies. 
 
I. Cash machine: visitors may be short of cash or UK currency but have a credit 
card.  Would there be a cash machine on the station or nearby? 
 
I. Station ambience and surroundings: when visitors walk outside the station, 
what impression would they get as they stand on Welsh soil for the first time? 
 
So what are the key requirements at Interchanges to satisfy visitors’ needs and ensure 
compliance with legislation and common sense? 
 
Security 
 
It is vital that passengers feel secure at stations and this can be helped in a number of ways: 
 
I. Good lighting is not only essential for security but is a major marketing tool.  
Requirements are to avoid dark corners and corridors; to aid reading of information boards; 
to create a general sense of welcome, ease and well being.  Modern lighting standards are 
not only better  for customers but also cost less to operate. 
 
I. Presence of staff is fundamental to transport interchanges in all towns and cities, 
and in other smaller places where interchange is significant. Staff must be accessible to the 
public, and be well trained in customer care in order to deal with passengers. They must be 
knowledgeable on public transport and local and tourist information, and must present a 
smart, welcoming and confident appearance. Basic first aid training is also essential. 
 
I. Security Cameras are now considered essential in public areas for a variety of 
reasons, not least the re-assurance of passengers.  
 


Travel Information 
 
 There must be easily accessed details of onward and return journey information, 
which is clear, up-to-date, and easy to understand, ideally electronically presented in 
single dimensional format, preferably as “real time” information for buses as well as 
trains. We can categorise information requirements into three distinct bands: 


 
Essential 
I. Where am I now? 
II. Where do I wait for the train, bus, taxi or to be met? 
III. What time does the next train or bus depart? 
IV. What time is it now? 
V. Where can I find someone to help? 
VI. Is my train or bus on time? 
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Important 
VII. Where are the toilets? 
VIII. Where is the town centre/shops/café and how far are they away ? 
IX. What time will I arrive at my destination? 
X. How much will I pay? 
 
Ideal 
I. Real time information – at what times are trains and buses actually operating as 
opposed to the published timetable. 
 
Access at all stations to PTI Cymru, especially as it is developed into the definitive journey 
planner for all Wales public transport, will be essential. PTI Cymru can cover detailed journey 
planning or merely confirm that the passenger is ‘on track’ to reach their destination.   It is 
also useful to confirm that services adhere to DPTAC standards and meet the special 
requirements of tourists. 
 
Departure & Arrival Sheets 
 
I. Should be in alpha format; passengers should be able to locate their service by first 
looking for their destination station. 
II. All popular destinations should be included. If these require a change of train or bus 
en route, this should be signified. 
III. How to get to principal visitor attractions in the area should be included, including 
destinations that may be a short walk from the station or bus stop (up to 1km).  Such 
information should be indicated. 
IV. A diagrammatic route map should accompany the timing information. 
V. The codes for days of running & exceptions should be standard for trains and buses. 
VI. Colour should be used to highlight information but not to confuse. 
VII. Sample fares for key journeys & local special offers should be included. 
 
Good Clear Signing 
 
This applies to all services and facilities, especially important are: 
I. The position of platforms (including sections of platforms) and/or bus stops  
II. Directions to train and buses including clear information where connecting transport 
is outside the immediate area or not easily visible from the station complex.  
III. For arriving passengers, information for interchange or other local services essential.  
IV. Signing should be in English and Welsh language and pictograms for overseas visitors. 
V. There should also be at least one highly visible & accurate clock. 
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Easy Level Access 
 
This is essential throughout the station complex, but particular attention should be given to: 
I. Interchange between modes; trains, buses, taxis, car hire, private cars, cycles.  
II. Essential services such as toilets, baby changing areas, refreshments, luggage facilities, 
III. information, personnel and notices. 
IV. Where level access is not possible e.g. to or between platforms, efforts must be 
made to make use of stairs, lifts, footbridges or ramps as easy as possible. 
 
Safe Access on Foot or Bicycle 
 
Station operators should work with local authorities and other agencies to ensure that 
access for those arriving and leaving a station or foot or on a bicycle is segregated from local 
highways as far as possible, with controlled crossings where there is highway interface. 
There should be a policy for each major station that sets out a programme for such access 
so that encouragement can be given to assist modal shift away from the car. 
 
Facilities for People with Mobility Impairment 
 
This is more than ensuring wheelchair access wherever possible. Visitors may have physical 
disabilities, which affect their mobility, if not actually be in a wheelchair; or be encumbered 
with heavy luggage, or carrying or wheeling young children. The station facilities must make 
it easy for such people to move around. 
 
 It should include: 
I. Careful attention to design and positioning of ramps and lifts, 
II. There must be at least one disabled toilet where such facilities exist for others.  
III. Surfaces must be non-slip, 
IV. Handrails and other essential features designed to help those visually impaired.  
V. Information must be in clear visual and aural form.  


 
Comfort 
 
Comfort of passengers who may have to wait for an hour or more for onward transport is 
essential. There should be: 
I. Comfortable places in which to sit, with comfortable, well-designed seating,  
II. Seating areas with good lighting and heating and air conditioning where possible,  
III. Easy access from waiting areas to information and services such as toilets.  
IV. All areas of the station, especially passenger waiting areas, toilets, etc, should be 
subject to a regular cleaning regime to ensure they are always presentable.  
V. Ambience is important- is the station and its immediate surroundings a nice place to 
spend up to two hours if connections have been missed?  
 
 


Refreshments 
 


 
 


13







                                                                                                                        Annex 2 


Wherever possible, refreshments should be provided.   
I. Larger stations should have bespoke refreshment facilities. 
II. At smaller locations, this could be through vending machines, but there it is 
preferable to get a refreshment service offered as part of a combined facility, which 
might be the ticket and information office or a retail business on the station.   


 
Visitor Information 
 
Only the largest stations in Wales will justify a staffed Tourist Information Centre, but the 
provision of visitor information is essential at all interchanges.  
I. At small stations and bus stops, a general information panel will suffice, but where a 
station is manned, station personnel should be able to dispense local tourist information on 
demand.  
II. Such outlets should also sell items such as postcards, guides, maps, timetables, 
stamps and accommodation booking services. 
III. It is appropriate that staff are trained on the WTB ‘Welcome Host’ scheme. 
IV. Where stations are not staffed for the duration of transport service, or to 
supplement the information office, touch screens or touch telephones with automatic access 
to the local TIC should be provided. 
 
Left Luggage Facilities 
 
Without the opportunity to leave luggage for a few hours, travellers, especially single 
travellers, are virtual prisoners on their journey. 
I. The should be provided at all manned interchanges, together with appropriate 
security devices 
II. Provision can be combined with other business activity, including retail or 
refreshment outlets, or cycle hire facilities.  
III. Safe cycle storage is also a requirement at all stations. There should be the ability to 
lock cycles as minimum. 
 
Telephones 
 
Pay phone provision is becoming a difficult area, given the massive growth in mobile phones 
and the declared intention of BT not to introduce new locations for payphones.  
I. Where phones currently exist, they should be retained and modified to full card and 
coin operation. 
 
Cash Machines 
 
These should be encouraged as standard at the largest interchanges.  
I. Where they cannot be justified, there should be a notice as to where the nearest 
ones can be found. 
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5. STANDARDS FOR TOURIST FRIENDLY TRANSPORT INTERCHANGES 
 


 
Important Facilities Required for All Stations to Provide Safe Movement of 
Passengers, Vehicles, etc 
 
This section summarises key requirements when transport interchanges are being designed 
or rebuilt to maximise their value to both operators and customers. Many of these refer to 
bus stations or stops but have validity where buses use train stations. 
 
I. Vehicle accessibility Design should be such that public transport using it has 
priority use over other traffic. 
II. Bus-operated traffic lights at key access junctions to interchange. 
III. Rising bollards operated by the bus to prevent unauthorised vehicle access. 
IV. Clearway orders and parking restrictions should be imposed wherever  bus 
stopping points occur at interchanges and on ordinary roadways;  
V. Bus stops to be clearly marked; coloured tarmac used to denote bus priority lanes. 
VI. Area for safe manoeuvrability of buses to avoid unnecessary reversal,  and 
including turning  areas free of parked cars 
VII. Taxi parking/queuing areas to avoid spaces close to station entrances being used 
by long term car parking.  
VIII. Car Parking Well signed short term parking and long term parking is required.  
Long term car parking might be multi-story to reduce land take. 


IX. Moving Around/Changing Vehicles/Modes  key requirements include: 
A. Safety – avoiding passenger-vehicle conflicts on the ground. 
B. Good clear signing of all facilities. 
C. Needs of mobility impaired must be met, including tactile flooring, bright coloured 
handrails, lowered kerbs at road crossing points. Good design catering for the needs of the 
disabled brings benefits to all. 
D. Electronic information systems should be provided. 
E. Pavements/platforms at easy boarding height should be available. 
 
Common Standards: Their Application Throughout Wales 
 
I. Signing: lettering styles should be consistent throughout Wales and care to be taken 
to not apply confusing signs at insistence of Local Authorities or other interested parties. 
II. Use of colour needs to be consistent at all locations 
III. Standard nomenclature: e.g. platform (for trains); stand (for buses); rank (for taxis); 
toilets, not WC; way in and way out, (not entrance or exit).  
IV. Pictograms, rather than bilingual signing (except Welsh language which must always 
be used). 
V. All buildings in station area to be in same paint style and co-ordinating colours 
(footbridges, lamp posts and fencing are often quite different colours to buildings). 
VI. Consistency of cleaning standards; cleanliness is required at all times, especially 
toilets. Cleaning of exterior building surfaces, columns, canopies, etc, and of light fittings are 
important areas often ignored. 
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VII. Real time information: different company systems need to be co-ordinated so as to 
provide consistent advice to passengers. 
VIII. Co-ordinated architectural style in new development, including sympathetic and 
aesthetic blending in with existing or nearby buildings. 
IX. Contact details of bus or train station operator. PTI Traveline ‘smiley face logo’ to 
be at all points for telephone information. 
X. A-Z departure sheets should always list the most-used destinations, even if this 
involves a change en route. This applies to buses as well as trains. 
XI. Bilingual Signing in Welsh and English is required, but no foreign languages – rely on 
international pictograms. 
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I. STATION TEMPLATES FOR WALES 


 
General Comments 
 
In this section of the report we look at a wide range of transport interchanges in Wales, 
from remote rural halts and isolated bus stops to major city centre rail and bus stations. For 
ease of handling, we have divided these into seven categories, descending in size and 
complexity from “A” which is the major, nationally important city centre interchange to “G” 
which is the rural halt or bus stop. 
 
For each of the categories we have produced a template, which in effect is a checklist against 
which current and potential future provision of facilities can be measured. 
 
The templates are being considered in reverse order. This reflects the fact that all 
interchanges, however small and rural, must meet minimum basic standards, and these 
progressively get more detailed and prescriptive as the category rises. Therefore, lower-
order standards will be repeated and applied higher up the scale and will need to be referred 
to in detail in the text only once. 
 
For consistency in this report, all interchanges, whether train stations, train halts, bus 
stations or bus stops will be referred to as the ‘station’. The categorisation of facilities is 
largely borrowed from the RPC ‘What Does The Passenger Want’ document, as this gives a 
clear focus on priorities. 
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CATEGORY G: UNSTAFFED RAIL HALTS AND RURAL BUS STOPS 


 
This category, in the context of tourism in Wales, refers mainly to railway halts and country bus 
stops at locations where there is ‘interchange’ to walking and cycling for utilitarian reasons to and 
from nearby destinations, but also use for countryside recreational activities such as leisure walking, 
cycling, horse riding or canal boating.  The list in the appendix is not exhaustive but is a reasonable 
basis for providing examples. 
 
At this basic level, many if not most of the users will be experienced in their chosen pursuits. As such, 
they will often be familiar with the detail of public transport systems; but there must still be a 
common element at all stations and stops to cater for the unfamiliar, the less able-bodied and the 
casual customer.  Shelter, easy access, lighting and information are the key basics to be provided. 
 
I. ACCESS TO THE STATION 
II. Easy access for all users. For roadside bus stops, an adjacent well-maintained pavement, 
tactile pavement floor covering, lowered kerbs at road crossing.  
III. At train halts, level access from approach roads or footpaths.  
IV. Safe access for cyclists, preferably avoiding principal highway crossings. 


 
I. ACCESS WITHIN STATION: 
II. At bus stops, the tactile pavement to extend to whole shelter area with kerbs at appropriate 
height for boarding easy access buses. 
III. At train halts, platform height should be appropriate to boarding trains (or use of ramps on 
board trains where this not practicable). 
 
I. ACCESS FOR PEOPLE WITH DISABILITIES: 


The above must be designed for full accessibility. 
 
I. STAFFING: 


Not applicable at this level of facility. 
 
I. TICKET & INFORMATION SERVICES:  
 Information is critical at these locations, which will often be remote.  
I. Tickets will be available on board the train or bus, and customers need informing.  
II. Times of the buses or trains to be provided in an easy read form with exceptions e.g. market 
day services, weekday and weekend services.  
III. Real-time information; push-button customer help points on stations and bus stops.  
IV. Each station should have a general information panel showing walking and cycling routes, 
location of toilets, telephones, cafés, etc; and local tourist attractions. 
 
I. DIRECTIONAL SIGNING: 
II. The station or stop must be clearly signed, and sign posted from nearby settlements, roads or 
foot/bridle paths.  
III. Signing also essential for arriving tourists to guide them to local attractions, walking and 
cycling trails, etc. 
 
I. LIGHTING:   
II. All stops must be well lit in the area of the shelter and boarding point, avoiding black spots 
on immediate access points to the station.  
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III. Lighting to ensure that information panels can be read at all times. 
IV. WAITING FACILITIES:  


Vagaries of weather and infrequency of service make shelter essential.  
I. Where space is at a premium, relocation of a bus stop to be considered. Shelter to be 
spacious enough to hold average user, seating, wheelchair-accessible, visibility and security for ability 
to see approaching train or bus. 


 
I. REFRESHMENTS: 
II. TOILETS: 
III. OTHER STATION SERVICES: 


Not applicable at this level of facility. 
 
I. BUILDING QUALITY, MAINTENANCE & CLEANLINESS: 


The problems of remoteness must not be a reason for neglect.  
I. Buildings should be robust, vandal-resistant and designed or modified not to clash with the 
local environment. 
II. A regular maintenance and cleaning regime needs to be established, perhaps by a local 
authority, local community group or local business taking responsibility. 


 
I. STATION ENVIRONMENT: 
II. Maintenance and cleaning to extend to surrounding area and approaches to station.  
III. Natural vegetation features to be encouraged where they harmonise with landscape. 


 
I. SAFETY & SECURITY: 


Information, lighting and environment are important contributors to a safe and secure 
station or bus stop. 


 
I. BUS & TAXI INTERCHANGE: 


Not generally applicable at this level of facility.  
 
I. CYCLE FACILITIES: 


Not applicable at this level of facility.  
 
I. CAR PARKING: 


Not generally applicable at this level of facility. 
 
I. TOURIST INFORMATION: 
II. Even small rural halts and bus shelters contain local visitor information, including local walks 
(which could be signed from the station or bus stop) and heritage features, B&B accommodation, 
cycle hire and any attractions  within walking distance 
 
I. TELEPHONES: 
II. RETAIL SERVICES: 


Not applicable at this level of facility. 
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CATEGORY F:  SMALL, UNSTAFFED STATIONS 


 
This category refers to a wider range of stations and stops. The majority of train and bus stations in 
Wales are unstaffed, as are all bus stops. Conscious efforts should be made to improve on this 
situation, but even so, many locations will remain unstaffed for the foreseeable future. These 
locations could see large numbers of tourists using them (e.g. at Cambrian Coaster stations) and need 
good infrastructure to underpin them. A future scenario has trains and buses attracting visitors who 
have come to the area by car, using them to get around the area to avoid congestion. Basics of 
shelter, access, lighting and information need to be at a higher level than for category G and there 
needs to be added: car parking, bus and taxi interchange and local tourist information. 
 
I. ACCESS TO THE STATION: 


As for category G, though with greater throughput. At train stations, car, bus and taxi users must 
have easy access from vehicle to platform; pedestrians and cyclists, access safe from road traffic.  


 
I. ACCESS WITHIN THE STATION: 


As category G, though if there is more than one platform, or bus stops/bays on opposite sides of 
the road, access to both must conform to the same principles as for one platform or stop.  


 
I. ACCESS FOR PEOPLE WITH MOBILITY IMPAIRMENT: 


At this level, there could be problems for people with mobility problems to cross over the 
tracks, or make extensive detours to the nearest bridge.  Footbridges are often narrow and 
steep, and are unwieldy and expensive to rebuild conforming to current accessibility 
requirements.   


I. There is a need to create full access to both platforms from adjacent road or paths but if this 
is not practicable, safe means of crossing tracks need to be provided.  
II. On slower speed lines, restoration of foot crossings with a simple form of track circuit 
operated gateway, lights and warning siren could be a solution. 
 
I. STAFFING: 


Not generally applicable at this level of facility. However: 
I. At locations where a business can be established, human presence to be encouraged, even 
when not transport related. This also automatically improves the security at the station. 
 
I. TICKET & INFORMATION SERVICES: 


Similar comments as category G, but with greater usage, better arrangements to be provided.  
I. If possible, a ticket agency should be established in a convenient location (village shop, etc).  
II. At all stations, printed departure sheets to be in alpha format and list most popular 
destinations for main and connecting transport; separating weekday and weekend timings.  
III. Location of platforms or stands for services in both directions should to be clearly indicated.  
IV. Real time information provided by remotely operated screens, with public address back-up.  
V. There should be an information board including local attractions, walking and cycling routes, 
directions to local centre, accommodation, TIC, etc. 
 
I. DIRECTIONAL SIGNING: 


Similar comments as category G.  
I. As stations serve more diverse settlements, create good information trail between station 
and local centres, attractions and such as refreshments, toilets, telephones, locally provided.  
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I. LIGHTING: Standards of lighting as category G but more widespread.  
II. Routes for interchange between car park, bus, taxi, etc and train or bus to be well lit.  
III. Also applies to approach roads, pavements, foot/ cycle paths and footbridges/ foot crossing.  


 
I. WAITING FACILITIES: 
II. Shelters to be higher standard and capacity, and at train stations, on each platform.  
III. More than basic seating to be provided and heating specified  
IV. At bus stops and stations in village or town centres where there is no obvious room for 
enclosed shelters, alternative premises to be used or acquired for this purpose if possible.  
 
I. REFRESHMENTS: 
II. TOILETS: 
III. OTHER STATION SERVICES: 


Not applicable at this level of facility. 
 
I. BUILDING QUALITY, MAINTENANCE & CLEANLINESS 
II. As category G, except many of these stations will be centrally located. Being in the public 
eye, they are vandal-prone so maintenance and cleaning regimes are critical.  
 
I. STATION ENVIRONMENT: 


Comments as category G stations.  
I. Litter bins to be provided at this level of facility. Litter to be regularly cleared.  


 
I. SAFETY & SECURITY 


As above, locations of these stations are more in the public eye and safety and security 
lapses will be noticed with greater detrimental effects on patronage. 


 
I. BUS & TAXI INTERCHANGE: 


These begin to assume greater importance. Stations are unlikely to require special facilities but  
I. access should be made easy to local buses and taxis,  
II. information about such services and access points should be clearly shown on general panels. 
 
I. CYCLE FACILITIES: 


This mode assumes increasing importance for this category.  
I. Ease of access to trains (and buses in future) to be achieved by improving disabled facilities.  
II. Lockable cycle racks to be provided where demand exists.  
III. Information on local cycle routes and access to cycle trails to be provided. 
 
I. CAR PARKING: 


Parking provision assumes some importance at these station and bus stops 
I. In tourist areas, car-borne visitors encouraged to park and ride to avoid local congestion.  
II. Video surveillance of waiting areas and along access roads to the station to be provided. 
 
I. TOURIST INFORMATION: 
II. This can generally be provided as a key part of the general information panel, which should 
be provided at a prominent point of exit from the station. 
III. TELEPHONES: 
IV. If there is a telephone in the vicinity, this should be clearly signed from the station. 
V. RETAIL SERVICES:  
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Not applicable at this level of facility. 
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CATEGORY E: SMALL STAFFED STATIONS 
 
We have identified 34 railway stations in Wales that should be in this category. Currently, there are 
only 13 but growth is anticipated through introduction of independent management, or by including 
them as parts of other, community-based, developments. By implication, staffed stations take  facilities 
provision a step further and permit a much wider range of good quality facilities to be offered. Often 
though, staffing can only be justified for a limited period, and it is important in such instances that 
times of staffing are clearly shown, along with notice of how key services are provided outside those 
hours, whether on train or bus, or at nearby locations. 
 
I. ACCESS TO THE STATION: 
II. ACCESS WITHIN THE STATION: 
III. ACCESS FOR PEOPLE WITH DISABILITIES: 


Same principles apply as for category F. 
 
I. STAFFING: 


This is the first level at which staffing applies.  
I. Staff to be available during normal business hours, probably around 07.00hrs to 17.00 hrs. 
Times to be clearly posted and should differentiate between weekdays and weekends.  
II. Staff must be trained in customer care, including disability awareness and first aid.  
III. They should be responsible for the day to day running of the station, even for services such 
as cleaning and maintenance though these may be contracted out.  
IV. There is an increasing assumption that some stations may not be manned by Train Operating 
Company staff but contracted out to independents who may also run an associated business, from the 
premises, (as at Newtown and Pembrey & Burry Port Stations).  


 
I. TICKET & INFORMATION SERVICES: 


Ticket offices will be present from station in this category and above many travel tickets will 
be purchased and customers making enquiries or advance bookings.  


I. Offices to be well lit and fitted with induction loops. 
II.  Attentive staff to be able to help with passengers’ other needs luggage, tourist enquiries etc.   
 
I. DIRECTIONAL SIGNING: 
II. LIGHTING: 


The same principles apply as for category F. 
 
I. WAITING FACILITIES: 
A. During staffed period, main waiting facilities to be in ticket and information area.  
B. In the style of a customer lounge, carpeting, comfortable seating, heated and well lit.  
C. Staff to be visible and available for information and reassurance. 
D. Real time information, tourist information and vending machines to be available. 
 
I. REFRESHMENTS: 
A. Some form of refreshments should be offered, if only from vending machines. 
B.  If possible, a more comprehensive service to be encouraged by station staff selling basics 
such as hot and cold drinks, sandwiches and confectionery.  
C. If no refreshments are provided, information and directions should be provided as to the 
nearest available café. 
 
I. TOILETS: 
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At this category, it is proposed that toilets should be available, including those for the 
disabled. Where refreshments are served, this is already of course, mandatory.  


A. Hours of opening should be at least during station staffing times, and preferably during the 
period the station is in operation (protected by security cameras).  
B. At other times and where toilets are not provided, information should be made available on 
the nearest facilities to the station. 
 
I. OTHER STATION SERVICES: 


These would be at the discretion of the station operator. It is not proposed that any more 
than basic transport and tourist information services be available at this category of station. 


 
I. BUILDING QUALITY, MAINTENANCE & CLEANLINESS: 


As the station is staffed with a wider range of services, it is desirable to have robust, 
permanent buildings.  


I. A regime of regular maintenance and cleaning should be in place to ensure station is always 
clean and presentable.  
II. Passenger waiting facilities and toilets to be kept clean regularly throughout the day, heating 
and lighting problems rectified within one day. 
 
I. STATION ENVIRONMENT: 
II. Persons charged with cleaning and maintenance to also cover the local environment around 
the station or arrange with local council to include in their responsibilities. 
 
I. SAFETY & SECURITY 
II. At this level, staff will be able to assist in creating safe and secure environment, but outside 
staffed hours, security cameras and use of good lighting to be mandatory, including car parks. 
 
I. BUS & TAXI INTERCHANGE 
II. Limited facilities for pick up and set down to be introduced, clearly marked out. 
 
I. CYCLE FACILITIES: 
II. The provision of simple cycle stands becomes feasible where staffing provides some degree 
of security. 
 
I. CAR PARKING: 
II. At this level, basic provision should be made for parking, level provided according to user 
demand. Security cameras essential. 
 
I. TOURIST INFORMATION: 
II. At this level, basic information can be provided by station staff, though local information 
panels should include key tourist information. 
 
I. TELEPHONES:  


 As for category F stations. 
 
I. RETAIL SERVICES: 
II. Often, a station agent can provide newspapers, magazines, tourist information/maps, 
confectionery, left luggage etc and this should be encouraged if possible. 
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CATEGORY D: MEDIUM STAFFED STATIONS 
 
We have identified 13 stations in Wales that should be in this category. As a general rule, any town 
with 20,000 population or over should have a station of at least such status. These stations should 
normally be staffed for the full duration of transport services, though may still offer only limited 
manned facilities. However, provision of interchange becomes much more important and such 
stations should have at least key transport connecting links in place.  
 
I. ACCESS TO THE STATION: 


Same basics as for category E, but there are important extras to consider.  
I. Usage will be greater and there will be a significant car parking requirement, 
II. Taxis become prominent and need parking/pick up bays 
III. Certain bus routes would ideally call directly at the station. 
IV. Traffic management and calming measures may be required together with treatment of 
access at junctions between station approach and principal roads.  
 
I. ACCESS WITHIN THE STATION: 
II. Stations are likely to be larger, so clear signing to platforms or bus stops becomes more 
critical, showing major destinations served in every direction.  
III. Access to platforms should be by lifts or ramps rather than footbridges.  
IV. Cross track access to be encouraged by signal linked gates except on high-speed lines. 
 
I. ACCESS FOR PEOPLE WITH DISABILITIES: 


Basic requirements as in category E. 
I. The presence of staff to be used to assist disabled to cross level crossings or roadways.  
II. Outside staffing hours, arrangements should be in place for pre-booking to enable provision 
of a suitably trained person to assist. 
 
I. STAFFING: 


At this level of facility, it is essential for basic staffing throughout the period of service. As 
with category E, staff should cover a wide range of responsibilities, and there should be 
additional people if required at busy periods. 


 
I. TICKET & INFORMATION SERVICES: 


As for category E but offices will need to offer a wider variety of tickets and services, 
including comprehensive tourist and local information.   


 
I. DIRECTIONAL SIGNING:  


Basics as in category E but with:  
I. Wider use of connecting transport,  
II. Greater attention to information trails within the station area, as well as walking/onward bus 
routes to the town/village centre and local attractions. 
 
I. LIGHTING: 


At this level, with greater use, lighting becomes a marketing as well as a security item. Places are 
well lit to make it attractive to wait for users and Meeters alike.  


I. Lights should always be illuminated in dull conditions by using light- rather than time- based 
sensors. 
 
I. WAITING FACILITIES: 
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Basics as in category E though with:  
I. Staffing throughout period of service,  
II. Full waiting facilities offered at all times.  
III. Where possible, links between waiting room, footbridge, platforms or bus stands to be 
weather protected.  
IV. At this level and above, passengers should expect to wait here in comfort until called for 
their approaching train or bus. 
 
I. REFRESHMENTS: 


At this level, refreshments become essential extra services.  
I. If possible, to be available at/adjacent to lounge, toilets and other station services. 


 
I. TOILETS: 


As for category E, except that: 
I. This level on, toilet provision should become mandatory. 
II. Where possible, these should be easily accessed under cover from the waiting lounge. 
 
I. OTHER STATION SERVICES: 
II. From this level, it as essential that left luggage/cycle storage facilities are provided, with 
associated security. Other services at discretion of the operator, including cycle hire.  
 
I. BUILDING QUALITY, MAINTENANCE & CLEANLINESS: 
II. STATION ENVIRONMENT: 


As for category E, but at a more frequent and comprehensive level. 
 
I. SAFETY & SECURITY: 
II. Though staffed throughout time of transport service, remote areas of station and car parks 
need addition of security cameras and good lighting. 
 
I. BUS & TAXI INTERCHANGE: 
II. Level of facilities to be expanded according to local conditions with pick up and set down 
points clearly marked. 
 
I. CYCLE FACILITIES: 
II. Stands and lockable storage to be provided, with left luggage and security scanner. 
 
I. CAR PARKING: 
II. This takes on greater importance as station user grows but principles as in category E. 


 
I. TOURIST INFORMATION: 


As for category E, though at a more comprehensive level. 
I. Attraction and bed booking service could be provided at appropriate locations. A touch 
screen facility could replace or supplement information boards. 
 
I. TELEPHONES: 
II. From this level, provision of a telephone on or adjacent to the station to be mandatory. 
 
I. RETAIL SERVICES: 


As for category E stations. 
CATEGORY C:  IMPORTANT FEEDER STATIONS 
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This has been a category in which we have included eight stations. In the railway context, it has 
limited scope, but in an integrated transport one, rather more so. They have a key role to play in 
linking with a fairly wide hinterland and as important hubs; must not only be staffed for the duration 
of transport service, but offer comprehensive local as well as transport, information services. 
Provision of catering, toilets and other services must be of a high and reliable standard. 
 
I. ACCESS TO THE STATION: 


Basics as for category D, but with an important extra consideration:  
I. In this category it becomes highly desirable to create Transportation Centres, and elevating 
the status of approach roads and access to station forecourts, car parks, etc.  
II. It is sensible to have separate access or better segregation for pedestrians and cyclists. 
 
I. ACCESS WITHIN THE STATION: 


Basics as for category D but with:    
I. Lifts for easy access between platforms, for those with mobility problems.  
II. More complex itineraries need comprehensive signing between interchanging modes.  
III. Staff should always be on hand to assist passengers. 
 
I. ACCESS FOR PEOPLE WITH DISABILITIES: 


As for category D but at this level: 
Staff to be available throughout period of transport service to assist with disabled people. 
 
I. STAFFING: 


As for category D, but as interchange will be more prevalent: 
I. Staff need wider skills and knowledge of various transport modes, and problem solving.  
II. It is likely that separate staff will be needed for operational and commercial duties. 
III. It may be appropriate to have a station manager at this level. 
 
I. TICKET & INFORMATION SERVICES: 


As for category D, but a further step change in level of ticketing and information.  
I. There should also be some sales of tourist-related facilities and possibly bed bookings. 
 
I. DIRECTIONAL SIGNING: 


As for category D but with a further step-change with: 
I. Better and more comprehensive signing as there is likely to be greater interchange,  
II. More diverse destinations, the most well used of which to be comprehensively signed. 
 
I. LIGHTING: 


A further development to category D, as there are quite likely to be other purposes than 
travel served by such stations.  


I. Lighting should be used to attract people to the facility as well as making them feel secure. 
With greater interchange, lighting needs to provided to high standards on all routes connecting 
various modes within the station. 
 
I. WAITING FACILITIES: 


As well as centrally sited waiting lounge, these stations should have:  
I. Satellite waiting rooms of good quality,  
II. Good communications to alert passengers to the arrival of connecting trains and buses. 
III. REFRESHMENTS: 
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As for category D, but with:  
I. Fully covered linkages between waiting and refreshment areas to be fully covered.  
II. Refreshments to be provided for full duration of transport service. 
 
I. TOILETS: 


As for category D, but with: 
I. Provision of additional toilets on other platforms/areas where usage is high.  
II. Addition of baby changing facilities as mandatory. 


 
I. OTHER STATION SERVICES: 
II. SAFETY & SECURITY: 


As for category D 
 
I. BUILDING QUALITY, MAINTENANCE & CLEANLINESS: 
II. A step-change from category D, with dedicated part/ full time cleaning operative. As well as 
cleaning waiting/ platform areas, tasks to extend to light fittings and paint work. 
 
I. STATION ENVIRONMENT: 


At this level of greater interchange, the environmental effects of greater interchange need to 
be assessed, and landscaping assumes great importance if the facility is to look attractive. 


  
I. BUS & TAXI INTERCHANGE:  


 At this level, there is likely to be significant interchange. 
I. Clearly defined areas to be provided for pick up and set down (multiple use spaces) 
II. Provision for buses and coaches to turn or manoeuvre safely.  
III. Waiting lounges to have real time information and paging for connecting transport.  


 
I. CYCLE FACILITIES: 


At this level: 
I. Cycle hire to be available subject to demand and availability of a local agent, who does not 
have to be at station (providing collection/ delivery service from own premises). 
II. Good safe storage of cycles is required of all stations. 
 
I. CAR PARKING: 


Provision of adequate, good quality car parking at such locations and above is an imperative.  
I. Public parking spaces to be those closest to the station with staff parking more remote.  
II. Where possible, all-weather access routes from car park to station to be provided.  
III. Short stay parking should be provided nearer the station buildings.  
 
I. TOURIST INFORMATION: 


As for category D, only at a more comprehensive level of provision. 
 
I. TELEPHONES: 
II. Telephones must be provided in the waiting lounge.  
III. Additional phones may be provided in the forecourt.  


 
I. RETAIL SERVICES:  


At this level of facility, it will be important to encourage small retail outlets, often traditional 
on stations, to be operated by station owners or independent as circumstances permit. 
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CATEGORY B: REGIONAL HUB STATIONS 
 
Nine stations fall into this category, and three of these are associated with Ferryports. This is where 
we have introduced the concept of Transportation Centres, as these will attract the critical mass 
necessary to provide justification for a wide range of facilities. It also permits one point in the area 
where all the facilities people require for intercity transport to be available as a matter of course e.g. 
car parking, taxis, refreshments, tourist information, car hire, etc. 
 
I. ACCESS TO THE STATION: 


As for category C but at this stage,  
I. Concentration of all public transport at one terminal becomes mandatory and design of 
access much more prescribed. 


 
I. ACCESS WITHIN THE STATION: 


As for category C but recognising higher still levels of activity. 
 
I. ACCESS FOR PEOPLE WITH DISABILITIES: 


At this level, there is likely to be: 
I. A significant need for a fully staffed presence. Greater throughput of interchange needs 
design of facilities to be more thorough and visual and audible information more direct. 
 
I. STAFFING: 


As for category C but there should be: 
I. A Station Manager, ensuring all customer services fully co-ordinated and delivered on site. 
This is a key failing at many existing train and bus stations in Wales and elsewhere. 
 
I. TICKET & INFORMATION SERVICES: 


At this level, there should be: 
I. A very comprehensive ticketing and information service for tourists and other travellers to 
get information and service on all relevant matters with confidence. This requires staff to be multi-
skilled in providing a wide range of customer services. 
 
I. DIRECTIONAL SIGNING: 


Principles as for previous categories but with: 
I. Even more comprehensive provision. 
 
I. LIGHTING: 


There has to be a further step change in lighting as this level of station will invariably be a 
local centre of significance beyond transport services. 


 
I. WAITING FACILITIES: 


At this level, the waiting lounge assumes much greater significance, and should:  
I. Offer a wide range of other services in the area, including retail outlets. 
 
I. REFRESHMENTS: 


At this level, there should be:  
I. A wide range of refreshment provision which will include additional satellite outlets on 
platforms or adjacent to bus stands.  
II. The main outlet must be open for the duration of transport service. 
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I. TOILETS: 
At this level facilities should offer: 


I. Full toilet, washing, shower, baby changing, etc. facilities, with some provision at satellite 
locations. However, we argue against charging for basic toilet provision as this discriminates against 
people without change or foreigners without British currency. 
 
I. OTHER STATION SERVICES: 


All additional services noted above to be provided, plus  
I. Cycle and car hire as standard (if necessary through freephone links). 
 
I. BUILDING QUALITY, MAINTENANCE & CLEANLINESS: 


At this level, it would be desirable to have  
I. A full time operative for general maintenance and cleaning tasks. 
 
I. STATION ENVIRONMENT: 


A regional station and its surroundings will be the first introduction to the area for many 
visitors and great attention needs to be paid to: 


I. Integrating environmental features of the station and surrounding areas through partnership 
with local authority and other businesses in the area. 
 
I. SAFETY & SECURITY: 


At this level, it is desirable to include: 
I. A security person on duty during the main part of the day and evenings, ensuring the basics 
outlined earlier are still in place and to increase passenger confidence. 
 
I. BUS & TAXI INTERCHANGE: 


At this level, it is expected: 
I. All regional bus/coach services and most local bus services to be concentrated at one 
location. Taxi provision to cater for a wide cross-section of travellers. Comprehensive provision to 
be built in to station design for smooth transition between modes.  
 
I. CYCLE FACILITIES: 
II. Full cycle storage, access and hire facilities to be standard at this level of facility. 
 
I. CAR PARKING: 
II. A very high level of provision and quality, backed by security and regular patrolling.  
III. Spaces to be provided for local car hire companies. 
 
I. TOURIST INFORMATION: 
II. Where possible, such locations should also have a manned Tourist Information Centre, 
though this could be an integral part of the ticket and information office provision. 
 
I. TELEPHONES: 
II. A high level of telephone provision to be provided, in waiting areas, concourse, key 
platforms and in forecourt areas. 
 
I. RETAIL SERVICES: 
II. At this level, it is desirable to franchise the provision of some retailing, as such stations will 
have a major throughput from their development as major transport and community hubs. 
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CATEGORY A:  NATIONAL HUB STATIONS 
 
At the very top of the hierarchy are just two terminals, both serving Cardiff; Central Station with its 
adjacent train, coach and bus terminals; and Cardiff International Airport which has poor public 
transport interchange currently. There are considered to be two further national hubs serving Wales, 
but these, at Chester and Shrewsbury, being outside the country, are also outside the remit of this 
Study. 
 
Such National Hubs will have all the facilities and attributes of Regional Hubs but their throughput will 
be such as to attract a whole range of other services by commercial operators.  
 
Cardiff International Airport provides an excellent example of this. Cardiff Central Train and 
Bus/Coach Stations, being situated in the city centre, do not need to provide such a wide range of 
retail services, but there is much that needs to be done to integrate the transport and associated 
services at the adjacent stations to create a truly world class, capital city facility that Wales can be 
proud of. 
 
The Principles outlined progressively through the categories would all need to be included at this 
highest level, and at standards contemporary with the best elsewhere.  Being highly specific, these 
interchanges would need to be fully considered in an independent study, and therefore outwith the 
scope of this Study. 
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Stations in Wales by Category: Our Recommendations 
 
 
     TRAIN COACH BUS  AIR CYCLE 
A National Hub 
Cardiff Central    * * *  * 
Cardiff International     * *  
Chester +    * * *  *  
Shrewsbury +    * * *  * 
+ - not in Wales but important to Wales 
 
B Regional Hub 
     TRAIN COACH  BUS FERRY CYCLE 
Aberystwyth    * * *  * 
Bangor      * * *  * 
Carmarthen    * * *  * 
Fishguard Ferryport   * * * * * 
Holyhead Ferryport   * * * * * 
Newport    * * *  * 
Newtown    * * *  *  
Swansea     * * * * * 
Wrexham     * * *  * 


 
C Important Feeder 
     TRAIN COACH BUS FERRY CYCLE 
Abergavenny     * * *   * 
Haverfordwest     * * *  * 
Hereford +    * * *  * 
Llandudno Junction   *  *   * 
Machynlleth    *  *   * 
Pembroke Dock     * * * * * 
Port Talbot    * * *  * 
Rhyl      * * *  * 
+- not in Wales but important to Wales 
    
D Medium, Staffed 
     TRAIN COACH BUS CYCLE  
Barry     *  * * 
Bridgend    * * *  * 
Caernarfon     * * * 
Caerphilly    *  * * 
Cardiff Queen Street   *  *  
Colwyn Bay     * * *  * 
Llandudno     * * *  * 
Llandrindod Wells   *  * * 
Llanelli     * * * * 
Merthyr Tydfil    * * * * 
Neath     * * * * 
Oswestry/Gobowen   * * * * 
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Pontypridd    * * * * 
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E Small, Staffed 
     TRAIN COACH BUS CYCLE 
Aberdare    * * * 
Bargoed     *  * 
Barmouth    *  * * 
Brecon      * * * 
Caerleon    *  * 
Cardiff Bay    *  *  
Chepstow    * * * * 
Conwy     *  * * 
Cwmbran    *  * * 
Dolgellau     * * * 
Flint     * * * * 
Gowerton    *  * * 
Knighton    *  *  
Llandovery    *  * * 
Llantwit Major    *  *  
Maesteg     *  *  
Milford Haven    * * * * 
Monmouth     * *  
Mountain Ash    *  *  
Pembrey & Burry Port   *  * * 
Pembroke    * * * * 
Penarth     *  * * 
Porth     *  * * 
Porthmadog    * * * * 
Pyle     *  * * 
Prestatyn     * * * *  
Pwllheli     * * *  
Shotton     *  * 
Tenby     * * * * 
Trefforest    *  * * 
Treorchy    *  *  
Tywyn     *  * * 
Welshpool    * * * * 
Whitland    *  *  
Ystrad Mynach    *  * 
 
F Small, Unstaffed (North Wales)  
     TRAIN COACH BUS CYCLE 
Abergele    *  * * 
Amlwch       * 
Beaumaris      * 
Betws y Coed    *  * * 
Blaenau Ffestiniog    *  * *  
Buckley     *  * 
Chirk     *  * 
Criccieth    *  * * 
Denbigh     *  *  
Harlech     *  * * 
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Holywell      *  
Llanberis       *   
Llangefni       *  
Llangollen     * * *  
Llanrwst     *  * * 
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Small, Unstaffed, North Wales (continued) 
     TRAIN COACH BUS CYCLE 
 
Mold       *  
Ruabon     *  * * 
Ruthin        *  
St Asaph       *  
Tan y Bwlch       *   
 
F Small, Unstaffed (Mid Wales)  
 
     TRAIN COACH BUS CYCLE  
Aberdyfi     *  * * 
Aberaeron       *  
Bala        *  
Borth     *  * 
Builth Wells      * * 
Caersws     *  * 
Cardigan       *  
Devil’s Bridge       *   
Hay on Wye       *  
Lampeter      *  
Llanidloes      * * * 
Llanymynech      *  
Llanwrtyd Wells    *  * * 
Rhayader       *  
Synod Inn       *  
Tregaron      *  
  
 F Small, Unstaffed (South Wales) 
     TRAIN COACH BUS CYCLE  
 
Abercynon     *  * * 
Ammanford    *  * * 
Blackwood       *  
Blaenafon       *   
Ebbw Vale      * * 
Fishguard Town      *  
Glyn Neath      *  
Hirwaun       *   
Kidwelly     * * * * 
Llandeilo    *  * * 
Neyland      * 
Newcastle Emlyn      * 
Oystermouth      *  
Pontardawe       *  
Pontarddulais    *  * 
Pontypool & New Inn   *  * * 
Rhymney    *  *  
St David’s       *  
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Severn Tunnel Junction   *  *  
Tredegar      * 
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G Low Use, Unstaffed 
     TRAIN BUS CYCLE WALK  
Aberdaron      *  * 
Aberdulais      *  *  
Aberporth      *  * 
Abersoch      *  * 
Beddgelert      * * *  
Benllech      *  * 
Broad Haven      *  * 
Builth Road    *   * 
Capel Curig      * * * 
Corris       *  * 
Corwen      *  * 
Cowbridge     *  * 
Craig y Nos     *  * 
Crickhowell      *  *  
Cymmer      *  * 
Dovey Junction    *   * 
Fairbourne     * * * * 
Laugharne      *  * 
Llandysul     *  * 
Llanfairpwll     * *  * 
Llangadog     * *  * 
Llantwit Major     * * * 
Narberth    * * * * 
Nefyn       *  * 
New Quay     *  * 
Oxwich Bay     *  * 
Penygwryd     * * * 
Pontneddfechan      *  * 
Presteigne     *  * 
Raglan      *  * 
Rhossili       *  * 
Saundersfoot    * * * *  
Sennybridge     *  * 
Storey Arms      *  * 
Talgarth      *  * 
Talybont (Gwynedd)    *  *   
Talybont on Usk      *  *  
Tintern       * * * 
Usk       *  * 
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		1.  DEFINING THE PRODUCT: WHAT ARE TOURIST FRIENDLY TRANSPORT INTERCHANGES? 

		Travel Information 

		 

		 There must be easily accessed details of onward and return journey information, which is clear, up-to-date, and easy to understand, ideally electronically presented in single dimensional format, preferably as “real time” information for buses as well as trains. We can categorise information requirements into three distinct bands: 

		 

		 Important 





		Ideal 

		Departure & Arrival Sheets 

		IX. Moving Around/Changing Vehicles/Modes  key requirements include: 












The National Assembly for Wales 
 
Environment, Planning & Transport Committee 
Consultation Report – Policy Review of Public Transport 
 
Response by David Dixon, Traffic Commissioner for Wales 
 
1. Traffic Commissioners established by the Westminster Parliament are 
responsible for licensing operators of large goods and passenger road 
vehicles, punctuality of local bus services, and conduct of holders of 
vocational driving licences for large vehicles. They carry out their duties 
in accordance with the relevant legislation. 
 
2. The Welsh Traffic Area (which was created in 1999) is one of eight 
Traffic Areas in Great Britain under the aegis of the Secretary of State for 
Transport, Local Government and the Regions (DTLR). England is 
divided into six Traffic Areas and Scotland (like Wales) has a Traffic 
Area covering the whole country.  Each Traffic Area has its own Traffic 
Commissioner; I am responsible for the West Midland Traffic Area as 
well as for Wales. 
 
3.  As Traffic Commissioner, my duties include granting PSV operator 
licences, and considering their future when evidence is presented to me of 
unsafe practices (e.g. prohibitions for mechanical defects, breaches of 
drivers’ hours regulations), of behaviour casting doubt on an operator’s 
good repute (including any convictions), or if there is doubt about the 
financial resources available to them.  My powers include curtailment of 
fleet size and revocation of licences. 
 
4. I maintain a register of local bus services, and have powers to impose 
financial penalties on bus operators (currently by requiring repayment of 
a proportion of fuel duty rebate) and to cancel registrations, on evidence 
of failure to operate services as registered.  Such evidence is presented by 
bus compliance officers employed by the Vehicle Inspectorate or local 
authorities. 
 
5. Under the Transport Act 2000 Traffic Commissioners are statutory 
consultees for proposed bus quality partnerships and quality contracts, for 
joint ticketing schemes and for local bus information to be available to 
the public. We have to be notified of schemes made.  In respect of quality 
partnerships, operators are required to give written undertakings to 
provide services to the specified standard. 
   







 
 


6. Public Inquiries, driver conduct and other hearings held by me or 
my Deputies normally take place at locations in Wales as 
convenient as possible for those participating.  I am available 
(subject only to prior commitments) for meetings anywhere in 
Wales whenever those concerned with improving public transport 
seek my involvement – the National Assembly, unitary local 
authorities, the Confederation of Passenger Transport and others. 


 
7. Administration of operator licensing and other matters for The 


Welsh Traffic Area currently takes place in Birmingham, largely 
by staff dedicated solely to Welsh matters, in an office shared with 
the West Midland Traffic Area.  Location of the administrative 
base is for the DTLR to decide. As most matters are dealt with by 
post, telephone, fax and (increasingly) by electronic means, 
location of the administrative staff is less significant for operators 
and others than it used to be.  I recognise that some operators and 
others would like to see an office in Wales, and I would support 
this.  However, because of the probable extra cost to taxpayers, 
the benefits which would justify such a move need to be clearly 
established. 


 
8. In the various ways described above I seek to play my part 


towards improving public passenger transport. I fully support 
moves by the National Assembly in this direction, and I would be 
pleased to discuss with the committee the ways in which closer 
contact between the Traffic Commissioner and the National 
Assembly could help to improve the safety and quality of bus 
services in Wales. 


 
 
 
David Dixon  
Traffic Commissioner 
The Welsh Traffic Area    
3 October 2001 





		The National Assembly for Wales 

		Response by David Dixon, Traffic Commissioner for Wales 








 
Philip Brelsford BSc Meng Ceng MICE  MIHT  
Pennaeth Priffyrdd a Chludiant 
Head of Highways and Transportation 


  
 
Mr R Edwards AM 
Chair of the Environment, Planning & Transport Committee 


The National Assembly for Wales  Ein cyf/Your Ref:  
Cardiff Bay  Ein cyf/Our Ref:  H/TT/rp/MRC 
Cardiff  Dyddiad/Date:      9th October 2001 
   Mike Cairns 
  Rhif union/Direct dial: 01824 706870 
 
Dear Mr Edwards, 
 
Re: Policy Review of Public Transport 
 
Thank you for your letter of 6th August 2001 and for the opportunity to comment on the Policy review. 
 
The Council supports the recommendations.  The quality kite mark, for example, will aid the development 
and marketing of Quality Bus Partnership across Wales. 
 
On the issue of options for organisational change, the development of existing arrangements is believed to 
offer the most appropriate measure of developing public transport in Wales. In this regard, the Council 
endorses the WLGA's response to the review. The North Wales Local Authorities have shown themselves to 
be effective in working together in the past, particularly on railway issues. Examples of this include ensuring 
OPRAF amended initial PSRs to safeguard the through train service between Holyhead and Cardiff, 
achieving the raising of the maximum line speed on the North Wales Coast Main Line and lobbying Virgin 
Trains to improve through services between North Wales and London. More recent developments include 
the current Taith Package Bid incorporating proposals to roll out real time information across North Wales, 
introduce smart card and develop demand responsive transport at key employment locations. 
 
 
 
 
 
 
Continued. 
 
 
 
MC0510cHLW Adan Priffyrdd a Chludiant 
  Caledfryn, Ffordd y Ffair, Dinbych, Sir Ddinbych, 
  Ffon 01824 706800 Ffacs 01824 706970 


 
  Highways and Tranportation Department 
  Caledfryn, Smithfield Road, Denbigh, Denbigshire, 
  Tel 01824 706800 Fax 01824 706970 
 
 







The Council firmly believes that working in partnership with the other members of the Taith consortium, the 
public transport operators and the National Assembly for Wales will be the most effective means of 
achieving the Assembly's vision for public transport in Wales. 
 
Yours sincerely 


 
 
pp Head of Highways and Transportation 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
MC0510CHLW 


 





		Re: Policy Review of Public Transport 






NATIONAL ASSEMBLY FOR WALES CONSULTATION 
REPORT ON POLICY REVIEW OF PUBLIC TRANSPORT 2001 


 
Response from Comisiwn Hawliau Anabledd Cymru/the 


Disability Rights Commission in Wales 
 
 


1. BACKGROUND 
 
1.1 The Disability Rights Commission (DRC) was created by 


the  
Disability Rights Commission Act 1999 (DRCA).   
 


1.2 The DRC has set itself the goal of achieving a society in  
which all disabled people can participate fully as equal 
citizens.  The Commission wishes to work 
collaboratively with all its stakeholders to make this 
vision a reality. 


 
1.3 The DRC adopts the social model of disability which 


recognises that disability discrimination is the result of 
attitudinal and physical barriers in society.  Increasing 
the social inclusion of disabled people and allowing 
disabled people to exercise their right to participate fully 
in society is a matter of identifying and removing such 
barriers.  To this end, section 2 of the DRCA imposes the 
following duties upon the DRC: 
 
• To work towards the elimination of discrimination 


against disabled people 
• To promote the equalisation of opportunities for 


disabled people 
• To encourage good practice in the treatment of 


disabled people 
• To advise the Government on the working of disability 


legislation  
 
1.4 The legislation thus clearly recognises that disability 


discrimination is a social problem. 
 
1.5 The DRC welcomes the commitment of the National 


Assembly of Wales (NAW) to the guiding principles of 
social inclusion and equality of opportunity.  The social 







model is entirely consistent with these guiding 
principles.  The DRC would urge the NAW to embed the 
social model within all of its strategies and, as a 
concomitant, to implement associated changes to 
practice and service delivery.  The Commission feels 
strongly that the NAW should take a lead role in 
challenging the attitudes and practices that lead to 
discrimination against disabled people, and indeed 
discrimination against all disadvantaged groups. 


 
1.6 The DRC welcomes this opportunity to comment upon 


the National Assembly for Wales Consultation Report on 
the Policy Review of Public Transport.  We would refer 
you to our response to the ‘Policy Review of Public 
Transport’ of August 2000 and the appendix thereto, 
both of which are attached for your convenience. 


 
1.7 There are a number of glaring omissions in the DDA in 


relation to transport services.   As part of addressing the 
needs of disabled people  and in tackling social 
exclusion, the DRC would urge the NAW to lobby the 
Westminster Government to amend and extend the DDA 
to include: 
 


• an end date by which all passenger vehicles 
should comply with accessibility regulations 


• removal of the exemption of transport operators 
from the service provisions in Part III DDA 


 
2. RESPONSE TO THE TEXT OF THE CONSULTATION  


REPORT 
 
Recommendations within the Report 
 


2.1 The DRC is very disappointed to note that the  
recommendations do not include a reference to the need 
to achieve a fully accessible and integrated public 
transport system.  We feel that it is imperative that this 
is incorporated to emphasise the NAW’s commitment to 
addressing the transport needs of disabled people 
within Wales, and to tackle discrimination and social 
exclusion, and achieve equality of opportunity.  


 







2.2 Furthermore, it is the Commission’s view that it is 
crucially important that mechanisms for achieving a fully 
accessible and integrated public transport system are 
embedded within the framework of joint work and 
planning, and shared minimum standards, if such an 
infrastructure and services are to become a reality.   
These mechanisms should be reflected within the 
framework of Local Transport Plans, Quality 
Partnerships, local authority and transport consortia, 
quality marks, etc. 
 


2.2 In relation to the references to the creation of an all 
Wales passenger group and building on existing and 
creating new consortia, it must be ensured that these 
groups reflect the views of disabled passengers and 
disability organisations. 


 
2.3 The Commission wholly endorses the need for robust  


monitoring and evaluation, the framework for which 
should  


be designed in partnership with service users, and  
specifically involve disabled people and disability  
organisations, as well as other socially excluded groups. 


 
Options for organisation change 


 
2.4 The Commission does not wish to comment on which 


option  
for organisational change will best reflect the needs of 
disabled people and facilitate the development of a fully 
integrated and accessible public transport system within 
Wales. 


 
2.5 The DRC does, however, believe that which ever option 


is 
adopted, there must be strong all Wales leadership from 
the NAW, and we would support the creation of an all 
Wales Passenger Transport Authority.  This should 
ensure that vitally important cross-border and cross-
local authority boundary issues are addressed.  This, in 
turn, will facilitate the adoption and implementation of a 
fully accessible and integrated ‘whole journey’ 







approach.  Without this the transport needs of disabled 
people, and indeed all passengers, cannot be met. 


 
2.6 Whichever structure is adopted, the DRC feels strongly 


that it  
must incorporate methods by which disabled people and 
disability organisations can comment upon and help to 
shape a fully integrated and accessible public transport 
system. 
 
October 2001 







ANNEX 1 
 


The Disability Rights Commission’s Response to the Policy 
Review of Public Transport in Wales 


 
 


1.   Response to the Consultation 
 
1.1. The Disability Rights Commission (DRC) has been 


established  
by an Act of parliament as an independent body to work    


         towards the elimination of discrimination against disabled  
         people and to promote the equalisation of opportunities for  
         disabled people.  To achieve this, we have set ourselves the  
         goal of achieving a society within which all disabled people 
can 
         participate fully as equal citizens. 
 
1.2.   In order to achieve this goal, the Commission wishes to work 


closely and in partnership with disabled people and all 
relevant stakeholders. 


 
1.3. The DRC welcomes the policy review of public transport by 


the Environment, Planning and Transport Committee of the 
National Assembly for Wales.  We wish to respond, in 
particular, on the impact upon disabled people of the review 
and to highlight the needs of disabled people within this 
process.  


 
1.4.  The DRC supports the National Assembly's call on the UK 


Government for the necessary powers and funding to deliver 
an integrated transport system.  In addition, we support the 
Assembly’s request for the powers to amend the Transport 
Bill to enable the Assembly to create passenger transport 
authorities in Wales, to direct the Strategic Rail Authority in 
relation to a single rail franchise for Wales and to appoint 
one member of the SRA.   With appropriate statutory and 
regulatory changes, a single rail franchise would ensure 
greater integration of, and interchange between, rail services 
as well as increased potential for the provision of consistently 
accessible vehicles, facilities and services. 


 
 







2.       Accessibility of public transport vehicles 
 
2.1.   The DRC has adopted all of the recommendations of the 


Disability Rights Taskforce and the Taskforce's report "From 
Exclusion to Inclusion", which is referred to below.  The 
report emphasises that "If disabled people are to access 
employment, education, leisure and other activities it is vital 
that they can reach them.  That in turn means that they must 
have access to transport services and have the choice of 
services to meet their particular travel needs." (page 137) 


  
2.2. The DRC believes that the aim of the National Assembly  


should be to create a framework that ensures that fully 
accessible public transport is provided throughout Wales.   
The DRC considers that this should be achieved through the 
provision of appropriate guidance from the Assembly, 
partnership between the local authorities and public transport 
providers, as well as through an enforceable statutory and 
regulatory framework. 


 
2.3.   The DRC would wish to see bus, coach and rail companies 


giving comprehensive consideration to the needs of disabled 
passengers.   Service providers should be made aware of 
their statutory duties under the Disability Discrimination Act 
1995, and any future legislation.  They should also be 
encouraged to adopt, and share, current best practice  
ahead of such changes.  This should involve consideration of 
the needs of all disabled passengers including accessible on 
board information, lay out and design, colour contrast and, in 
rail passenger vehicles, accessible toilets. 


 
2.4.   In order to achieve a fully accessible and integrated public 


transport system the DRC would suggest that the National 
Assembly institutes measures to ensure that current and 
future vehicle specifications are complied with fully, taking 
into account all aspects of accessibility.   It should be 
recognised that greater accessibility for disabled people will 
lead to more accessible services for many non-disabled 
people. (see Appendix para 2.1.). 


2.5. The DRC considers that the creation of a single rail franchise 
would provide the National Assembly with the opportunity to 
make the requisite regulatory changes to introduce 
accessibility standards for all refurbishments of passenger 







rail vehicles as well as in newly built vehicles. 
 
2.6. The DRC recognises the need, particularly in rural parts of 


Wales, for community transport iniatives to be made as 
accessible as possible.  We support the provision of Rural 
Transport Innovation Grants by the National Assembly which 
may be awarded for services being set up specifically to 
meet the needs of disabled people, and for the conversion of 
vehicles which have already received RTIG assistance 
towards meeting Disabled Persons' Transport Advisory 
Committee standards.  


 
2.7.   Although much may be achieved through other means, 


ultimately, the DRC believes that in order to ensure the 
provision of fully accessible passenger vehicles appropriate 
legislation must be enacted.  We therefore wholly endorse 
Recommendations 7.1 and 7.2 in the DRTF report "From 
Exclusion to Inclusion": 


 
         7.1:  "An 'end date' by which all passenger rail vehicles 


should comply with rail accessiblity regulations should be 
introduced following consultation.  Accessibility regulations 
should be introduced to apply to refurbishment of existing 
rolling stock.  Those requirements should be set after full 
consultation, which will also need to consider the definition of 
'refurbishment' to which the regulations apply.  In both cases, 
we acknowledge that full account will need to be taken of the 
costs and benefits of these proposals.”, and    


 
          7.2:  "The exemption for transport operators from the first 


and October 1999 phases of the Disability Discrimination Act 
access to services duties should be removed in civil rights 
legislation." 


 
 
 
 
 
3.    The Transport chain and Accessible Pedestrian    
         Environments 
 
3.1. The DRC welcomes the Assembly's goal of a fully integrated 


transport system as outlined in "Transporting Wales into the 







Future". 
 
3.2.   At present completing a journey involving even one mode of 


public transport may be extremely difficult for a significant 
number of disabled people.  Pedestrian environments need 
to be radically improved to provide barrier free pedestrian 
ways, and accessible stations and bus stops. 


 
3.3. The DRC believes that it is vital that disabled people's 


diverse requirements are incorporated into new road and 
pedestrian areas at the planning stage.  Local Transport 
Plans (LTPs) may provide an effective mechanism for doing 
this provided that disabled people and disability 
organisations play a full part in the consultation process (see 
Appendix para 3).  The DRC would wish to see the National 
Assembly implementing accessibility standards such as the 
provision of tactile pavements and audible and tactile signals 
at crossings and ensuring that these standards are adhered 
to by local authorities. 


 
3.4 The DRC believes that local authorities should ensure that  
         measures taken to make environments more accessible are 
         successfully utilised and ‘policed’.   In some areas, for 
example, 
         whilst dropped kerbs have been provided, cars frequently 
park  
         alongside the kerb, resulting in the bus driver being unable to  
         pull up to allow access to the vehicle.  In these 
circumstances  
         local authorities must enforce ‘No Parking’ zones. 
 
3.5.   The DRC would wish to see Rural Transport Innovation 


Grants awarded for the construction and improvement of 
waiting points and bus shelters to make them more 
accessible; in most instances this will improve them for non-
disabled people also.   Equally, the improvement of bus 
stops and waiting points in urban environments must be 
addressed, including the provision of accessible information. 


 
3.6.   Both bus stations and train stations are often poorly 
designed and inaccessible.  Whilst public transport facilities 
are covered by the Disability Discrimination Act Part III, the 
DRC would wish to see, in addition, a requirement that if 







practicable all facilities are accessible to disabled and non-
disabled people alike.   Where this is not possible, adequate 
provision should be made for disabled people.  This should 
include providing assistance at unstaffed stations where 
required, at times convenient to the disabled person.   In 
addition, the DRC believes that local authorities should 
ensure implementation of best practice in accessibility and 
'access and design for all' standards through  LTPs, Quality 
Partnerships and Quality Contracts. 


 
 
3.7. The interchange between modes of transport often contains  


significant barriers for disabled people.  In many cities and 
towns, the bus station and the train station are a long 
distance from one another with no accessible and 
straightforward way of travelling between the two; Swansea 
is an example of this.   The DRC considers that in order for a 
fully accessible and integrated transport system to be 
created this problem must be addressed; LTPs will provide 
an opportunity to do ensure that this happens.  


 
3.8. The provision of information in various formats on services, 


accessibility of vehicles and facilities is a vital component of 
accessible public transport.  The DRC would wish to see a 
requirement that this information is available on a database, 
easily accessed in a number of ways and formats.   Such a 
database would also benefit non-disabled customers.   


 
3.9 In terms of interchange , taxis and private hire vehicles 


(PHVs) provide an important mode of transport for a 
significant number of disabled people.  The DRC believes 
that the National Assembly has a role in ensuring that local 
authorities set access standards when drawing up licences 
for taxis and  PHVs.  Factors that should be taken into 
account would include physical accessibility of vehicles, 
driver disability equality training and carriage of guide and 
hearing dogs at no extra cost.  The carriage of guide and 
hearing dogs is covered by section 37 of the Disability 
Discrimination Act 1995, but this has yet to come into force 
and the DRC endorses the DRTF Report Recommendation 
7.4: “The DDA provisions on taxis carrying guide and hearing 
dogs should be brought into force as soon as possible.”   


 







3.10 The DRC endorses the points made by the DRTF at page 
145 of “From Exclusion to Inclusion” regarding PHVs in 
terms of accessibility regulations and the fact that more 
consideration should be given to the mechanisms for 
increasing the availability of accessibe PHVs by DPTAC and 
the DRC and further recommendations made at a future 
date. 


 
3.11 The lack of accessible taxis and private hire vehicles at 


transport interchanges can create another major barrier for 
many disabled people; this addressed by section 33 of the 
Disability Discrimination Act.   The DRC endorses the DRTF 
Recommendation 7.4. which concludes “The DDA 
provisions on requiring accessible vehicles at transport 
interchanges should be retained in civil rights legislation.” 


 
3.12. Staff training is also an important part of an accessible public 


transport system; lack of understanding of a disabled 
person's needs and/or a rude or dismissive attitude is in itself 
an enormous barrier to accessibility.  The DRC would wish to 
see a requirement that all public transport staff undertake 
disability equality training.  The DRC believes that the 
provision of such training should be integrated into the 
minimum requirements for local authorities awarding Quality 
Contracts. 


 
4.      Local Transport Plans, Quality Partnerships and Quality 


Contracts 
 
 
4.1 The DRC welcomes the requirement that local authorities 


produce LTPs.  However, the DRC adopts the DRTF report 
Recommendation 7.7:  "LTPs should be placed on a 
statutory basis and their effectiveness in meeting disabled 
people's transport needs and the improving the pedestrian 
environment for disabled people should be reviewed over 
time." (p148) 


 
4.2. Furthermore, the DRC considers that the National Assembly 


should ensure that Local Authorities have a remit from the 
outset to consider the needs of disabled people and to act 
upon them.  This must involve the creation of a framework 







within which disabled people and disability organisations can 
contribute effectively to policy making fora and LTPs. 


 
4.3. The DRC also welcomes the concept of Quality Partnerships 


and Quality Contracts between service providers and local 
authorities.  We would wish to see the National Assembly 
ensuring both that these mechanisms provide an effective 
way of working on best practice issues, and requiring local 
authorities to include accessibility standards in Quality 
Contract specifications. 


 
5 Concessionary Fares 
 


5.1. The DRC welcomes the announcement by the National 
         Assembly that 50% concessionary fares are to be 


introduced 
         for all disabled people in Wales from April 2001.   We 


would  
              wish to emphasise, however, that this should not detract 
from  
         the significant improvements that must be made in order to  
         ensure that the public transport system is fully accessible to  
         disabled people. 


          
6.    Summary and conclusions 


 
6.1. The DRC welcomes the National Assembly’s stated aim to 
         create a fully accessible and integrated public transport 
system.   
         The DRC would wish to see the necessary statutory and  
         regulatory changes needed to achieve this implemented at  
         the earliest opportunity.  
 
6.2. The DRC supports the call by the National Assembly for the 


requisite powers and funding to deliver an integrated 
transport system in Wales. 


 
6.3. The DRC endorses the recommendations of the DRTF in 


that an end date must be given by which all passenger rail 
vehicles should comply with accessibility regulations. 


 
6.4. The DRC wishes to see the exemption of transport operators 


from the Disability Discrimination Act 1995 Part III removed 







by civil rights legislation. 
 
6.5. The DRC supports the National Assembly’s wish to create  
          passenger transport authorities, and to direct the Strategic 
Rail  
          Authority in relation to a single rail franchise in Wales, and 
for  
          the necessary powers to implement this. 
 
6.6. The DRC welcomes the creation of  LTPs but, as 


recommended by the DRTF, the DRC wishes to see LTPs 
placed on a statutory basis and their effectiveness in meeting 
disabled people’s transport needs and improving the 
pedestrian environment for disabled people reviewed over 
time.  


 
6.7. The DRC believes that an essential criteria for Quality 


Partnerships and Quality Contracts should be the provision 
of  accessible vehicles, services and facilities and the 
provision of disability equality training by all front line staff. 


 
 
 
 
  
  







ANNEX 2 
 


Appendix to Disability Rights Commission's Response to the 
Public Transport Policy Review by the National Assembly 


for Wales 
 


 
 
With reference to the DRC's response, we would cite the following 
evidence in support of our submissions: 
 
1. Disabled people in Wales 
 


1.1. The August 2000 Labour Force survey shows that 
overall in GB disabled people are nearly seven times as 
likely as non-disabled people to be out of work and in 
receipt of benefits.   Furthermore, in Wales 23% of the 
population of working age has a long term disability 


(men 16-65, women 16-59).  This is the highest rate of 
long term disability compared to all of the 


regions/countries in GB, and compares to an average 
figure of 19% overall in GB. 


 
1.2. Of the 23% of disabled people in Wales, 52% are in 


receipt of state benefits.   The overall GB wide statistic is 
40%, so that there are significantly higher levels of low 


income in Wales.  Those on low income are less likely to 
be car owners and therefore more likely to be dependent 


on public transport.   The need for fully accessible 
public transport is clear and the importance of 


concessionary fares is also highlighted by these figures. 
 


2.  Accessible vehicles 
 
2.1. The DRTF report "From Exclusion to Inclusion" cites at page 


139 an example of Truronian Bus Company introducing low  
         floor buses on a rural bus route in Cornwall which had 
         previously  been served by old single deck buses.  
         Improvements to a number of bus stops on the route were  
         carried out by Cornwall County Council and a study was  
         commissioned by DETR to assess the results of the iniative.  
In  
         the first year passenger levels rose by almost 15%, public  







         opinion surveys showed improvement on what were already  
         high satisfaction levels, drivers reported increased use by  
         disabled people, and overall operating costs fell. 
 
2.2. In terms of public transport recent research by the RNIB, and 


published in their report “Rights of Way” (Mark Baker, 1999), 
has found that over 30% of blind and visually impaired 
people do not use public transport at all; of those surveyed 
49% of those who used buses said that access to 
information presented problems, over 46% that the design of 
buses was a problem.   In relation to rail travel, 54% of those 
surveyed stated that access to information presented 
problems, and 48% of those surveyed said that they found 
using trains difficult. 


 
2.3. In terms of accessible information, it was also reported in  


“Rights of Way” that whilst 97% of bus operators provide 
printed timetables, only 22% provide these in large print.  Of 
rail operators, only one-third provided information in large 
print and even less in other formats.  Information at bus 
stops is almost always in small print and tabular form and 
behind reflective perspex making it unreadable for visually 
impaired people.  These are just examples of poor practice – 
fully accessible information needs to be available both before 
and whilst travelling. 
 


2.4. The differing needs of disabled people with different  
          impairments should be taken into account; for example  
          dropped kerbs are preferable for wheelchair users, but 
where  
          they have not been provided in conjunction with tactile  
          pavements, this has caused difficulties for visually impaired  
          people.  In order to create fully accessible services a pan- 
          disability approach must be considered at the planning and  
          implementation stages. 
 
3. Local Transport Plans 


 
3.1. For LTPs to be effective, the disabled people and disability 
         organisations must be consulted.  Greater Nottingham 
carried  
         out a specific exercise targetted at disabled people and  
         disability organisations to find out what the priority issues 







were  
         for them in relation to the LTP.   The DRC believes that local  
         authorities should be required to actively consult in relation to  
         disabled people's requirements. 
 
3.2. In drafting and implementation of LTPs some local 


authorities  
have recognised areas of overall benefit.  For example, more 
stations which have brighter lighting, and less unstaffed 
stations make the travelling environment safer for all 
passengers. 
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Disability Wales  Anabledd Cymru    Consultation Response: 
National Assembly for Wales Policy Review of Public Transport: 
October 2001
 
1.1 Disability Wales/Anabledd Cymru is the national association of 


disability groups in Wales working to promote the rights, 
inclusion , equality and support of all disabled people in Wales. 


 
1.2 We would refer you to our submission of August 2000, entitled 


“Policy Review of Public Transport in Wales”. A copy is 
attached for your information. 


 
1.3 We were disappointed to note that in the Summary of 


Recommendations there was no explicit reference made to 
the promotion and implementation of a fully accessible 
integrated public transport system for Wales. Such a 
statement would demonstrate the National Assembly for 
Wales’ commitment to tackle the discrimination disabled 
people currently encounter when using the present  
transport system. 


 
Existing organisational structures 
 
2.1 Regarding the suitability of existing numbers of regional consortia 
to deliver improved integrated public transport services; 
 
2.2 We would support the recommendations in this chapter; regarding 
Recommendation 7, we would exhort local authorities to consult with 
local organisations of disabled people to establish local need for 
accessible transport services. 
 
2.3 We would wish to see accessible public transport provision as a 
key element of any compacts, terms of reference or working 
agreements adopted by the Consortia. 







 
Options for organisational change 
 
3.3 We do not have a particular view on which organisational model 
would be best suited to meet the transport needs of disabled people 
in Wales; however, we would stress the need to promote and develop 
a seamless, accessible and integrated transport chain across Wales 
and beyond.  
 
3.4.We would envisage that to deliver such a transport chain would 
require a strong leadership role from the National Assembly for 
Wales, probably through the establishment of a strategic passenger 
transport authority. It is clearly essential that effective communication 
links are made between an overarching authority and transport 
executive agencies, and  appropriate mechanisms put in place to 
encourage passenger feedback.   
 
3.5 We would exhort that any structures or models adopted include 
the capacity for effective consultation mechanisms which would 
enable disabled people to have a voice in the design and 
development of an accessible public transport system. 
 
 
October 2001 
 
 
DW contact: Graham Findlay, Access Officer 
Tel: 02920 887325   e mail: graham@dwac.demon.co.uk 
 
 
 
 
 
 
 







Disability Wales  Anabledd Cymru Policy review submission


Policy Review of Public Transport in Wales: August 
2000 


 
Disability Wales supports a comprehensive public transport 
system accessible to all.  We stress the importance of 
accessible transport policies both in enabling disabled people to 
live as independently as possible and to be fully included as 
equal members of the community.  Provision for disabled people 
should not be regarded as a matter of welfare or a “special” 
additional service, but as an economic necessity especially for 
those at work. 
 
Disability Wales notes that, where a public transport system has been 
made fully accessible, it has resulted in greater public use and 
improved schedules, showing greater efficiency and cost 
effectiveness.  Disability Wales supports the bus and light rail 
systems which achieve this and welcomes the development of recent 
systems which are totally accessible.  Disability Wales notes a 
Sheffield study which shows that it is the inadequacies of transport 
which confine frail, elderly people to their homes.  It observes the 
failure to integrate transport services and to ensure that they are 
(demand) responsive to people's needs. 
 
Disability Wales calls for legislation requiring public transport 
services to be accessible to all.  There is a need to ensure that, as 
transport services are made more competitive through deregulation, 
all new vehicles must be accessible, and the various licensing 
authorities should be given the power to ensure this. Further, where 
local authorities support services, Disability Wales calls for any grant 







to be conditional on use of accessible vehicles. 
 
Disability Wales welcomes the Disabled Persons Transport Advisory 
Committee's Recommended Specification for Buses used to Operate 
Local Services, and calls for agreed standards which manufacturers 
can adopt. . We acknowledge that Parts III and V of the Disability 
Discrimination Act 1995 have made a substantial contribution to 
improving access to transport for disabled people. The establishment 
of the Disability Rights Commission in Wales should mean that 
disabled peoples’ rights under the Act will be monitored and enforced.  
 
Disability Wales commends the requirement that all who manage 
and operate transport services should have adequate and 
appropriate  training and that disability organisations should be 
consulted at the earliest stage of proposals relating to transport 
schemes and staff training.  Disability Wales also calls for inclusion of 
disability equality training as an integral part of education and 
training for all professions concerned with any aspect of transport. 
 
Access to public transport is often due to the inability to get as far as 
the nearest pick-up point or terminus, and this may be made even 
more difficult in town centres with pedestrianisation schemes.  
Disability Wales therefore calls for a  co-ordinated approach to 
urban design which ensures that transport users needs are 
recognised, and that the range of transport services relate to each 
other.  The design of bus stations is important and proper attention 
given to communication, especially for people with impaired sight or 
hearing.  Announcements in all places need to take these needs into 
account, with publicity in suitable type as well as at an appropriate 
height for reading from a wheelchair. 
 
 
Bus Services
Disability Wales is greatly concerned at the lack of access on 
minibuses, both for scheduled services and also for other services 
such as education, health, social and community services, and 
voluntary organisations.  It deplores the failure, especially in rural 
areas without public transport, to co-ordinate the transport which is 







available. 
 
DPTAC bus design standards are inadequate even where applied 
and these standards are rarely applied by transport operators in 
Wales. 
 
Disability Wales stresses the importance of a fully integrated system 
accessible to all.  We call for a re-design of vehicles to meet their 
primary function (as for "Bustlers" providing services for shoppers).  
DW notes that properly equipped minibuses are a very suitable form 
of transport for disabled people. 
 
Its is with concern that Disability Wales notes that voluntary Dial-a-
Ride schemes are expected to fill the gap left by statutory authorities 
and private operators that fail to provide (or assist with the provision 
of) accessible transport services.  Such schemes are 
complementary to other forms of transport and not a substitute 
for them, and furthermore require proper funding to maintain their 
services.  Disability Wales  welcomes the approach in Devon where a 
comprehensive policy has been developed to meet needs in  rural 
areas. 
 
Given the paucity of accessible bus services in Wales, Disability 
Wales calls on local authorities to consider issuing travel vouchers, 
to be used for taxi and other personal transport services, as an 
alternative to bus passes. 
 
Taxi Services
 
In certain circumstances  taxi services are important in meeting 
individual transport needs, though their cost will limit their use.  
Disability Wales welcomes the development of accessible hackney 
carriages ("black cabs") and, as for other transport stresses the 
importance of agreed design standards.  DW strongly supports 
Government proposals and local authority policies (e.g. Swansea, 
Cardiff) that limit all of a significant proportion of new or renewed 
licenses to operators using accessible taxis and urges all 
licensing authorities to do the same.  DW commends to authorities 







the schemes in London Boroughs and in Lothian (in Scotland) in 
providing subsidies through a 'taxi card' scheme for disabled people. 
 
Rail Services
The Disability Wales survey of access to railway stations shows the 
severe limitation of rail transport for ambulant and wheelchair 
disabled people.  Unless access to stations is possible and parking is 
available, access to the train itself is pointless.  Even where access 
is possible, many stations are now unstaffed part time or all the 
time and without information about train running times. 
 
Disability Wales notes the limited designated wheelchair space on 
trains, together with the lack of accessible toilet facilities, which 
inhibits their use, especially where several people with mobility 
problems are travelling together.  Pre-booking is also a problem when 
travel plans cannot be predetermined (because of other factors such 
as urgent business meeting) and where a connection is missed 
through train delays.  It should be remembered that, apart from the 
South Wales main line and two trains daily on the North Wales coast 
route, the rest of Wales is not served by mainstream (Intercity) 
services.  Since privatisation,  problems with interconnection are 
increasing.  Services do not wait for connecting trains.  Arrangements 
for transfer at connecting stations, such as Birmingham, and Chester 
and Crewe - changes at both of these needed for some North Wales 
trains - are often unsatisfactory.  Even with notice, there are many 
instances where  arrangements have failed and disabled passengers 
stranded.  Disability Wales notes that where railway systems are 
accessible greater use in made of them by all passengers. 
 
Disability Wales urges that all elements in a fragmented privatised 
rail system should develop co-ordinated access policies for 
disabled passengers to ensure development of a uniformly 
accessible service. 
 
Air Travel
Whereas in general the provision for disabled passengers is good for 
air travel in access to and within airports (where prior booking is 
usual, other than for shuttle services), the design of passenger 







accommodation in aircraft, and especial of toilet facilities, is 
poor.  Disability Wales deplores the failure of holiday travel 
companies to give clear and accurate information about travel for 
disabled people, and the lack of suitable facilities in aircraft owned by 
many charter airlines. 
 
Disability Wales welcomes the reduction in the practice of seeking 
information on "offensive" personal attributes and calls for an 
immediate end to such practices by all airlines. 
 
Disability Wales calls for all airline operators to introduce accessible 
aircraft and to provide appropriate training for staff. 
 
 
Sea Travel
Disability Wales welcomes improvements in ferry design and ferry 
operator practice to enable disabled travellers to use facilities within 
marine safety regulations.  It is noted,  though, that newer designs for 
faster hydrofoil ferries (Seacat etc) are not accessible.    
 
Disability Wales call for all ferry operators to introduce accessible 
ferries and to provide appropriate training for staff. 
 
 
August 2000 
 
DW Contact: Graham Findlay, Access Officer 
Tel: 02920 887225 E mail graham@dwac.demon.co.uk 
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Richard Edwards AM 
Chair of EPT Committee 
National Assembly for Wales 
Cardiff Bay 
CARDIFF CF99 INA 20.8.01 
 
 


 
 
 
Policy Review of Public Transport 
 
I would like to make some points in reply to your Consultation Report. 
 
1. I agree with recommendation 6 and in my view, it is important that the National Assembly for 


Wales is involved. There is a problem that if local government were simply to be given money to 
provide transport it would not necessarily be used in the best possible way. NAW involvement 
would provide a check on this. 


2. I agree with the concept of an all Wales approach and importantly establishing a Passenger 
Transport Authority for Wales. However, the possibly of a PTE for North East Wales should also 
be considered. Clearly, a PTE within NorthEast Wales only would not be appropriate but I 
suggest that the possibility of a NorthEast Wales/Chester/ Wirral PTE be examined. 


3. There should be genuine public consultation before changes in public transport patterns are undertaken. A recent 
example is where Central Trains changed their pattern of services between Shrewsbury and Chester and in doing so 
cut all provision on a service from Cardiff to Wrexham. Central Trains said they consulted authorities but local 
authorities had their own agenda and did not consult the public. There should be no secrecy in developing improved 
public transport patterns and I suggest that you give this matter your consideration when drawing up the final 
document. 


 
 
 
Yours sincerely 
 


 
 
 
 


Dr John Marek AM, Constituency Office, 67 Regent Street, Wrexham LLl l 1PG 
Telephone: 01978 364334 Fax: 01978 314085 
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Siwan Davies 
Committee Clerk 
Environment, Planning and Transport Committee 
National Assembly for Wales 
Cathays Park 
Cardiff 
CF99 1NA 
 
9 November 2001 
 
Dear Siwan 
 
The National Assembly for Wales 
Environment, Planning & Transport Committee consultation report 
Policy Review of Public Transport 
 
The Disabled Persons Transport Advisory Committee (DPTAC) welcomes 
the opportunity to comment on the consultation report Policy Review of 
Public Transport.   
 
The  attached paper provides advice on DPTAC's general principles in 
relation to public transport policies and how they might relate to Wales. We 
apologise for missing your deadline of 12 October. 
 
We hope you will find our advice helpful but if there are issues which you 
wish to discuss further please do not hesitate to alert us. 
 
Yours sincerely 


 
Jane Wilmot OBE 
Chair 
 
 
 
 
 


Disabled Persons Transport Advisory 
Committee 
 
Zone 1/14 
Great Minster House 
76 Marsham Street 
London SW1P 4DR 
 
Direct Line: 020 7944 3632 
Fax: 020 7944 6998 
Minicom: 020 7944 3277 
GTN Code: 3533 
 
e-mail: dptac@dtlr.gov.uk 
Website: www.dptac.gov.uk 


Deleted: For example the 
performance indicator 
regarding provision of 
accessible transport is 
measured in numbers or 
proportions of low floor buses, 
etc.  What matters is not only 
the availability of accessible 
buses, but whether they are 
being used.  Likewise we need 
to be able to demonstrate that 
people of all ages and abilities 
are making more journeys on 
foot and that they are choosing 
to ‘walk’ more often.  We need 
to give greater priority to 
encouraging walking and to 
ensure that more money goes 
in to this aspect of 
implementation of transport 
policy. Some of this will be new 
money but some of it will come 
from ensuring that whatever 
money is spent, the needs of 
those who travel on foot are 
recognised and taken fully into 
account and form an integral 
part of all projects .
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Advice of the Disabled Persons Transport Advisory Committee 
(DPTAC) on: 
 
The National Assembly for Wales Policy Review of Public Transport 
Consultation report 
 
Introduction 
 
1.  The Disabled Persons Transport Advisory Committee (DPTAC) was 
established under the Transport Act 1985 to provide independent advice on 
the transport needs of disabled people.  
 
2.  DPTAC commend the Assembly's overall vision, welcoming accessibility 
and affordability as two of the four key objectives. We particularly welcome  
the aim for public transport in Wales to act as a positive lever for improving 
equality of opportunity and significantly improving levels of accessibility for 
disabled people. This response aims to highlight some areas that could help 
deliver this vision.  
 
3.  The purpose of this paper is therefore to set out some general guidelines 
which DPTAC recommends should be taken into account when establishing 
the transport framework to ensure accessibility for disabled people is built in 
through; 
 


a. Making access a condition of funding 
b. Making use of available guidance 
c. Ensuring awareness of the range of needs and solutions available 
d. Involving disabled people. 


 
4.  DPTAC's aims, objectives and principles can be found at Annex 1. 
Background on DPTAC's statutory role can be found in Annex 2. 
 
Vision & Quality 
 
5. DPTAC welcomes the vision for public transport to be integrated, 
accessible, affordable and a favoured mode of transport for the people of 
Wales. This should ensure that accessibility for disabled people is 
significantly improved, although the needs of disabled people who will never 
be able to use public transport, irrespective of the improvements in 
accessibility, most not be overlooked.  
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6. In considering the progress made in ten years, the National Assembly 
might consider using the findings of DPTAC's public attitude survey of 
disabled people to public transport, currently being conducted by MORI in 
England and Wales, as a baseline by which to benchmark progress.  The 
report will be available in Spring 2002. 
 
7. DPTAC welcomes the inclusion of accessible and reliable information, 
physical accessibility and effective staff skills within the elements of quality 
but assumes the list given in 3.4 does not represent any order of priority.  
 
8.  In terms of driving up quality, DPTAC would suggest that vehicle 
standards alone is an insufficient measure of the progress made in delivering 
accessible services to disabled people. It would be useful to monitor and 
encourage not only DDA compliant buses and trains (and eventually taxis), 
but also compliance with guidance in documents such as `Inclusive 
Mobility' (forthcoming from DTLR), BS8300 (published by the British 
Standards Institute in October 2001) and the Strategic Rail Authority's Code 
of Practice on Train and Station Services for disabled people. 
 
9.   As mentioned above, changes in disabled people's attitudes to public 
transport over time will be another key indicator of the success of the policy 
in delivering accessible services.  
 
10.  If a `Kite Mark' is developed [Recommendation 1], DPTAC would 
advise inclusion of the areas mentioned in paragraph 8, together with 
consideration of training of staff at all levels to deliver accessible services. 
Annex 3 details other guidance that might also be used in reaching the 
specification of minimum standards. 
 
11.  Affordability will be a key issue for many disabled people and the 
concessions for disabled people are to be welcomed. But free travel alone is 
not the only consideration. Of equal and of possibly greater importance will 
be ensuring services serve the facilities and destinations disabled people 
wish to go to and at the times they need to travel.  
 
12.  In relation to investment, the Government's ten-year plan for transport, 
Transport 2010 stated:  
 


"6.5 The Government is committed to public transport that is accessible 
to disabled people.  The rate and level of new investment in this Plan will 
ensure that improvements in the accessibility of public transport are 
brought forward more quickly.  Building in accessibility for all disabled 
people in all new investment is a condition of public money being spent.  







 4


Local authorities and transport operators should ensure that the transport 
needs of disabled people are factored into their plans and that the full 
benefits of improved public transport are accessible to all: 


 
13.  It goes on to state that the Government will be developing measures 
for evaluating accessibility and setting targets for the improvement in service 
delivery. 
 
14.  The effect of the commitment in paragraph 6.5 is that all transport 
projects seeking public funding, will be conditional on access for disabled 
people being included as in integral part of the submission.  All bids will be 
monitored for compliance with this commitment and evaluated to ensure that 
full access was included. 
 
15.  The Governments ten year plan for transport committed the 
Government to developing measures for evaluating accessibility for disabled 
people.  As stated in previous consultations, DPTAC consider it essential 
that the National Assembly make a similar commitment to investment 
in accessibility in their transport framework for Wales. 
 
16.   Building in accessibility for disabled people to new and existing 
transport services and facilities will enable more disabled people to travel in 
mainstream services, including rail, thereby reducing pressure on specialised 
services, such as Dial-a-Ride. In turn, this will enable those essential 
services to improve the quality of service they provide for more severely 
disabled people.   
 
17.   Improving the accessibility of mainstream transport will also make it 
easier for everyone to use, including those encumbered with heavy luggage, 
people with children etc. It is clearly more effective, and efficient, to design to 
include disabled people from the outset. 
 
18.  It is important that the public, including disabled people, should be 
engaged at all stages of transport development and improvement.  However, 
disabled people should not be expected to be aware of the regulatory, 
legislative or technical requirements in providing advice on all the priorities 
and issues affecting access. The onus should be on those developing 
proposals to ensure they meet the needs of disabled people when 
developing their scheme. 
 
19.  Consultation with local disabled people should be supplementary to, 
and not a replacement for, national guidance, validated research and the 
expert evaluation of proposals and technical solutions to access barriers.  
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Many access problems can be created by well-intentioned measures that 
have unforeseen consequences for other travellers. 
 
20. DPTAC recommends using local people to identify the local problems 
and priorities within the area but using recognised guidance and involvement 
in project teams of access specialists to recommend solutions. However, 
those seeking to involve disabled people need to ensure that they are 
representative of all disabled persons and inclusive of the full range of 
access needs.  When seeking the views of local people, including disabled 
people, it is important to include the views of those who do not currently use 
public transport as well as those who do.  Factors which influence people’s 
non-use of transport will be important in assessing barriers to public 
transport. 
 
21.   Local access groups exist in many areas.  A local access group 
typically exists to advise the local authority on access for disabled people in 
that locality. They are often run by volunteers with limited resources - offering 
to pay expenses will greatly assist in enabling disabled people to participate. 
The Access Committee for Wales can provide details for local access groups 
in Wales, they can be contacted on 029 2088 7325.  
 
22. DPTAC stands ready to work in partnership with the National Assembly 
on the strategic guidance and direction of policy. However, DPTAC has 
limited resources and may not be best equipped to advise on how strategic 
policy relates to the priorities of localities within Wales in any more than 
general terms. In addition to the nurturing of local access groups, the 
National Assembly might consider requiring an advisory group to be 
established under any new organisational arrangements.  
 
23. In organising any public consultation exercise the needs of disabled 
people must be taken into account. This may require making information 
available in a variety of different formats and media, for example on tape, 
and ensuring that venues for public meetings are accessible to disabled 
people, for example ensuring the availability of accessible parking places 
and providing sign language interpreters.  Those running the session will 
also need to ensure disabled people are given opportunities to participate. 
DTLR will shortly be publishing guidance related to making the LTP process 
more accessible.  
 
24. The European Conference of Ministers of Transport `Charter on 
Access to Transport Services and Infrastructure’ required all 
recommendations and budgets to include full accessibility to approved 
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standards or recognised best practice into the design and construction of 
projects. (Source: ECMT Charter, 1999). A copy of the Charter is attached. 
 
25. DPTAC also believes that all those involved should have disability 
equality and awareness training related to the functions of their job. 
 
26. Registered access consultants and access officers have experience 
and knowledge of the needs of disabled people in relation to transport and 
the built environment. Contacts are available from the National Register of 
Access Consultants (www.nrac.org.uk) and Access Association (Secretary: 
Sue Fox email: foxs.@walsall.gov.uk) These will be important skills to 
include in consortia (4.11). 
  
Organisational Structures 
 
27. It is not DPTAC's remit to comment on the need for a Passenger 
Transport Authority for Wales. However, if established it would need to set 
the strategic agenda to demonstrate the transport needs of all disabled 
people are met, that disabled persons needs are included in the 
development of any integrated public transport policy and by delivery at local 
level via Local Authority Transport Plans (LTP) and regional public transport 
strategies.  The DTLR guidance on full Local Transport Plans set out criteria 
to be used in the assessments of the elements of the LTP dealing with 
disability issues which might represent a good starting point. 
 
28. Although legislation and regulation relating to access for disabled 
people is largely retained by DTLR, the National Assembly has considerable 
influence over the outcome and progress in achieving change for disabled 
people in Wales through its investment decisions and guidance.   
 
29. The National Assembly will also have a role in ensuring any funding it 
provides to those responsible for designing, constructing and managing 
transport projects and services fully incorporates the needs of disabled 
people to agreed national standards from the outset. It will be more 
expensive to make alternations at a later date, and funding may not be 
available.  
 
Monitoring and Evaluation 
 
30. DPTAC welcomes the proposals to involve passengers in the 
evaluation and monitoring of schemes and the transport framework. The 
attitude survey is one means of achieving this. In addition, DPTAC would 
suggest consideration of access audits of proposals and post-completion to 
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ensure delivery of accessibility considerations and identify areas for 
improvement.  Mystery shopping is also a useful, but expensive, tool in 
establishing whether disabled people are able to use transport services and 
transport facilities as easily as anyone else. As noted above in point 20, it is 
important to consider ways of assessing the views of the non-users of public 
transport. 
 
31.  Evaluation should be undertaken to recognised standards and provide 
feedback for addressing common issues and problems. Accessibility for 
disabled people is an evolving science and good practice is constantly 
developing. Involving those with the skills and experience in access in the 
evaluation mechanisms, as well as passengers, will draw upon a wider pool 
of knowledge.  
 
Summary 
 
32. DPTAC welcomes the National Assembly's vision and aims in relation 
to public transport in Wales.  
 
33. To secure accessibility for disabled people, DPTAC believes it is 
essential that accessibility is made a condition of investment and quality 
assessments, disabled people are involved at a variety of levels and that 
organisational structures and processes develop the skills and expertise 
necessary to deliver and monitor accessibility.  
 
34. DPTAC's priority is to secure a commitment to make public funding 
conditional on access for disabled people being fully integrated in the 
proposals from the outset. This commitment would represent a step change 
in the accessibility for disabled people of transport services.  
 
35. DPTAC stands ready to discuss with the National Assembly how it 
might most effectively develop its relationship to provide timely and credible 
advice that delivers real changes in the accessibility of public transport 
services in Wales.  
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Annex 1:  DPTAC aims, objectives and principles 
DPTAC aim, objectives and principles 
 
Aim:  DPTAC’s overriding aim is to work for the achievement of a 


transport system and built environment which is fully accessible 
to all within the next ten years.  


 
Objectives: To that end, DPTAC’s objectives are; 
 


 To provide timely, focused and credible advice to Government 
on the transport and built environment needs of all disabled 
people, the advice to be representative of the broad views of 
disabled people in Great Britain  


 
 To provide guidance and advice to the transport and built 


environment industries and others on how best to meet the 
needs of all disabled people 


 
 To inform disabled people of developments in accessible 


transport and the built environment 
 


 To promote the interests of all disabled people in relation to 
transport and the built environment.  


 
Principles:  DPTAC’s 4 principles are that; 
 


 Accessibility is a condition of any investment 
 
 Accessibility must be a mainstream activity 


 
 Users should be involved in determining accessibility 


 
 Accessibility is the responsibility of the provider. 
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Annex 2: DPTAC's role 
  
The Disabled Persons Transport Advisory Committee (DPTAC) is an 
independent body advising the Government on the transport needs of 
disabled people. DPTAC provides expert advice and carries out independent 
research on disabled people and their interface with transport, with the aim 
of promoting a more inclusive society.  
 
Since summer 2000, DPTAC has also been responsible for advising the 
Government on the built environment needs of disabled people, as 
recommended by the Disability Rights Task Force. 
 
DPTAC was established under the 1985 Transport Act and held its first 
meeting in 1986. Jane Wilmot was appointed as Chair of DPTAC, together 
with twenty members, chosen to bring expertise on a broad range of issues 
and a critical overview of transport policy.  
 
DPTAC’s statutory remit is to consider matters referred to it by the Secretary 
of State, but it can also consider any other matter. 
 
Under the Disability Discrimination Act 1995 : Part V the Secretary of State 
has a statutory duty to consult DPTAC on any proposed vehicle accessibility 
regulations and before deciding whether to grant exemptions from 
accessibility regulations made under Part V in respect of taxis, public service 
vehicles and rail vehicles.   
 
Under Section 70 of the Railways Act 1993, the Rail Regulator has a 
statutory duty to consult DPTAC on his Code of Practice for passengers  
 
DPTAC has no other specific statutory duty under the DDA but gives advice 
on Part III, which also applies to train operators as service providers in 
relation to stations and associated infrastructure. 
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Annex 3 References   
 
The Building Regulations  
(Amendment) Regulations 1998 (SI 1998 No2561) – Price £1.10 
 
New approved Document on Part M of the Building Regulations 
Part M: Access and Facilities for Disabled People 1999 Edition (ISBN 
0117534692) – price £7.95. 
 
A new deal for transport: Better for everyone, 1998 - Price £16.50 
 
Transport 2010: The 10 Year Plan (particularly paragraphs 6.5-6.6) 2000 
(also available at www.detr.gov.uk/trans2010/index.htm 
 
Code of Practice on Rights of Access to Goods, Facilities, Services and 
Premises (ISBN 011-271055-07)  (1999 – to be replaced by forthcoming 
guidance from the Disability Rights Commission) 
 
Transport Act 2000 - ISBN 0 10 543800 6 
 
Railways Act 1993 (c. 43), ISBN 010544393X 
 
Disability Discrimination Act 1995 (c50) - ISBN 0105450952 
 
The Rail Vehicle Accessibility (Amendment) Regulations 2000 
 
The Rail Vehicle Accessibility Regulations 1998 , ISBN 0 11 079652 7 
 
The Rail Vehicle (Exemption Applications) Regulations 1998 , ISBN 0 11 
079654 3 
 
The Public Service Vehicles Accessibility Regulations 2000 , ISBN 0 11 
099600 3 
 


Above available from 
The Stationary Office;  
PO Box 29, Norwich, NR3 1GN, Telephone orders: 0870 6005522 
 
Acts of Parliament and Statutory Instruments are available as priced 
publications from the Stationary Office. More recent Acts and Statutory 
Instruments are available at www.legislation.hmso.gov.uk 


 



http://www.legislation.hmso.gov.uk/
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From Exclusion to Inclusion 1999 (also available at www.disability.gov.uk) 
 
Guidance on the Methodology for Multi-Modal Studies  
 


Available from 
DTLR Local Transport Policy 5, Zone 3/18 Great Minster House, 76 
Marsham Street, London SW1P 4DR or at www.detr.gov.uk/itwp/mms 
 


A New for Trunk Roads in England: Understanding the New Approach to 
Appraisal, 1998 
 


Available from  
DTLR Highways Economics and Traffic Appraisal Division , Zone 3/08 
Great Minster House, 76 Marsham Street, London SW1P 4DR 
Tel: 020 79446176 


 
Encouraging Walking: Advice to local authorities, 2000 
 


Available from  
DTLR Charging and Local Transport Division 3, Zone 3/25 Great 
Minster House, 76 Marsham Street, London SW1P 4DR 
Tel: 020 79442478 
E-mail cycle_walk@detr.gov.uk 


 
From Workhorse to Thoroughbred: A better role for Bus Travel, 1999 
 
Guidance on Full Local Transport Plans, 2000 
 
A Good Practice Guide for the Development of 
Local Transport Plans 2000 
 
Older People: Their Transport Needs and Requirements, 2001 
 


Above available from  
DTLR Free Literature 
PO Box No 236, Wetherby, LS23 7NB 
Tel 0870 1226 236 Fax: 0870 1226 237 


 
DTLR Mobility and Inclusion Unit publications: 
 
Accessible Public Transport Infrastructure Guidelines for the Design of 
Interchanges, Terminals and Stops. 
 



http://www.disability.gov.uk/

http://www.detr.gov.uk/itwp/mms
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Guidance to Rail Vehicle Accessibility Regulations 1998  
 
Guidance to Public Service Vehicle Regulations 2000  
 
Social Exclusion and the provision and availability of Public Transport 2000  
 
Parking for Disabled People, TAL4/95 
 
Code of Practice on Access to Air Travel for Disabled People (forthcoming) 
 
Inclusive Mobility; Guidance on Best Practice in Providing Accessible 
Pedestrian Environments and Transport Related Infrastructure 
(forthcoming) 
 


Above documents available from  
DTLR Mobility and Inclusion Unit, Zone 1/11 Great Minster House, 76 
Marsham Street, London, SW1P 4DR 
Tel: 020 7944 6100 Fax: 020 79446102 
E-mail mu@detr.gsi.gov.uk 


 
 
Code of Practice on Rights of Access to Goods, Facilities, Services and 
Premises 
 


New edition forthcoming from 
Disability Rights Commission www.drc-gb.uk 


 
ECMT Charter on Access to Transport Services and Infrastructure 
(European Conference of Ministers of Transport, 1999) included as Annex 4. 
Also available from DPTAC Secretariat 
 
BS8300 The design of buildings and their approaches to meet the needs of 
disabled people (www.bsi-global.com)  
 
Available from 
BSI Customer Services 
389 Chiswick High Road 
London W4 4AL 
 
Tel 020 8996 9001 FAX 020 8996 7001 
Email info@bsi-global.com 
 



mailto:mu@detr.gsi.gov.uk

http://www.bsi-global.com/

mailto:info@bsi-global.com
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DPTAC publications 
 
The design of large passenger ships and passenger infrastructure: Guidance 
on meeting the needs of disabled people. (DPTAC, 2000) 
 
Annual Report 1999, 2000 
 
Recommended specification for Buses Used to Operate Local Services. 
(DPTAC, Revised 1995) 
 
Recommended specification for Low-Floor Buses (DPTAC, 1997) 
 
Restrictions on Personal Vehicular Transport 1998) 
 
Review of Voluntary Transport 1999 
 


Above documents available free from 
DPTAC Secretariat, Great Minister House, 76 Marsham Street, London 
SW1P 4DR 
Tel:  020 7944 8013 Fax 020 79446998 
E-mail dptac@detr.gov.uk 


 
Meeting the needs of disabled passengers (1999 draft) (new edition 
forthcoming see below) – 1994 version free 
 
Train and Station Services for Disabled Passengers: a Code of Practice  
forthcoming 
 
Guidance on Disabled Persons Protection Policies (forthcoming) 
 
Strategic Rail Authority  
55 Victoria Street, London, SW1H 0UE 


 
Tel:   020 7654 6000 
Fax:  020 7654 6010 


 
Reducing Mobility Handicaps – Towards a barrier free environment – Price 
£10  (to be replaced by the forthcoming DTLR Guidance: Inclusive Mobility) 
 


Photocopies of the above available from 
The Institution of Highways and Transportation 
6 Endsleigh Street, London, WC1 0DZ 
Tel: 020 7387 2525 – Web www.iht.org.uk 



mailto:dptac@detr.gov.uk

http://www.iht.org/
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Building Sight (RNIB, 1995) – Price £20 
 
Sign Design Guide (JMU/Sign Design Society 2000) – Price £20 
 
Design and Operation of Accessible Public Transport (Helios II, 1996) – 
Price £10 
 


Above documents available from  
JMU Access Partnership 
224 Great Portland Street, London, W1N 6AA  
Tel: 020 73912035   
E-mail jmu@rnib.org.uk 
Web  www.jmuaccess.org.uk 


 
JMU Access Partnership has an office in Cardiff, 
Tel 029 449591, email carol.thomas@rnib.org.uk 
 
Cost 335 Passengers’ Accessibility of Heavy Rail Systems 
 


Available at www.cordis.lu/cost-transport/home.html 
 
Sense and Accessibility: How to improve access on the countryside paths, 
routes and trails for people with mobility impairments.  
 


Countryside Agency Publications 
PO Box 125 
Wetherby 
West Yorkshire 
LS23 7EP 
 
Tel: 0870 12064666  
 
 


 



mailto:carol.thomas@rnib.org.uk

http://www.cordis.lu/cost-transport/home.html
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Policy Review of Public Transport 
Consultation Document 


Response by 
FEDERATION OF SMALL BUSINESSES IN WALES 


October 2001  
 
The Federation of Small Businesses in Wales welcome the opportunity to respond to the 
Environment, Planning and Transport Committee’s Consultation Report into their Policy 
Review of Public Transport.  
 
With over 6,500 members in Wales the FSB welcome the recognition given by the 
Committee, to the importance that public transport issues have on the small business 
sector.  
 
The Federation recently commissioned an in depth study into what our members perceive as 
being the main barriers to growth and survival of their businesses. The survey in Wales 
demonstrated that 63% of respondents said that they were dissatisfied with public transport – 
31% saying that they were very dissatisfied. Only 10% of respondents said that they were 
satisfied. Respondents in Wales expressed higher levels of dissatisfaction in comparison with 
other regions of the UK.   
 
Because of different circumstances faced by the various sectors of small businesses, together 
with the different public transport structures in different areas of Wales, we cannot 
appropriate the dissatisfaction to a single issue. For example small town retailers’ 
dissatisfaction may be linked to the lack of, and irregularity of the public transport services, 
which a proportion of their customers rely upon.   
 
The times of bus and train services are often not convenient for people who have to rely on 
them to reach their basic services in towns or cities. It is not convenient for example, if 
customers are stranded for hours on end in the town because there isn’t a regular service for 
them to return home.   
 
Another potential problem for peripheral consumers is the accessibility to train and bus 
stations; it is not much use for those who rely on public transport if they are located miles 
away from operational stations. 
 
For the tourism sector in Wales, small business often suffer because there is a lack of public 
transport services available to bring visitors into their area. Usually it is relatively easy to 
reach cities and the larger towns of Wales by rail or coach services.  However, there are few 
direct services from one major location to the other. As there is a lack of reliable train 
services connecting the different areas of Wales together, tourists often have to endure a long, 
detoured and indirect coach journey that unnecessarily takes them round a large part of the 
country.  
 
It is even harder for tourist who relies on public transport to reach more isolated locations.  
As well as affecting the more traditional seaside holiday destinations in Wales, the lack of 
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services limits the potential for small businesses in Wales to take advantage of the growth in 
rural, activity based and sustainable tourism. 
 
The FSB in Wales has called on the following measures as a means to improve the public 
transport issues.  
 


 There is a need for constant and regular means of public transport that consumers can 
rely upon to reach the services provided by local businesses. For example, a return 
services every couple of hours to the nearest town or city center. 


 
 The accessibility to public transport should be improved by ensuring that a local rail 


and/or bus station services peripheral communities. 
 


 We would welcome the introduction of an integrated services and a joint-up timetable 
that would provide regular and reliable means of transport to the major locations in 
Wales. 


 
 There is a need to relate the development of an integrated public transport 


infrastructure with the tourism sector. 
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		FEDERATION OF SMALL BUSINESSES IN WALES 






FAO Environment, Planning and Transport Committee  
From: 
Mark Barry  
14 Boverton Street  
Roath Park 
Cardiff CF23 5ES 
mark@wanstead-barrys.freeserve.co.uk 
Tel 07771 893292 
 
 
 
Thank you for providing me the opportunity to take part in this consultation. My 
main comments, such as they are, are based around key subjects as follows:  
 
Relationship of this consultation to other consultations  
 
I am not clear how the various NAW consultations initiated in the last year or so 
relate to one another, nor how any recommendations will be followed up in a co-
ordinated way. For example, I recently provided some feedback to the Transport 
Framework consultation. It is likely in my view that the remit of these initiatives 
and some of the issues subsequently raised will overlap. We must not let the 
bureaucracy of these consultations prevent real actions from being taken. 
  
Number of local authorities, regional consortia, etc  
 
Wales has a population of just under 3 millions people, Great Manchester about 
2.5 million. Wales has 36 unitary authorities, numerous other public bodies and 
several voluntary consortia involved in transport. Manchester has a handful of 
local authorities a PTA and far less potential for death by committee. We 
desperately need to reduce the number of bodies involved in shaping and 
delivering public transport initiatives and define clear objectives and deliverables 
for the body or bodies that remain. Perhaps an all Wales body or perhaps as you 
recommend a number of bodies based around the voluntary consortia (SWIFT, 
etc) already in place. These should be perhaps under Assembly influence and not 
local authority control. Much as I support local democracy and the role of local 
authorities I do not believe they have the expertise, the funding or the will to 
cooperate to really make a difference. The assembly is there to make a difference 
so should grasp the nettle and take full control of matters such as public 
transport.  
 
Real regulatory influence over all public transport policy and execution  
 
The situation we now in have in Wales for the executive, regularity and 
operational control over transport matters is crazy. The Assembly can determine 
roads policy, the SRA (not under assembly control) rail policy, the Department of 
Transport air policy etc. For Welsh transport issues to be dealt with effectively 
requires an all Wales body accountable to the Assembly. If we are to really make 
a difference and develop a co-ordinated Wales focused transport policy we need 
an Assembly sponsored transport executive. Similar arguments can also be made 
for the private organisations who deliver transport services in Wales - most 
notably rail. The case for an all Wales/Borders franchise should/must be followed 
up vigorously given recent negative sounds coming out of London's Department 
of Transport. Similarly Railtrack cannot persist with an organisational structure 
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that sees Welsh rail infrastructure managed in an uncoordinated manner across 
the old BR Western, Central and North Western regions. This structure has seen 
each of these groups focussing recent investment in the London geography of 
their respective regions leaving Wales relatively underfunded in relation to 
Railtrack's overall investment portfolio in recent years. We will continue to be at 
the periphery if this persists. Given the level of public subsidy and Welsh tax 
payers money going in to Railtrack the Assembly has an obligation to argue the 
case for a more equitable reorganisation and level of accountability.  
 
Strategic Projects  
 
Aside from proposing a more effective governance structure for public transport 
in Wales I believe the Assembly should identify some clear strategic projects that 
it should be responsible for driving through to completion(even if privately 
funded and executed). For example a Cardiff/Valleys Light Rail scheme, a new 
International Airport near Newport, a much improved north/south A470 road 
route, etc. Without being seen to 'stand' for anything or do anything of lasting 
strategic value, the Assembly risks being viewed as an inert and expensive 
irrelevance in this field. This would be a pity as it is in my view the only body in 
Wales that can exact any real change in transport provision in Wales.  
I would welcome the opportunity to be involved in this ongoing debate. 
 
 
 
Best Regards  
Mark Barry 
 
 
PS I understand the Assembly initiated a feasibility into the potential for a Light 
Rail link to Cardiff Bay - is this publicly available? I have not seen any reference 
to this undertaking on the NAW website. Furthermore, although I have asked both 
Cardiff CC and the Assembly previously I still have not had an answer to a key 
question in relation to this scheme. - We know the Bute Avenue scheme was only 
partially completed with a further phase to remove the rail embankment still to 
complete. From early reports it seemed as though funds had been secured by the 
assembly to provide for the completion of this scheme in a few years (when it will 
hopefully include a Light Rail element). However I am no longer clear whether this 
money has been ring fenced or whether in fact the Assembly have devolved this 
matter to Cardiff CC who are unlikely to have the finds to complete this work. 
 
 








Mr Richard Edwards AM, 
Chair, 
Environment, Planning and Transport Committee 
National Assembly for Wales 
Cardiff Bay, 
CARDIFF. 
CF99 1NA 
 
10th October 2001  
 
 
Dear Mr Edwards, 
 
Consultation Report – Policy Review of Public Transport 
 
Thank you for inviting the Mid Wales Partnership to comment on your consultation report 
‘Policy Review of Public Transport’.  We welcome this review and in particular the vision of 
an integrated, accessible, affordable and attractive public transport service. 
 
I hope that the comments listed below (in response to your summary of recommendations 
contained in Chapter 7) will assist you and your colleagues with this review      
 
R1: Agreed – we also believe that the sharing of best practice would be most helpful. 
 
R2: This would be a welcome move at both the national and regional government levels.  
However for local authorities, the overall level of funding available may be a constraint.  
There also needs to be a major (cultural) shift in attitude towards the use of public transport – 
customers will not use public transport unless it is the best option for them.  At current levels 
of provision and standard this will be very difficult to achieve in rural Wales. 
 
R3:  Agreed (subject to the comments at each bullet point) 
 
• concessionary fare scheme etc:-  Agreed. 


• information centres etc:-  Agreed. 


• second generation public transport etc:-  Not particularly relevant to Mid Wales – there 
are other more pressing priorities. 


• all Wales passenger group etc:-  It is difficult to comment on this recommendation 
without further details as to the group’s role/function/powers etc. 


• interchanges etc:- Agreed. 


• develop park and ride facilities etc:-  Good idea – but of limited use only in Mid Wales. 


• school transport demonstration project etc:-  Do not agree – proposals for bespoke school 
buses could not possibly be cost effective in rural Wales – efforts to improve the overall 
quality of bus fleets would be welcomed and more effective. 


• community transport etc:-  We welcome this recommendation - however current 
legislation is unhelpful in allowing community schemes to play their part in mainstream 
provision. 
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• long distance coach provision etc:-  We strongly support this recommendation, subject to 
no interference with existing local services – additional provision should be 
complementary to existing bus and rail services 


 
R4:  We are confused by this recommendation, particularly as local transport plans have 
already been produced in consultation with neighbouring local authorities. The Mid Wales 
Partnership produced an Integrated Transport Strategy some three years ago. We are also 
puzzled by the recommendation that local authorities prepare regional public transport 
strategies whilst in recommendation 6 below the proposed regional consortia would appear to 
have overall responsibility for the delivery of those strategies.  We believe that such an 
arrangement could be confusing. 
 
R5:  This in part already happens as Transport Grant funds are now focused on partnership 
working.  There may also be good reasons to fund local initiatives and other schemes 
proposed in Local Transport Plans – there will be a need to ensure that such cases are not 
overlooked 
 
R6:  Please see our comments on recommendation 4 above. Also whilst agreement on the 
delivery/implementation of objectives is paramount it must be recognised that partner 
organisations will remain independent. 
 
R7:  We support the case for a regional consortium for Mid Wales. Whilst local authorities 
will inevitably play the leading role, we believe that to be successful the consortium would 
need to have a broader base than local authorities alone.  The current arrangements have 
worked well in Mid Wales where a broader partnership has added value in policy and 
strategy development. 
 
R8:  As mentioned above, the existing informal arrangements have worked well in Mid 
Wales and attempts to introduce more formal statutory arrangements could well prove 
counter productive.  
 
R9: We would welcome Assembly representation, however this would not be a matter solely 
for local authority partners. 
  
R10:  We agree with the need for a better profile for public transport and the need for better 
marketing and branding to improve modal shift, but we do not see how this is necessarily 
linked with the consortia.  
 
R11: Agreed 
 
R12. We agree and also suggest that information on best practice should be widely 
disseminated. 
 
R13:  Agreed 
 
R14: Agreed 
 
Finally with regard to the recommendations and options contained in Chapters 4 and 5, the 
Partnership’s views are as follows   
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 a PTA for the whole of Wales is not supported but that the possibility of a PTA in South 
East Wales is a matter for consideration by the relevant local authorities/organisations in 
that region, 


 
 the continuation of the current regional consortia (subject to (i) above) should be 


supported. Any changes to their role should be considered only on merit, and where clear 
improvements/advantages can be demonstrated. Transport services should also continue 
to be delivered through the local authorities in Mid Wales, 


 
 the Assembly is reminded of the varying transport needs in Wales arising from 


considerable economic, social and spatial variation and that it must continue to 
differentiate between rural and urban areas in the application of its policies. 


 
As mentioned earlier I hope the aforementioned comments are of assistance to you.  Should 
you require any further information etc. then please give me a call and I will do my best to 
assist. 
 
Yours sincerely 
 
 
 
 
Mal Thomas 
Secretary 
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RESPONSE RECEIVED FROM MUIRIS MAG UALGHAIRG 
(BY Email: from Muiris@ntworld.com) 
 
 
 
Dear committee members  
 
It was with interest that I read of your report on the BBC's website. I am writing to 
ask if you could consider the high price of transport in Cardiff. I do not drive and 
my fiancée (who does drive) and I managed to resist the temptation to get a car.  
 
I am committed to using a bike and public transport, however it is now so 
expensive to use buses in Cardiff (the most expensive service which I have ever 
come across - and I have used lots of public transport in the UK), that it is 
cheaper for three or four people to share a taxi than it is for them to use the bus 
service. This has lead to my fiancée buying a car - another one to sit on a Cardiff 
street and clogging it up.  
 
Also the leg room allowed for passengers by Cardiff bus is considerably smaller 
than that of any other service I have used - one only has to catch a non-Cardiff 
bus from say Newport or Swansea to see the difference.  
 
It is interesting that Cardiff bus's prices are so high and that it is also owned by 
the local council which also sets the taxi rates (which one driver recently 
described to me as being far too high - it is cheaper for people to use their own 
cars rather than use a combination of Taxis and public transport).  
 
I would urge all members of the committee to catch the bus to various parts of 
Cardiff and ask yourself was the price fair for a service aimed at getting people 
around - then do similar journeys in London or anywhere else. When you have 
the results I fear you will understand why your efforts to encourage public 
transport are doomed in the largest conurbation in Wales!  
 
Yours  
Muiris 
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Our Ref.: DB/jl/1636 
 
19th October, 2001 
 
Environment Transport and Planning Committee, 
National Assembly For Wales, 
Cardiff Bay, 
Cardiff. 
CF99 1 NA 
 
 
Dear Sirs, 
 
POLICY REVIEW OF PUBLIC TRANSPORT 
 
The North Wales Economic Forum Transport Panel ( TAITH ), has considered the above consultation 
document and would endorse the response submitted by the Welsh Local Government Association. In 
addition the Forum would wish to emphasise the progress that has been made within the region 
towards meeting the aspirations of the Environment, Planning and Transport Committee to enhance 
the standard of public transport in Wales. 
 
Where funding has been made available, imaginative and effective action has been taken to improve 
the region's public transport network. For example: 
 
• The Quality Bus Partnerships in the Deeside and Saltney areas of Flintshire have seen increases 


in patronage of up to 22%. 
• Gwynedd have developed pioneering rural quality partnerships throughout their area. 
• Conwy and Denbighshire have worked together to improve bus infrastructure between 


Llandudno and Rhyl. 
• Conwy and Gwynedd have co-operated to improve services between Caernarfon and Llandudno. 
• Wrexham have made considerable improvements to the bus stop infrastructure throughout their 


area. 
• Isle of Anglesey have developed a quality partnership with their major operator which has 


delivered improvements in quality and frequency. 
 
The TAITH Transport Grant bid to enhance public transport across North Wales would continue this 
process if successful. 
 
Continued. 
. 
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 NORTH WALES ECONOMIC FORUM 


 
DB/jl/1636 - Environment Transport and Planning Committee, National Assembly For Wales 19TH 
October, 2001 
 
In respect of rail services, a close working relationship has been created between TAITH and the Train Operating 
Companies who serve the region which has resulted in a number of station improvement schemes being 
implemented and which enables a close dialogue on issues of mutual importance. 
 
The Forum is therefore confident that its members can deliver the Assembly's agenda within the existing structure if 
the necessary resources are forthcoming. 
 
We would apologise for responding after the deadline but trust that our views will be taken into account. 
 
Yours faithfully, 
For and on behalf of TAITH, 
 


 
 
pp Meurig Royles 
Coordinator 
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Richard Edwards Esq AM  6 August 2001 
Chair of the Environment, Planning and Transport Committee 
The National Assembly for Vales 
Cardiff Bay 
Cardiff 
CF99 1NA 
 
 
 
Dear Mr Edwards 
 
 
1. Thank you for your letter of 25 July 2001, in respect of the policy review of public transport document produced 
by the Welsh Assembly. 
 
2. This letter has been passed to Steve Gooding for attention and a reply will be sent to you shortly. 
 
Yours sincerely 
 
 


 
 
 
 
LISA STONE 
 
 
 
 
 
 


 








Environment, Planning & Transport Committee 
Policy Review of Public Transport 


Consultation Report 
 


Comments by Sustrans Cymru
 
Sustrans  
 
Sustrans is an engineering charity that develops practical projects to encourage more 
people to walk and cycle - as a first step towards reducing motorised transport and 
tackling its adverse effects.  Sustrans has pioneered the development of the National 
Cycle Network (NCN), a visionary project to provide a 10,000 mile network of cycle 
routes across the UK.  The network is a linked series of traffic free paths and traffic 
calmed and minor roads, connecting urban centres and the countryside and reaching all 
parts of the UK.  These routes will provide a safe, attractive, high quality network for 
cyclists and a major new amenity for walkers and wheelchair users. The NCN is the UK's 
and Wales' single most important piece of cycling infrastructure. As well as providing the 
backbone of new urban networks, it will also form a critical lifeline for rural tourism.  
Linkage of the NCN to public transport is a critical means of encouraging people to walk 
and cycle more. This is a key aim of Sustrans' Safe Routes to Stations programme 
which focuses on developing safe routes for walking and cycling to rail and bus 
interchanges. 
 
General 
 
Sustrans welcomes this report and supports its ten year ‘Vision’ to develop a public 
transport system that is easy to use. Sustrans feels strongly that there must be clear 
linkage between these aims (and the investment required to realise them) and the 
provision of better facilities for walking and cycling.  
 
Car traffic will only reduce if there are practical alternatives to the short car journey that 
accounts for such large proportions of traffic congestion. What is required is a quality 
public transport system that is accessible and easy to use. Walking and cycling must be 
seen as key components of such a system.  
 
Walking has been described as the ‘glue’ that links public transport journeys while 
cycling can significantly expand the catchment of public transport interchanges.  
 
Generations of under-investment have produced a fragmented and un-reliable public 
transport system with a poor public image. Negative perceptions of public transport are 
underscored to a large degree by the poor quality of public transport interchanges and 
their poor accessibility. 
 
Sustrans’ Safe Routes to Stations programme sets out tackle these issues by making it 
easier for people to walk and cycle to rail and bus stations. We feel strongly that any 
programme of investment to improve public transport quality must be co-ordinated with 
significant investment in facilities to encourage access by walking and cycling. Key 
measures to improve patronage should include: 
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• Safe and direct routes to rail and bus stations to improve access for pedestrians 
within a 1km-3km catchment area; 


 
• Safe and direct routes to interchanges to improve access for cyclists from within a 


3km-5km catchment area. 
 
• Physical measures to implement safe routes between rail and bus stations; 
 
• Clear, interactive signing to improve legibility, orientation and to publicise the location 


of interchange facilities; 
 
• Ease of access and movement within interchanges e.g. lift facilities and provision of 


ramp facilities with moderate gradients; 
 
• Better security through improved staffing and CCTV;  
 
• Better travel information including the introduction of clock face timetabling;  
 
• Secure cycle storage at rail and bus interchanges; 
 
• Improvements to rail rolling stock capacity including: 
 


 Facilities for at least six cycles on all trains as recommended by the 
National Cycling Strategy; 


 
 In addition to the above, space for at least one larger cycle such as a 


tandem, tricycle or long-wheel-base recumbent cycle; 
 


 Where trains consist of multiple units, all cycle stowage spaces must be 
accessible and useable; 


 
 Proper liaison mechanisms to ensure consistent cycle carriage on 


connecting local services; 
 


• Innovative schemes to facilitate carriage of bicycles on buses; 
 


• Adequate resources to enable a continual, co-ordinated programme of marketing 
of public transport through various mass media. 


 
We feel it essential that these requirements become principal measurements of quality 
and are given sufficient priority for funding and investment. 
 
Specific Comments on Report Findings  
 
Kite Mark Scheme p 17 
 
We strongly recommend that the measures listed above become part of the key criteria 
for Kite Mark schemes. 
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Investment  
 
Page 18  
 
Investment to address the historical deficit must include sufficient provision for better 
walking and cycling and cycling facilities as described above. Investment must be long 
term to avoid an incremental approach to investment and decision-making. 
Implementation would ideally be through ten year spending plans. 
 
 
Key Projects  
 
Page 18 
 
We support the idea of all mode information centres across Wales. Sustrans is 
developing pilot schemes in England including a current project in Frome in Somerset. 
The use of ‘Individualised Marketing’ and  ‘TravelSmart’ initiatives must also be 
recognised and resources be made available accordingly. 
 
Individualised Marketing is based on dialogue-based marketing technique that works 
by identifying people through household surveys who are willing or able to switch to 
alternative travel modes.  Personalised travel information and incentives are then used 
to encourage these people to walk or cycle, use the bus or car-share for a few journeys 
per week, instead of taking their own car. 
 
Individualised Marketing has been used to promote public transport in projects covering 
around 1.3 million people across Europe and in Australia.  The approach was extended 
to include walking and cycling as part of the highly successful behaviour change 
programme in Western Australia, called ‘TravelSmart’. The recent large-scale 
application covering 35,000 people in South Perth achieved a 14% reduction in car trips 
and increases in walking of 35%, cycling (61%) and public transport use (17%). 
Individualied Marketing is undoubtedly a very cost-effective means of achieving modal 
shift. 
 
In Gloucester Sustrans is working with Gloucester City Council on an Individualised 
Marketing Project adopting the TravelSmart brand developed in Western Australia. The 
project covers 500 people in the suburb of Quedgley and is funded through the Local 
Authority's Transport Grant settlement. The project team is working with public transport 
operators, the parish council and other partners with a view to starting the first travel 
surveys in the autumn (2001). A similar pilot project is taking place in the market town of 
Frome, Somerset, where Sustrans is working with the county's Rural Transport 
Partnership on a range of new transport and information initiatives.  These include the 
development of a rural travel centre. 
 
Page 19 
 
As outlined above, provisions for easier access by walking and cycling must be an 
integral part of Interchange improvements. The importance of this must be 
emphasised at every opportunity. 
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Investment in Park and Ride facilities must  be considered very carefully. Park and Ride 
facilities located on the edge of urban areas can have the effect of freeing up road space 
in more central areas and can thus add to congestion problems. Experience in Bristol 
and elsewhere suggests that Park and Ride can actually diminish usage of rural bus 
services. Its provision can mean that regular bus passengers in rural areas are tempted 
to take the car further to good Park and ride facilities. Investment in Park and Ride 
should not be at the expense of investment to improve access for cycling and walking, 
particularly where such improvements can encourage non-car access to interchanges. 
Park and Ride should generally only be introduced in conjunction with a reduction 
parking space in city centres. 
 
Bespoke school buses are an important means of reducing car journeys on the school 
run. However, they should not be seen as a substitute for schemes that encourage to 
walk and cycle to school. 
 
It should be pointed out that American-style school buses that are now being imported 
from the USA for use in the UK do not meet access requirements under the Disability 
Discrimination Act. Due to their design, these buses offer little scope for use beyond the 
school journey. This raises the question of how cost-effective they are and whether 
investment might be better targeted in other areas, such as Safe Routes to Schools 
projects. 
 
The development of Green Travel Plans must be closely related to investment in 
infrastructure and vice versa.  Green Travel Plans must, wherever possible, include 
measures to encourage commuting by walking and cycling and which  combine these 
modes with public transport.  
 
Delivering the Vision  
 
Regional Public Transport Strategies – Page 20 
 
We strongly support the concept of regional public transport strategies that reflect bus 
strategies and cover rail and community transport (Recommendation 4). These 
strategies must be closely related to Unitary Development Plans, Local Transport Plans 
and regional and local walking and cycling strategies. We agree with recommendation 5 
that regional strategies should be the principal guide to funding by the National 
Assembly for Wales (Recommendation 5). 
 
Organisational Structures 
 
Potential of Consortia 
 
Stronger and better-resourced regional consortia will enable better co-ordination 
between local authorities and will be more likely to command political will. They will also 
be better placed to raise the profile of integrated transport and to develop branding of 
regional facilities and services.  
 
Whilst we acknowledge and welcome the progress being made by  existing consortia in 
their current form, we would strongly support any move to strengthen the constitution of 
the regional consortia and give them their own separate existence, building upon 
existing arrangements (Recommendation 7 ).  
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Raising the profile and strengthening the role of the consortia can only be achieved 
through better resourcing. We would strongly support any proposal to allocate dedicated 
administrative support and technical staff to each consortium. We would also urge the 
National Assembly to have representation on each regional body. 
 
Compacts 
 
We are very supportive of the idea of compacts between local authorities and the 
National Assembly as suggested by the WLGA or indeed between the regional consortia 
and the Assembly. Compacts could provide the basis for the commitment of capital 
funding to long term spending plans. We would support this. 
 
Alternative Organisational Structures – All Wales Public Transport Authority 
 
We are not convinced that the creation of an all Wales Passenger Transport Authority/ 
Executive is necessary to provide strategic direction to the delivery of public transport 
improvements and the integration of provision. We feel that necessary strategic direction 
could be provided by four strengthened/re-constituted regional consortia as described in 
section 4 of the report. The creation of a PTA/E would introduce an additional tier of 
control. However, it would be no better placed than the regional consortia to address 
specific regional problems or cross border issues.  We therefore feel that the advantages 
of an all Wales PTA/E are questionable.   
 
Neither would we support the proposal for a PTA/E for south east Wales. We suggest 
strategic direction and co-ordination of procurement  could be adequately performed by 
a regional transport consortium for South East Wales comprising the SWIFT and TIGER 
local authorities. 
 
In counseling against an all Wales PTA/E or an equivalent for south east Wales, we 
would however support moves by the Assembly to seek stronger powers to regulate the 
bus and rail industry in Wales including equivalent powers to the Scottish Executive to 
direct the SRA in matters concerning franchising and strategic developments. 
 
Summary 
 
We hope that the above comments are helpful. Any queries should be addressed to 
Sustrans Cymru at the address below: 
 
Matthew Price 
Manager for Wales 
Sustrans Cymru 
Suite 3, Bay Chambers 
West Bute Street 
Cardiff CF10 5BB 
 
Tel: 020-2065-0601 
Fax:020-2065-0603 
Email:mattp@sustrans.org.uk 
 
October 2001
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Note : this is a word processor version of this document.  It differs from the published version only in the 
format of the front cover and Appendix 3 showing the proposed management model.  In the published 
report, these pages are in colour. 
 


POLICY REVIEW OF PUBLIC TRANSPORT 
 
 
 
 
This report has been produced on behalf of the three local 
authority led transport consortia in south east Wales - 
SWIFT (South Wales Integrated Fast Transit), TIGER 
(Transport Integration in the Gwent Economic Region) and 
SEWTF (South East Wales Transportation Forum). 
 
 
 
 
The report has been produced under the aegis of the 
member led groups who oversee the work of the three 
consortia. 
 
 
 
 
We believe that developing the existing consortia, with their 
excellent track records and proven ability to develop 
partnerships, provide the best way forward to improve 
public transport in accordance with the aspirations of the 
public, the local authorities and the National Assembly. 
 
 
 
 
We would welcome the opportunity of meeting with the 
members and the officers of the National Assembly to 
further explain and discuss the contents of our response to 
the committee's review. 







 


 
 
 -2-


POLICY REVIEW OF PUBLIC TRANSPORT 
 
 
1 This response is submitted jointly by the three local government transport consortia in 


south east Wales.  Our response will show why a joint submission is appropriate.  
References in our response are to the Committee’s Policy Review of Public Transport, 
unless indicated otherwise.  We attach in appendix 1 our response to the check list in 
annex 4 of the Policy Review (this comprises a set of comparisons between regional 
consortia and PTEs).  Our Appendix 2 contains our response to the questions in the 
Policy Review chapter 7.  Our Appendix 3 summarises the organisational structure we 
see as being appropriate to the development of SWIFT and TIGER within the context of 
public transport improvements in south east Wales. 


 
2 The foreword to the report is from Richard Edwards AM, chair of the Environment, 


Planning and Transport Committee.  In the report he states:  
 
 'We want public transport in Wales to be integrated, accessible, affordable and an 


attractive alternative to the car.......This  calls for a visionary approach backed by 
considerable resources to address historic levels of under investment....We  believe 
transport planning should be brought onto a regional basis and that.....funding  should be 
targeted to deliver regional priorities, while not overlooking local needs.  The voluntary 
groupings of regional public transport consortia should be strengthened to deliver 
improved services.' 


 
3 We welcome these sentiments.  The regional consortia have achieved much in their short 


existence.  In the light of the growing financial and political support for their objectives, 
we recognise the need to strengthen our organisations internally, by closer ties with each 
other and with the National Assembly.  It is the need to produce closer ties between 
SWIFT and TIGER, and also with SEWTF in the context of other modes, that causes us 
to submit a single joint response.  We also welcome the recognition of historic under 
investment and look forward to working with the Assembly to redress this.  We would 
wish to discuss our response with the Committee and all parts of the National Assembly 
having an interest in promoting public transport in south east Wales. 


 
4 We see the main functions of an organisation charged with delivery of better public 


transport across a wide area as being: 
 i To facilitate, in co-operation with others in the public and private sector, the 


provision of public transport the public want to use;  
 ii To ensure services are delivered to an agreed standard; 
 iii To deliver the local authority and National Assembly's public transport strategy; 
 iv To operate an effective and efficient support organisation providing best value 


and best practice on a consistent basis; 
 v To prepare an agreed capital programme; 
 vi To be politically and financially accountable. 
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5 The existing consortia demonstrate many strengths illustrating how they already deliver 
this service. 


 i Members have shown considerable willingness to work towards a common 
regional aim and to subjugate immediate local interests to longer term collective 
goals.  Chairmanship of the consortia moves to another authority each year.  That 
maintains a high level of member interest and commitment. 


 ii They are consensual groups thereby strengthening the collective desire to deliver 
results. 


 iii The consortia are becoming models of joint working that the public transport 
industry respects and feels comfortable working with.  The working relationships 
between local authorities, NAfW and the industry are effective and efficient. 


 iv They are delivering better services. 
 v They have established joint working units where they are appropriate.  Gwent 


Consultancy, Glamorgan Engineering Consultancy, and the Gwent Joint 
Passenger Transport Unit are all pooled technical resource units.  The success of 
each results from technical competence in specified fields, effective and efficient 
management and high political sensitivity to the needs of the controlling councils. 


 vi They have demonstrated the value of good contacts with other local authority 
services, for instance land use planning, traffic management and professional 
service support. 


 vii They have shown a high level of responsiveness to short term demands of a 
political and technical nature.  The high quality of their work is seen both in what 
they have achieved and in the quality of their planning and management. 


 viii They are cheap to run and can be further developed without additional 
legislation.  But cheapness should not be pushed to far - cutting costs too far leads 
to reduced effectiveness. 


 
6 One of the strengths of the consortia is their ability to deliver at a local level.  For 


instance: 
 i Bus priority lanes in Newport.  Prior to reorganisation Newport Borough Council 


was unwilling to pursue a similar policy put forward by Gwent County Council.  
Now it is part of the council's overall transport and environment policy and they 
are prepared to work to overcome the many detailed difficulties.  


 ii Caerphilly SMART card initiative.  The project works because of the detailed 
hard work put in on the ground.  SMART card use for public transport is being 
widened across the region : their use to market a wide range of local authority 
services is being considered. 


 iii Cardiff real time information system.  This is part of a wider range of 
improvements to public transport carried out within the general work programme 
of the local authority. 


 iv Both SWIFT and TIGER have identified a 20 year strategy of improvements 
including new stations, station improvements, new services and other 
infrastructure improvements.  Many of these can only be made to work as part of 
the constituent councils' planning and traffic management policies and 
programmes. 
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 v The production of a saleable business plan for the Ebbw Valley rail project shows 
the timeliness of the consortia's efforts. 


 vi Parking guideline standards.  A parking policy that is favourable to public 
transport is a major plank of the public transport strategy.  An authority having 
responsibility for both is far more likely to achieve the best balance. 


 vii Walking and cycling are of great importance to the public transport journey but 
are fundamentally local issues. 


 viii Clearly a common policy is required so that each end of any cross border journey 
is provided for on a consistent basis.  This can be dealt with best by local 
authorities working to an overall standard and agreed wider regional policy. 


 
7 Before discussing what changes we propose to the political management of the consortia 


in south east Wales, we set out what we believe is the role of NAfW in improving public 
transport.  Our view reflects the current division of responsibilities : NAfW sets national 
policies and holds many of the purse strings : local authorities set local policies and co-
ordinate activities : the private sector operates most services commercially. 


 
8 NAfW has key roles to play if public transport is to improve.  Its acceptance of those 


roles, and how it discharges them, is central to the way that local authorities manage 
themselves.  The proposals in this paper presuppose certain actions by NAfW. 


 i That the Assembly continues to offer long term political commitment to improve 
public transport and provides leadership in the debate at a national level. 


 ii That the Assembly takes unto itself the responsibilities discharged by the 
Strategic Rail Authority and the Traffic Commissioner, both of which are 
currently England based organisations. 


 iii That it continues to fund, out of its capital budgets, the improvements needed to 
the system.  That funding stream will have to be at a higher rate if a high 
proportion of the Assembly's aspirations are to be met in a reasonable time scale. 


 iv That it increases revenue budgets available for public transport and resolves with 
the WLGA a mechanism for steering those monies into an agreed service 
improvements programme.  A large part of the past under investment in public 
transport is on the revenue account.  This problem has to be tackled if progress is 
to be made.  Local Transport Services Grant (formerly Bus Subsidy Grant) 
achieved much, precisely because it was ring fenced. 


 v That it operates funding rules that ensure effective use of monies from its capital 
and revenue accounts and the maintenance of capital assets through appropriate 
levels of local authority revenue spending. 


 vi That it contributes to the details of the national debate on how to promote and 
improve public transport at all levels on an equal basis with its other partners.  It 
should not presuppose that some over-riding national need subjugates local 
priorities nor should it frustrate contributions from others on the direction of 
national transport policy.  The way the consultation on the Transport Framework 
has been conducted is a good example of how the Assembly can show leadership 
and at the same time ensure an inclusive approach to policy development. 
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9 Our proposals to modify the current political management of public transport assume this 
role for NAfW, the status quo as regards legal responsibilities and an evolution of the 
present structures of SWIFT, TIGER and SEWTF.  In summary we propose: 


 i To continue to operate TIGER and SWIFT as operational units with 
responsibility for detailed programmes in their areas; 


 ii To create a Public Transport Board with wide membership, and primacy to 
develop and coordinate strategy and to ensure all public transport developments 
in south east Wales are carried forward on a sustainable basis; 


 iii To strengthen the officer support base and to put its organisation and 
management on a more formal basis. 


 
10 The model we propose is shown in Appendix 3.  Total membership on the board should 


be such that no one group outnumbers the others.    NAfW must determine its own 
position as regards its members' involvement in the Transport Board but the local 
authorities would welcome their participation.  AMs and supporting officers as 
appropriate potentially bring a national and regional perspective to the proceedings and 
they can heighten the profile of public transport within the workings of the Assembly. 


 
11 The board would need terms of reference and voting rules, although these should relate 


to the board’s business, not that of its component memberships ie NAfW still allocates 
capital, advised by the strategy; LAs still specify their contract services, within the 
agreed standards and protocols; bus companies still make investments in new buses, 
according to their commercial criteria. 


 
12 We offer the following additional comments on the political management process 


outlined in appendix 3. 
 i The Board would have, as its primary focus, improvements to public transport.  


This will include major transportation issues, such as regional parking policy and 
the creation of highway conditions favourable to buses, having a material impact 
on the efficiency and effectiveness of public transport. 


 ii The Board would also cover the issues within the present remit of SEWTF - for 
instance cycling strategy and reclassification of the strategic road system. 


 iii We intend to continue to operate SWIFT and TIGER, giving them responsibility 
for the formulation of the detailed plans to improve public transport in their areas 
and within the policy and strategy determined by the Transport Board.  The local 
authorities consider the consortia and partnerships should be built on.  The 
consortia have well developed individual strategies that reflect local needs and 
local geography. 


 iv We see an important difference between policy and strategy on one hand (for 
instance the setting of standards, value for money criteria and the general 
direction of public transport policy) and delivery (for instance determining the 
order in which projects are implemented and monitoring of progress towards 
agreed regional aims).  That difference underlines our intention to maintain the 
two consortia operating under the common flag of the Transport Board.  It builds 
on past success and gives more certainty of delivering good quality across all of 
south east Wales. 
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13 NAfW accepts it does not dictate the details of the programme : it vets the policies of the 
consortia, exercises financial control in many areas and keeps a keen eye on getting good 
value for money but is not constrained by detail.  Effectively, NAfW should agree to 
major capital programmes, be party to setting standards including maintenance whereas 
the Consortium must concentrate on delivery. 


 
14 NAfW wishes to have greater certainty over outcomes and to ensure that policies are 


delivered on a consistent basis.  The Committee, in its Consultation Report, touches on 
the question of 'Compacts' between the Authorities within the Consortia and the 
Assembly.  We support the concept of the compacts.  They would be used for capital 
management much as at present, and to define standards and protocols for the provision 
of revenue related services.  These should relate to capital asset maintenance, thresholds 
for contract intervention, bus quality partnerships, works agreements with Railtrack, 
concessionary fares policy, information and publicity standards.  Most of these matters 
are already handled on a consistent, if informal, basis by the 10 local authorities in south 
east Wales. 


 
15 The Consultation Report questions whether such compacts need to be underpinned by 


statute.  The idea of Compacts is attractive since it would commit authorities very 
positively and should overcome any future tendency of one Authority to undermine the 
overall strategy by withdrawing support in some way.  Nevertheless the great strengths of 
the proposed organisation is that it would continue the successful consensual basis.  
Voluntary compacts would extend the commitment and would be helpful.  Underpinning 
these by statute would be overkill.  If in the future proposed arrangements were found not 
to be working, that would be the time to consider legal under-pinning further. 


 
16 The proposed officer organisation for delivering the goods will be based around existing 


structures and still focused on the two geographic areas of SWIFT and TIGER.  The 
structure can be strengthened by: 


 i Expanding the core administrative staff for SWIFT and TIGER and fostering 
closer working between the two groups; 


 ii Establishing joint working relationships on technical specification work, such as 
standard designs, simpler contracts, common publicity standards and so on.  This 
is already done to an extent but there is scope to go much further in this area. 


 iii Forming closer links between the collective arrangements that already exist - 
these groups include the joint consultancies, the Joint Passenger Transport Unit 
and the Mid Glamorgan contracts management group. 


 iv Skilled transportation staff are currently at a premium so it will be important to 
develop a flexible organisation which can react appropriately to changing 
demands, but one which has a clear remit and vision for all its staff. 


 
17 We offer the following additional comments on appendix 3 related to the technical 


management of work: 
 i We see the technical support of all the regional transport work as a concerted 


effort by all those concerned.  The success of the regional efforts in south east 
Wales reflects two factors.  First local authorities have been willing to subjugate 
their individual immediate short term interest towards a longer term 
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  regional good, on the understanding that their local interest will be delivered 
within the overall programme.  That process really does work.  Secondly staff 
within the local authorities find collective effort genuinely stimulating and 
rewarding.  They learn from each other and know that cooperation delivers a 
more professional product.  There is a high level of mutual trust at an officer 
level; that trust underlies the success of these regional partnerships.  The same 
can be said of the relationships between local authorities and the transport 
industry.  


 ii The issue of service delivery at a local authority level is best achieved by gaining 
agreement on delivering services to defined standards and leaving each local 
authority to deliver that service in the manner it judges most appropriate to its 
own circumstances.  There are many examples of the success of that approach.  
These include the Gwent Joint Passenger Transport Unit and the Mid Glamorgan 
Contract Management Group. 


 iii There is a cost associated with the technical support of the Board and SWIFT and 
TIGER which operate under its aegis.  Accounting for those costs is a matter that 
requires more work.  Currently NAfW funds some of the capital related staff cost 
through Transport Grant.  That source is not available for those aspects of 
regional cooperation related to revenue spending. 


 
18 These proposals have the following benefits: 
 i A new and more appropriate structure will be established which brings together 


the NAfW, SWIFT and TIGER and the responsibility to manage the wider 
regional strategy. 


 ii Compacts will be established to define standards and commitments between local 
authorities and with NAfW. 


 iii Closer co-operation will be established between the executive parts of the 
structure. 


 iv It avoids time consuming primary legislation and ensures early progress of the 
programmes. 


 v It builds on current successes rather than trying to start from scratch. 
 vi It will permit more strategic consideration of bids for grants. 
 vii It will maintain local delivery and accord with Community Plan and Local 


Transport Plan philosophy. 
 viii Good and relevant public /private partnerships will be maintained. 
 
19 The consultation document asks for views on the efficacy of PTEs.  We respond to this in 


two ways; first by repeating part of our response to the Transport Framework 
consultation and second by examining the check list in annex 4. 


 
20 Our first comment is a general one; a PTE is primarily a purchasing organisation.  Many 


people do not know this; they often think a PTE is a very large municipal bus 
undertaking which was one of the main reasons why they were first set up.  A PTE does 
not run services and can have only marginal impact on the commercial market. 


 
21 Our Framework document response sets down our views on the usefulness of PTEs.  We 


believe a PTE, either for south east Wales or as part of an all-Wales PTE, is unwarranted 
for the following reasons: 


 i Local authorities have a range of powers that affect public transport provision, 
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  particularly the links with schools and social services transport.  They would 
become less well coordinated at a local level if local authorities lost their public 
transport powers. 


 ii Local authorities are charged with preparing local transport and community 
plans.  A PTE would be divorced from that process and miss the opportunity to 
make public transport relevant to these plans. 


 iii The SWIFT and TIGER consortia are demonstrating how effective partnerships 
can be set up without the need for large central bureaucracies. 


 iv Deregulation of the bus industry removed one of the main reasons for having 
PTEs.  They can no longer operate bus services, they can only purchase services 
from others. 


 v The experience of some English PTEs, post local government reorganisation, is 
that they have proved particularly difficult to manage politically.  Even prior to 
LGR they proved difficult to manage politically. 


 vi Regional public transport groups (which will develop from the new regional local 
authority consortiums) can offer all the effective advantages of a PTE at a 
fraction of the cost.  It would be more sensible to see how they work out before 
changing to a much more expensive system that will take a long time to set up. 


 vii If Assembly members led the PTEs, rather than local authority members, they 
would be unique in having no parallel in either other PTEs or in other Assembly 
responsibilities.  


 viii The remoteness of these groups as political bodies goes directly against all the 
reasons why local government was changed in 1996.  There is a lot of evidence 
that the local government aspect of public transport provision has moved closer 
to people since 1996 and that is a good thing.  A PTE would appear as another 
bureaucracy. 


 ix Judging on staffing levels in English PTEs, a south east Wales PTE would 
employ about 150 people.  Local authorities could deliver the same effective 
service with a modest increase in their present staff numbers. 


 x There would inevitably be setting up costs associated with a PTE. The Assembly 
would find itself funding a management process when it wants to put more 
money into front line services. 


 xi Unless funding of public transport is substantially increased, and guaranteed over 
a long period of time, there is no reason to even consider PTEs.  A large funding 
increase is a prerequisite to even considering change.  Without that funding 
increase, none of the supposed advantages of a PTE could ever materialise. 


 xii There are a number of procedural problems in setting up a new PTE.  New 
legislation would be needed. 


 xiii Any attempt to set up PTE’s would take at least 5 years and leave public 
transport developments rudderless in the meantime. 


 xiv Best practice in local government shows that the aims of a PTE are achievable 
through present arrangements and institutions, suitably strengthened by the 
increased powers in the Transport Act 2000 and by additional funding.  Where 
local government is failing to deliver (and that nearly always happens because 
budget priorities do not allocate sufficient resources to a task), it should move to 
best practice.  Removing powers is the wrong way of tackling any such failings. 
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22 Our response to annex 4 is in Appendix 1.  This is brief but we offer the following 
additional comments.  The apparent success of PTEs is the result of substantial levels of 
funding over many years and their powers to initiate major rail projects.  In their areas 
the PTE's have the Strategic Rail Authority's powers to fund projects and support 
services.  The South Wales authorities would support the Assembly in attaining these 
powers.  The Consultation Report (para 2.15) notes that the Assembly does not have any 
regulatory powers affecting the operation of public transport services, which are the 
responsibility of the DTLR.  The acquisition of these powers would however enable the 
Assembly to bring added strength to supporting the local Rail strategies.  


 
23 A PTE's strength springs from its presence as one formal body providing services across 


a wider area than its constituent authorities.  It consequently will score well under those 
headings where regional order is most important - for instance some aspects of bus 
service co-ordination and information.  A PTE also offers a better staffing structure 
providing career paths for public transport staff within the organisation and a "critical 
mass" for developing specific areas of expertise.  It also may attract higher capital 
funding than voluntary pooling which is what a consortium is, if only because a PTE 
cannot be justified without higher funding.  A PTE implies "commitment".  Those are all 
advantages of a PTE but they can also be achieved within the strengthened proposed 
local authority consortia. 


 
24 In terms of the Annex 4 checklist, the consortium approach offers two overwhelming 


advantages.  First, a PTE has no ancillary powers, particularly relating to planning and 
highways management.  A PTE would be remote from both these functions and 
consequently little able to influence them.  Second a PTE would require primary 
legislation.  It would take 5 years to set up and would cause a hiatus in public transport 
development, just at the time when greatest action is needed.  Creating a PTE would 
damage the immediate prospects for implementing Assembly public transport policy and 
create a long term environment in which public transport might not receive the wider 
consideration it deserves. 


 
25 We believe these factors alone make a PTE a much worse option than our proposed 


approach of delivering the public sector aspect of public transport through regional 
consortia centred on local authorities.  Essentially our argument is "evolution not 
revolution". 







APPENDIX 1 - TESTS FOR ALTERNATIVE ORGANISATIONAL STRUCTURES
 
REFERENCE ANNEX 4 OF THE ASSEMBLY DOCUMENT 
 


Test Regional Consortia PTE Which better? 


Relevance to 
area 


Better integration over all 
services 


Closer geographic coordination Little to choose 


Accountability More part of mainstream local 
government 


More remote from mainstream Consortia better 


Development of 
an integrated PT 
network 


Much better integration across 
other modes and wider planning 
issues 


Better service integration Little to choose 


Quality of 
political 
decision making 


Mainline integration with other 
activities.  No difference in 
quality of members involved. 


Single service provider - little 
relevance to other services.   No 
difference in quality of members 
involved. 


Little to choose 


Effective rail 
powers 


Regional consortia known to be 
liked. 


Well tested mechanism. Little to choose 


Effective bus 
powers 


Reliant on good will of 
individual LAs. 


Raison d’etre of a PTE. PTE considerably better 


Effective 
highway powers 


LAs very strong PTE little influence Consortia by a large 
margin 


Influencing land 
use planning 


LAs very strong PTE very little influence Consortia by a huge 
margin 


Impact on 
passenger travel 


Dependent upon agreed joint 
action 


Opportunities for "one voice" PTE better 


Capital Access to a wide range of 
sources.  Strong bidding teams. 


Good coordination, divorced from 
mainstream LAs process 


LA slightly better 


Revenue Variability in positions of 
different LAs. 


Significant problems in getting LA 
agreement.  OK if NAfW funds 
direct. 


Depends upon 
mechanisms used. 


Achieving best 
value 


- - Almost entirely 
dependent on other 
factors. 


Skills Can be addressed with 
appropriate pooling and 
expansion of staff resources. 


High levels of expertise in various 
specialisms 


The same if new 
consortia arrangements 
are introduced. 


Easily 
established 


Comparatively easy. Major problems.  5 years to 
establish and consequent problems 
on an interregnum. 


Consortia by a huge 
margin. 


Stability Good, if Assembly uses its 
powers in conjunction. 


Possible problems with many small 
partners sharing what some see as a 
marginal service. 


Consortia by a fair 
margin. 
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APPENDIX 2 - RESPONSE TO RECOMMENDATIONS OF CONSULTATION REPORT   


Recommendation Response 


1: that a quality kite mark be developed as part 
of the work being undertaken on quality 
partnerships and contracts, initially covering 
bus services, and extended to include 
community transport, rail and other modes. 


We agree to this proposal but considerable work is needed to ensure 
that the implied quality standards will both raise the level of services 
and be achievable by the majority of operators.  The suggestion is 
not deliverable if that balance is not achieved. 


2: that the National Assembly, local authorities 
and transport operators should address 
historic levels of under investment in public 
transport. 


We see this as being central to achieving the agreed aim to improve 
public transport.  But it is much easier to make the statement than to 
achieve the aim.  To be successful, NAfW will either have to 
increase the size of the public sector cake (which will be very 
difficult given its limited fiscal powers) or find ways of channelling 
money into public transport at the expense of other public services.  
The problems associated with either approach must not be 
underestimated. 


3: that the National Assembly and local 
authorities working together with operators, 
passengers and other stakeholders take 
forward these priorities as funding allows: 


We wholeheartedly endorse the principle of partnership.  This forms 
the entire basis of the consortium approach.  All considerations 
under this heading have to recognise funding limits.  Unless NAfW 
increases budgets, few of these proposals will make much progress.  
Early value for money studies should form part of all the implied 
studies. 


3a - extend the concessionary fare scheme to 
include community transport, and taxis on a 
limited basis, and consider the opportunity to 
support travel by young people; 


Fine in principle but value for money and best practice must underlie 
all these ideas. 


3b - pilot "all mode" information centres 
across Wales;   


Carry out in conjunction with PTI Cymru. 


3c - feasibility studies for second generation 
public transport, such as light rail schemes;   


This needs a common cost comparison basis and should include 
innovative bus schemes and "cheap" community transport schemes. 


3d - establish an overarching all Wales 
passenger group to cover all modes of public 
transport;    


If this group is to have a purpose, it must have specified terms of 
reference and an agreed detailed purpose prior to its establishment.  
This will be best achieved by a preliminary task and finish group. 


3e - develop interchanges between modes of 
public transport;   


Agreed but should be part of 10 year regional PT plans. 


3f - develop park and ride facilities;   as above 


3g - set up a school transport demonstration 
project to consider long term procurement for 
bespoke school buses; 


This will be expensive and it has to be questioned whether this will 
offer as good value as other proposals for the very limited budgets 
available.  Any demonstration project should have as is its first phase 
a detailed costing exercise.  American style "yellow school buses" 
are very expensive. 


3h - improve long distance provision within 
Wales.    


We sympathise with this concept but the proposal implies a shift in 
the policy balance between improving availability in areas of little 
current demand (accessibility) and increasing provision in 
marginally profitable corridors.  The former may have the highest 
social worth and the highest cost.  Current practice aims at 
maximising the number of passengers and not at improving 
accessibility. 
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Recommendation Response 


4: that local authorities prepare regional 
public transport strategies by April 2003 
reflecting bus strategies (which are a statutory 
requirement) and including developments on 
rail and community transport.  These should be 
prepared on a regional basis to reflect travel 
patterns in so far as possible. 


Agreed. 


5: that regional transport strategies should 
guide decisions on funding made by the 
National Assembly and such investment should 
be targeted alongside local authorities' own 
investment to achieve maximum effect.  
Additional expenditure on transport would be 
justified only on this basis and where results 
can be monitored and evaluated. 


This is a sound basis for moving forward.  But it must be recognised 
that many of the ideas in recommendation 3 will not provide short or 
even medium term realisable results.  NAfW must decide whether it 
wishes to support projects that are most likely to be "justified only 
on the basis of maximum effect and where results can be monitored 
and evaluated" or on projects that expand availability and 
opportunity but where take-up is uncertain.  NAfW must get real. 


6: that each consortium agrees with partners, 
including the National Assembly, how 
objectives in the regional public transport 
strategies will be delivered, taking into account 
linkages with Local Transport Plans (including 
cross-border travel patterns) and the 
availability of funding.    


We agree with this approach.   It is implicit in our proposal to 
develop the regional consortia. 


7: that local authorities consider how they 
would establish more robust regional consortia 
building on existing arrangements so that the 
National Assembly's vision and regional public 
transport strategies can be implemented, 
taking account of local needs and the 
availability of resources. 


We agree with this approach.  For details see our main text. 


8: that as part of this consideration local 
authorities and the National Assembly Cabinet 
should consider how individual authorities 
under relevant legislation, e.g. Best Value, 
would be affected and whether there is the 
possibility of using existing legislation to place 
consortia on a statutory basis. 


We agree with this approach.  We are particularly interested in 
pursuing the opportunities offered by the Local Government Act 
1991.  We have previously registered this interest with DETR.  


9: that the National Assembly Cabinet 
considers with local authorities how it should 
be represented on each consortium and agree 
the remit of its representatives.  


We are happy with that suggestion.  But we see NAfW as having 
primary responsibility in this respect, as NAfW membership on the 
Consortia affects the balance between the responsibilities of NAfW 
committees and the Executive.  We explore this in more detail in the 
main text of our response. 


 


  







Recommendation Response 


10: that the consortia raise their profile 
amongst passengers by developing their own 
"branding" linked to quality services. 


SWIFT and TIGER already allocate a proportion of their budgets to 
this.  We are more than happy to explore how this exposure might be 
expanded. 


11: that the National Assembly and local 
authorities agree an evaluation framework for 
measuring the benefits of targeted public 
transport investment at national, regional and 
local levels, focused on delivering 
improvements and avoiding future mistakes. 


We strongly support this principle.  We also return to the need for 
clear thinking on different kinds of investment as mentioned 
previously in our response to recommendation 5. 


12: that evaluation results of public transport 
policies, programmes and individual schemes 
across Wales be collected as a body of 
evidence of 'what works in Wales' over time, 
providing a base for future policy development. 
  


We are keen on this approach.  There will remain the need to 
recognise that what works in Llanrumney may not work in Llanrwst. 


13: that passengers be involved in drawing up 
the evaluation framework, and involved early 
on in evaluating individual public transport 
schemes.    


Local authorities have extensive consultation frameworks that 
inform service delivery.  Regional consultation frameworks might be 
expanded.  Progress on this will also relate to recommendation 3.4 
(All Wales passenger group.) 


14: that all those involved in planning and 
implementing public transport policy in Wales 
should learn about what does and doesn't work 
elsewhere, and consider how we can learn 
from this in developing more effective public 
transport services in Wales. 


We endorse this and see the Regional Consortia as being the 
conduits for disseminating experience.  See also our reply to 
recommendations 3 and 11. 
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SWITCH (South West Wales Integrated Transport Consortium) 


Response to the National Assembly for Wales, Environment, Planning & 
Transport Committee’s Consultation Report on the Policy Review of Public 


Transport 
 
Introduction 


 
SWITCH welcomes the National Assembly’s Review of Public Transport and the 
opportunity to respond to the consultation document. SWITCH endorses most of 
the recommendations contained in the report. However SWITCH is concerned 
that these recommendations will be inadequate to achieve the National Assembly 
and SWITCH’s aspirations for accessible, affordable and integrated public 
transport, because of the deregulated and privatised nature of public transport 
operations. SWITCH is also concerned that there appears to be no recognition in 
the report, or the recommendations, of the significance of the location and layout 
of new developments.  
 
SWITCH endorses the comments made by the Welsh Local Government 
Association in its separate response to the Committee’s consultation document. 


 
Alternative Organisational Arrangements for the Delivery of Improved 
Public Transport 


 
SWITCH considers that the option of building and strengthening the existing 
consortium arrangements on a more formal basis using existing powers would 
work best in South West Wales. SWITCH also considers that the establishment 
of Passenger Transport Authorities (PTAs) requiring the introduction of primary 
legislation, either on an all-Wales or regional basis would be inappropriate. 
SWITCH finds it difficult to imagine that an all-Wales PTA could have developed 
the community and innovative solutions already in place in the region. 
 
SWITCH also considers that the transport consortia should not focus entirely on 
public transport issues, important as they are, but should embrace transport in 
the round, including links with local authority powers and responsibilities for 
highway, land-use and economic development issues. (See also SWITCH’s 
response to Recommendations 4 & 5 below). 
 
SWITCH’s detailed responses to the individual Recommendations contained in 
the Committee’s Consultation Report are set out below. 


 
Recommendation 1 
 
SWITCH welcomes the Assembly’s commitment to better quality public transport, 
embracing community transport, rail and other modes, through the development 
of a quality kite mark. SWITCH believes however that for such an approach to 
be successful further detailed work needs to be undertaken on an all-Wales basis 
to establish the following aspects: 
 







(i) The development of appropriate common quality criteria for each 
public transport mode that recognise the inherent characteristics of each 
mode and their applicability to both urban and rural situations; 


 
(ii) How these criteria should be linked to quality partnerships and contracts 


for bus services and other conventional public transport and codes of 
practice and service level agreements in the community transport sector; 


 
(iii) The development of an appropriate organisation for accreditation 


purposes. 
 


(iv) How enforcement of the operation of local bus services by the Traffic 
Commissioner can be made more effective. 


 
Recommendation 2 
 
SWITCH welcomes the Assembly’s recognition of historic under investment in 
public transport. Whilst the Assembly appears to have addressed the issue of 
capital expenditure through its Transport Grant spending proposals, the following 
issues in relation to revenue expenditure need to be addressed; 
 


(i) The need for increased expenditure to maintain public transport 
infrastructure, both existing and new; 


 
(ii) The need to establish a contingency revenue support mechanism 


to secure bus services no longer considered by the bus companies 
to be commercial, but providing social and other needs; 


 
(iii) To examine whether the existing “Local Services Grant” can be 


widened to embrace (1) and (2) above. 
 


Recommendation 3 
 
SWITCH broadly welcomes the points set out in this recommendation. However 
SWITCH draws the Assembly’s attention to the following projects currently 
underway in its area and some concerns about the development of bespoke 
school bus fleets and long distance coach provision: 
 
1. Concessionary Fares – The SWITCH partners already have in mind the 
possibility of developing the current bus based schemes to include community 
transport and taxis, possibly using smartcard technology and the development of 
taxicard schemes; 
 
2. “All Mode” Information Centres & Community Transport – SWITCH is 
already developing proposals for Demand Management Centres which will 
embrace all public transport modes including community transport. Pilot centres 
are planned for Pembrokeshire and Carmarthenshire using Transport Grant 
funding. These centres will be linked and have access to information from the 
PTI Cymru call centres; 
 







3. Interchanges & Park and Ride Facilities – The SWITCH partners are 
already developing and plan to enhance a number of facilities in Port Talbot, 
Neath, Swansea, Carmarthen, Haverfordwest, St. Davids and Tenby. Further 
interchange development is planned in smaller urban centres and in rural areas 
through SWITCH’s bus focal point, rail access and rural bus corridor 
programmes; 
 
4. School Transport Demonstration Project – Whilst SWITCH welcomes 
initiatives that are designed to improve the safety of school children, it is 
concerned that this should not be done at the expense of its broader transport 
coordination and integration objectives. Many school children, particularly in rural 
areas, are conveyed to school on local services and on vehicles designed for use 
elsewhere on the bus network. These vehicles have, and will need to have under 
the Disability Discrimination Act, facilities to permit easier access by disabled 
people. The development of a second bespoke network of “American Yellow 
Bus” services aimed specifically at school children would have the following 
detrimental effects: 
 


(i) to further undermine the viability of the rural local bus network 
leading to higher local support costs or the loss of services for the 
public at large; 


 
(ii) to reduce flexibility in the deployment of the bus fleet for other public 


transport needs; 
 
(iii) the introduction of a second bespoke bus fleet, which would not be 


available or provide access for disabled people. 
 


 
5. Long Distance Coach Provision – The following issues need to be 
addressed: 


 
(i) the need to develop a national strategy that seeks to clarify the role 


of coach services as part of an integrated public transport policy, viz.: 
 


(a) the role of bus, coach and rail passenger services and 
the issue of potential competition versus feeder 
services; 


 
(b) the role of the planned coach feeder services to 


railheads; 
 
(c) the role current commercial coach services, particularly 


those operated by the National Express Group; 
 
(d) the desirability of co-ordinating coach services with 


local bus services; 
 


(ii) how best to develop a partnership approach to the 
development of coach services within the chosen strategy.  







  
Recommendation 4 
 
SWITCH welcomes the development of a regional public transport strategy 
approach, but considers that it should be developed as part of an overall 
transport strategy. SWITCH is already preparing such a strategy. It has already 
identified a core public transport network and intends to develop this strategy by 
2003. SWITCH considers that these regional strategies should be well dovetailed 
with the Local Transport Plans developed by the Consortium partners. 
 
Recommendation 5 


 
SWITCH agrees that regional transport strategies should guide decisions on 
funding and is already putting in place procedures for monitoring the success of 
achieving its aims through Policy Agreements with the Assembly, best value and 
routine monitoring on a regional basis. SWITCH’s current Transport Grant bid for 
corporate funding includes an element for monitoring. Decisions on funding 
should be guided by the full range of plans in place at Local, Regional and 
National levels. Transport is critical to meeting the aims and objectives across a 
wide range of functions and services. Regional Transport Strategies and 
Authorities’ own Local Transport Plans should carry their own appropriate weight 
in investment decisions. 


 
Recommendation 6 
 
SWITCH welcomes further discussions with the Assembly on how objectives in 
its regional public transport strategy will be delivered. SWITCH has already 
reflected the Local Transport Plan Strategies of the partners in its bids for 
Transport Grant and is addressing the issue of cross border travel patterns 
through its urban and rural bus corridor development programmes and regional 
rail and freight studies. 


 
Recommendation 7 
 
SWITCH agrees that there is a need to develop more robust regional 
consortia building upon existing arrangements and is already developing a 
formal partnership constitution for itself, which it is anticipated will be in place 
later this year. However it considers that these more robust consortia should 
embrace all forms of transport and not just public transport. SWITCH considers 
that in this way it is well placed to deliver better public transport by exploiting and 
developing the links with its other highway, transport, land-use planning and 
other related powers and responsibilities. 
 
Recommendation 8 
 
SWITCH would welcome further consultations with the National Assembly about 
the possibility of using existing legislation to place consortia on a more 
formal basis. However it considers that the establishment of a PTA in the 
SWITCH area is not the best way forward, both for the reasons set out in relation 
to Recommendation 7 and because its establishment would require the 







introduction of primary legislation. Its establishment would also be expensive and 
distant from  local public transport needs. In SWITCH’s view many of the current 
local public transport initiatives set up in each of the SWITCH partner authority 
areas would not have been developed through a centralised PTA organisation. 
This view is fully consistent with that expressed by the Welsh Local Government 
Association and SWITCH in their response to the Assembly’s Transport 
Framework for Wales document earlier this year. 
 
Recommendation 9 
 
SWITCH welcomes the opportunity to examine with the National Assembly 
how closer working links could be developed.  
 
One possibility is that appropriate Assembly Officers sit in on SWITCH meetings 
as observers. 
 


 
 


Recommendation 10 
 
SWITCH wishes to raise the profile of its activities and has developed its own 
logo with which it intends to “brand” its publicity in terms of a Newsletter, 
information leaflets and roadside information. It intends that this publicity should 
be of a high quality and be displayed along the urban and rural bus corridors 
being developed and elsewhere. This approach could be linked to the quality 
kite mark approach set out in Recommendation 1. Consequently SWITCH’s 
current Transport Grant bid for corporate funding includes an element for 
consortium publicity. 
 
Recommendation 11 
 
SWITCH recognises that there is scarcity of financial resources to develop future 
transport initiatives. Consequently it recognises that there is a need to target 
available finance where the benefits of investment can be maximised for the 
community. To facilitate this approach SWITCH recognises the need to agree 
with the Assembly an evaluation framework for measuring the benefits of 
targeted transport investment. SWITCH therefore looks forward to working 
with the Assembly in developing such a framework. 
 
Recommendations 12 & 14 
 


5.1.1 SWITCH welcomes the opportunity of both disseminating good practice in terms 
of project evaluation and learning from experience and results elsewhere. It 
therefore supports the establishment of evidence of ‘what works in Wales 
and elsewhere’ as basis for future policy development and implementing more 
effective transport services in Wales. In addition SWITCH has developed and is 
planning a number of mechanisms to disseminate good practice as follows: 


 
(i) The establishment of periodic Smartcard seminars, the first of 


which took place in Swansea in March this year; 







 
(ii) The production and distribution of regular SWITCH newsletters; 


 
(iii) The establishment of an Annual Transport Conference to which 


AMs, MPs, MEPs, representatives of the transport industry, 
transport interest groups and adjoining regional consortia will be 
invited. The first conference is planned for the Spring of 2002; 


 
(iv) Regular dialogue with the other transport consortia and fora 


through the South Wales Transportation Officer Group; 
 
(v) The production and dissemination of high quality publicity material 


about the work of SWITCH, funding for which comprises part of the 
SWITCH corporate Transport Grant Bid for 2002/2003.  


 
Recommendation 13     
 
SWITCH believes that compared to rail passenger services, bus passengers are 
poorly represented in the development of public transport policy. It believes that 
the interests of bus passengers should be given more expression in future 
consultative arrangements at all levels throughout Wales. SWITCH proposes 
that: 
 


Either (i) a similar organisation to the Rail Passenger Committee 
(RPC) for Wales is set up to represent the interests of 
bus passengers; 


Or (ii) the Assembly lobby for the remit of the Wales RPC to be 
changed to include bus passengers. 


 
SWITCH therefore supports the view that passengers are involved in drawing 
up the evaluation framework proposed in Recommendation 11. 


 
DAS/10/09/01 
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Serco Rail’s Response to the “Policy Review of Public Transport” -  
A Consultation Report, prepared by the Environment, Planning & Transport 
Committee of the National Assembly for Wales, July 2001. 
 
 
1. Introduction 
 
 
Serco Rail, a division of the Serco Group plc, is one of the four companies shortlisted 
by the Strategic Rail Authority to bid for the Wales & Borders passenger trains 
franchise. 
 
In seeking to understand the public transport requirements and aspirations of the 
people of Wales, and the border counties in England, we have consulted a wide range 
of stakeholder organisations and individuals.  They include the unitary authorities, the 
National Assembly, the Rail Passengers Committee for Wales, and various line user 
and transport interest groups. 
 
We were therefore very pleased to be given the opportunity to read, and comment 
upon, the National Assembly’s “Policy Review of Public Transport”.  Our thoughts, 
which draw upon the insights we have gained from our consultations, are given 
below.  We do hope that, in some small way, they may contribute to the National 
Assembly’s realisation of its vision for creating a fully integrated transport system 
throughout the whole of Wales. 
 
 
2. Our Particular Comments on the Consultation Report  
 
(NB. Each of our comments is referenced to a specific, numbered paragraph in the 
Consultation Report) 
 
May we begin by saying that we positively endorse the “Vision” which is the theme 
of the Consultation Report.  Further, the “challenge”, as described in paragraph 3.3, 
exactly reflects our own sentiments and understanding of what has to be done.  We 
also acknowledge that good public transport is more readily achieved, and sustained, 
in a strategic climate which is consistent and enduring, and where there are 
commensurate levels of funding.  The exemplary transport systems in certain 
continental European countries, to which we often aspire, have not been realised 
without such consistency and clarity of purpose. 
 
Paragraph 1.1 
 
We suggest that the integrated transport model should also include ferries, not least 
because they constitute a significant mode of transport, for both people and freight, 
between Ireland and Wales, and thence eastwards to, and through, England to the 
Continent.  Indeed, they form part of the European Union’s TENS routes through 
North and South West Wales. 
 
The provision of train, coach and bus services, primarily to meet the ferries’ needs, 
also benefits both residents and visitors to Wales.  We therefore feel that ferry traffic 
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is important, not only for strategic cross-border flows, but also in making better local 
travel opportunities possible.  Thus, it would be beneficial to ensure that trains serving 
ferry ports are timetabled to meet local travel needs as well as ferry connections. 
 
In addition to the Irish Sea ferries, the more local ‘water bus’ services proposed for 
the Cardiff Bay area form a key part of the total public transport network. 
 
Paragraphs 1.7 and 3.12 
 
We like the idea of introducing a quality “kite mark” for public transport services in 
Wales.  Indeed, we feel that this should be adopted as a prerequisite criterion by all 
public transport operators and procurement agencies, throughout Wales, at the earliest 
opportunity.  When implementing such a scheme, it is important to ensure that clear  
measurement criteria are both set, and rigorously applied, to ensure that quality 
standards are upheld.  Equally, it is advisable to guard against the process of 
measurement becoming the main focus of attention, rather than the instrument of 
quality assurance, for which purpose it was intended. 
 
We suggest that a kite mark scheme be introduced, earlier rather than later, and, if 
practicable, simultaneously, to all forms of public transport.  Confining it to bus 
services at the outset may hinder its effective application to other modes at a later 
date.  Further, we suggest that the scheme should be extended to cover all multi-
modal interchanges, including rail-ferry and rail-taxi, where quality arrangements 
have been established. 
 
Paragraph 2.10 
 
The Welsh Consumer Council’s report on bus travel in Wales concludes that 
inadequate information was one of the key factors perpetuating the public’s negative 
perception of bus transport.  This conclusion is borne out by recent bus use promotion 
initiatives which have specifically targeted improving information provision.  
Unfortunately, in many areas of Wales, the availability of comprehensive public 
transport information, and integrated transport information in particular, is less than 
perfect.  This is despite recent legislative changes, which have required local 
authorities to provide such information.  We do feel that information provision should 
be a primary obligation for both local authorities and public transport service 
providers alike. 
 
Paragraph 2.12  
 
We are conscious that parts of Wales lie outside the current rail network, whilst other 
areas (for example, in central Wales) have a very minimal train service.  However, rail 
travel can be an attractive and vital means of transport. 
 
The proposed Wales & Borders franchise provides a fresh opportunity for railways to 
become the backbone of an extended, rejuvenated, and fully integrated public 
transport network for Wales. Given the kind of vision and commitment proposed in 
the Consultation Report, the new franchise could readily provide the stimulus for a 
dramatic rise in the quality, use and appeal of public transport in Wales.  Bus and 
coach routes, community transport, and taxi services should be designed to 
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complement, and integrate with, an improved rail network, thereby providing the 
people of Wales with better access to employment, education and leisure 
opportunities.  This contrasts with the current situation confronting parts of the 
population, whose very mobility is wholly dependent on either poor bus services or 
their access to a  private car. 
 
Paragraph 3.1 
 
We support the premise that choice encourages modal shift, and enables high 
standards of quality in public transport service delivery to be both set and sustained.   
 
Coaches and buses can be used more extensively and imaginatively both to 
complement and augment train services, rather than compete directly with them. 
There is evidence to suggest that coaches do not provide an ‘aspirational’ alternative 
to train and car travel.  Thus, we foresee that the introduction of directly duplicating 
and competing coach routes would be more likely to dilute rail patronage than 
seriously encourage modal shift.  This will not facilitate better integration of public 
transport throughout Wales, providing equal access and travel opportunities for 
everyone.  Widespread integration overcomes many of the problems of exclusion, 
however caused, whilst providing a positive and appealing alternative to the inveterate 
or enforced car user. 
 
Rather, buses and coaches have a vital role in filling ‘missing links’ in the rail 
network.  This enables passengers to undertake journeys which are currently either 
very inconvenient or effectively impossible by public transport.  Travel opportunities 
between South West Wales and Mid and North West Wales are a case in point.  
Frequent, fully integrated, well-publicised, and connection-guaranteed coach links in 
these areas would link the three respective east-west oriented railway routes together 
(and, further, with the Heart of Wales line), offering access to and from communities 
currently cut off from the railway network. 
 
Paragraph 3.10 
 
It goes almost without saying that effective integration hinges upon there being total 
cooperation and mutuality of trust, vision, urgency and purpose amongst the providers 
and procurers of public transport services of all types.  Whilst recognising that there 
has been notable progress in recent times, more needs to be done if we are to create a 
public transport system which fully reflects the expectations and prevailing ‘fashion 
climate’ of the present time.  Aspects requiring particular attention include 
integration, information provision, station environments and facilities, and customer 
sensitivity.  Realising such mutuality of vision and intent remains a major challenge. 
 
Paragraph 3.13  
 
We should like to see the concessionary fares scheme for bus services extended to 
train services as soon as is reasonably practicable.  There is the risk that pensioners, 
families and the less well off will be dissuaded or precluded from travelling by train, 
despite rail having many frequency, journey time, comfort and convenience attributes.  
This might also, psychologically, further crystallise the popularly held perception of 
bus travel being somehow ‘unfashionable’. 
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Paragraph 3.14  
 
The need to redress historical under-investment expressly mentions bus quality 
partnerships.  We assume that this initial prioritisation will not detract from the 
equally pressing need to increase essential investment in other forms of transport, 
notably rail, whose real potential is currently only partially being realised. 
 
Paragraph 3.15 
 
The “information centre” concept is a laudable way of ensuring that multi-modal 
travel information is made more readily available to all.  Railway stations, often 
currently deserted and forlorn, provide an ideal venue for such centres. 
 
It is apparent that multi-modal information provision needs to be enhanced.  Central 
Cardiff provides a case in point.  Information on trains is available at the railway 
station, on urban bus services at the bus station, but information on regional bus 
services is conspicuous by its absence.  Journey planning and choosing between 
options are certainly only for the determined and seasoned traveller by public 
transport. 
 
The reference to the “views of passengers” is also very valid.  It might be addressed 
by emulating the London example of the London Transport Users Committee(LTUC), 
where all modes are represented by one body.  This might be preferable to the Welsh 
Consumer Council’s suggestion, which could lead to confusion, even rivalry, between 
the overarching body and the separate rail (Rail Passengers Committee for Wales) and 
bus user groups. 
 
Paragraphs 3.16 to 3.19 and Chapter 4  
 
We have remarked elsewhere in this response about the necessity for mutual 
cooperation between such parties as bus and train operators, local authorities, and 
Railtrack (or its successors) if material progress towards public transport integration is 
to be realised. 
 
It is acknowledged that the advent of Local Transport Plans has brought greater clarity 
to articulating what communities require, and seek to achieve, in meeting their local 
needs.  However, integrated transport suggests the need for a more regional focus in 
order to agree priorities, avoid unnecessary duplication or competition between 
‘projects’ or transport modes, and to achieve coherence.  The dual problems of 
parochialism and peripherality are also ameliorated by adopting a wider perspective 
towards transport provision. 
 
We counsel that regional groupings should be geared to, and reflect, current and 
perceived people and freight movement flows and demand.  This may well cut across 
existing local government/historical boundaries and traditional allegiances.  For 
example, the Cambrian Railway and the railway routes in South West Wales have 
relatively close proximity, but are operated and perceived separately.  Closer 
integration, in both thought and deed, is effected by the presence of a regional 
authority. 
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The difficulties of exclusion, lack of choice, and imperfect integration would be better 
tackled by the more “holistic” regional treatment and cooperation suggested in 
paragraph 3.17. If regional bodies representing the more rural, remote and less 
populated areas are to be fully effective, it is considered important that they have a 
voice and influence equal to their counterparts representing the more urban areas. 
 
Further, when manifesting regional identities, it is considered wise to guard against 
creating solely a plethora of somewhat disparate brand identities, having little 
substance in terms of what they provide.  Perhaps a more constructive way of 
instituting meaningful regional bodies, whilst retaining their individual character, 
would be to develop a national, overarching, identity for the ‘National Transport 
Network’ in Wales, to which the regions would conform in the interests of national 
homogeneity. This would avoid unnecessary confusion, given the already disparate 
identities of train, bus, coach, taxi and ferry operators. 
 
Chapter 5 
 
The PTE/PTA model, applied in England and Scotland, could well be adopted, with 
advantage, in Wales.  However, as the Consultation Report remarks in paragraph 5.7, 
the model would need to be “specifically designed to meet the requirements of 
Wales”.  The foundation of the model might be the national strategy (manifested by 
the National Transport Network) for integrated public transport, endorsed and 
championed by the National Assembly, with implementing powers being vested in the 
regional bodies.  This model would facilitate the development and strengthening of 
the national network, whilst enabling the more local requirements to be addressed.  It 
would also help to nurture a cohesive transport outlook, as well as its identity, whilst 
protecting local interests. 
 
The new Wales & Borders franchise might form the basis for creating this national 
network  -  naturally, taking care to ensure that bus, coach, community transport, and 
other public transport services are viewed and treated equitably.  In short, the railway 
network would be the skeleton on which the flesh of integration would be hung. 
 
Chapter 6  
 
We recognise the importance of continuous monitoring and evaluation to ensure that 
money is spent prudently, and that feedback on past experience is used for the benefit 
of future initiatives, and to achieve sustained improvements in service delivery.  We 
should like to see a range of systematic evaluation measures introduced so that such 
factors as output-based quality can be measured in addition to the now somewhat 
ubiquitous ‘value for money’, which is not always evident in the end product which 
the travelling public uses and perceives. 
 
Serco Rail        
Derwent House 
RTC Business Park 
London Road 
Derby DE24 8UP 
Contacts : John Gabb (tel 01332 264137) or Paul Wren (tel  0207 560 4800) 
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16 AUG 2001 
 
 


 
 
 
POLICY REVIEW OF PUBLIC TRANSPORT 
 
Thank you for your letter of 25 July, enclosing a copy of your Committee's report on the policy review of public 


transport in Wales, which I have noted with interest. 


 
 


 
 
 
 


JOHN SPELLAR MP 


 








 


 
 
 
 
Richard Edwards, AM 
Chair 
Environment, Planning & Transport 
Committee 28 August 2001 
 
 
 


 
 
 
POLICY REVIEW OF PUBLIC TRANSPORT 
 
Thank you for your letter of 25 July 2001 and copy of the Committee's consultation report. I am afraid that 
the South West Wales Regional Committee will not be meeting again until 26 October, so will not be able 
to submit views before the closing date. However, as you will know, at its meeting on 16 June 2000 the 
Committee did consider the issue of public transport in some detail and received presentations from a 
number of interested parties. I attach a copy of the minutes of that meeting for your information. 
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South West Wales Regional Committee SWWR-04-00(min) 
 
MINUTES 
 
Date: Friday, 16 June 2000 
Time: 10.00 am to 1.10pm 
Venue: Penlan Social Club, Penlan, Swansea 
 
Attendance: Members 
 Peter Black South Wales West 
 Alun Cairns South Wales West 
 Andrew Davies Swansea West 
 Richard Edwards Preseli Pembrokeshire 
 Val Feld Swansea East 
 Brian Gibbons Aberavon 
 Christine Gwyther Carmarthen West & South Pembrokeshire 
 Edwina Hart Gower 
 Helen Mary Jones Llanelli 
 David Rhys Lloyd South Wales West 
 Gwenda Thomas Neath 
 Rhodri Glyn Thomas  Carmarthen East & Dinefwr 
 
Presenters: Denys Morgan South West Wales Integrated Transport 
 Consortium and South West Wales 
 Economic Forum. 
 Paul Thomas City & County of Swansea 
 David Walker Environment Agency Wales 
 Simon Halfacree Environment Agency Wales 
 Kathryn Timothy Association of Transport Co-ordinating 
  Officers 
 David Watts Railway Development Society 
  Milford Haven Rail Passengers Association 
  Pembrokeshire Rail Travellers Association 
 Gillian Jones Heart of Wales Line Travellers' Association 
 Brendan Campbell Swansea Access for Everyone 
 Phil Collier First Cymru 
 Chris Gibb  Prism Rail plc 
 


Jane Westlake  Clerk 
Claire Morris Deputy Clerk 


 
Item 1:  Apologies and Substitutions 
 
1.1 Apologies were received from: 
 
 Nick Bourne Mid & West Wales 
 Cynog Dafis Mid & West Wales 
 Glyn Davies Mid & West Wales 
 Janet Davies South Wales West 
 Delyth Evans Mid & West Wales 
 
 
_________________________________________________________________________________________ 
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1.2 The Chairman welcomed everyone to the Penlan Social Club and thanked them for coming. He advised that the 
Mayor of Swansea had been invited to open the meeting but a previous engagement had prevented his attendance. 
Donald Anderson MP had also said that he would have liked to attend, but had a previous engagement. 
 
1.3 The Finance Secretary made a brief statement on the Corus announcement of 3,000 job losses throughout their 
British plants and the impact this could have on local communities and the economy. 
 
Item 2   Open Microphone Session 
 
Introduction 
 
2.1 Members of the public were invited to put questions to the Committee. Assembly members gave the following 
answers to questions from the public gallery: 
 
2.2 Mr Ffred Ffransis commented on the recent decision to close Bwlchygroes primary school and the message this 
convened to other rural schools, and asked whether the Committee would organise an investigation into the matter. 
 
Response 
 


2.2.1 The decision to close the school had been taken by the local education authority (LEA) Pembrokeshire 
County Council. 


 
2.2.2 The Assembly had not overturned the decision as it was felt that the LEA had acted reasonably and within its 
powers. 


 
2.2.3 Assembly intervention in LEA decisions would compromise local accountability. 


 
2.2.4 The Pre-16 Education, Schools and Early Learning Committee would shortly be looking at surplus places. 
This was a problem affecting not only rural schools. 


 
2.2.5 The importance of the wider role of rural schools in the community was recognised, as centres for life long 
learning. 


 
2.2.6 Thought needed to given to how the use of technology, e.g. video conferencing, could improve links between 
rural schools. 


 
2.2.7 There was an increased demand for Welsh medium education and LEAs needed to have appropriate policies 
to deal with this demand. 


 
2.2.8 It was suggested that pre-16 education be discussed at a future meeting and members of LEAs be invited to 
speak to the Committee. 


 
2.3 Dominic Edg!ell asked how bus transport had contributed to improving the environment and what further 
improvements were planned. 
 
Response 
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 2.3.1 The Environment, Planning and Transport Committee was about to undertake a major policy review of public 
transport in Wales, and developing an integrated, sustainable and accessible transport system throughout the 
whole of Wales was high on its agenda. 


 
2.4 Lynne Thomas commented that the current requirement for wheelchair users to notify bus and rail providers 48 
hours before travelling restricted spontaneity and meant inequality in service provision. 
 
Response 
 


2.4.1 The Equal Opportunities Committee was working with the Disability Rights Commission to try and resolve 
such issues of inequality. 


 
2.4.2 One of the key targets of Objective 1 was to reduce economic inactivity and this should include disabled 
people who did not have the facilities to participate in the labour market. 


 
2.5 Peter Parker of the Leisure and Transport Sub-group 2000 asked why the Hafod bypass had been rejected at 
least twice since its proposed development in 1999, whereas the Gowerton new bypass development had been 
considered more than once; and whether members thought pedestrianising small roads in the city centre was a good 
idea. 
 
Response 
 


2.5.1 The Hafod bypass was one of many major road projects across Wales competing for funding. As the last link 
in a major road network into Swansea, it had been put forward for approval at a time when emphasis was moving 
away from roads towards public transport. 


 
2.5.2 A number of Assembly Members were pressing for approval for. the scheme. There may be a better 
opportunity to go ahead after the comprehensive spending review. 


 
2.5.3 Pedestrianisation was thought to play a valuable role in shaping communities but was essentially a decision 
for local authorities. 


 
2.6 David Watts asked if anything could be done about the high cost of travelling by bus which, he felt, was 
discouraging people from using public transport. 
 
Response 
 


2.6.1 This needed to be addressed if people were to be encouraged to use public transport. 
 


2.6.2 From April 2001 bus passes would be issued free of charge to pensioners and the disabled and from April 
2002 free bus travel introduced for these groups. 


 
2.6.3 The " Fair Fares " campaign in London had been a good example of how people could be encouraged to use 
public transport if the service provided was reasonably priced and met their needs. 


 
 
 
 
2.7 Mrs Janet Davies asked why Penlan Police Station was not open to the public, particularly in light of the increasing 
crime rate in the area. 
 
Response 
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 2.7.1 Whilst members shared the concerns expressed regarding response times and increasing crime figures, 
responsibility for policing had not been devolved to the Assembly but remained the responsibility of the Home 
Office. 


 
2.7.2 South Wales Police were currently holding a series of public meetings and people were strongly urged to 
attend these meetings and voice their concerns. 


 
2.7.3 The important role of community policing was emphasised and it was felt that not enough status was 
attached to this area of police work. 


 
2.8 Carolyn Harris asked for members' comments on the transport problems facing young people and whether they 
aareed that such problems were perpetuating a culture of social exclusion. 
 
Response 
 


2.8.1 it was agreed that this was an issue that affected social inclusion. The problems raised fell within the remit of 
review being undertaken by the Environment, Planning and Transport Committee and was also of interest to the 
Equal Opportunities Committee. 


 
2.8.2 Young people were sometimes forgotten when public policies were being drawn up and a far broader 
approach was necessary. 


 
Item 3 Public Transport 
 
The Chair of the Environment, Planning and Transport Committee explained that the Committee would shortly be 
carrying out a policy review of public transport in Wales focusing on key areas of concern. The review would look 
firstly at short term action and any changes that could be made within the Assembly's existing powers, before 
addressing the longer term issues. The Committee would be inviting a wide range of views and all Regional 
Committees were being consulted. 
 
South West Wales Integrated Transport Consortium & the South West Wales Economic 
Forum 
 
Presentation by Denys Morgan, Neath Port Talbot County Borouqh Council 
 
3.1 Denys Morgan outlined some of the areas of concern to SWEF and SWITCH. The key points were: 
 
• The Forum's main concern was declining public transport. 
• Their approach was based on a coherent strategy related to the economy. 
• SWITCH was a consortium of the four South West Wales local authorities: Pembrokeshire; Carmarthenshire; City 


& County of Swansea and Neath Port Talbot. Four sub-groups covered "Second Generation" road based public 
transport; rail/sea/ports development; local transport plans including links with other regions; and rural transport 
initiatives. 


• Rail, sea and port development did not receive sufficient attention. 
• South West Wales contained two distinct areas - the Swansea travel to work area and the rural western area - 


with different problems. It would be necessary to adopt a twin track approach to address both sets of issues. 
• In association with the Welsh Development Agency, two rail studies were underway, one if which was for a freight 


link with Wentloog.. 
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• Following receipt of a Transport Grant settlement for feasibility work, Oscar Faber had been appointed to look at 
two aspects of second generation public transport and a range of innovative, rural schemes. 


• SWITCH believed that conventional buses running on conventional roads had a finite life. Over time it would 
become necessary to segregate primary routes for buses and guided buses (a bus modified to operate along a 
track on the road) were seen as a possible way forward. 


• Oscar Faber had also been commissioned to provide advice on the introduction of a pan South West Wales 
SMART card scheme for transportation purposes, and it was suggested that this could, in time, be expanded to 
cover car parking, bus and rail travel, ferries, leisure, etc - the "electronic purse" concept. 


• Greater integration between bus and rail facilities was needed. 
• There was currently a gap between conventional bus transport and community transport and greater flexibility 


was needed. 
 
City & County of Swansea 
 
Presentation by Paul Thomas 
 
3.2  Paul Thomas outlined the transport vision for Swansea. The main points were: 
 
• Swansea needed a transport system that met the needs of residents and visitors, which people felt safe to use 


and which promoted economic growth but also reduced the level of congestion and pollution. 
• The majority of bus services in Swansea operated'commercially, with First Cymru being the dominant operator. 
• A recent public consultation exercise suggested the main issues of concern to passengers were: 


• cost of travel 
• frequency and coverage 
• reliability 
• the needs of young people, the unwaged and disabled were not being met. 


• The authority operated a concessionary fare scheme which offered a 50% discount to pensioners and people 
with certain physical and mental disabilities. 


• Local authorities were prohibited from negotiating an integrated network of services with commercial operators. 
• Bus operators found it hard to provide a service that could compete with cars in terms of speed and economy. 
• With assistance from a Transport Grant, a scheme had been designed for the construction of an Express 


Busway, which would significantly reduce journey times from the Swansea Valley area. 
• A Quality Partnership was being developed with First Cymru for the Morriston to Swansea corridor, and it was 


planned to implement a Real Time Passenger Information System at key bus stops. The tracker and roadside 
information units were being funded as part of the Transport Grant allocation. 


• In partnership with Railtrack and Great Western Trains, improvements were being made to the access at the 
railway station to allow better bus-rail interchange. 


• A review of the current provision of community transport was being undertaken and Transport Grant funding 
obtained to carry out a feasibility study into rural accessibility. 


 
Main Points of Discussion 
 
Members of the public commented: 
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• Bishopston had a community bus service supported by the local authority, community council and Chamber of 
Trade; 


•  Wales needed a passenger transport authority; 
•  Swanline did not meet the needs of people living in Llansamlet and working in the centre of Swansea. 
 
Committee members made the following points 
 
• The National Assembly was currently seeking the power to set up a Passenger Transport Authority. 
•  Lessons could be learned from other Western European countries. 
•  Consideration should be given to the potential for using rivers and the sea for transport. 
•  Adequate freight rail line was essential for West Wales 
 
The presenters' responses to points raised included: 
 
• Congestion was increasing at the rate of 5% a year. 
• Transport issues would not be resolved without a fundamental review of resources. 
• Initial indications were that the freight gauge enhancements could be achieved at modest cost. 
• It was acknowledged that there had been problems with Swanline. 
• Consideration had been given to reintroducing the Mumbles train but it had been concluded that the number of 


people who could access it would not justify the cost involved. 
• The difficulty of linking job strategies to public transport strategies was acknowledged. Discussions were ongoing 


with the WDA, First Cymru and large companies situated on the Enterprise Park to try and tie in shift patterns 
with the provision of public transport when it was needed. 


• City & County of Swansea could be disadvantaged by the large number of people who travelled with 
concessionary fares to the Gower via Swansea. Local authorities were expected to fund the cost in their area, 
and a scheme that reimbursed local authorities for any losses incurred was currently being investigated. 


• Consideration was being given to a park and ride scheme into the maritime area that was serviced by water bus. 
• Cycling and walking were being promoted as alternative modes of transport, as a large number of journeys made 


were within one mile of the home. 
 
 
 
 
 
 
 
 
 
Environment Agency Wales 
 
Presentation by Simon Halfacree 
 
3.3 The main points of the presentation were: 
 
• Extreme weather events were becoming more evident and greater effort was needed to reduce greenhouse 


gases. 
•  A recent Department of Health report estimated that 24,000 premature deaths occurred each year in the UK as 


a result of poor air quality. 
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• Whilst integrated transport was central to sustainable development, central to integrated transport must be an 
effective public transport system. 


 
Association of Transport Co-ordinating Officers (ATCO) 
 
Presentation by Kathryn Timothy, Carmarthenshire Count' Council 
 
3.7 The main points of the presentation were: 
 
• ATCO was involved in all aspects of transportation but in general worked closely with bus and train operators to 


improve current service provision. 
•  Local authorities and public transport operators were unable to compete with cars for speed and convenience of 


journeys. 
•  Quality Partnerships directed improvements to areas of perceived poor quality. 
•  Generally, people using public transport were a captive user, there was a need to encourage people who had 


other options available to them. 
•  Role of local authorities was central to addressing issues of national policy. It was important to assess the local 


needs. 
•  ATCO welcomed the financial provision given via the Bus Subsidy Grant. 
•  A public transport network that was accessible, inclusive and overcame environmental and social problems 


would be an asset and a community resource. Local authorities would play a central role in that process. 
 
Wales Pensioners Association 
 
Presentation by Gordon Carruthers 
 
3.5 The main points of the presentation were: 
 
• Public transport had declined since regulation. 
• Park and ride schemes needed to be developed. 
• It needed to be recognised that roads could not accommodate increased traffic. 
• An integrated transport system would need to be well funded and include all means of transport 
• Provision of free transport for pensioners was of little use if there was no suitable service for them to access 
•  Better public transport between North and South Wales was needed 
 
 
 
 
 
In response to comments from Assembly Members the presenters said: 
 
• Industry and businesses need green transport plans and should have systems in place which enable employees 


to travel to work with minimal impact on the environment and congestion. 
• Road transport contributed to air pollution. 
• Air pollution was carried from its source and contributed to environmental as well as health problems 
• Attempts had been made to attract users to the Heart of Wales Line but the service available was limited with 


restricted opportunities for bus/rail integration. 
• It was proposed to take forward a a bid for Transport Grant to look at stations being used as gateways. 
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• The Aberystwyth to Carmarthen line had ceased to operate in the 1960's and had been dismantled in places and 
the ground built upon. It would therefore be too costly to reinstate but other options for a link were being 
considered. 


• Dedicated commuter buses that operated a straight-through service to the workplace could relieve rush hour 
congestion. 


 
Railway Development Society 
 
Presentation by David Watts 
 
3.6 The main points of the presentation were: 
 
• In general, rail usage had increased all over the country except in South Wales. 
• The passenger train service between Swansea and Cardiff was inadequate  
• High costs of travel deterred people from using public transport, particularly families. 
• Trains should operate on the European model of rigid clockface departures, i.e. always the same time past the 


hour. 
• There should be an all-Wales rail franchise with improved north south routes. 
 
Heart of Wales Line Travellers' Association (HOWLTA) 
 
Presentation by Gillian Jones 
 
3.7 The main points of the presentation were: 
 
• The Heart of Wales Line was one of only two rail routes that linked North to South. 
• The line connected rural communities with each other and the outside world, and was an important means of 


sustainable transport. 
• It provided a link with a number of important tourist attractions. 
• The present level of service was inadequate. HOWLTA would like to see a two hourly service, with better links to 


bus services, more capacity, better visibility for travellers and better facilities for cyclists. 
 
 
 
 
 
 
 
Swansea Access for Everyone 
 
Presentation by Brendan Campbell 
 
3.8 The main points of the presentation were: 
 
• New low floor buses did not provide easy access and depended on the ability of the driver to pull close up to 


kerb. This also created a problem in rural areas where often there were no kerbs. If buses were unable to stop 
at scheduled places there were problems for visually impaired passengers. 


• Regulations had been introduced on 1 January that new buses must be fitted with ramps ora lift but because of 
the working life of a bus it would be 2012 before this would be achieved. 
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• Government was encouraging disabled people back to work so accessible public transport was needed to help 
them travel. 


• A voucher scheme operated in England for subsidised taxi travel. 
• Community transport should not be seen as an alternative to fully accessible public transport. 


 
Main Points of Discussion 
 
Members made the following points: 
 
• The Assembly did not have direct control over bus and railway services, but had the ability to discuss, comment 


on and support proposals for improved transport services 
• The National Assembly should put pressure on Westminster for the necessary primary legislation to establish a 


passenger transport authority 
• Local authorities should consider making more innovative use of their social services buses for disabled people. 
• People would use public transport if it were cheap and efficient. 
 
First Cymru 
 
Presentation by Phil Collier 
 
3.9 The main points of the presentation were: 
 
• A Quality Partnership with Neath Port Talbot County Borough Council was in place. 
• The introduction of new low floor vehicles had resulted in an increase in passengers of approximately 10%. 
• 80% of late buses were as a result of traffic congestion, therefore buses should be given greater priority over 


other vehicles on the road. Roadworks were a problem on the Swansea to Cardiff route. 
• The Rural Bus Grant initiative was welcomed. 
 
Prism Rail plc 
 
Presentation by Chris Gibb 
 
3.10 The main points of the presentation were: 
 
• Wales & West Trains were the third best performing Train Operating Company in the UK and the best improved 


in the last year, with 30% reduction in delay minutes and 59% reduction in passenger complaints. 
• Recent investments included CCTV at Carmarthen and Llanelli and all stations now had constantly updated 


bilingual passenger information systems. 
• Prism had just agreed to surrender its franchise two years early which had provided the opportunity for the 


company to negotiate an all-Wales franchise. 
• The new franchise would lead to improved services with capital investment in the track, more evening and 


Sunday services, longer trains and better integration with bus and coach services. 
• 80 train drivers were being recruited in Wales 
 
Main Points of Discussion 
 
Members of the public raised the following points 
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• Mrs Eileen Bound, pointed out that First Cymru buses passed the Penlan Estate travelling from the Depot to 
other parts of Swansea but did not stop on the estate. 


• The rail service to North Pembrokeshire was unsatisafactory. Trains were slower than a 100 years ago, 
connections were poor and stations unsafe at night. It was not possible to buy rail tickets in advance. 


 
Members made the following points 
 
• The concerns about the rail service were endorsed. 
• It was necessary to reconcile the investment of public funds with risk and profitability. 
• There was a need to address the needs of those who could not afford or were not able to drive a car 
 
The presenters made the following responses 
 
• Phil Collier would provide a written response to Mrs Bound. 
• Proposals are being developed with Stenna Line for the provision of a ticket office at Fishguard railway station. 
• Carmarthen Statiuon was staffed 24 hours a day and closed circuit television cameras had been installed. Rail 


travel was 18 times more safe then car travel. 
• Prism had proposed to operate the franchise on a capped profit - management fee basis but the Shadow 


Strategic Rail Authority preferred a market approach. 
• The Swanline service had been established as a result of an overly ambitious consultants report. The contract 


had not provided for basic facilities, combating vandalism or marketing. 
• Public Transport in Britain had the second lowest subsidy in Europe. 
 
Item 4: Minutes of last meeting (17 March 2000) 
Paper: SWWR-02-00(min) 
 
4.1   The minutes were accepted as a true record of the meeting. 
 
 
 
 
 
4.2    The Chair outlined the committee's agenda for the next meeting which would take place 
at Newcastle Emlyn Leisure Centre on 14 July: 
 
 
 


Welsh Water - Five Year Investment Programme; 
and the South West Wales Economic Forum - Objective One Funding 
Election of new Chair 
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RAILWAY DEVELOPMENT SOCIETY  
South Wales Branch 


 
Response to Consultation Report Policy Review of Public Transport 


 
The Railway Development Society (also known as Railfuture) is a UK-wide independent 
voluntary organisation which campaigns for greater investment in, and use of, rail, whilst 
also acting as a consumer body for rail users. The South Wales branch covers the area from 
Monmouthshire to Pembrokeshire plus southern Powys.  
 
Our response is in two sections. Section 1 answers the questions contained in Chapter 8, 
‘Consultation’, while Section 2 comments on some of the material in other chapters. 
 
Our general view is that the Report contains much to be welcomed and is a good basis on 
which to progress.  
 
SECTION 1 
 
8.1 Existing Organisational Structures 
 


The existing regional consortia have varied in their effectiveness so far, but even the 
most proactive of them – SWIFT – has been unable to secure significant 
improvements in train services in its area. SWIFT has done, and is doing, good 
work in developing capital investment programmes designed to increase rail 
capacity and reliability, but these have not resulted in the upgraded infrastructure 
being used to its full potential. 
 
Two examples of this may be quoted. Firstly, the signalling on the lower Taff 
Valley rail route has been upgraded largely at public expense but this has not 
resulted in faster (limited stop) trains, more frequent trains or better services on 
Sundays, even though the investment has reduced operating costs and should allow 
these benefits to be realised. Secondly, a new passing loop was installed at 
Mountain Ash which provides the capacity for half-hourly services on the Aberdare 
line. The loop was commissioned ten months ago but there is no sign of the half-
hourly service being introduced. 
 
Thus, while SWIFT is able to fund, by means of transport grants and other 
mechanisms, capital investment, it has no power to specify train services, so there is 
no guarantee that the train operator will make use of the new facilities when 
commissioned. This compares unfavourably with road schemes which are usually 
regarded as fulfilling their role immediately upon completion. 
 
We are aware of the existence of the Rail Passenger Partnership Fund which can be 
used to enhance services beyond the current PSR, and are pleased to note that this 
should enable the Vale of Glamorgan train service to commence when the 
infrastructure work is done. But this appears to be the exception to the general rule, 
and of course decisions on application of this fund rest with the SRA in London and 
not with the National Assembly or the regional consortia.  
 
Therefore, for the reasons given, we consider that the regional consortia as 
presently constituted are not suitable to deliver improved integrated public 
transport services. 







 
But there may be a role for such bodies as ‘mini PTEs’ within a national one (see 
next section). In any case, if it is decided to retain them, they need to be placed on a 
statutory footing, with objectives and guidelines set by the National Assembly. The 
latter is essential to ensure that the same standards of service quality are achieved 
throughout Wales, and with due regard for cross-border liaison.  
 


Options for Organisational Change 
 


We are in favour of a PTA-type structure for Wales, on the grounds that such 
arrangements work well elsewhere in the UK. It is generally the case that rail 
services are more frequent, fares are generally lower, and a greater degree of inter-
modal integration is achieved in PTA areas, PTAs would address the problem 
referred to above, where at present there is too great a separation between those 
responsible for capital investment and those responsible for specifying train 
services. 
 
We fully agree however with the statement on page 29 (para. 5.7) of the Report, that 
any PTA would be a model specifically designed to meet the requirements of 
Wales. Wales has a mixture of urban, semi-urban and rural services, with a higher 
proportion of the latter than most existing PTAs (though Strathclyde covers a very 
wide area with some rural territory). An all-Wales PTA would have to consist of 
regional divisions and it is possible that these could comprise the existing regional 
consortia, suitably modified (in constitution, and perhaps in areas covered). The 
Assembly itself could become the all-Wales body. 
 
Confining a PTA/PTE to the ten south-east Wales counties could result in that area 
enjoying higher quality services than elsewhere. For example, one of the rail 
services most in need of improvement and enhancement is that between Cardiff and 
Swansea, where current provision, having regard to populations concerned and 
distances involved, is very poor and without obvious parallel in Britain. Confining a 
PTE to the SWIFT + TIGER area would not solve this problem. Therefore we 
believe that any stand-alone South Wales PTE should extend at least as far as 
Swansea. 
 
The third alternative, involving the Assembly providing leadership to LAs, seems 
unlikely to work adequately unless the Assembly has some powers to specify rail 
services. But we do agree with the general sentiment that the Assembly must give a 
strong lead to LAs, co-ordinating and specifying targets etc. 
 


8.2 Additional Powers of Direction 
 


It would be helpful if the Report stated more firmly what the Assembly considers it 
can do with its existing powers, and what it would do if it had more powers. The 
Scottish comparison is relevant but not easy to translate directly to Wales because a 
much higher proportion of Wales’s rail services are cross-border ones, whereas 
Scotland’s railways are more self-contained. 
 
The logic of seeking delegated responsibility for Valley Lines is accepted, but 
presumably this has been proposed mainly because these services are wholly 
contained within Wales. Our view is that if this is to be done it would not be 
sufficient to limit these powers to what are now termed ‘Valley Lines’. That would 







introduce anomalies; for example people commuting to Cardiff from Merthyr, 
Aberdare, Barry (etc.) would enjoy train services and fares controlled by the 
Assembly, but those from main line stations, nearer to Cardiff in some cases - such 
as Newport, Pontyclun, Bridgend – would not. We believe that any such delegated 
powers should include all other services in South Wales with similar characteristics 
to those of Valley Lines. These should include, for example, Cardiff-Pontyclun-
Bridgend-Maesteg; Bridgend-Pyle-Swansea (‘SwanLine’); the Vale of Glamorgan 
line; and Ebbw Vale-Newport when opened. 
 


SECTION 2 
 
Although the Report does not specifically ask for views of respondents on chapters and 
associated recommendations other than chapters 4 & 5, we nevertheless take the liberty of 
offering such comments because a number of important points are contained in those parts 
of the Report. 
 
Chapter 2 
2.1 Perception of public transport is poor: for many people, perception is reality! – 
especially when multi-modal journeys have to be made. 
 
2.12 Light Rail: there is insufficient emphasis given to the benefits of Light Rail, not just 
for Cardiff Bay but for Cardiff generally, and perhaps for Swansea also. That it was not 
built into the Bay regeneration scheme from the outset represents a planning failure of the 
past, which needs to be rectified urgently. Studies have been carried out in the past, and 
there is a wealth of evidence of the effects of Light Rail elsewhere. The success of the 
Manchester Metrolink system is well known, but perhaps a closer parallel for Cardiff is 
Croydon (of similar population, though with a smaller retail centre); there, the Tramlink 
system carried 16 million passengers in its first year. (Recommendation 14 refers!) 
 
Chapter 3 
The Vision set out on pp 14-15 is excellent – IF it can be achieved. Para. 3.3 summarises it 
well.  
 
Para. 3.17: could be worded more strongly. Local authorities must take a more holistic 
approach to public transport planning. 
 
Recommendation 3: the Report mentions extending concessionary fare schemes to 
community transport and taxis, but not to rail. Why not? If local rail travel is not included 
the latter will be placed at a disadvantage. Note that in Northern Ireland the concessionary 
fare scheme now applies to rail as well as bus, and we urge that this be applied in Wales 
also. 
Park & Ride needs careful consideration of likely effect on modal split. It may help to 
reduce car traffic in urban areas but could increase it elsewhere, if people take their cars to 
park & ride on the edge of town instead of train or bus all the way from home. 
Para.3.19: good and strong leadership by the Assembly is vital; it has not been strong to 
date. 
 
Chapters 4 & 5 are covered in Section 1 of this response. 
 
Chapter 6 
We agree with what is proposed, particularly Recommendation 14. The importance of 
carrying this out, and acting on the findings, cannot be emphasised too strongly. 







 
Chapter 7 
We agree with the Recommendations 1 to 14, except for the reservations noted above in 
respect of parts of Recommendation 3. We note however that no Recommendation arises 
from Chapter 5 – Alternative Organisational Structures, and suggest that the omission be 
rectified. An appropriate wording could be: “that the National Assembly evaluates 
alternative organisational structures to determine their potential, vis a vis existing 
arrangements, for improving public transport in accordance with the declared Vision 
(para.3.3)”. 
 
CONCLUDING REMARKS 
 
RDS South Wales welcomes the opportunity of being able to comment on the Policy 
Review of Public Transport, whilst at the same time regretting that we wee not invited to 
submit written evidence or attend a meeting of the committee to discuss our views, as per 
Annex 1. This is notwithstanding that we have previously submitted a number of papers 
and other documents to the National Assembly since its inception. We trust therefore that 
we will not be overlooked in any future consultations on this subject. 
 
RDS South Wales 
October 2001  
 
Contact details: 
A P Clark (chairman) 
84 North Street 
Abergavenny NP7 7ED 
Email: peter@clark8.fsnet.co.uk  
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Mr Richard Edwards AM 
Chair of the Environment, Planning and 
Transport Committee 
The National Assembly for Wales 
Cardiff Bay 
CARDIFF 
CF99 1NA 


 
10th October 2001 
 
Our reference: 652/03 
 
 
Dear Mr Edwards 
 
POLICY REVIEW OF PUBLIC TRANSPORT IN WALES 
 
The Rail Passengers Committee Wales is pleased to be able to respond to your Committee’s 
consultation document looking at public transport in Wales. 
 
We have used chapter 7 which summarises your recommendations and chapter 8 for the basis 
of our reply, looking at the suitability of existing organisational structures and the options for 
changes in organisations as out forward by your Committee. 
 
SUMMARY OF RECOMMENDATIONS 
 
The Committee fully supports the list of recommendations, especially those where the views 
of ‘real’ passengers are concerned.  In general terms the list of recommendations covers a 
broad area, though we would like to comment on some recurring themes. 
 
Innovative ticketing schemes are needed, allowing full interchangeability between bus and 
train and inter-operator, by the development and encouragement of imaginative schemes for 
the universal use of Smart Card.  Through ticketing needs to be extended, and bus operators 
needed to be encouraged to work with train operators to introduce such arrangements.  The 
Committee would go so far as to suggest that those operators who do not co-operate or 
support initiatives such as the All-Wales Flexi-Pass should not normally be given any public 
funding. 
 
Improving access on public transport for those with young children, and the elderly needs to 
be looked at, and bus and rail service provision on Sundays and Bank Holidays requires 


 1







 2


attention.  Long distance coach services should be planned to complement – not to compete 
with – rail services. 
 
EXISTING ORGANISATIONAL STRUCTURES: 
 
• The suitability or otherwise of existing number of regional consortia to deliver improved 


integrated public transport services 
 
In the short-term, the existing consortia are very suitable for delivering improved integrated 
public transport services.  They are small enough to have and use local knowledge, yet large 
enough to deliver improvements that do not vary as one crosses each authority’s boundary.  
The existing consortia are positive and forward thinking in their efforts to develop public 
transport strategies. 
 
In the medium to long term, they need to grow larger, possibly through mergers or joint 
working arrangements, so that a consistent product is delivered to passengers, wherever they 
start, finish or break their journey. 
 
Some of the existing regional consortia do consider the cross border implications for public 
transport.  This needs to be extended, with local authorities in say South East Wales looking 
at liaison with authorities in Hereford and Worcestershire, and Gloucestershire. 
 
There might also be a strong case for developing a pool of staff with relevant skills to service 
the consortia, bearing in mind your statement on page 23 that: “none of the current consortia 
have their own separate existence or support staff.” 
 
OPTIONS FOR ORGANISATIONAL CHANGE 
 
• Establishing a Passenger Transport Authority (PTA) for Wales.  This could be within the 


National Assembly or a separate Assembly sponsored body (ASB).  Its regional structure 
could be divisions of the National Assembly or ASB.  Alternatively, it could work through 
a consortia of local authorities; 


 
The Committee is not wholly sold on this idea.  As the report points out, there are different 
problems, requiring different solutions, in rural Wales compared to urban Wales.  A PTA is 
good at integrating bus and rail services, but these are less likely to occur in rural areas.  Here, 
shared cars, community transport, taxis may be a better solution and a PTA will only add 
additional bureaucracy to this process.  However, with the setting up of a Wales and Borders 
rail franchise, there is an alternative view that the setting up of a Wales PTA would be 
beneficial. 
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• Establishing a PTA/PTE (Passenger Transport Executive) for the ten South East Wales 


local authorities on the existing model. 
 
We are fully in favour of this.  The density of population, coupled with use of cars where 
public transport is a genuine alternative, produces an environment where a PTA/PTE could 
bring about a significant modal shift. 
 
• Developing existing arrangements with the National Assembly building on its Transport 


Framework and using its funding and other powers under the Transport Act 2000 to 
provide leadership.  Local authorities, possibly organising themselves on a statutory 
basis, particularly in South East Wales, would work in partnership with the National 
Assembly to deliver specific targets. 


 
We consider this to be an inferior solution to the PTA/PTE for South East Wales.  However, I 
think it is an attractive proposal for the rest of the country and worthy of support. 
 
• Other innovative solutions. 
 
One solution is to make the Wales & Borders franchisee responsible for ensuring bus services 
integrates with rail as far as possible.  Railtrack should be made responsible for working with 
local authorities on the development of high quality rail/bus interchanges. 
 
• Additional powers of direction would be sought on the Scottish model for rail and the 


possibility of delegated responsibility for Valley Lines would be pursued in all cases. 
 
This is to be supported and welcomed. 
 
Yours sincerely 
 
 
 
 
 
Mark Youngman 
Deputy Secretary 
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1.  OBJECTIVES OF THE REVIEW
 


The Policy Review sets out a vision of a public transport network in Wales 
capable (in capacity as well as comfort; convenience and reliability) of 
attracting a significant proportion of car users on those routes which the 
National Assembly has indicated will be operating at capacities of over 
100%,i.e. where the traffic flow exceeded the design capacity of the road. 
These are primarily in south east Wales, north east Wales and sections of the 
M4 and A55 Expressway. The definition of public passenger taken in this 
response includes trains, buses, light rail, monorail, and taxis (often seen as 
the mode of the rich but for shared Journeys ( where the cost per person may 
be lower than the bus fare) are in daily use by all sections of society.  


 
It also sets out the delivery of equality of access to public transport for all 
groups in society - for the young, the elderly, people travelling to work, people 
looking for work, low income families, the mobility impaired, and for those with 
cars seeking a reasonable alternative. 


 
The resultant system has to improve mobility, make travel more sustainable 
(by reducing pollution), take account of existing and planned future land use - 
those objectives which can only be achieved through considerable investment 
in the public transport network. 


 
It also became clear that policies pursued in the late 1980>s and early 1990's 
had not reversed the declining trend in public transport usage which had been 
the stated aim of the policies. Indeed the fragmentation of the bus industry 
following deregulation had made services less attractive and this together with 
the framework for delivering privatised rail franchises did not lead to increased 
integration or long term investment. 


 
Current policies including the longer term Wales and Borders franchise have 
the potential to deliver but the financial position of Railtrack plc and the UK 
Government=s proposed actions in relation to its control and its investment 
policies (as reported 7 October 2001) indicate that a totally new approach is 
required. The joint private/public investment programme will require a new 
structure for the railways in Wales. 


 
In rural Wales, the free market approach will not provide the level of service 
deserved by less densely populated areas nor will it provide services during 
periods of low demand in urban areas (with one primary exception - Oxford). 


 
The investment levels have been considerable but not sufficient to provide an 
alternative to the motor car. The conflict between social provision/need 
commercial criteria and the pressures resulting from, for example, the 







development of out of town retail centres, have resulted in situations where 
vital social services cannot be provided costs effectively by supplies and 
users demands are similarly not met. 


 
The review seeks not to increase subsidy particularly in a non-focussed way, 
but to make better use of the current levels of revenue support. It does 
however realise the need for higher levels of investment by both public and 
private sectors. It also reflects the reality of the bus as Wales= biggest public 
transport carrier (in number of trips) and the need to integrate local bus and 
taxi services with a core train and coach network. 


 
This integration as suggested below extends to links between transport and 
social/economic activity (land use) and will require organisational changes. 


 
 


2. INVESTMENT PROGRAMME OBJECTIVES
 


To achieve modal transfers and to improve travel opportunities for those 
currently excluded will require:- 


 
S increases in frequency  
S a wider range of operating times  
S provision of modern vehicles 
S improvements in rail and bus infrastructure at terminals, interchanges 


and along routes 
S an integrated public transport network (based on those investments) 


with trains light rail, buses, taxis and long distance coaches providing 
through services 


S a rural public transport network using GPS techniques incorporating 
primary routes and demand responsive feeder services to terminal 
points or intermediate hubs which would put Wales at the forefront of 
rural public transport provision 


S the realisation that information, interchange and investment equals 
integration 


 
 
3. INTEGRATED TRANSPORT POLICY  
 


The Policy Review has to lead to improved travel quality by public transport 
which is best achieved through an integrated transport policy. 


 
The National Assembly has consistently indicated its desire to achieve an 
integrated transport policy. The form of this policy is largely agreed by three of 
Wales= mainstream political parties represented in the Assembly. It has also 
gained support from CBI Cymru-Wales, the trades union, the House of 
Commons Select Committee on Welsh Affairs and the Rail Passengers 
Committee - Cymru/Wales. 


 
An Integrated Transport Policy examines four relationships: 


 







1      between transport and land use 
 


2      between public and private transport 
3      between motorised and non-motorised (walking, cycling) transport  


 
4      within public transport 


 
The preferred structure to achieve such integration nationally, regionally or 
locally has three prerequisites:- 


 
a a single policy and budgetary authority at the strategic (geographic) 


level 
 


b a single co-ordinating body for all modes of transport at the strategic 
(geographic) level 


 
c operational level co-ordinating bodies to achieve seamless interchange 


between modes, within modes, and between modes and land 
uses/human activities. This relates to physical interface and the 
provision of through ticketing. 


 
While (c) may be provided by contractors, (a) and (b) must involve a 
single body. 


 
Elements


 
If the analysis is confined (for the moment) to passenger transport, in 2 and 3 
above, then the elements may be integrated (with a trade off in expenditure 
between them based on a single multi-modal evaluation technique). The 
elements are :- 


 
              road investment 
              rail investment (infrastructure/rolling stock) 
              bus investment (terminals and vehicles) 
              public transport interchanges 
              pedestrian/walker/cycling facilities investment 
              traffic management (physical and fiscal) 
              public transport fares levels         )          and consequent 
              public transport service level       )          contractual payments 
 
 
4. RATIONALE FOR AN INTEGRATED TRANSPORT POLICY FOR WALES
 


Its responsibilities (see Section 4) only provide the Assembly with a national 
role in roads and a role in road/rail transport through its links with local 
authorities. This therefore severely limits its ability to balance investment 
between the best solutions to transport problems. This is highlighted in two 
reports on options for transport investment in the south Wales corridor and the 
Cardiff-Newport conurbation. A report by Arup (1999) (currently being updated 
?) showed the bus/rail/traffic management options having a significantly higher 







economic NPV (return) compared with the road options, and an article in 
Agenda (Cole, 2000) comparing the costs of the M4 investment proposals to a 
series of rail enhancement expenditures suggested a similar outcome (see 
Appendix 2).  


 
The Assembly could currently make a decision on these options but there are 
financial implications and issues in relation to funding sources (e.g. block 
grant; current SRA payments, DTLR investment funding etc. for railways) 
which would need to be considered. 


 
Adding the railways to the National Assembly=s expenditure portfolio would 
require a negotiated settlement in respect of the payments currently made by 
SRA to train operating companies with services in Wales. The first calculation 
is difficult as payments are made on a franchise basis and direct infrastructure 
payments by the UK Government and the private sector and, there are five 
major and two minor TOC operations in Wales. The current cost of revenue 
support ( operating subsidy ) alone has been estimated at about ,80m-,100m 
(based on passenger miles within each franchise) but the subsidy profile could 
subsequently be a matter for the Assembly=s expenditure priority decisions. 
The second relates to Transport 2010 (DETR, 2000) and an implied ,300m 
capital investment and revenue support expenditure per annum for Wales= 
railways. 


 
These current transport issues have associated with them, a series of 
transport and land use planning issues, and policy development in relation to 
the environment and tourism. 


 
Underlying this are the UK Government policies set out in the Transport Act, 
2000, which are relevant here. 


 
  a) local Transport Plans, bus strategies and quality partnerships, and bus 


information 
 
  b) road pricing and charging for parking at the workplace 
 
  c) railways and the role of the National Assembly for Wales. 
 


There are also several more general issues on which further consideration is 
required. In part they suggest the Transport Act was prepared by four different 
groups and further examination is needed in two areas:-  


 
a)  consultation between the different players (e.g. county councils and the 


Strategic Rail Authority) 
 
  b) the role of the Rail Passengers Committee - Cymru/Wales. The Act 


changes the name of the RUCCW to Rail Passengers Committee 
(RPC) so it will continue to deal only with rail services. The transport 
integration objectives would suggest that railway users might be linked 
to bus, ferry and possibly taxi users (through the county council             
 hackney carriage offices). A model such as the London Regional 







Passengers Committee or the previous Transport Users Consultative 
Council might therefore be more appropriate. 


 
Local Transport Plans (LTPs), the Acentrepiece@ of the Government=s 
proposals for the co-ordination of transport movements, have a crucial role in 
promoting integrated and sustainable transport. They must be seen in the 
context of users and suppliers and backed by appropriate policies, powers 
and resources.   The policies and proposals in the LTP=s must also relate and 
support the UDP=s and be compatible in a regional context. 


 
AAn integrated transport policy is not anti-road or pro-public transport; rather it 
seeks to optimise investment expenditure on a sustainable basis. It means 
getting best value for the investment made but bearing in mind the long term 
consequences which personal travel and movement of freight has on the 
environment, health and quality of life. It is not a low cost policy nor need it be 
unaffordable@. (WTRC, 2001)  


 
 
5. ORGANISATIONAL STRUCTURE  
 


Wales Passenger Transport Authority  
 


In 1985 and again in 1991 the House of Commons Select Committee on 
Welsh Affairs recommended  the establishment of a Wales and the Marches 
railway based in Cardiff and of a committee to Aexamine the role of a Cardiff 
Passenger Transport Authority to determine funding and service quality in the 
Cardiff commuter areas, and to consider methods of using rail to reduce road 
congestion@. 


 
Wales PTA  


 
A Wales Passenger Transport Authority (PTA Cymru)(whose status could be 
“stand alone” or a NafW department) would be the cornerstone of such a 
structure. It would provide adequate finance (funded by the National 
Assembly) and/or the private sector, which created a railway operation which 
was no longer peripheral to England, but integral to Wales and would assume 
the roles of the SRA (and possibly Railtrack) within Wales and the Marches. It 
would finance track development (including new lines or freight line 
conversion), determine fares, timetables, types of rolling stock, and would 
either operate trains or contract out their running to private companies using 
existing legislative powers. It would liaise with Railtrack and the Strategic Rail 
Authority/English Region/PTA on service integration with railways in England, 
including Inter-City operations (the responsibility of the Strategic Rail Authority 
and its franchisees) and would still be part of the Great Britain rail network. 


 
This would generate greater investment in track, and rolling stock (replacing  
units currently providing a low quality of comfort on some services between 
Cardiff and the south west of Wales , a return to 3-car sets in place of often 
overcrowded sets on inter urban lines and the introduction of 4-car sets on 
busy routes particularly following market growth). Decisions on whether rail 







services would run more frequently to e.g. Bangor,Holyhead, Aberystwyth and 
Hwlffordd/Haverfordwest would also be made by the PTA. 


 
Passenger Transport Boards


 
Locally, Passenger Transport Boards based on appropriate county council 
groupings would be responsible for franchising all bus services both 
commercial and tendered, within an integrated transport system. PTA Cymru 
tickets would be issued, and bus and train services would be linked. A model 
was seen in the pre-local government reorganisation Bws Gwynedd which 
provides a microcosm of effective rural provision - with trains and express 
coach services providing the backbone, and bus services in towns and rural 
areas providing the local services and feeder services. 


 
The PTBs would have representatives from county councils, NAfW and user 
groups (both bus and rail) and would make local decisions on bus services; 
and bid for finance from, and put proposals for rail services to  PTA Cymru. 
This would ensure a Abottom up@ decision making process where county 
councils would play a vital role reflective of members= and officers= 
commitment to the existing consortia.  


            
The achievements to date of the existing consortia of local authorities have 
been considerable. SWITCH, SWIFT and TIGER are more advanced in the 
implementation of their plans and the development of working relationships 
between the member authorities. However the Mid Wales Partnership and 
TAITH, although more recently established are moving forward apace. 


 
The establishment of the consortia has indicated the need for a regional 
approach; thus enabling local schemes to be seen within the context of a wide 
travel area. The PTBs would provide that same essential regional analysis but 
with a realisation that local needs have also to be represented. The role of the 
county councils brings in links with land use planning and with traffic 
management, while the National Assembly provides the overall national Abig 
picture@ of the Wales and Borders franchise (the assumption being that NAfW 
would assume responsibility for this), the national roads network and a 
national long distance coach network.  


 
The strategies identified by the consortia would be a key strand in the Public 
Transport Board=s initial activities.  


 
 
6. COSTS
 


The issue of costs levels required to operate the current structure compared 
with the proposed structure will reflect:- 


 
1)staff transfers to the new bodies (including many secondments) 


 
2) the level of staff increases identified in reports as reflecting 


increased work loads of the existing structure 







 
3) the transfer of railway responsibilities 


 
4) the level of capital and revenue support expenditure and the 


operational costs (including staff costs) commensurate with such 
changes 


 
The experiences of local government re-organisation in Wales and the 
establishment of the National Assembly, the Scottish Parliament and the 
Greater London Authority will provide some indication of cost changes. 


 
Streamlined procedures and a focussed approach to expenditure can often 
achieve a cost position favourable in terms of costs/benefits compared with 
the previous position. 


 
It is not felt appropriate to make predictions here other than those in relation to 
the capital expenditure referred to above and the Case Study in Appendix 2. 


 
 
7. BENEFITS
 


The models discussed in the Policy Review (p.28-31) present several options. 
The proposal in this response formalises much of what is currently the reality. 
The PTA/PTB model offers benefits in terms of a framework for policies to be 
consistent in all parts of Wales to fund and deliver public transport. 


 
The provision for Abottom up@ decision making by county councils through the 
PTBs will ensure that the diverse characteristics of need are provided for. The 
distinctive needs of urban Wales and rural Wales highlight the reality that 
while decisions on the rail franchise have to be made by the Assembly, 
decisions on local bus and associated public transport (including taxis) have to 
be made regionally, and even locally, the whole operation has to be integrated 
into one Atotal journey@ network. 


 
The PTA proposed for Wales should not be confused with the models for 
densely populated urban areas (e.g. Greater Manchester, West Midlands, 
etc.). In England. There have indeed been suggestions that a better term 
would be Passenger Transport Partnership. However the Policy Review uses 
AAuthority@ and this response  continues with that terminology. 


 
If Wales is to develop its own integrated transport policy best suited to the 
needs of Wales, certain key functions have to be transferred from UK 
institutions (see Appendix 1). The Policy Review sets out (p.29) the need to 
link a series of key activities:- 
- a national Wales rail network(Wales and Borders franchise)  NafW 


- PTA 
- the national road network    NAfW 
bus policy (regulation)    NAfW (from DTLR) 
regional public transport policies   PTBs/CCCs 
local roads      CCCs 







land use planning     CCCs 
bus quality partnerships    CCCs 
traffic management     CCCs 


 
This structure will achieve all the requirements of an integrated transport 
policy. The concerns that it will lead to a top down approach are 
understandable but unfounded if the function of the PTA and PTBs are clearly 
set out. The new structure would ensure that information was fully available on 
all bus and train services in Wales. Local public transport needs would be met 
and the all-Wales body would bid for finance purely for public passenger 
transport operations. 


 
The parallel for such a system exists in other member states of the European 
Union where high investment levels, with co-ordination policies of services, 
fares and infrastructure developments, may be found in major centres as well 
as in local areas. The regional councils of France have responsibility for local 
railway services (with SNCF) and for bus operations in the municipalities. In 
Sweden regional public transport bodies run local bus and rail services in a 
country with many rural mountain areas, a small population (8m) and a 
concentration of people in a small part of the total land area. The Netherlands 
have a national ticketing system for local public transport (the Nationale 
Strippenkaart) and a national railway service. The proposals for Wales, which 
equates in many ways to a French region or to a geographically smaller 
version of the Netherlands of Sweden, would be taken further to the point 
where control and finance, policy and service provision, though not 
necessarily all operations, are conducted by one national, and five associated 
local bodies. In Austria, the Land (equivalent to the PTB areas) have 
responsibility within their areas for all local public transport and land use 
planning and which link into a national policy for rail services. Joint ticketing 
exists on all services within the Land.  


 
Changes arising from de-regulation and privatisation are not entirely 
irreversible or necessarily incompatible with the development of an integrated 
transport policy and the establishment of a Wales PTA and local PTBs. The 
political will now exists in Wales to make the necessary changes. But is 
London politics sufficiently interested to understand the advantages of 
restructuring the passenger transport network in Wales rather than create a 
large centralised Strategic Rail Authority? What is to be the role of the 
National Assembly in developing an integrated transport policy when 
Government of Wales Act, 1998, refers only to responsibilities towards buses 
and roads and possibly light rail, but not to main line railways.  


 
And of considerable importance, how would the funding for different modal 
options be achieved through the National Assembly. What levels of funding 
will be available and how will the evaluation and allocation of the funding be 
decided. The Government has recently stated its support for regional PTAs, 
and the European Union=s Directorate General for Transport and Energy 
(DG-TREN) has in its current White Paper been supportive of an integrated 
public transport policy. 


 







The Wales PTA could also be seen within a supportive fiscal framework using 
various fuel taxes; a land use planning policy integrated with transport 
infrastructure; changes in the decision making process inherent in the 
proposals outlined above; the setting of environmental targets promoting 
Agreener@ forms of transport; and landscape and countryside protection 
policy. Within this context a sustainable integrated transport policy for Wales 
could be developed  as in the Wales Transport Strategy (AWC 1995) and one 
which would receive local support. 


 
There is considerable discussion whether the PTA should be a function within 
the National Assembly or a stand alone body sponsored by the NAfW. In 
reality there is little difference between them as the Assembly would 
determine overall budgets and policy. The PTBs would be a partnership of the 
NAfW and the relevant counties and upward policy making would be achieved 
by PTB representatives on the PTA. 


 
Short term and longer term


 
The achievements of the public transport consortia have seen considerable 
and in the short term legislation only  provides for these. 


 
In the longer term (over 2-5 years) the National Assembly must press for the 
PTA/PTB model of statutory bodies to be brought into operation if the tests set 
out in the Policy Review are to be met. 


 
 
8. TESTS FOR ALTERNATIVE ORGANISATIONAL STRUCTURES
 


The Babtie report (p.53) sets out the tests to be applied in making a final 
decision. A brief commentary has been applied to each, to illustrate how this 
proposed structure meets that test. 


 
Relevance to area


 
The travelling public=s needs on both a local and national level are met. The 
detailed local programmes linked to commercial decisions by local bus 
companies will remain the responsibility of the PTBs and thus county councils. 


 
Accountability


 
The bottom up approach ensures local needs are met and local accountability 
achieved through PTB membership. The NAfW=s role in ensuring good value 
and that its policies are delivered as a consistent basis will be achieved 
through the PTA. 


 
Development of an integrated public transport network


 
The acquisition of rail responsibilities by the NAfW would ensure full 
integration with local bus and taxi provisions in the partnership. The local 
authority powers in relation to land use planning and traffic management 







provides the remaining element in an overall integrated transport policy. 
 


Quality of political decision making
 


The operation of existing consortia can only be enhanced through statutory 
bodies whose such status and requirement to deal with large scale funding 
would of necessity attract high calibre politicians at county and national level. 


 
Effective rail powers


 
The PTA would be in a position to manage the Wales and Borders                   


          franchise,and would provide county councils with an input to rail operations      
         and policy. 
 


Effective bus powers
 


The introduction of London-style bus franchising would provide improved 
integration and facilitate the construction of seamless interchanges at all major 
centres in Wales. 


 
Effective highways powers


 
The PTA  links into national roads through the NAfW and the PTBs  link into 
local roads and traffic management through the county councils. 


 
Influencing land use planning


 
The public transport structure would link into the county councils= powers in 
respect of land use planning through the county councils= direct input into 
PTBs. 


 
Impact on passenger travel


 
This is the most important of all the tests. Modal split changes and increased  
accessibility to these currently excluded provide the sources of new public 
transport trips. 


 
The integration of bus, rail, light rail and taxi operations will also provide two of 
the three Is identified in achieving Integration  and enhancement of public 
transport usage. PTI Cymru has to be  moved forward into full operation to 
achieve a one-stop shop information service for public transport users. The 
development of seamless Interchange  at over forty locations in Wales 
between trains, buses and taxis can only be achieved through a close 
operational and budgetary association of PTBs and PTAs. 


 
The creation of a statutory formal structure for the existing consortia into PTBs 
is essential to achieve local and regional integration. Linking the operations of 
the regional PTBs into the national networks is a function of the NAfW and 
hence the PTA. Railways in Wales can only operate on a national basis and 
the SRA=s decision to establish the Wales and Borders= franchise 







indicates how its expertise has recognised the efficiencies and enhancement 
of rail service quality and thus passenger travel increases which are to be 
gained from that arrangement. The logical next step is the NAfW assuming 
responsibility for that franchise. 


 
 


 
Impact on the carriage of freight


 
This is only briefly dealt with in the Review but clearly has an impact on the 
 finances of particular rail services and affects also aspects of the 
environmental and capacity issues affecting roads. 


 
Capital


 
 


 
While levels of investment to date have reflected the funds available, the level 
of funding has not been sufficiently high to achieve the changes in modal split 
necessary if sustainable travel is to emerge. 


 
The decision by the minister to introduce a five-year budget is also to be 
welcomed providing as it aims to an Aindicative forward programme of major 
road and rail infrastructure investments in Wales over the next five years@.  
(Minister for Environment, Sue Essex, 10 January 2001) 


 
The expenditure is a reflection of the funding made available within the Welsh 
block grant. However it does not approach the levels indicated in the UK 
Government=s ATransport 2010" ten-year plan for transport. A figure of ,6bn 
per annum for 10 years reflects a figure of about ,300m per annum for Wales 
- and that for railways alone. 


 
The advantage of a PTA/PTB structure is its ability as a powerful financial 
force to work towards achieving that level of rail investment and similar 
appropriate increases in vehicle and infrastructure investment for buses. 
There is no reason why the funding process proposed (though not yet 
delivered) for the railways cannot be applied to bus operation. 


 
 
 
 
APPENDICES
 
Appendix 1  The role of the National Assembly 
 
 


To achieve an integrated transport policy covering all modes within the 
National Assembly for Wales, more responsibilities, powers and functions 
would need to be transferred from London departments. 


 







Functions required to achieve an integrated transport policy 
 


The National Assembly and local authorities between them require to have the 
policy making role for, and power to finance:- 


 
-          road construction investment and maintenance 
-          bus service frequencies, routes, and subsidy/contract payment levels 
-          investment incentives 
-          rail investment (DTLR/Railtrack/SRA) 
-          rail passenger service levels and contractual arrangements with 


TOC=s (SRA) (block grant would be increased by an amount 
commensurate with current expenditure) 


-          environmental issues 
-          land use/development 
-          current powers of the Traffic Commissioners (DTLR) 
-          traffic reduction/traffic management policy and regulation (DTLR/NAW) 
-          personal safety of pedestrians, cyclists and provision for those groups  
-          mobility impaired people 
-          liaison with Sustrans in Wales 
-          airport development (DER)and air service development and regulation 


(with appropriate private sector involvement) (DTLR, CAA) 
-          bus industry regulation (DTLR) 
-          public transport policy generally (DTLR) 
-          rail regulation (Rail Regulator) and user group representation (RPC-


Cymru Wales) 
-          regulatory framework for taxis/private hire cars (part DTLR, local 


councils) 
-          port development and shipping services promotion (DTLR) 
-          integration of road/rail freight operations (PACT) (Railtrack, DTLR) 


 
(Note: Names in brackets indicate present holders of that responsibility where 
these are not the National Assembly.) 


 
The desire by DTLR and existing bodies to retain these responsibilities acts as 
a barrier to the role of the National Assembly (NAW) in developing its own 
policies. A study of the first six months operation of the Local Government; 
Environment, Planning, Housing and Transport Committee (NA 1999, 2000) 
through their agenda and minutes will indicate the area in which the 
Committee sees itself having a role. 
In June 1999, it reviewed the Transport Legacy for Wales (WTAG, 1999); in 
November it considered in detail the draft guidance to local authorities in 
Wales on Local Transport Plans. This has a significant implication in the 
provision of statistics on a local and national basis in measuring the 
achievement of its primary objectives (NA LG-E, July 1999) 


 
-          protect and enhance the natural environment 
-          economic efficiency  
-          improved traveller safety  
-          accessibility for non-car users and car users 
-          providing integration within transport modes and with land use. 







 
These are overarching areas - the detailed requirements of the plans need 
detailed statistical  analysis if the right decisions are to be made. And bringing 
the committee=s deliberators up  to date, at its 19 January 2000 (NA LG-E, 
Jan 2000) meeting it considered the Transport Bill=s references to railways, 
local transport plans and bus strategies, road user charging  and workplace 
parking levies; and the progress on the Road Traffic Reduction Acts. 


 
The Committee=s discussions in November 1999 (NA LG-E, 08-99) on 
implementing integrated transport policy in Wales identifies the breadth of 
analysis and the range of starting point documents (see section 1) which the 
Assembly has to consider (much of it in liaison with county councils and other 
Astakeholders@). There is in the briefing paper (NA LG-E, 08-99 Item 3) a list 
of areas in need of further work:- 


 
-          national public transport network 
-          rail strategy 
-          national cycle network 
-          national concessionary fares scheme 
-          reducing the impact of traffic  
-          integrated transport networks 
 
 


 
 


 
 
 
 
 
 
 
 
 
 
 
 
Appendix 2  Case Study - Road or Rail? 
 
 


Capacity problems at peak periods along the M4 between Cardiff and Newport 
present the National Assembly with difficult decisions. There are two possible 
solutions: 


 
$ major improvements to the road network in the Cardiff and Newport 


area to accommodate the expected rise in demand. 
 


$ enhancement of track quality, signalling and rolling stock on the east-
west railway route and the encouragement of east- west luxury coach 
operations through improved traffic management. 







 
Road investment policies over the last thirty years have been based on 
Apredict and provide@ and led to an expansion of road capacity to meet the 
increased ownership and usage of motor cars. The non-sustainability of such 
policies is clearly set out in the Transport Framework for Wales (TFW, 2001) 
and the Public Transport Policy Review (EPT, 2001) which proposes 
alternative policies to reduce road traffic. 


 
However there is a need to compare schemes on a multi-modal basis (rather 
than evaluate one scheme at a time) using wide ranging evaluation factors in 
place of more limited quantitative monetary factors and the Assembly is 
considering a methodology of its own based on quantitative techniques 
currently used in other European Union member states. Any such evaluation 
techniques would allow comparisons between alternative road/railway 
investment proposals within an integrated transport policy aimed at radical 
sustainable solutions and a change in the split between car and public 
transport.  


 
In an evaluation of capital investment schemes there are factors (known as 
Aexternalities@) to be considered, such as journey time saving, vehicle 
operating cost savings, environmental benefits, safety improvements, access, 
and the achievement of an integrated transport plan. These are the criteria 
which have to used as a means of comparing alternative road or rail solutions 
to a particular transport problem.  


 
The remaining question is how many people need to be persuaded to transfer 
from road to rail; what investment is required and at what cost? 


 
The future capacity increase to be achieved by the M4 schemes is 10,000 - 
15,000 vehicles per day - at an average occupancy of 1.5 persons per car, 
this represents 14,000 people. The future railway line capacity therefore has 
to be defined in terms of train paths needed and how many could be provided 
given the variation in type and speed of trains (freight, express, stopping 
passenger trains), signal spacing, speed restrictions, train stopping patterns 
and the commercial requirements of train operators, to achieve a capacity 
increase near to that figure.  
The Road Option  


 
The road proposals were included in the Strategic Review (WO, 1998b) 
produced by the Welsh Office and involve a new length of motorway across 
the Gwent levels, widening the M4 motorway at Coryton, a new southern 
distributor road around Newport and a link road to Cardiff International Airport. 
Not all of these schemes are committed expenditure but they are options to 
solve a lack of anticipated capacity compared with current demand on the 
existing M4. The estimated costs of these works are shown in Table 1 below. 


 
Table 1: Road Construction Proposals Cardiff-Newport Area 


 
,m 


 







M48 Magor - Castleton (Gwent Levels)    330.0 
 


M4 widening Coryton        40.0 
 


Link road to Cardiff International Airport      46.0 
 


Newport Southern Distributor Road      81.0 
 


Total         497.0 
 


The Railway Option 
 


The infrastructure investment to meet the additional capacity needs would 
include signalling for increased frequency, bi-directional operations to increase 
capacity, additional platforms, improved junctions, and improvements to track 
condition. For instance, more capacity could be provided at  Swansea if a 
through station with frequent bus links at Landore 
replaced the present Aterminal@ station, which in itself is now some distance 
from the central business district.  


 
In parallel to this, train investment would bring better performance, interior 
refurbishment, seat pitch increase, and reduce the mix of train types. On the 
south Wales main line at present there are train combinations whose 
performance varies between an InterCity 125 and a Pacer train; this does not 
maximise line capacity. Passenger capacity increase may also be achieved 
through longer trains, platform length, width and access, signalling and depot 
capacity. 


 
These are the investment elements required to achieve the capacity levels 
which match the suggested road programme. Costing is a difficult (one might 
say courageous) exercise since carefully estimated passenger numbers are 
required as are data on the state of the track, current signalling system 
headways, the interworking of different train times. However, Table 2 provides 
an estimate using parallel data from similar schemes, to give an indication of 
the alternative rail costs. 


 
Table 2: Estimated Investment Needed to Upgrade Rail Services 


 
,m 


 
System upgrade (signal, track, bi-direction, junctions, pinch parts)           180 


 
Additional trains (1)          90 


 
Station quality improvements (heating, park and ride, information) (2)  20 


 
Integrated bus/rail interchanges (at Cardiff, Swansea, Newport, 


Port Talbot) (3)     10 
 


Road improvements to existing airport road      10 







 
Newport Southern Distributor Road       81 


 
Total                   391 


 
Notes 


 
(1) This will give a service every 15 minutes from Newport to Carmarthen; and 
a service Carmarthen-Cardiff International Airport - Cardiff Central every 30 
minutes. These are four car sets with a capacity of 250 seats. The figures 
exclude the replacement of InterCity 125 sets by Great Western Trains.  


 
(2) Heating and good quality lighting at all railway stations on the SWML with 
facilities open during train operating times. 


 
(3) These are indicative examples. Other stations may require similar facilities 
or bus station links. 


 
This alternative programme could provide an estimated increase in rail 
capacity for 10,000 seated passengers per day and reduce the need for major 
road investments such as the M4/M48 corridor and access to Cardiff Airport. 
They would also provide a new source of traffic for the airport which is vital to 
secure its development (WCC, 1998) plans to increase its passengers 1.6m to 
3.6m per year (CIA, 1998). Not all will wish to travel by train and some road 
improvements are indicated. Similarly internal airport transport facilities to the 
Terminal building will be necessary. 


 
The increase in frequency to four trains per hour is known from other studies 
to attract passengers and achieve increased load factors. Delay risks are 
minimal and timetables begin to be set aside by passengers - all of which 
increase the attractiveness of the train, affect modal split and lead to a 
reduced subsidy profile. These improvements need to be matched by other 
public transport improvements, particularly local bus network feeder services 
and the seamless interchange so often absent at major south Wales stations. 


 
Rail Cymru (Cole 2001), (copy attached) is the proposed Wales and Borders 
rail franchise. One of its roles would be to consider the funding of a new 
SWML service. However while such decisions remain entirely in the financial 
and operational hands of the SRA there can be no integration of the two 
decisions. This takes us back to the prerequisites set out in Section 2. 
Operationally franchise could remain with the SRA. Fiscal and strategic 
integration would however have to be transferred to the National Assembly. 


 
ACHIEVING THE OBJECTIVES 


 
At present the Assembly=s powers are confined to road investment although it 
will be able to continue to assist local authorities to fund new stations and line 
re-opening. However, it cannot make the comparative assessment of road and 
rail investment outlined here. 


 







One prerequisite of an integrated transport policy is a common budgetary 
framework for all major expenditure decisions. This enables a common 
evaluation methodology to be used to compare investment options, for 
example between road, rail or traffic management. In 1990, the Golden Gate 
Bridge Authority in San Francisco introduced high - speed, high - standard 
coaches with priority routing in place of a new bridge. 


 
Ironically, at the same time, the opportunity to invest in the east-west rail 
corridor was missed when the Second Severn Crossing was built. With an 
integrated transport policy the provision for rail in the centre of the bridge with 
links to the Welsh and English networks would have provided additional 
alternative track capacity to the Severn Tunnel thus making investment 
choices easier. Now a similar opportunity exists in the M4 corridor to choose 
the best integrated solution determined by a single budgetary authority - in this 
case the National Assembly for Wales. 
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       Dyddiad / Date:              5th October, 2001 


 
 
 
 
Dear Sir / Madam, 
 


Policy Review of Public Transport. 
 


 
With reference to the Environment, Planning & Transport Committee's consultation report "Policy Review 


of Public Transport", Powys County Council has consulted its Members on the recommendations therein 


and has led consideration of the document within the Mid Wales Partnership. 


 


The regional response that is being returned by the Partnership is fully supported and, as it encompasses all 


the points made to this Authority, it is not intended to make an additional submission. 


 


Should the Committee wish for further discussion of any issue raised by the regional response, the County 


Council would be pleased to participate. 


 
Yours faithfully, 


 
 


 
 P. W. Jackson 


Cyngor Sir Powys County Council  -/PWJ/PWJ 
___________________________________________________________________________________________________________________________________________________ 


General enquiries/Ymholiadau cyffredinol: 01597 826000 – Fax/Ffacs 01597 826230 – http://www.powys.gov.uk 







 


 
 
Mr Richard Edwards AM, 
Chair, 
Environment, Planning and Transport Committee 
National Assembly for Wales 
Cardiff Bay, 
CARDIFF. 
CF99 INA 
 
10th October 2001 
 
Dear Mr Edwards, 
 
Consultation Report - Policy Review of Public Transport 
 
Thank you for inviting the Mid Wales Partnership to comment on your consultation report `Policy Review of Public 
Transport'. We welcome this review and in particular the vision of an integrated, accessible, affordable and attractive 
public transport service. 
 
I hope that the comments listed below (in response to your summary of recommendations contained in Chapter 7) will 
assist you and your colleagues with this review 
 
RI: Agreed - we also believe that the sharing of best practice would be most helpful. 
 
R2: This would be a welcome move at both the national and regional government levels. However for local 
authorities, the overall level of funding available may be a constraint. There also needs to be a major (cultural) shift in 
attitude towards the use of public transport -customers will not use public transport unless it is the best option for 
them. At current levels of provision and standard this will be very difficult to achieve in rural Wales. 
 
R3: Agreed (subject to the comments at each bullet point) 
 
• concessionary fare scheme etc-- Agreed. 
 
• information centres etc:- Agreed. 
 
• second generation public transport etc:- Not particularly relevant to Mid Wales - there are other more pressing 


priorities. 
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 all Wales passenger group etc:- It is difficult to comment on this recommendation without further details as to the 


group's role/function/powers etc. 
 
 interchanges etc:- Agreed. 


 
 develop park and ride facilities etc:- Good idea - but of limited use only in Mid Wales. 


 
• school transport demonstration project etc:- Do not agree - proposals for bespoke school buses could not possibly 


be cost effective in rural Wales - efforts to improve the overall quality of bus fleets would be welcomed and more 
effective. 


 
• community transport etc:- We welcome this recommendation - however current legislation is unhelpful in 


allowing community schemes to play their part in mainstream provision. 
 
• long distance coach provision etc:- We strongly support this recommendation, subject to no interference with 


existing local services - additional provision should be complementary to existing bus and rail services 
 
R4: We are confused by this recommendation, particularly as local transport plans have already been produced in 
consultation with neighbouring local authorities. The Mid Wales Partnership produced an Integrated Transport 
Strategy some three years ago. We are also puzzled by the recommendation that local authorities prepare regional 
public transport strategies whilst in recommendation 6 below the proposed regional consortia would appear to have 
overall responsibility for the delivery of those strategies. We believe that such an arrangement could be confusing. 
 
R5: This in part already happens as Transport Grant funds are now focused on partnership working. There may also 
be good reasons to fund local initiatives and other schemes proposed in Local Transport Plans - there will be a need to 
ensure that such cases are not overlooked 
 
R6: Please see our comments on recommendation 4 above. Also whilst agreement on the delivery/implementation of 
objectives is paramount it must be recognised that partner organisations will remain independent. . 
 
R7: We support the case for a regional consortium for Mid Wales. Whilst local authorities will inevitably play the 
leading role, we believe that to be successful the consortium would need to have a broader base than local authorities 
alone. The current arrangements have worked well in Mid Wales where a broader partnership has added value in 
policy and strategy development. 
 
R8: As mentioned above, the existing informal arrangements have worked well in Mid Wales and attempts to 
introduce more formal statutory arrangements could well prove counter productive. 
 
R9: We would welcome Assembly representation, however this would not be a matter solely for local authority 
partners. 
 
RIO: We agree with the need for a better profile for public transport and the need for better marketing and branding to 
improve modal shift, but we do not see how this is necessarily linked with the consortia. 
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Rll: Agreed 
 
R12. We agree and also suggest that information on best practice should be widely disseminated. 
 
R13: Agreed 
 
R14: Agreed 
 
Finally with regard to the recommendations and options contained in Chapters 4 and 5, the 
Partnership's views are as follows 
 


 a PTA for the whole of Wales is not supported but that the possibility of a PTA in South East 
Wales is a matter for consideration by the relevant local authorities/organisations in that region, 


 
 the continuation of the current regional consortia. (subject to (i) above) should be supported. Any 


changes to their role should be considered only on merit, and where clear 
improvements/advantages can be demonstrated. Transport services should also continue to be 
delivered through the local authorities in Mid Wales, 


 
 the Assembly is reminded of the varying transport needs in Wales arising from considerable 


economic, social and spatial variation and that it must continue to differentiate between rural and 
urban areas in the application of its policies. 


 
As mentioned earlier I hope the aforementioned comments are of assistance to you. Should you 
require any farther information etc. then please give me a call and I will do my best to assist. 
 
Yours sincerely 
 


 
 
Mal Thomas 
Secretary 
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The Welsh Consumer Council’s Response to Policy Review of Public 
Transport, a Consultation Report from the National Assembly’s 
Environment, Planning and Transport Committee 


------------------------------------------------------------------------------------------------------- 


 


Main Thrust of the Document Endorsed 


1 The Welsh Consumer Council welcomes the Environment, Planning 


and Transport Committee’s consultation report, Policy Review of Public 


Transport. We welcome the realism and vision of the approach taken. 


In particular we endorse the Chairman’s opening remarks, which 


encapsulate the goal, the problems and the necessary solutions: 


• “We want public transport in Wales to be integrated, accessible, 


affordable, and an attractive alternative to the car” 


• “the evidence we have heard shows that people want to use 


public transport, but are dismayed by lack of provision and poor 


service quality” 


• “This calls for a visionary approach backed up with considerable 


resources . . . to address historic levels of under investment in 


public transport”. 


Welcome the Realism of the Document 


2 The Consumer Council welcomes the realism of the consultation 


document, as evidenced by the inclusion of tables showing what a 


small part bus and train now play in meeting people’s transport needs 


(e.g. only 9% of journeys to work made by bus or train); and how little 


is currently spent by local authorities directly on public passenger 


transport  (8% of net expenditure on roads and transport going on 
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public passenger transport, 4% spent on car parks, 5% on 


concessionary fares, and 83% on roads, lighting and road safety). 


3 The realism of the consultation document is also demonstrated by its 


inclusion of figures from a Welsh Consumer Council survey showing 


that 79% of bus passengers surveyed said that they would prefer to go 


by car.  We support the Committee’s conclusion (paragraph 2.23) that 


what has been achieved so far is not enough, and 


“the challenge of reversing the decline in public transport 


patronage overall requires more concentrated action through a 


partnership between operators, local authorities and the 


National Assembly”.  


Greater Priority Should be Given to Light Rail 


4 We note the Committee’s reference to light rail in paragraph 3.15, 


where the Committee comments that  


“We were also impressed by the popularity of second generation 


public transport such as light rail schemes, which can 


significantly raise the image of public transport.”  


The Welsh Consumer Council suggests that the popularity of light rail 


in many European cities is more than an ‘image’ issue.  We suggest, 


for example, that the popularity of modern electric trams in towns such 


as Amsterdam and Düsseldorf is to do with the trams being affordable, 


reliable, frequent and fast. In other words, light rail delivers what most 


urban consumers want of a public transport service. It is also significant 


that the light rail systems in many cities are comprehensive, that is, 


they are part of a city wide network giving access to most of the city 


centre and many suburban areas. 


5 The tram, like the train, is seen by many as an acceptable alternative to 


the car. It is unlikely that a public transport policy based entirely on the 


bus will ever succeed, whereas a policy that includes significant 


development of both rail and light rail services in the urban areas of 


south east Wales is likely to be effective. This should involve paying 
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attention to regular, high speed links between towns and cities as well 


as within them.    


Consumer Representation 


6 The Welsh Consumer Council welcomes the Committee’s 


endorsement of its call for an all Wales group to represent bus users 


[Consultation Report, paragraph. 3.15].  We note also reference to the 


need for local authorities to make special efforts “to engage those most 


reliant on public transport, such as young and elderly people and those 


from socially excluded communities”. 


7 It is absolutely necessary that planners and providers engage with 


transport users. We deplore how little this has been done in the past. 


The needs and experience of users should be the foundation for driving 


forward development and improvement. 


8 But it is also necessary to engage directly with those who do not use 


public transport. If the aim of public policy is to encourage a modal shift 


from the car to public transport, then investment in public transport 


must be driven by the needs and expectations of its potential, as well 


as its actual, users.  


9 Effective consumer representation must be resourced. It must be 


supported by an on-going process of research, using surveys, focus 


groups, analysis of complaints, and any other method appropriate to 


gathering and re-presenting the experience of users.  


10 Effective consumer representation must also be informed – aware of 


the best in development and innovation elsewhere in Europe and 


internationally. In other words, effective consumer representation must 


be able to engage on an equal basis with providers and planners, 


representing accurately the needs and experience of all consumers, 


and able to challenge the assumptions and arguments of providers and 


planners. 


11 Effective consumer representation should feed directly into the 


monitoring and evaluation process (Chapter 6), where a user 


assessment is essential. This cannot be over stressed. Public transport 
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is an area where providers and planners have tended to make 


headlines in proclaiming as achievements and improvements things 


that are deficient from the users point of view.  


Suitability of Existing Organisational Structure 


12 The Welsh Consumer Council takes no view on the appropriate 


number of regional consortia [Consultation Report, paragraph 8.1], 


although we can see the sense in relating the number to the National 


Assembly’s Economic fora boundaries [Consultation Report, 


paragraph: 4.13]. As a consumer organisation our primary concern is 


with the ability of the consortia, however, organised, to deliver a high 


quality, accessible, integrated, affordable public transport service to 


people across Wales. Clearly, however, if the consortia are to be 


effective, there is a need [as recognised in Chapter 4 of the 


Consultation Report] for more robust constitutional arrangements, a 


dedicated specialist staff, and appropriate financing, as well as 


reassurance from local authorities that they “will be prepared to use 


their powers on planning, traffic and highway management and parking 


regulations in a targeted way”.   


Options for Organisational Change 


13 The Welsh Consumer Council remains convinced that an all-Wales 


Passenger Transport Authority would be the most appropriate 


mechanism to take forward the immense task of delivering a modern, 


integrated transport service across Wales.   


14 Again the primary reason why the Council argues for an all-Wales PTA 


is because it believes that a PTA is more likely to deliver a service that 


is based on the needs of its users. The council’s thinking on the subject 


has been set out in a number of reports over the past ten years, and is 


summarised in an article, ‘Why a Passenger Transport Authority for 


Wales’, published in the June 2001 issue of The Welsh Consumer.  


The text of the article is reproduced below (paragraphs 15 to39). 
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WHY A PASSENGER TRANSPORT AUTHORITY FOR WALES 


15 Wales needs a Passenger Transport Authority to take control of Wales 


fragmented and outdated public transport system, and provide a clear 


and user-focussed lead to the development of a modern, integrated 


transport system based on and responsive to the needs of travellers. 


16 Over the past ten years the Consumer Council has argued the case for 


some kind of all-Wales approach to transport planning and provision. 


The case for a Passenger Transport Authority was most recently put in 


the Council’s January 2001 report, Bus Travel in Wales, and in the 


Welsh Consumer Council’s presentation to the National Assembly’s 


current review of public transport. 


17 While there is widespread recognition that the present arrangement is 


unsatisfactory, some people argue for a ‘regional’, rather than a 


‘national’ or ‘all-Wales’ approach. 


18 The Consumer Council has argued for an all-Wales approach to 


transport planning and provision for a number of reasons. First, travel 


is not limited by local authority or regional boundaries, For the user or 


‘consumer’ of travel services, whether by bus, train, private car, bicycle 


or plane, local boundaries are not the issue. Roads, railways and bus 


services cross boundaries. Planning has to match the user’s 


experience. 


19 Second, the new rail franchise will be an all-Wales franchise, covering 


all the ‘local’ routes operating within Wales, as well as the links through 


Hereford and Shrewsbury to Chester. Similarly the trunk road system is 


already managed by the National Assembly on an all-Wales basis, just 


as it was previously managed by the Welsh Office. 


20 Third, government policy at both Wales and UK level has shifted 


towards an ‘integrated’ approach, seeking to ‘join up’ rail, bus, cycle, 


pedestrian and private car systems into a more integrated whole. We 


are trying to re-engineer our transport systems so that, in the future, it 


may become easier to combine bus and rail travel, or car and rail 


travel, and to move between all modes. As part of integration 
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government is encouraging integrated public transport information 


services, through ticketing systems, and single all-Wales 


concessionary fare systems. 


21 All thee things are about moving from our current fragmented transport 


system towards something better understood on mainland Europe, 


where provision for pedestrians, cyclists, the private car, and the tram, 


bus and train, has for many years been so much better organised.  


22 To do this we need integration not just across systems and between 


modes, but across boundaries. We need planning that, for the first 


time, gives full consideration to transport within Wales (and not just 


between Wales and England on the existing east-west routes). 


23 And, given the deplorable state of much of the transport system in 


Wales, we need an Authority with the resources and commitment and 


duty to achieve something better. 


24 Government has recently given a number of new and powerful 


agencies and regulators a prime duty to look to the needs of the 


consumer. This is a radical and important move away from planning 


industries on the basis of the needs of the providers and producers. 


This shift in emphasis is evident in areas as diverse as the new Food 


Standards Agency, and Postcom, the new regulator for postal services.   


25 The Welsh Consumer Council believes that the same approach should 


be taken to setting up a Passenger Transport Authority for Wales.  The 


primary function must be to put the needs of the traveller first. This has 


never happened before, as evidenced by the steady decline of the bus 


service between 1950 and the present, and the recent rapid decline of 


Britain’s rail services (after years of underinvestment).  


26 An all-Wales Passenger Transport Authority should take a strategic 


approach to transport policy and planning, promoting an integrated and 


user focussed transport system. 


27 The authority should ensure integration and interconnection between 


rail, bus, coach and air services, and appropriate interchanges 


between car and public transport: 
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28 The Authority should be charged with ensuring that appropriate 


consideration is given to walking and cycling in the development of an 


integrated transport system. 


29 In developing a user focussed transport system, putting the needs of 


the user first, the Authority should work closely with existing consumer 


representative bodies in the rail industry, and should be charged with 


ensuring proper representation for users of local bus services, whose 


interests have been so badly neglected over many decades. 


30 The Authority should be responsible for purchasing or contracting for 


the purchase of ‘socially necessary’ bus services, working with or 


delegating functions to local authorities or groups of local authorities, 


where appropriate. 


31 The Authority should facilitate the franchising of passenger rail services 


within and to and from Wales – being joint signator to rail franchise 


agreements, specifying and purchasing appropriate rail services: 


32 The Authority should ensure the provision of multi-modal total journey 


passenger information, providing the public sector in-put to existing 


passenger information services.  


33 The Authority should ensure the smooth and seamless operation of the 


all-Wales concessionary fare scheme on buses, working to extend that 


to include rail services.  


34 The Authority should work closely with the local planning and highway 


authorities so that their plans support and are integrated with the PTA 


strategy and the development of a modern transport system.  


35 The Authority should take the lead role in ensuring the provision of 


responsive community transport, and the integration, in so far as is 


possible and appropriate, of community transport within the over-all 


public transport system across Wales. 


36 The Authority should take on the responsibilities of the Traffic 


Commissioner, should be responsible for specifying minimum 
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standards, and should be responsible for investing or securing 


investment in the transport infrastructure. 


37 Finally, the Authority should be responsible for ensuring the provision 


of high quality bus and rail stations and stops, and for ensuring 


minimum quality standards across the network.  


38 The task is enormous. For fifty years the needs of cyclists and 


pedestrians have been largely ignored. Policy towards bus and rail has 


been largely about managing decline. There has been substantial 


investment in road, but in the context of poor long term planning, poor 


land use planning, and policies in the public transport area that forced 


more and more people into cars and onto roads, which increasingly 


could not and cannot cope. 


39 In summary, the Welsh Consumer Council argues for an all-Wales 


approach to transport planning, development and investment not 


because, in some abstract sense, that might be a better planning 


system, but because that is the approach most likely to deliver benefits 


to the consumer – the traveller. 


CONCLUSION 


40 In conclusion, the Welsh Consumer Council welcomes the realism and 


vision of the Policy Review of Public Transport. Both realism and vision 


are essential - realism because we need to recognise how poor and 


unpopular is the service that is currently available, and vision because 


what is needed is more in the nature of a ‘transformation’ than an 


‘improvement’ or ‘development’. 


41 In paragraphs 4 and 5 the Welsh Consumer Council recommends 


investment in both train and light rail (electric tram) systems in urban 


areas.  


42 In paragraphs 6 to 11 the Council welcomes the Committee’s 


commitment to consumer representation, but emphasises that this 


must be resourced and informed, and should embrace the needs and 


experience of both actual and potential users of public transport. 
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43 In paragraph 12 the Council endorses the view that regional consortia 


need more robust constitutional arrangements, a dedicated specialist 


staff and appropriate financing, and appropriate support from local 


authorities in the areas of planning, traffic and highway management 


and parking regulation. 


44 Finally, in paragraphs 13 to 39 the Welsh Consumer Council sets out 


its views on why a Passenger Transport Authority would be the most 


appropriate mechanism to take forward the immense task of delivering 


a modern, integrated transport service across Wales.  


 


Welsh Consumer Council 
October 2001 
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About Transport 2000 
 
Transport 2000 welcomes the National Assembly for Wales’ Policy Review of Public 
Transport and the opportunity to submit a response.   
 
Transport 2000 is the leading lobby group promoting sustainable transport policies in the 
UK, working for less car and lorry traffic and greater use of walking, cycling and public 
transport.  The organisation brings together a wide range of environmental and voluntary 
groups, trade unions and transport operators and also has contributions from local 
authorities and Passenger Transport Authorities.   
 
Introduction 
 
There is a need for closer ties between transport and the agendas for recreation, health, 
social services, education, employment, land use and financial policy, and Transport 2000 
is pleased to take this opportunity to contribute to the debate.  Transport will not become 
better integrated unless the implications of decisions in other areas are taken into 
consideration. 
 
Bus 
 


Although bus travel is the most popular form of public transport in Wales, it is 
probably the most poorly perceived.  Investment is essential in upgrading the 
vehicles, reducing the average age, and providing infrastructure to enable buses to 
complete journeys in a timescale that compares favourably with private car. 


 
Average bus users would certainly prefer to travel by car, mainly because they 
perceive themselves to be safer and more comfortable than on public transport, 
and to have more freedom.  These issued must be addressed. 


 
Bus strategies need to take account of the objectives of Local Transport Plans 
with greater investment in bus lanes, High Occupancy Vehicle lanes (HOV), ‘no 
car’ lanes, and better access to information.  Improved provision of information 
would raise perception of availability of public transport 


 
Bus Quality Partnerships should be developed in order to create a climate in 
which all parties are working to the same objectives. 


 
Rail 
 


The current changes taking place within Railtrack offer the best opportunity to 
date to take control of the railways in Wales, with the funding coming from the 
SRA. This would also ensure continued support for projects such as the reopening 
of the Ebbw Vale and the Vale of Glamorgan lines. 


 
Wales is ideal for the development of rail/bus links and ways should be found to 
reconcile rail links with commercial bus services. 
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Consideration should be given to the vertical integration of tracks and signalling 
with TOC’s, and the Assembly should assume control of rail, both financially and 
in the improvement of performance and standards, and the regulation of fares.  
Too many fare types are unregulated and give the rail operating companies the 
flexibility to increase key fares.  A national rail/public transport card should be 
considered with complete inter-availability of tickets bus/rail on regional basis, 
with simplified national rail fares and more affordable walk-up rail travel, and 
investment in rural lines, which is essential to tackling social exclusion and the 
30% of the households in Wales with no access to a car.  More use should be 
made of smart cards to link with public transport, as well as leisure facilities. 


 
The overarching body should constantly monitor Key Performance Indicators, 
both for rail and road based public transport. 


 
Community Transport 
 


Tourist organisations should be encouraged to identify obstacles to making tourist 
destinations car free.  Please refer to Transport 2000 publication ‘Tourism without 
Traffic’ (2001) enclosed. 


 
Community Transport – Dial a Ride, Demand responsive services, etc.  There are 
real benefits to be gained from fully integrating door-to-door services into the 
public transport framework, including progress towards seamless journeys and 
fully accessible systems.  Transport 2000 fully supports making dial-a-ride and 
demand-responsive services part of mainstream transport provision.  Please refer 
to Transport 2000 publication ‘Door to Door Public Transport – A literature 
review’ (2001) enclosed. 


 
Enabling joined-up journeys – car/rail/bus/cycle/walk – would assist in the 
inclusion of the 30% of households with no access to a car, or would offer a 
choice for those who do have access to a car.  The question of whether main roads 
cut across potential foot/cycle paths should always be considered. 


 
Role of the National Assembly 
 


The National Assembly is the catalyst for making integrated transport happen in 
Wales.  An all-Wales body is the only way to avoid accusations that “all the 
investment and effort goes into Cardiff, or South and South East Wales”. 


 
Regulatory framework 
 


Research should be undertaken into the potential effectiveness of a PTA/PTE 
model.  The research should address the possible combination of the existing 
partnerships such as Mid Wales, SWIFT, SWITCH, TAITH and TIGER with 
local authorities, user groups and Rail Passengers’ Committee, all of which have 
in depth experience and knowledge of their own local areas.  The National 
Assembly for Wales should act as the PTA with responsibilities devolved to 
regional PTE’s.   It is important to establish core areas so that modes of transport 
do not compete against each other. 
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The British Transport Police for the whole of Wales should be brought under the 
umbrella of the PTA. 


 
The re-establishment of the Wales Traffic Area and a Traffic Commissioner is 
essential in order to both maintain and monitor standards. 


 
 
Role of local authorities 
 


Land use cannot be considered separately from transport planning.   Planning 
policy should be used to provide public transport alongside commercial and 
residential development, and Railtrack should not be allowed to sell off any 
railway land until full studies are made of potential public or freight services from 
that location. 


 
The continuation of speed management is essential to make roads safer for 
walkers and cyclists. Travel Plans should be developed for all major sites – 
funding to be available for travel plan co-coordinators 


 
Local authorities should all sign up to European Car Free Day, and use their 
powers to develop Park & Ride sites, and Light rail options, further explore 
potential pedestrianised areas in towns and tourist destinations, and encourage 
more education on climate change and global warming in schools 
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Summary of recommendations 
 
Recommendations 1 to 5: Transport 2000 broadly supports the recommendations. 
 
We would support the development of a quality kite mark.  The awarding of the kite mark 
should be judged by the overarching body and apply the same standards across the board 
to ensure consistency of delivery of services. 
 
We have always been critical of under investment in public transport, and this is the 
opportunity Wales has been waiting for to redress the balance. 
 
Transport 2000 supports all the points in recommendation 3, with particular emphasis on 
concessionary fares schemes, provision of information, interchanges, community 
transport and long distance coach provision. 
 
We support the concept of local authorities preparing regional public transport strategies, 
for this is the only method by which true integrated transport will develop on a local 
level, and the regional transport strategies should guide decisions on funding. 
 
Recommendations 6 – 9 would be addressed by an all-Wales PTA. 
 
Recommendation 10 is good marketing practice, designed to raise perceptions of public 
transport in general and brand awareness in particular.  A sense of ownership works well. 
 
We have addressed Recommendation 11 in earlier paragraphs relating to Key 
Performance Indicators and would welcome Recommendations 12 and 14 as being 
essential in proper targeting of effort and in the sharing of best practice.  
Recommendation 13 – We support wholeheartedly the concept of the involvement of 
user groups in the evaluation of schemes.  
 
Tests for Alternative Organizational Structures 
 
Our ideas and suggestions in this paper are well placed to meet the tests as follows: 
 
Relevance to area 
 


An all-Wales PTA with regional consortia made up of local authorities and user 
groups would meet the needs of the traveling public 


 
Accountability 
 


A PTA/PTE model would ensure effectiveness on a local level, with control at 
Executive level. 


 
Development of an integrated public transport network 
 


The NAfW’s ability to progress towards complete integration of all modes of 
travel depends very heavily on the acquisition of rail responsibilities from the 
SRA. 
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Quality of political decision making 
 


An all-Wales PTA with the NAfW as the governing body would empower 
politicians to make decisions, which would in turn attract able politicians at 
regional and local levels. 


 
Effective rail powers 
 


If responsibility for rail were to be taken over by the NAfW, the Assembly would 
be in a position to influence the operations. 


 
Effective bus powers 
 


Quality Partnerships and robust infrastructure would provide the incentive to 
integrating bus travel. 


 
Effective highways powers 
 


A PTA would render the Assembly in a position to link major highways with the 
local traffic management of county councils. 


 
Influencing land use planning from a public transport perspective 
 


County Councils would link into the PTA/PTE in regard to for land use planning. 
 
Impact on passenger travel 
 


The enhanced provision of information at national level, and the absorption of the 
existing consortia such as SWIFT into PTE would have an enormous impact.  
SWIFT has detailed knowledge of its own area and, given the empowerment of a 
PTA structure, would be able to implement integration at local level. 


 
Impact on Freight 
 


If responsibility for rail matters were taken over by the Assembly, the transfer of 
freight onto rail would be more easily managed, with the consequent reductions in 
emissions. 


 
Capital 
 


A PTA/PTE structure has the advantage of greater leverage in securing the proper 
funding for investment in rail and bus elsewhere in the UK. 
 
 
 


ME/SJ 12 October 2001 
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TGWU response to National Assembly’s Policy Review of Public Transport 
 
The Transport and General Workers Union is delighted to make a formal response to 
the Consultation Report on the National Assembly’s Policy Review of Public 
Transport. The TGWU is the largest Transport Union in Wales representing 
thousands of people working within Wales public transport systems. We also 
represent transport workers outside of public transport including those employed 
within Road Haulage, Civil Air Transport and Docks and Waterways.  
 
Our response focuses on the 14 recommendations contained within the report and is 
outlined below. 
 
Recommendation 1: that a quality kite mark be developed as part of the work 
being undertaken on quality partnerships and contracts, initially covering bus 
services, and extended to include community transport, rail, and other modes. 
 
We welcome the development of quality partnerships in Wales, and the 
recommendation of the Consultation Report of the possibility of developing a quality 
standard or kite mark. However, we believe that in the rest of the UK there will be a 
move towards introducing quality contracts in the next few years as in Scotland. We 
therefore believe that it would be more beneficial to introduce quality contracts now 
rather than introducing quality standards or kite marks. 
 
Recommendation 2: that the National Assembly, local authorities and transport 
operators should address historic levels of under investment in public 
transport. 
 
We agree that it is important that the historic levels of under investment are 
addressed. However, it is also import to recognise that there has also been massive 
under investment in the education and training of the employees who work in the 
industry. Also since deregulation of the industry the ‘real’ earnings of employees has 
declined, and unless this is redressed there will not be the required number or quality 
of employees and the proposed improvements will not be achieved.  
 
Recommendation 3: that the National Assembly and local authorities working 
together with operators, passengers and other stakeholders take forward these 
priorities as funding allows. 
 
We are in general agreement with the key items highlighted for future priority, as 
funding allows, and we would support the call by the Welsh Consumer Council for an 
all Wales group to represent bus users. However, we could only support this 
proposal, along with any establishment of an overarching group to cover all modes of 
public transport, if all the relevant trade unions were represented on these bodies. 
The omission of any reference to employees and their representatives when 
discussing other stakeholders in this section of the Consultation Report is a matter of 
grave concern to us. The success of these priorities will be dependent to a large 
extent on the effectiveness of the consultation and involvement of the people who 
work in the industry, and their representatives. 
 







Recommendation 4: that local authorities prepare regional public transport 
strategies by April 2003 reflecting bus strategies (which are a statutory 
requirement) and including developments on rail and community transport. 
These should be prepared on a regional basis to reflect travel patterns insofar 
as possible. 
 
At our last Biannual Delegate Conference we supported the involvement of our 
members both as employees and also those involved in local politics to actively 
engage in the development of Local Transport plans. The integration of all types of all 
modes of transport will be needed to ensure the needs of different communities are 
serviced. In rural areas especially we do believe that accessibility will be a key issue 
along with affordability. 
 
We welcome the growing trend of public accountability and ownership in state and 
local state supported bus services, and to re-establish public control over local public 
transport. We therefore would be supportive of integration of services across local 
authority boundaries, and that all-regional consortium should follow this path of 
action. 
 
 
Recommendation 5: that regional transport strategies should guide decisions 
on funding made by the National Assembly and such investment should be 
targeted alongside local authorities’ own investment to achieve maximum 
effect. Additional expenditure on transport would be justified only on this basis 
and where results can be monitored and evaluated. 
 
We agree that it should be the role of the National Assembly to set the overall vision 
for and provide leadership for public transport in Wales. That the regional transport 
strategies should guide decisions on funding made by the National Assembly. 
However, we believe that investment on buses provided by the National Assembly 
should be linked, if possible, to the introduction of quality contracts, rather than 
quality partnerships. 
 
Recommendation 6: that each consortium agrees with partners, including the 
National Assembly, how objectives in the regional public transport strategies 
will be delivered, taking into account linkages with Local Transport Plans 
including cross-border travel patterns) and the availability of funding. 
 
We agree that the development of improved public transport ultimately rests with the 
local authorities in their role as transport authorities, and that they cannot work in 
isolation to ensure that a comprehensive transport system is provided.   
 
The existing voluntary regional consortia initiatives are supported but we believe it is 
time to establish these on a formal basis, ensuring that the have adequate resources 
to carry out their role.  
 
Recommendation 7: that local authorities consider how they would establish 
more robust regional consortia building on existing arrangements so that the 
National Assembly’s vision and regional public transport strategies can be 
implemented, taking account of local needs and the availability of resources. 







 
The suggestion that “compacts” be drawn up between local authorities within the 
consortia and National Assembly is generally welcomed. However, the Consultation 
Report states that these agreements would need to cover the role of all partners 
(including bus and railway companies) and the decision making and accountability 
roles of local authorities within the consortia. We would want to assured that any 
such mechanism would enshrine meaningful involvement and consultations of 
employees.    
 
Recommendation 8: that as part of this consideration local authorities and the 
National Assembly Cabinet should consider how individual authorities under 
relevant legislation, e.g. Best Value, would be affected and whether there is the 
possibility of using existing legislation to place consortia on a statutory basis. 
 
We would welcome putting consortia on a statutory basis, subject to the reservations 
in the previous response. 
 
Recommendation 9: that the National Assembly Cabinet considers with local 
authorities how it should be represented on each consortium and agree the 
remit of its representatives. 
 
We agree with this recommendation but would like to see employee representatives 
sit on these consortia as a right. 
  
Recommendation 10: that the consortia raise their profile amongst passengers 
by developing their own “branding” linked to quality services. 
 
Experience from other areas of the country has taught us that if we are to get people 
out of cars and onto buses then reliability and the safety of all stages of the journey 
undertaken by public transport, is a key factor. This requires having properly trained 
and motivated staffs that will be able to provide that service and make passengers 
feel safe and secure. We feel there is no point in improving the branding of public 
transport until theses issue are addressed. 
 
Recommendation 11: that the National Assembly and local authorities agree on 
evaluation framework for measuring the benefits of targeted public transport 
investment at national, regional and local levels, focused on delivering 
improvements and avoiding future mistakes. 
 
We agree that it is essential that all investment in public transport policies and 
programmes are monitored effectively. But monitoring should also take place to 
ensure that all the transport operators make an reasonable economic contribution to 
delivering improvements, the main costs should not fall on the local authorities 
 
Recommendation 12: that evaluation results of public transport policies, 
programmes and individual schemes across Wales be collected as a body of 
evidence of ‘what works in Wales’ over time, providing a base for future policy 
development. 
 
We agree with this proposal provided the ’evidence’ is publicly available. 







 
Recommendation 13: that passengers be involved in drawing up the evaluation 
frameworks, and involved early on in evaluating individual public transport 
schemes. 
 
Passengers, are users of the service, and therefore have an import part to play in the 
evaluation framework. But the people who work in the industry have an important 
contribution to make to the evaluation framework. We would therefore want to see 
employees formally involved in the evaluation of public transport schemes. 
 
Recommendation 14: that all those involved in planning and implementing 
public transport policy in Wales should learn about what does and doesn’t 
work elsewhere, and consider how we can learn from this in developing more 
effective public service in Wales. 
 
We would agree with this recommendation provided that employees are fully involved 
in obtaining and assessing any public transport policy. 
 
Transport & General Workers Union 
Transport House 
1 Cathedral Road 
Cardiff 
CF11 9SD 
 
Tel: 029 20394521 
Fax: 029 20390684 
www: tgwu.org.uk 
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Responses to the Review of Public Transport in 
Wales 


Observations offered byProfessor Austin Smyth Transport Research Institute Edinburgh 


 


The Transport Research Institute, Napier University is grateful for the opportunity to offer 
comments on the Policy Review of Public Transport drawn up by the Environment Planning and 
Transport Committee, The National Assembly for Wales. We would be happy to develop our 
observations on experience with examples of alternative structures both within the UK and abroad, 
in discussion with the Committee.


This Policy Review of Public Transport reflects the increased profile which transport issues have 
attracted throughout the UK over the last four to five years but also the disappointment widely felt in 
translating laudable rhetoric into real improvements on the ground. Moreover, the fragmented nature 
of the public transport sector has been the source of much concern in attempting to realise the full 
potential of the system. 


The review includes is based on a number of discrete sections. It includes a variety of statistics with 
a standard breakdown:


●     Journeys per person year 


●     By mode 8% Non Car / Walk 


●     Mode of travel to work 74% Car 


●     Comparison of amount of travel per person 


●     Mode descriptions, concentrated on bus 


●     Review of the amount of travel, costs and trends by the individual modes. 


It notes most bus users are less likely to be car owners than with other public transport modes. 
Conclusions relating to the availability of cars to bus users, disability and age as particular reason for 
using non car modes are provided. Reference is made to the impacts of Disability Discrimination 
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Act. It then goes on to provide a review of the role of the Assembly and the role of local authorities. 
It notes the statutory roles granted to the Welsh Assembly under the Wales Act, and subsequently 
under the Transport Act 2000. The National assembly has responsibility for:


●     Concessionary Fares 


●     Funding the local authorities infrastructure through the infrastructure grant. 


It also provides a review of existing structures by Welsh region, the existing organizations, involved 
in the delivery of transport services; and in particular the voluntary organizations involved. The 
summary also includes a number of consortia of organizations mainly authorities, eg. SWIFT, six 
authorities including Bridgend. Alternative organisational structures are considered. These include a 
review of the role of the Welsh Assembly in the delivery of a wider range of services. A strong case 
is made for leadership at an all Wales level.


The document sets out a Transport Framework and a vision for developing a national [Welsh] 
approach to integrated transport. The review highlights Roads represent 83% of the total local 
authority budget – Public Passenger Transport 8%. The Vision as set out in the document offers an 
outline programme of investment and key projects. The Vision is set out in terms of: 10 year 
objectives and generally making services more attractive (no time period). The review defines 
quality as being: time, frequency, reliability, rolling stock age and appearance, accessibility of 
vehicles, personal security. It also sets out the potential elements of quality management and quality 
transport routes. Impressing the importance of achieving recognized quality standards – such as the 
‘kite mark’. Monitoring and evaluation would involve an agreed evaluation programme, a dataset of 
what works in Wales while passengers would also be involved in the evaluation.


The Welsh Assembly review has also recognised the current limitations in its ability to effect 
change, reflecting the distribution of power between the Assembly and Westminster and between 
local government, the Assembly and U.K. government. Unlike Scotland or Northern Ireland the 
Assembly has much more restricted statutory responsibility and executive authority in the transport 
sector. For instance, Scotland and Northern Ireland enjoy autonomy over road infrastructure spend 
while Northern Ireland has fully authority over the region’s rail network and, given the fact that all 
public transport is state owned and fully regulated, almost complete power to determine policy 
implementation as well as broad strategy principles. 


The review sets out a vision for public transport which emphasises the 1998 UK White Paper 
sentiments. The underlying theme in the review is promotion of integrated transport. An immediate 
difficulty lies in relation to power and or influence over rail services. Essentially the Welsh 
Assembly has little say in the development of rail services in the principality although anticipated 
reform of TOC operating boundaries does go some way to addressing the mismatch between the 
spatial structure of the passenger rail business and the travel needs and patterns of importance to 
Wales.
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The push for quality is laudable while the kite mark concept at least attempts to draw attention to 
best or worst practice. The review examines a number of voluntary arrangements in the delivery of 
public transport in Wales but identifies a requirement for further work to establish the impacts of 
widespread use of existing arrangements. The factual analysis of alternative models is simply that - 
factual. and offers little insight into the practicalities of as well as advantages and disadvantages of a 
variety of very different models currently in use in other parts of the UK. The review does offer an 
assessment of selected alternatives for Wales, including an all Wales PTA a regional PTA and 
enhancement of existing partnership arrangements. This review however relates to structures not 
delivery or workings.


The section dealing with monitoring and evaluation is pertinent and does point the way to some 
badging of quality. It is noteworthy in this regard that the public sector has been subject to such 
concepts for many years. For instance, in Northern Ireland all rail and bus services are monitored 
and passengers satisfaction levels published by company and route sector. Chartermarks are awarded 
for specific examples of good practice while the operator is required to compensate bus and rail 
passengers for poor performance.


The Welsh Assembly’s role is essentially through guidance to local authorities in their production of 
local transport plans as led down by Westminster. Its importance is underpinned by control over 
local authority infrastructure spend and revenue support for concessionary fares. We do however 
believe that geography and other background considerations, in addition to existing GB regulatory 
and control frameworks, will conspire to severely constrain the Assembly’s ability to realise its 
modal split targets for both passenger and freight. Moreover the structure of the public transport 
industry as well as current regulatory arrangements limit the influence local authorities can have 
over operators in their area.


We concur with the view expressed by the Assembly that the challenge of reversing the decline in 
public transport patronage overall requires more concentrated action through a partnership between 
operators, local authorities and the National Assembly (Chapter 2 p.11) Addressing the challenges 
posed in the Chapter on Vision and Quality requires more specific inputs than those set out on p20. 
The potential for formation of enlarged consortia of authorities to improve the effectiveness of 
policy is worthy of merit although here again much more detail is required if the concept is to be 
turned into effectively delivery of the Assembly’s vision for Welsh public transport. 


The concept of a Welsh PTA has considerable attraction although advice on a model for a Scottish 
Highland and Islands authority came down against such a structure for the Scottish Highlands. An 
argument exists for a Welsh PTA as addressing the imbalances between North and South Wales. A 
model that is specifically designed to meet the needs of the entirety of Wales could follow that 
outlined by the Welsh Transport Advisory group in 1999.


Wales is also probably too small to sustain two authorities, one for the South east and one for the 
remainder of the country. A regional PTA could also have adverse consequences for more rural 
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areas. A Welsh PTA would also have to achieve authority over Welsh railways, something which 
the Scottish Executive, while managing the flow of funds for Scottish railways and thus increasingly 
visible as responsible for overall funding of Scottish railways, has thus far failed to achieve. 


Nevertheless the Scottish model has advantages over existing Welsh arrangements in relation to 
railways and road infrastructure. However the bus industry in Scotland remains fragmented and the 
country is too large for an all Scotland PTA/PTE. It is also important to recognise that inter regional 
or local authority rivalries will tend to limit room for coordination in the absence of centralised 
powers for such activities as revenue allocation responsibilities. Moreover, in relation to railways the 
limited authority enjoyed by the Scottish Executive, as distinct from an increasing responsibility, 
does point to increasing tensions in the future as spending constraints tend to bite most strongly on 
schemes intended to improve or simply maintain large loss making routes, so typical of Scotland and 
Wales.


 


 


Austin W. Smyth Ph.D.


Professor of Transport Economics


Transport Research Institute


October 2001
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Siwan Davies 
EPT Committee 
The National Assembly for Wales 
Cardiff Bay 
Cardiff 
CF99 1NA 
 
 
Tel: 029 2043 0265 
Date: 12 October, 2001 
 
 
 
Dear  Siwan 
 
 
RESPONSE TO THE NATIONAL ASSEMBLY FOR WALES EPT COMMITTEE 
CONSULTATION REPORT – POLICY REVIEW OF PUBLIC TRANSPORT 
 
In connection with the above our response is as follows: 
 
a) We have had a meeting with Mr. Denzil Jones concerning possible organisational changes in relation to     
    funding rail services in South East Wales.  
 
b) We support the response from Swift & Tiger in respect of not adopting at this time a PTE model for South  
     East Wales, but instead adoption of a Transport Board to oversee Public Transport and other transport issues  
     as suggested in Appendix 3 of their document. 
 
 
Yours sincerely,  
 


 
 
Tom Clift 
Managing Director 







 





		Managing Director 






 
     Wales Association  
    Cymdeithas Cymru 


 
Our Ref : DMM/eht. 
 
11 October 2001 
 
Environment Planning & Transport Committee 
National Assembly for Wales 
Cardiff Bay 
Cardiff 
CF99 1NA 
 
 
Dear  Sir 
 
Environment, Planning and Transport Committee Consultation Report 
Policy Review of Public Transport 


 
Please find below the ICE Wales Association’s summarised views, as formulated by 
its Transport Professional Interest Network (TPIN), headed by Keith Thomas, 
formerly Director of Highways at the former Welsh Office. Due to the EPT Committee 
Adviser role of our  Executive Secretary, he has, for obvious reasons, not been 
involved with this response, which is authored by TPIN, in order to preserve his 
independence relative to any further Adviser work on the Review.  Our views are 
expressed in overall terms, rather than commentary upon specific proposals. 


 
The document is welcomed as a vehicle to generate ideas, but it is lacking in 
positiveness and firmness. Perhaps this is inevitable in a document intended to 
review policy, as opposed to delivery, but particularly in the field of public transport, 
the two are intertwined, and the first cannot be satisfactorily measured or evaluated 
without clear views on the second. 


 
For example, it is clear that dramatic, and planned, early modal shift must be 
achieved if ten year objectives are to be met. From the document, it is unclear how 
modal shift is to be achieved. There are a few carrots but no sticks. Both 
professionally, and intuitively, we do not see how modal shift will result from mere 
exhortation. We are concerned that, three years after HMG’s White Paper on 
Transport, the changes are not significant, or noticeable, and that traffic growth 
appears to proceed unabated. If the remaining seven years of the first ten year 
period perform similarly, we will have been totally ineffective, and judged to be so!  


       
        The Institution of Civil Engineers                                                       Sefydliad y Peirianwyr Sifil 


               Suite 3, Bay Chambers, West Bute Street,                                        Siamberi Bae, Gorllewin Stryd Bute  
         Cardiff Bay, Cardiff, CF10 5BB                                                Bae Caerdydd, Caerdydd, CF10 5BB   
            Tel / Ffon : 029 2063 0561                                                        Fax / Ffacs : 029 2063 0666  


             Email / Ebost: denysmorgan@constructionplus.net  
             Registered Charity Number / Elusen Gofrestredig Rhif 210252 
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Brave policy decisions are needed by the policy formulators, both nationally and 
locally. Carrots are certainly advisable, but a clear recognition is needed that sticks 
are unavoidable, if a real difference is to be made. 
 
Transport planning clearly must take place on a regional basis within Wales. We 
believe the all-Wales dimension is too big for other than broad brush strategy, and 
obscures considerable travel patterns, and journey to work differences, between 
regions of Wales. Individual Local Authority areas are far too small. Transport 
planning for Wales can sensibly be achieved via four regional areas, reflecting, 
where appropriate, complete “journey to work” areas, and / or rural problems of 
dispersion and accessibility, and the solutions necessary in each case.  
 
Initially, expanding the regional consortia, as they exist and can be strengthened, 
particularly with respect to NAW / Consortia member interactions, seems the 
sensible way forward. There is scope for regional Transport Plans, perhaps growing 
out of existing LA Plans, and consortia objectives, similar to some metropolitan areas 
in England. Again, initially, the consortia, suitably strengthened, could be the primary 
source. 
 
The options put forward need to be positive and strong organisations, with the power 
to act and to achieve objectives. Inclusivity and partnership working is all well and 
good, but “someone” must be responsible, and accountable, for performance and 
delivery. At present these are separated. Procurement must take place hand in hand 
with “street” services. Fundamentally, however the organisational structure debate 
turns out, organisations need positive and planned finance over a rolling ten year 
horizon, with powers to co-ordinate, and direct, if necessary. The concept of “binding 
compacts”,  promulgated by some  contributors to the Review, has attractions. 
 
To guarantee a sound financial base, we believe that hypothecation (proposal 4.8) is 
long overdue and should be agreed. Priorities need to be established on a regional 
basis, and schemes conceived and executed as “cross-border” projects, not 
constrained by boundaries of too small (for this purpose) LA’s. If LA’s are funding a 
large part of the finance source, there could be difficulties, and “direction” may 
become necessary. NAW hypothecation of finance to strengthened consortia may be 
one solution, which, as we understand it, is not too far removed from the Transport 
Grant regime as experienced and practiced over the last few settlements. 
 
The ICE is interested, of course, in major “new build” projects to support PT, and 
these would lend themselves to  TG type finance distributions. What seems to be 
always overlooked is that buses, providing the vast bulk of Welsh PT services, 
operate predominantly on LA roads, which are in a parlous state of maintenance 
after many years, under successive Administrations, of chronic underfunding. Major 
injections of finance into major structural renewals of the existing assets must now 
take place alongside the provision of new assets. To the extent that money does 
now seem to be trickling through for this purpose is welcomed by ICE, whose 
members would play a large part in infrastructure structural maintenance delivery. 
Naturally, we would urge that the trickle becomes a stream, given both the backlog, 
and the increasing demands upon the network. 
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Efficient and comfortable road based PT, in addition to adequate maintenance, 
requires an attack upon congestion where it occurs. ICE fully support steps to give 
preferential treatment to high occupancy vehicles and urge greater policy and 
financial support for such schemes. Effective interchange needs much attention. 
There are a few good exemplars in Wales, but, in the main, interchange in most 
urban areas is substandard, inefficient, poorly laid out, planned and designed. ICE 
members would wish to play a full part in developing creditable 21st Century facilities 
for Wales, which need significant capital investment over a protracted time scale. A 
rolling ten year plan, to provide world class interchange, passenger information, and 
passenger comfort, must be instituted to replace  the limited, unimaginative, 
utilitarian facilities to date.  Public safety and security must be factored into these 
designs. We consider that each significant population centre in Wales should expect 
such investment over the Plan period. We also feel that this investment should be 
“public purse”, given that the fragmented private sector operator regime is unlikely to 
deliver infrastructure improvements of the type required. The operators contribution 
should be expected in the form of high quality, low age rolling stock, both road and 
rail. We would welcome stronger Quality Partnerships to deliver this. 
 
We would also wish to address the issue of engineering and transport planning and 
traffic management skills and their shortages. This is becoming a serious problem, 
and one capable of frustrating the delivery of policy maker’s objectives, even if 
finance is available. We would like to work with the Administration in developing 
positive and proactive programmes to recruit, train, and then retain, those staff 
necessary to deliver rolling ten year objectives. Given the “gestation period” for 
producing a raw engineering graduate, or technician, the next five years is bound to 
be difficult. However, adequate planning, and intervention in the system now, could 
help ease the five year plus time period, providing home grown expertise, avoiding 
the need for massive “importation” of skills which will otherwise be the only solution. 
We know that, following the meeting between the Minister and ICE representatives, 
our Executive Secretary has written a paper on skills issues in the construction 
industry, as requested,  for the attention of the Minister and her officials. We would 
be pleased to follow that up, and help in whatever way we can to resolve the 
developing problem. 
 
One manifestation of skills shortage, as pre-LGR experts from LG retire and are not 
directly replaced, added to the “haemorrhaging” of some staff to “tiger” economies 
such as Eire, particularly from West Wales, is the increasing difficulty in staffing up to 
deliver ITS objectives. This further pressurises individual LA’s to consider regional 
consortia pooling of expert staff for purely practical, as well as policy planning 
reasons, and this should be bourne in mind. 
 
This response is being finalised as the news of Railtrack’s collapse is breaking. We 
suggest that a golden opportunity has presented itself! One of the weaknesses of the 
Wales Transport Strategy is that the NAW only control road policy and expenditure, 
and have influence, but no control, over rail, air or water. Railtrack’s operations in 
Wales should transfer to the NAW forthwith, giving the opportunity for real 
integration, with both road and rail controlled, in strategy and policy terms, in one 
place. This would be a massive step forward in Welsh transport planning, and we 
recommend it.  
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Service delivery could be focussed through the strengthened consortia, to NAW 
policy direction, bringing service delivery closer to the customer, always an 
admirable principle. 
 
We hope you find these generalised comments of help and support. ICE would wish 
to be involved fully in your implementation plans and pledge our support to realising 
the objectives of a transformed 21st Century public transport system. You will know 
that our Executive Secretary stands ready to help in Expert Adviser or other 
supportive roles, and can be called upon at any time. 


 
Yours sincerely 
      
Chris Harris 
Chair, Wales Association 


 
 
 
 
 
 
 
 
 


 








Our ref:  NA/KH        
 
12 October 2001  
 
Siwan Davies 
Environment Planning & Transport Committee 
National Assembly For Wales 
Cardiff Bay 
CARDIFF               
CF99 1NA 
 
Dear Ms Davies 
 
Re National Assembly For Wales Policy Review of Public Transport 
 
Thank you for giving the Board the opportunity to comment on the above consultation 
paper. 
 
These comments have been prepared following a discussion by the Board’s 
Executive and have been agreed by those members of our Board who sit on our 
Strategy Sub Board.  The comments are supported by the following documents:- 
 


• Paper commissioned from Professor Stuart Cole from Glamorgan University 
specifically in response to this consultation paper to illustrate further the 
comments made. 


• Sustainable Transport For Tourism Wales – Campaign Report and 
Conclusions on the development of Public Transport Tourism.  This is a 
campaign which brings tourism interests and public transport operators 
together to promote the use of public transport by the visitor.  WTB has, in the 
past, supported the campaign and is represented on their steering group. 


• Tourist Friendly Transport Interchanges – A report by John Davies of DSW 
Rail that was commissioned by the Sustainable Transport for Tourism 
Campaign to draw up criteria for the development of tourist friendly transport 
interchanges. 


 
Travel is an integral part of tourism, yet tourism travel has special characteristics with 
tourists’ needs not always the same as those of local residents.  Unless the special 
characteristics of tourism travel are recognised by both policy makers and public 
transport operators, there will be limited success in trying to encourage more of our 
visitors to utilise public transport. 
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Siwan Davies 
 
12 October 2001 
 
 
The special needs of tourists can be grouped under the following headings:- 
 


• Information – The visitor requires a one stop shop for travel information, 
which provides information from journey start to journey finish, incorporating 
train and local bus information to get them to their final destination. The 
provision of multi-modal information from a single point is essential, not only 
should this include trains and buses but also phone numbers of suitable taxi 
services where there is only a limited bus service.  On bus service information 
should be provided electronically on the name of bus stops and what 
destinations they serve such as a visitor attraction or museum to assist visitors 
who are unfamiliar with an area. 
 


• Integration – Train and bus services need to be integrated in terms of 
timetabling to facilitate a visitor travelling from London to reach their final 
destination using train, bus and possibly taxi.  Through ticketing to cover both 
train and bus are essential with a simplified, easier to understand fare 
structure for the railways.  The use of exact change on local buses 
discourages use by visitors and infrequent local users and therefore should be 
avoided. 


 
• Passenger Interchanges – The visitor is likely to be burdened down with 


luggage, they may well have young children with them or could be impaired in 
terms of their mobility due to age or physical disability.  The ease with which 
they can change between modes from train to bus or taxi will be critical to 
determining their experience of public transport and whether they would wish 
to use it again. 
A paper delivered by Professor Stuart Cole at a conference at Aston University 
suggested the following criteria for seamless interchanges:- 


- Clear, comprehensive information on the interchange 
characteristics; 


- Ease of movement (particularly for those with heavy luggage or 
young children); 


- Secure parking for cycles, cars and motorcycles; 
- Undercover links between modes; 
- Clear directional signs; 
- Short walking distances; 
- Good timetable displays; 
- Well maintained litter and graffiti free infrastructure, clean toilets etc; 
- Personal security; 
- Left luggage; 
- Car Hire Provision. 
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• Investment – Before significant efforts can be made to promote public 
transport to the visitor there will have to be a very significant increase in the 
quality of public transport in terms of reliability, quality of rolling stock and 
value for money, to match the expectations of those familiar with the quality 
public transport to be found in Germany or the Netherlands.  In this context, 
the proposed quality “kite mark” is to be particularly welcomed. 


 
Currently only a small percentage of all UK trips to Wales are by public transport – 
4% by train, 4% by regular coach/bus and 3% by organised coach tour – out of a total 
of 10.9m trips in 1999.  A far lower proportion that the equivalent figures for England 
and Scotland.  It will only be possible to achieve a significant modal switch to public 
transport by visitors if we are able to offer them a fully integrated public transport 
system with quality services that are reliable and which recognise and meet their 
special needs. 
 
WTB welcome the Assembly’s vision for public transport to be integrated, accessible, 
affordable and a favoured mode of transport for the people of Wales.  The vision 
statement could however also include reference to visitors to Wales. 
 
It is imperative that tourism interests are represented in whatever organisational 
structure for transport planning that is adopted if the special characteristics of tourism 
travel are to be taken into account.  Establishing a Passenger Transport Authority for 
Wales would appear to be the best option to ensure a more strategic approach to 
public transport planning, though this would need to recognise the special needs of 
South East Wales. 
 
WTB would welcome Recommendation 1 that a quality kite mark be developed, 
initially covering bus services and extended to rail and other modes.  This, providing 
it was rigorously applied, should help drive standards up so that public transport can 
be marketed to the visitor with greater confidence.  To deliver this improvement in 
quality will also require Recommendation 2, that the historic levels of under 
investment in public transport are to be addressed. 
 
From a tourism perspective, the following priorities identified in Recommendation 3 
are particularly welcomed:- 


• Pilot “all mode” information centres across Wales.  WTB’s own Destination 
Management System will have a role to play in providing comprehensive 
information to the visitor via the internet; 


• Develop interchanges between modes of public transport; 


• Develop park and ride facilities; 


• Improve long distance coach provisions in Wales. 
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WTB also welcomes Recommendation 11 that the National Assembly for Wales and 
local authorities agree an evaluation framework for measuring the benefits of 
targeted public transport at national, regional and local levels but would ask that the 
special needs of tourists are built into the framework. 
 
WTB has, for a long time, been concerned about the difficulties cyclists face on 
travelling with bikes on public transport and some years ago commissioned the study 
Bikes on Trains from Swansea Institute.  If we are to promote more sustainable forms 
of tourism, we need to make it easier for visitors with bikes to utilise our public 
transport, this may well require investment in new rolling stock  
 
Finally, I would quote the following passage from Bill Bryson’s “Notes From A Small 
Island” which graphically illustrates the perils that face the tourist trying to travel 
around Wales by public transport. 


 “The bus dropped me in the centre of town near the terminus of the famous 
Blaenau Ffestiniog Railway, now a private line run by enthusiasts and which I 
hoped to take through the cloudy mountains to Porthmadog.  The station 
platform was open, but all the doors to waiting rooms, toilets and ticket halls 
were padlocked and there was no-one around.  I had a look at the winter 
timetable hanging on the wall and discovered to my dismay that I had just 
missed – literally just missed – a train.  Puzzled, I dragged my crumpled bus 
timetable from my pocket and discovered with further dismay that the bus was 
actually scheduled to arrive just in time to miss the one midday train out of 
Blaenau.  Running a finger down the rail timetable, I learned that the next train 
would not be for another four hours.  The next bus would follow that by 
minutes.  How could that be possible and, more to the point, what on earth 
was I supposed to do with myself in the Godforsaken, rain-sodden place for 
four hours?  There was no possibility of staying on the platform.  It was cold 
and the rain was falling at such a treacherous slant that there was no place to 
escape it even in the furthest corners”. 
 


If you have any queries regarding the above comments, please do not hesitate to 
contact me. 
 
Yours sincerely 
 
 
 
 
 
Nigel M Adams 
Head Of Development Planning 
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POLICY REVIEW OF PUBLIC TRANSPORT 
RESPONSE BY THE WALES TOURIST BOARD 


 
 
1. INTRODUCTION 
 
1.1 The Policy Review of Public Transport does not specifically focus on the 


needs of tourists travelling to/from and within Wales.  The WTB hope that the 
final report of the Environment, Planning & Transport Committee into public 
transport will highlight the points made in this response regarding the special 
characteristics of tourist travel.  There are, however, several aspects of public 
transport in the report where provision for tourists becomes an important 
element in achieving integrated passenger transport; and a change in modal 
split from the motor car based on a quality and level of provision, which 
persuades the traveller to change. In its response the WTB seeks to highlight 
how these aspects can best be improved to achieve that objective. 


 
1.2 The Αtourist≅ is a traveller with many objectives - leisure, of course, but 


including not only those on longer distance infrequent holiday but also sports 
and entertainment linked trips. This form of travel also includes retail shopping 
and business travel. In general it excludes those making regular work, 
education and health related journeys although it is recognised that some trips 
will be multi-purpose.   


 
1.3 The Review and the responses it seeks to identify are:- 
 


∃ Short term changes within the existing statutory, regulatory and 
organisational framework which would facilitate the delivery and take-up 
of improved and integrated services. 


∃ Longer term changes to the statutory, regulatory and organisational 
framework relating to public transport which would facilitate the delivery 
of improved services. 


 
 
2. SUMMARY OF POLICY REVIEW 
 
2.1 The Review focuses on the following areas:- 
 


∃ Identifying quality standards for public transport enabling improvements 
to be measured. 


∃ Assessing the potential of existing organisational structures to deliver 
such improvements. 


∃ Analysing alternative regional organisational structures, before making 
any recommendations on changes needed to the existing structures. 


 
2.2 The Review contrasts the current problems with the provision of public 


transport in Wales with the needs of consumers. Perception of public transport 
is poor with a continuing modal shift from public transport to the use of the car.  
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 The most widely used form of public transport in Wales is the bus, however, 
passenger numbers are in decline. By contrast there has been a steady 
increase in rail passenger numbers despite the recent problems. 


 
2.3 The NAW vision for public transport is for it to be integrated, accessible, 


affordable and a favoured mode of travel for the people of Wales. They 
suggest that a quality Αkite mark≅ be developed for public transport services 
in Wales. They further suggest that regional transport strategies should guide 
decisions on funding made by NAW and that this be targeted alongside local 
authorities own investment to achieve maximum effect. Also they suggest that 
a number of projects could be taken forward such as Αall mode≅ information 
centres and interchange improvements. 


 
2.4 The Report assesses the existing voluntary regional transport consortia and 


their potential to deliver improved public transport at the regional and local 
level. They concluded that there is a need for leadership at an all-Wales level. 
They identified three options for Wales:- 


 
∃ An all-Wales Passenger Transport Authority. 
∃ A Passenger Transport Authority for south east Wales given its heavy 


pattern of commuting. 
∃ Develop existing partnership arrangements, while encouraging other 


innovative ideas to be identified. 
 


2.5 They recommend that there should be an evaluation framework for measuring 
the benefits of targeted public transport investment at national, regional and 
local levels, which contributes to a base of evidence for future policy 
development. The role of passengers is key and they should be involved in 
drawing up the framework. 


 
 
3. RATIONALE    
 
3.1 The key objective of integrated transport is to provide an accessible and 


affordable mode of travel which is both sustainable and becomes the preferred 
mode of travel in Wales. 


 
However, Wales has different spatial characteristics from densely populated 
urban areas (e.g. Cardiff - Newport, up to Merthyr and Ebbw Vale; Swansea; 
Wrexham), through major towns (Neath, Port Talbot, Llanelli, Aberystwyth, 
Llandudno) and important rural centres (Carmarthen, Haverfordwest, Castell 
Newydd Emlyn, Llandeilo, Brecon, Newtown, Ruthin, Denbigh) to Αdeep rural≅ 
Wales (Ceredigion, Gwynedd). The potential for transfer to public transport 
therefore, varies between urban and rural areas. But even such a difference 
can be narrowed.  


 
3.2 Improvements are required in the public transport system before car users can 


be persuaded to change and non-car owners be able to make reasonably 
timed and priced journeys. 
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3.3 In a study for the English Tourism Council, Professor Stuart Cole identified 


four ΑIs≅ which form the integration equation:- 
 


Integration = Information + Interchange + Investment 
 


The absence of any of the latter three elements will hinder or prevent the 
development of an integrated passenger transport system. 


 
3.4 The Wales Tourist Board would, therefore, wish to test any new organisational 


structure against these criteria on the premise that integrated provision of 
public transport is its aim. These criteria can be applied to those tests in the 
Policy Review (p.53) which relate to tourism and the role of tourism 
marketing:- 


 
∃ Relevance to the area. 
∃ Development of an integrated public transport network. 
∃ Effective rail and bus and highway  powers. 
∃ Influence on land use planning. 
∃ Impact on passenger travel (must be able to stimulate public transport). 
∃ Capital investment. 


 
3.5 By examining each of the three determinant criteria - Information, Interchange 


and Investment - the WTB believes the best organisational structure in terms 
of the tests can be obtained. 


 
 
4. INFORMATION - before departure, en route, on arrival 
 


4.1 Visitors, particularly those coming from overseas, need to know more 
than simply how to undertake the first stage of their journey. They need to 
know how to travel beyond any given intermediate transfer point and on to 
their chosen destination. Each mode of transport can provide information 
about its services, such as the National Rail Enquiry Service, airport hotlines, 
as well as coach and bus timetables and route planners. 


 
4.2 The drawback of this system is that whilst it works for single one-mode 


journeys, planning more complex travel in advance is not well served. 
Additionally, it assumes that all travellers are the same, and does not cater for 
differences in visitor types or specific markets such as people with disabilities. 
Any new system (e.g. PTI Cymru) will need to have multi-modal information. 


 
4.3 Train and bus operators have low budgets available to promote these modes 


when compared with car manufacturers. The majority of the public may also 
perceive car travel costs as being Αpetrol only≅ and, subsequently have little 
appreciation of the true costs of motoring, and the relative costs of train/bus 
options.   


                                                                                                                                                                   029 2047 5275    
 Ffacs Uniongyrchol/Direct Fax: 029 2047 5319 







4.4 Currently, the pricing structure of rail tickets (where cheaper fares can only be  
booked in advance) penalises both tourists making last-minute plans as well 
as those not aware that tickets bought on the day are more expensive. Greater 
information needs to be made available here with a simplified, easier to 
understand fare structure for the railways. Some of the train operating 
companies have also to stop penalising turn-up-and-go passengers with 
significantly higher fares than advanced booking, reflecting the British 
travellers= preferences. The SRA have to ensure such conditions in future 
franchise contracts. 


 
4.5 New technologies are being developed, including:- 
 


∃ Direct booking and travel information via the Internet. 
∃ Increasingly sophisticated computer systems. 
∃ Improved communication networks. 


 
4.6 These provide an excellent opportunity for local authorities and private 


operators targeting different market segments to acquire market and trends 
data which enable them to develop appropriate pricing solutions. It will also be 
possible to integrate information and provide a complete service, not only to 
face to face visitors but also to those enquiring by other communication means 
from across the world. Tourism Information Centres are an important resource 
to collate and impart this information, and local authorities will be able, under 
the Transport Act, to require bus and rail companies to supply Αreasonable≅ 
timetable information to them.  
 


4.7 The naming of bus stops and provision of on bus information on the name of 
stops and the destinations that they are serving will assist visitors who are 
unfamiliar with the area.  The use of GPS techniques will enhance the 
identifying of the particular bus and the correct direction of travel involved at 
bus stops.  Colour coded buses with associated road and diagrammatic route 
maps in urban centres on the lines of the Paris network would help visitors to 
large urban centres to utilise the public transport systems. 


 
4.8 The development of NRES and PTI Cymru as part of the Great Britain system, 


Transport Direct goes a long way towards the one stop shop. However, the 
system has made no move towards incorporating taxi service >phone numbers 
(licensed by county councils) which are essential in areas/at times of 
infrequent bus provision, particularly in rural areas in Wales. 


 
4.9 WTB’s Destination Management System in providing comprehensive 


information for visitors via the internet which will go live next spring and will    
incorporate an online facility to book tourism products, will have a role to play 
in providing all modal information to visitors. 
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5. INTERCHANGES  
 
5.1 High quality interchange facilities are an essential requirement to match the 


convenience of private vehicles. Particular attention needs to be paid to the 
ease of ticketing arrangements e.g. tickets that allow travel on different types 
of transport, and the physical environment of interchanges. 


 
a. Ticketing - The ability to purchase tickets for the entire journey, across 


all transport modes, needs to be improved, without introducing complex 
pricing structures that become a disincentive to travel. In addition, the 
case for issuing tickets allowing entry to certain attractions, as well as 
travel, needs to be considered.  The use of exact change on local 
buses discourages use by the visitor and infrequent local user. 


 
b. Physical Environment -  Tourists, usually with luggage, require ease 


and comfort when changing between transport modes, otherwise it will 
be difficult to persuade people of the benefits of using public transport. 
In order to make interchanges attractive and user-friendly, there is a 
need to provide for ease of movement; luggage storage facilities; 
secure parking for cycles, cars and motorcycles; undercover links; clear 
signage and timetable displays; short walking distances; well 
maintained facilities; and personal safety and security. 


 
5.2 The visitor is likely to be burdened down with luggage, they may well 
have young children with them or could be impaired in terms of their mobility 
due to age or physical disability. The ease with which they can change 
between modes from train to bus or taxi will be critical to determining their 
experience of public transport and whether they would wish to use it again. 


 
5.3 A paper delivered by Professor Stuart Cole at a conference at Aston University 


(2001) suggested the following criteria for seamless interchanges:- 
 


∃ Clear, comprehensive information on the interchange characteristics. 
∃ Ease of movement (particularly for those with heavy luggage or young 


children). 
∃ Secure parking for cycles, cars and motorcycles. 
∃ Undercover links between modes. 
∃ Clear directional signs, between modes and to local destinations (e.g. 


town centre, hotels). 
∃ Short walking distances. 
∃ Good timetable displays. 
∃ Well maintained litter and graffiti free infrastructure, clean toilets, etc. 
∃ Personal security. 
∃ Left luggage facilities. 
∃ Car hire provision. 


 
5.4 A report – Tourist Friendly Transport Interchanges(April 2001 by DSW Rail                
and Transport for Leisure deals in detail with these criteria and a copy is                    
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attached to this response. 
  
6. INVESTMENT 
 
6.1 Despite a significant proportion of the trunk road, air transport and ferry 


systems having been built within the last 30 years, there is still a need for 
major investment, particularly in bus and rail services and in by-passes for 
towns and villages which have a significant pedestrian/vehicle conflict. This 
will ensure that all components of the transport system can offer high quality, 
attractive alternatives to private vehicle use. This may often be through 
partnership between public and private sectors. 


 
6.2 Moreover, this investment can lead to an increased introduction of quality 


standards in public transport, which will highlight to passengers those 
operators who offer a high standard across their whole operation at an 
affordable price. 


 
 


7 INTEGRATION 
 


7.1 The ultimate objective is a high quality public transport service. The technique 
for achieving it is an integrated transport system. It is these two facets which 
lead to organisational decisions put into the context of issues discussed so far 
in this paper. 


 
7.2 Several characteristics apply to the visitor to and within Wales and the resident 


travelling inside Wales:- 
 


a) They often travel to different parts of Wales. 
b) They may wish to leave Wales at a location other than the one at which 
they arrived. 
c) They require comprehensive information on all international (including 
to/from England), national and local public transport services (rail, bus, taxi, 
and in some rural areas, community transport). 
d) They need to know how easy it will be to transfer from one mode to 
another at interchanges. 
e) They need to know how to complete that particular journey to its final


destination - friend=s house, holiday cottage, camp site, hotel, or just 
visit a town for the day - and where that Αlast lap≅ information (and 
possibly left luggage facilities) exists. 


f) They need reliability of service and predictability of journey times is 
essential. If bus, long distance coaches and rail operations are to have 
integrated timetables then traffic management schemes (e.g. bus priorities) on 
routes to/from railway stations become an essential part of the jigsaw. 
g) A provision of information, service quality and interface of services to 


enable all parts of Wales to benefit from the inward tourist. 
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8. ORGANISATIONAL STRUCTURE 
 
8.1 The WTB realises that the relationship between transport and land use 


planning is an important issue in the discussion of organisational structure. 
The WTB is, therefore, concerned about the outputs of such relationships and 
how, for example, new large entertainment, sport, leisure and holidaying 
facilities can be accessed by forms of passenger transport other than the car. 
This will provide the choice for the traveller - essential in the competitive 
tourism market. 


 
8.2 Currently tourism in Wales is heavily dependent on the motor car. This is 


highlighted in the annual transport statistics report from the National Assembly 
and the annual United Kingdom Tourism Survey.  In addition the Sustainable 
Transport for Tourism Wales Campaign Strategy report shows that for the top 
ten attractions in Wales, despite the critical mass of visitors, only 10% of their 
visitors arrive by bus, coach or train (and that influenced by the Ffestiniog 
Railway) .  


 
8.3 At the beginning of this report  the lack of specific mention of tourism was 


mentioned. The reverse is also true, that if transport services meet the needs 
of tourists, they will also serve local residents as well and it should be 
remembered that transport and the journey is seen by many of Wales visitors 
as part of the holiday experience. Its characteristics will enable travellers to 
enhance their enjoyment of the Welsh countryside which is a major part of 
marketing Wales as a tourist destination. It will also enable the people of 
Wales to enjoy travelling around their own country not only for leisure activities 
but also for day to day travel.   


 
The integration on a greater than local scale is required for the public transport 
network. 
 
 
9. RAILWAYS 
 
9.1 The creation of the Wales and Borders rail franchise by the Strategic Rail 


Authority is imminent. The Government=s recent decision to create a Scottish 
Railway with Scotrail providing trains and a new authority providing the track 
(reflecting the financial collapse of Railtrack in October 2001) is a parallel that 
may be valuable in Wales. The Rail Passengers Committee - Cymru has been 
pressing for the creation of a Railtrack zone - Wales to parallel the new 
franchise and there is a strong body of opinion supporting the transfer of 
responsibility for railways in Wales to the National Assembly.  


 
9.2 The logical progression from this position is to have as part of the NAfW a 


parallel body to that proposed for Scotland and a body which also parallels the 
Highways Directorate at the NAfW. This will put public transport in a strong 
position when bidding for funds. 
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9.3 The organisational structure this implies is that of a Wales passenger transport 


Αauthority≅ although the last word might be Αpartnership≅ or Αdirectorate≅. 
Its functions would be , on an equality basis throughout Wales to :- 


 
∃ provide national funding for public transport. 
∃ work with county councils on public transport capital funding for regional 


schemes through local passenger transport Αboards≅/≅statutory 
consortia≅ or Αstatutory partnerships≅. 


∃ provide a national public transport information system through 
developing PTI Cymru/Transport Direct. 


∃ take the outputs of a research project on the information needs of the 
independent traveller currently being undertaken by the Wales 
Transport Research Centre for NAfW. 


∃ Take the outputs of the “Tourist Friendly Transport Interchanges report 
(please see above) 


∃ ensure integrated bus and rail services in Wales with good seamless 
interchange facilities of equal high quality throughout Wales. 


 
9.4 At the regional level the rail franchises, bus companies, taxi firms and local 


authorities are all involved in the provision of local bus and taxi services. The 
spatial area of individual county councils has been seen as too small to 
provide appropriate public transport planning and has led in Wales to the 
creation of consortia of local authorities (TIGER, SWIFT, SWITCH, MWP and 
TAITH). 


 
9.5 These consortia have, (to degrees largely associated with length of time since 


their establishment) produced regional plans and expenditure programmes. 
They provide a link with land use planning, local roads and bus provision. The 
latter requires a statutory link with the rail providers and with the National 
Assembly=s (both rail and trunk roads) funding of major schemes using 
existing investment facilities. The “PTA” would ensure that a consistently high 
level of provision was achieved throughout Wales. This is essential if we are to 
encourage tourists to spread their destinations and their expenditure, and not 
concentrate themselves in large cities or at honeypots. An organisation that 
ensures that  passenger transport is of a high standard all over  Wales is 
required. Thus travellers feel reassured, as for example they feel in Sweden, 
The Netherlands or Austria that public transport works, the information is 
reliable and comprehensive everywhere, and that interchanges for 
countrywide through journeys are provided for and where the timetables and 
ticketing is integrated; but where the  need for local public transport to be 
organised locally and integrated into the national network is recognised . 
Wales is a small country and best practice lessons are more likely to be found 
in the states of the European Union with populations of under 10 million 
.Lessons for our urban centres may be found in comparative  cities, for 
example in Sheffield, Dublin, Gottenburg ,Vienna, Dresden, and Portland. 
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9.6 In the short term the WTB recognises that the public transport consortia of 
local authorities have made considerable advances in integrating public 
transport, and is the only model available with existing legislation.   
It will therefore continue to work with, and support  the consortia as it  did the 
work of Bws Gwynedd in the period before local Government reorganisation. 


 
9.7 In the longer term the WTB  would look forward to the  creation of formal 


statutory bodies for Wales and for the regions with requirements to integrate 
the provision of rail, bus, taxi, road and traffic management in ways best suited 
to their areas as the best way forward.  It will be essential however that 
tourism interests are represented in whatever body is established to ensure 
that the special characteristics of tourism travel are taken full account of. 
 


 
 
Prepared for the Wales Tourist Board by 
 
 
Professor Stuart Cole 
Director 
Wales Transport Research Centre 
University of Glamorgan 
 
October 2001  
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Introduction 
 
The Wales TUC is pleased to respond to the National Assembly Environment, 
Planning and Transport Committee Policy Review of Public Transport. The Wales 
TUC represents 55 trade unions in Wales with a membership of around 500,000 
people. 
 
Chapter 2  Context and Perceptions of where we are now 
 
Despite the poor perceptions of public transport in Wales, we agree that much has 
been done. The Wales TUC applauds the fact that the Assembly has given additional 
resources to Transport and addressed the issue of rail improvements in the first three 
years of its ten-year plan. 


 
Chapter 3  Vision and Quality 
 
It is important that quality is tangibly improved for the benefit of passengers. 
 
Regarding Key projects, 3.15, Wales TUC would be in favour of light rail schemes in 
town/city centres, park and ride, community transport, improvements in long distance 
coach provision in Wales and green travel plans. We also support passenger’s views 
being engaged in the first instance. 
 
In relation to Recommendation 3, Wales TUC agrees and that the good work of 
SWIFT/TIGER needs to be carried on. 
 
In ‘Delivering the Vision’, 3.16 – 3.20, Wales TUC agrees that improvements cannot 
solely come from within existing local authority boundaries. Much has been done 
within existing partnerships between local authorities and operators. Even wider 
boundaries such as those based on the four economic areas of Wales may produce 
greater strategic value. 
 
Chapter 4 The present situation, Consortia and investigation 


of them 
 
Regarding Recommendation 6, Wales TUC would agree and that the various 
Consortia need to have a more formal structure. We note that none of the consortia 
have their own separate existence or support staff and we would therefore recommend 
formalised secretariats. 
 
Regarding Recommendation 10 with consortia improving their profile and developing  
branding, Wales TUC would agree that emphasise must be given to building the  
profile of local consortia. 
 
Regarding 4.13 that there is an argument for rationalising existing consortia to four,  
reflecting the National Assembly’s economic for a boundaries, Wales TUC  
acknowledges that there is widespread support for this. 







 
Chapter 5 A ‘factual analysis’  


 
In 5.13, there is a view that South East Wales should have a Passenger Transport  
Authority established. The Wales TUC would accept that ‘a one solution fits all’  
approach would be inappropriate across Wales. One of the keys to successful PTA’s  
has been their lack of the rural/urban diversity that Wales is noted for. For example  
the South Yorkshire PTA was effectively traced over a Metropolitan Council  
boundary. There is a strong view that South East Wales has to stand-alone and the  
Wales TUC would endorse this view. The Assembly should give thought to  
arrangements in other parts of Wales, for example North East Wales linking up with  
neighbouring English local authorities. 
 
In 5.15 – 5.17 there is a suggestion that to provide an all-Wales strategic leadership,  
(although not changing local authorities existing statutory powers) the National  
Assembly would need to explore further whether it could obtain powers of direction  
over the SRA on the lines of the Scottish model. The Wales TUC would agree  
providing ring-fenced monies are available from Central Government. 
 
 
Chapter 8 Invites views on alternate models e.g. All Wales 


PTA, PTA for 10 SE Wales local authorities, 
developing existing partnership arrangements, 
other innovative solutions. 


 
The Wales TUC suggests that consortia should be split into the four Economic  
Areas because of the strategic nature of the services and to guard against areas  
becoming too inwardly focused. These consortia should have a strategic reporting  
structure to the National Assembly for Wales. 
 
Wales TUC would re-iterate that should responsibility for Rail be delegated to the  
National Assembly for Wales, which we would endorse, then funds from  
Central Government would need to be ring fenced. 
 


Final Points 
 


Key Road Projects 
 
Wales TUC would wish to remind the Assembly that various studies have shown the 
need for a second M4 corridor in Newport. There is a feeling that this has rather 
slipped off the transport map and we would press the Assembly to re-visit this scheme 
urgently. 
 
There is now urgent need for the road into Pembroke to be dualled. If West Wales is 
to gain the economic prosperity we are all looking for, then improving the 
infrastructure will be as important for West Wales as the A55 upgrade to North 
Wales. 
 







Air Links 
 
The Wales TUC applauds the opening of the Vale of Glamorgan line and Rhoose 
station. In the long term however we are convinced of the need for a rail spur into the 
airport together with better, upgraded road links. 
 
 
 
 
 








THIS IS A TRANSLATION AND ANY REPLY MUST BE IN WELSH 
 


WELSH LANGUAGE BOARD 
27 September 
 
Environment, Planning and Transport Committee 
National Assembly for Wales 
Cardiff Bay 
CARDIFF 
CF99 1NA 
 
e-mail: environment.plan@wales.gsi.gov.uk
Our ref: 1762/RD/8/1/18(21) 
 
POLICY REVIEW OF PUBLIC TRANSPORT IN WALES 
 
Thank you for the opportunity to consider this document, and to express our 
views. This is our perspective as a body with statutory duties in relation to the 
Welsh Language. 
 
As far as the sustainability of the countryside and the more remote areas of 
Wales is concerned, the Board believes that a transport scheme linking all 
means of public transport is essential. We support the action already taken to 
attempt to integrate the timetables of different providers to facilitate the 
journeys of those who have to transfer from one bus to another or from bus to 
train. Innovative ideas, such as using post vans as local mini buses, also have 
an important contribution to make. 
 
With regard to the Welsh Language in particular, the link between society and 
language sustainability is evident, and public transport can determine the fate 
of local schools, shops or workshops. It also plays a key role in tourism and 
job creation. We should not forget that the Welsh Language is also a 
crosscutting priority for the Assembly – the Assembly has already accepted 
that creating a bilingual Wales is an attainable national goal and is committed 
to adopting policies which will support welsh communities and ensure that the 
Welsh language thrives within those communities. The transport scheme 
therefore is an excellent way of integrating many of the Assembly’s priorities 
in a holistic manner. 
 
With regard to a Welsh language service by transport providers, we are 
pleased to see that good practice has emerged during the review. So far, the 
Board has endeavoured to increase the use of Welsh in the transport sector in 
three ways: 
 
1. By encouraging transport companies (trains and buses) to develop a 


bilingual service, and by providing advice. Many companies have 
responded creatively by introducing timetables, signs and other 
information for passengers. Bilingual electronic messages are to be found 
in some stations and bus stops. But not all companies have been so 
supportive. 
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2. Railway regulators agreed to include expectations in relation to Welsh 


language services in the charter guidelines issued to railway companies. 
Compliance is voluntary, and some companies have responded better 
than others. 


 
3. Some County Councils have agreed to use their influence, in awarding 


contracts and overseeing services, to increase the use of Welsh by public 
transport providers. In many counties, for example, taxis and buses have 
bilingual livery. But this is not consistent. 


 
To make the most of the provisions available, we support the creation of a 
Passenger Transport Authority for Wales. As part of its role in overseeing the 
quality and continuation of services, we would wish to see the Authority 
offering guidance to the sector on Welsh language services. The quality of the 
bilingual service provided should be an issue for the good practice kitemark 
referred to in the document, whilst bearing in mind that providing bilingual 
services of a high standard is considered good practice in Wales. These 
expectations could be set out in charter form, which would be linked to the 
process of licensing and contracting services. This would result in consistency 
and good practice. We as a Board would be very willing to assist with this 
work. 
 
Yours sincerely 
 
 
RHYS DAFIS 
Head 
Public and Private Sectors Team 
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WELSH LOCAL GOVERNMENT ASSOCIATION 
 


RESPONSE TO 
 


THE NATIONAL ASSEMBLY FOR WALES 
ENVIRONMENT, PLANNING AND TRANSPORT COMMITTEE’S 


POLICY REVIEW OF PUBLIC TRANSPORT 
 


CONSULTATION REPORT 
 
 
INTRODUCTION 
 
1. Local government in Wales shares the Committee’s commitment to improving 


public transport and hence the quality of life for all our communities.  We offer this 
response to the report of the Assembly’s Environment, Planning and Transport 
Committee as a positive contribution to achieving our shared objectives. 


 
2. The Association appreciates the Committee’s careful consideration of local 


government’s evidence submitted to date, and trusts that this submission will be 
fully taken into account in the Committee’s final recommendations. 


 
VISION AND QUALITY  
 
3. Local government in Wales shares the Assembly’s vision of public transport as an 


integrated, accessible, affordable and favoured mode of travel of the people of 
Wales.  The Committee must recognise that the potential to achieve this vision 
varies hugely across Wales, with rural areas and small towns likely to remain very 
much more dependent on private transport than larger towns and cities.   


 
4. The Association welcomes the Committee’s emphasis on quality provision.  But 


even quality public transport will only attract passengers if it is complemented by 
policies on economic development and land use planning that make travel by bus 
or train feasible.  The National Assembly needs to ensure that the National 
Economic Development Strategy, Planning Policy Wales and National Spatial 
Planning Framework are fully ‘joined up’ and compatible with its objectives for 
public transport. 


 
Recommendation 1 – Quality  
 
5. The Association supports the principle of a quality kite mark for quality bus 


partnerships and contracts, and for other modes of public transport.  The 
Association is ready to work with the Assembly, transport operators and transport 
users to develop an appropriate scheme. 


 
6. There is more that should be done to promote quality, in particular improving 


regulation and enforcement.  We urge the Committee to adopt the 
recommendations already made by the Association, in particular that local 
authorities, the Assembly, users and bus operators should establish indicators of 
performance for ALL services (not just those in quality partnerships and contracts) 
that are monitored and enforced by the Traffic Commissioner. The effectiveness  
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of the Commissioner’s operations should also be reviewed. The Committee 
should also adopt our recommendation that traffic controls e.g. speed limits and 
parking controls, should be more rigorously enforced as abuse favours the private 
car and can undermine promotion of public transport. In the longer term, the 
Assembly needs to recognise that existing powers to influence an essentially 
market-lead system may be insufficient, and the reregulation of bus operations will 
need to be considered.  


 
Recommendation 2 - Investment 
 
7. The Association wholeheartedly agrees that historic levels of under-investment in 


public transport should be addressed.  It is not clear how the substantial increase 
that is required will be secured, especially given the equally pressing demands on 
local authorities for investment in other services such as education. 


 
8. The Association stresses that investment is a fundamental requirement for change 


at national, regional and local level and should be the Committee’s key 
recommendation. 


 
Recommendation 3 - Priorities 
 
9. The Association welcomes the proposal that the Assembly and local authorities 


should work with other stakeholders. We have the following comments on the 
priorities suggested: 


 
10. Concessionary fares - The extension of the concessionary fares scheme to other 


modes and other groups could require substantial investment that does little to 
improve the overall quality of public transport. The Assembly needs to balance the 
prospect of a high quality service at a modest cost to users against maintaining 
the current service at nil cost for certain users. ‘Grey areas’ between conventional 
bus demand and responsive services (which may be excluded from the scheme) 
need to be addressed. 


 
11. All – Wales Passenger group – it is not clear how such a group would relate to 


existing user groups. The Association would not support the creation of another 
committee. 


 
12. Second generation transport – light rail is very expensive and of limited 


potential benefit to most of Wales.  The Association suggests that investment in 
mainstream public transport is a much higher priority. 


 
Recommendations 4 and 5 - Regional Public Transport Strategies 
 
13. The Association supports collaboration and co-operation between authorities to 


tackle issues that affect the wider area, and therefore supports the preparation of 
regional public transport strategies prepared on this basis.  Regional strategies 
should address the strategic needs of the area and recognise the existence of 
local needs and priorities. The relative balance between regional and local needs 
will vary from area to area.  For example the geographical scale of north Wales 
(100 miles east – west) and settlement patterns mean that most transport 
movements are relatively local and are best tackled through local transport plans. 
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• 


• 


• 
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In contrast, the geography and population of south east Wales means that a 
regional approach is appropriate for a wider range of issues. 


 
14. The Association does not agree that the National Assembly’s decisions on funding 


should be solely guided by regional priorities.  Local needs are also important and 
the cost of many solutions will continue to require Assembly financial support. 
Most revenue support for bus and unconventional service can only be dealt with 
locally and hence would not feature in the regional approach.   


 
15. The Association does not agree that ‘additional expenditure on transport would be 


justified only … where results can be monitored and evaluated’.  It is important 
that outcomes from investment are assessed, but changes in travel occur for 
many reasons other than public investment (e.g. because of new development) 
for which local authorities cannot be held responsible. It must also be recognised 
that the introduction of new or additional public transport services may not in the 
short term make any meaningful contribution to effecting modal shift, particularly 
in the case of locations which have been devoid of services for a considerable 
period of time. In order to influence travel decisions and patterns, it may be 
necessary for new services to operate for a longer period without reaching 
patronage targets that would justify their continued existence. The Assembly’s 
expectations for modal shift are too high and the factors affecting modal choice do 
not appear to be appreciated.  


 
 
EXISTING ORGANISATIONAL STRUCTURES   
 
16. The Association firmly believes that the best way forward is through enhancing 


existing regional collaboration between local authorities.  This approach offers the 
advantage of: 


ensuring public transport provision is joined up with other local services, in 
particular traffic management, road safety, land use planning and economic 
development; 
ensuring that strategic public transport needs are met at the same times as 
ensuring responsiveness to local circumstances; 
cost effectiveness – no new bureaucracies 
local democratic accountability 


 
Recommendation 6 – Funding of consortia 
 
17. The Association agrees with the recommendation that regional transport consortia 


should agree with the National Assembly how objectives will be delivered and the 
availability of funding. It must also be recognised that partner organisations should 
remain independent. 


 
Recommendation 7 – strengthening consortia 
 
18. The question of how to establish more robust arrangements is a matter for each 


regional consortium to reflect their different circumstances and needs. The 
Association proposes that each consortium should build upon the fundamental 
principles that are set out in Annex A.  These proposals will ensure consistency of 
approach, whilst maintaining local accountability and responsiveness. 
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Recommendation 8 – statutory basis of consortia 
 
19. Section 2 of the Local Government Act 2000 allows local authorities to ‘do 


anything’ to promote the economic, social or environmental well being of their 
areas. The Local Government (Wales) Act 1994 allows one authority to contract 
with another to deliver services.  Authorities therefore have the powers to put 
collaborative arrangements on any suitable statutory footing, e.g. a joint 
committee or a company limited by guarantee, or to continue with more informal 
partnership arrangements if they so wish. 


 
20. The Association believes that existing legislation is sufficient to ensure that the 


regional consortia can operate effectively and that the local authorities in each 
consortium should decide the most appropriate arrangements for their areas.  


 
 
Recommendation 9 – involvement of the National Assembly in consortia 
 
21. The Association has previously called for the inclusion of trunk roads and 


motorways, which are the National Assembly’s responsibility, in local and regional 
transport plans. It is not clear if the proposal that the National Assembly should be 
represented on the consortia means that it has been agreed that issues relating to 
trunk roads and motorways can be included.   


 
22. For the most part, regional consortia discharge local authority functions. The 


consortia already seek the views of many partners in public transport including 
operators and users on how those functions should be discharged.  Consortia 
may also wish to seek the views of the National Assembly if they do not already 
do so, and will be involved in discussions with the Assembly on funding.  The 
Association considers that it would not be appropriate (or legal) for the National 
Assembly or any other party to take decisions on local authority functions.   


 
Recommendation 10 
 
23. The Association agrees that better branding of the regional consortia’s work may 


be necessary but suggests that this does not have the same priority in all parts of 
Wales. 


 
 
ALTERNATIVE ORGANISATION STRUCTURES 
 
24. The Association considers that there is no credible evidence that a Passenger 


Transport Authority or Executive for the whole of Wales or south east Wales 
would offer any improvements in public transport provision. Furthermore 
transposing an urban model to a rural environment will not work. A PTA would fail 
on many of the criteria the Committee has suggested should be used to evaluate 
options. In particular a PTA: 


would have little influence on other policies that impact on public transport, 
notably traffic management, land use planning and economic development; 
would involve substantial start-up and operational costs that would be better 
invested in services; 
would not be close enough to the user  – implicit in the expectation that 
divisional offices would be required; 
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would detract from the current progress being made by regional consortia; 
as a purchaser of services would have a more limited impact on services than 
many expect. 


 
25. We question the legal basis of a PTA that worked through consortia of local 


authorities, effectively directing the use of their own resources (paragraph 5.9) as 
well as the unwieldy bureaucracy and lack of accountability implied in such an 
arrangement. 


 
MONITORING AND EVALUATION 
 
26. The Association stresses that transport movements are the outcome of complex 


decisions by individuals and businesses, that neither the Assembly nor local 
authorities can control.  Other factors, such as fuel prices and the location of 
development, can have at least as much impact on travel patterns as public 
transport services. More needs to be done to understand how decisions on modal 
choice are made. 


 
Recommendations 11, 12, 13 and 14 
 
27. The Association supports the principle of developing an evaluation framework, 


involving passengers, and the promotion of best practice.  It should take 
advantage of the considerable work that has already been undertaken on this 
subject.  
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ANNEX A PRINCIPLES FOR REGIONAL PUBLIC TRANSPORT CONSORTIA 
 
Almost all powers and duties to support and improve public transport rest with local 
authorities. All authorities have agreed that collaboration and co-operation on a regional 
basis is the best way to discharge some of those functions.  The extent of their 
collaboration and the form that it takes has to remain a matter for authorities.   
 
Local authorities should decide the best geographical coverage of a consortium to reflect 
existing and potential travel patterns.  This may include areas outside Wales if 
appropriate. 
 
All local authorities in the area covered should be members of the consortium. This may 
include authorities outside Wales.   
 
Local authorities should consider inviting other organisations to participate in the 
consortia. These should include: 


Public transport operators 
Representatives of passengers 
The National Assembly for Wales 
National park authorities 
Others as appropriate e.g. police authorities 


 
Other members of a consortium should have full opportunity to contribute to the 
development of policies as well as commenting on draft proposals. 
 
Decisions on the discharge of local authority functions should be the responsibility of 
local authorities.  The local authority members of the consortium should consider how 
they wish to take decisions, in particular whether they wish to delegate any functions to 
the consortium (e.g. through the formation of a joint committee).   
 
Consortia will need to consider arrangements for funding their operations, for example 
through subscription, and whether they wish to establish staff dedicated to supporting the 
work of the consortium.    
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Comments on the ETP Committee Consultation Report  
‘Policy Review of Public Transport’  (From WNFBU) 
 
 
Existing Organisational Structures 
 
The benefits that some of the regional consortia are bringing to areas are accepted and welcome but this still 
remains a fragmented approach that confers benefits only within that area and with different priorities. 
 
It is believed that for a truly integrated network of public transport services to be provided and for the vitally 
important issues such as land use planning to be considered properly and with equal weighting in the decision 
making, process, then a national structure is likely to offer in far greater benefits.  
 
 
Alternative organisational structures 
 
It should be said at the outset that the bus passenger sees little benefit from there being 22 Authorities dealing 
with transport related issues. This provides a fragmented approach to the prioritising of expenditure within LA 
budgets as well as of the commitment to public transport. It has resulted in too many absurdities and anomalies 
that the bus user has to suffer. Any move that seeks to provide a more uniform approach is to be welcomed. 
NFBU in Wales would wish to emphasise the point made in 5.10 such that the vital importance of link between 
land use planning and public transport must not under any circumstances be weakened and indeed must be made 
far stronger as already suggested. Such an important link should not rest on voluntary co-operation alone. 
 
NFBU in Wales would welcome the unifying lead that could be taken by the National Assembly in the creation 
of any body such as a PTA/PTE.  It believes that reduction in car usage must be made a cross cutting theme that 
runs through all decision making at national level and as such is far too important to be left to the varying 
priorities of 22 Authorities. Only by commitment, vision and leadership at the highest level can this theme 
become a reality. NFBU in Wales does not feel confident to offer a view on precisely what sort of structure 
might deliver the benefits needed but of those outlined, the Dutch model appears to be one that offers the 
greatest benefit. Neither does NFBU in Wales feel able to comment on financial costs of the various tests to be 
applied.  
 
The option in 5.15 is seen as the one that is least likely to deliver benefits across Wales for bus passengers. It 
would retain the fragmented approach that currently prevails albeit with ‘partnership agreements’  
 
The option in 5.14 suggests that traffic congestion is the main raison d’être for a PTA/PTE in that area. Such an 
option is not favoured as it ignores the need for a unifying influence across Wales. 
 
The option in 5.13 is seen as the most appropriate in terms of providing an All Wales influence but it would 
need to be regionalised to reflect the different needs and demands of the various (3) areas already identified 
above.  Further, whilst the structural differences between the PTE/PTA model and the Dutch model are not 
entirely understood it is felt to be important that overall National control of land use planning and transport 
policy is built into any organisational structure.  
 
 
Any such body must be user focussed and not unnecessarily bureaucratic.  
 
It should be legally free to consider the establishment of trust based operating companies such that there is some 
relaxation of financial pressures brought about by the major plc operators whose operating costs are (of 
necessity to them) unrealistically high and probably unsustainable in the long term.  
 
It should act as the transport planner and provider in such a way that those areas whose population cannot 
provide the commercial operators with a market that meets their needs are provided with attractive public 
transport.  
 
It should be able to innovate and be creative.  
 
It should be able to influence education authorities in decision making that impacts on traffic flows. 
 







It must provide economies of scale when its costs are compared with those of 22 unitary authorities with similar 
responsibility. Such economies should be used to provide better services and not as savings on the public purse.  
 
It should be the promoter of public transport and provider of information (Possibly through close links with PTI 
Cymru). Such information should to a minimum standard format. But one simple example of a unified approach 
being the standard yellow departure information and white arrival information for buses and trains at all Swiss 
railway stations   
  
It should work in close liaison with the All Wales rail franchise holder.  
 
It should be able to recognise and pursue the need for a package approach to public transport provision that 
includes the protection of fares and provision of infrastructure. It should not be simply the provider of socially 
necessary services. i.e. passengers should not have to pay more for an inferior service in order for public money 
to be saved as can happen at the present. 
 
It should be able to play a role in the decriminalisation of car parking, preferably as a revenue source such that 
the revenue can be put back into the public purse for the benefit of public transport. 
 
It should be able to share with the private sector the financial proceeds of increased patronage resulting from 
promotion and partnership. 
   
It should work with NHS trusts, universities and other major generators of car mileage on ways of reducing that 
mileage in a targeted way. 
 
 
Monitoring and Evaluation 
 
Recommendations 11 -14. 
 
Whilst comments have not specifically been invited in connection with this section, it is hoped that the 
following comments may be helpful.  
 
NFBU in Wales fully supports the recognition of the importance of evaluation of policies and particularly 
welcomes the recognition of the importance of involving the passenger in such evaluation. Such evaluation must 
also be able to accurately identify modal shift effects of policies and not just employ a crude passenger number 
figure. This could easily disguise a modal shift away from public transport if overall journeys have increased.  
 
There should also be cross cutting evaluation that measures for instances health benefits arising from improved 
air quality, economic benefits arising from  better access to work and shopping. So journeys to work or hospital 
or college etc should be measured on a regular basis to assess the impact of policies set in place. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 







 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
L H Markham 
NFBU Officer for Wales 
10 October 2001 
 
 
 
 
 
 
Diary for October 
 
1 October Wrexham Surgery 
 
2 October Correspondence 
 
8 October Attend WTF meeting at Wrexham 
 
10 October Comments on EPT committee report 
 
11 October  Work on correspondence, complaints, arranging surgeries 
 
16/17  October Available 
 
25/26 October  Available 
  
31 October Meeting at Carmarthen re Bus/rail interchange  a.m. only 
 
 
 
November 
 
1 November Newport Surgery 
 
2 November Available 
 
5/6 November Available   ) 
    ) Dates earmarked for meeting with RPC 
9 November  Available ) 
    )  
15/16 November Available ) 
 







21/22 November Available Possible Merthyr Surgery 
 
29 November Rhyl Surgery 
 
30 November Available 
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The Youth Hostel Association (England and Wales) appreciates the opportunity to 
comment upon the above document and would appreciate being involved in any further 
consultation. 
 
YHA has 230 hostels, of which 38 are located in Wales.  The Association has 270,000 
members and 2.1 million overnights were recorded in our hostels last year (40% from 
young people aged under 18). 
 
About 30% of our visitors to Wales are from overseas and many are dependent upon 
Public Transport.  The YHA is a partner in the All Wales Flexipass Scheme, and offers 
£1 off to all visitors, who have a valid pass, for overnight fees at its hostels.  (Is this 
worthy of a grant from the National Assembly?). 
 
The YHA supports improved public transport for use by all its members, both for 
environmental and commercial reasons.  YHA is particularly aware of the needs of its 
young members, and also the considerable number of visitors from overseas, who stay 
at its hostels. 
 
The Association is concerned that it was not invited to submit written evidence or attend 
a meeting of the Committee to discuss its views as outlined in Annex 1. 
 
The Association is concerned that sea and air transport is not included in the review as 
these are important to people visiting and transiting Wales.  The role of post buses 
should also be seen as an integral part of the Welsh transport system. 
 
We support the concept of integrated public transport – but also the need for integrated 
fares and timetables.  We are concerned that some counties, especially those in South 
Wales, do not meet their obligations under the Transport Act 2000 to ensure that 
timetable booklets are available.  We do not consider that TIGER and SWIFT are 
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making any progress to provide timetables or integrated transport (except perhaps at 
Caerphilly). 
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The Association believes that public transport should be available to all, not just the 
people of Wales (3.1).  Tourists, especially young people and overseas visitors, also rely 
on a good integrated transport system. 
 
We wish to make comments on a number of points in your consultation report: 
 
1.6 Bus services are popular by necessity.  Rail and tram services would be more 


popular if available.  The Assembly and also SRA should support such 
developments, eg Bangor- Caernarvon, Newport-Ebbw Vale, Pontardulais-
Swansea. 


 
1.9 We are concerned that the Strategic Rail Authority is concentrating its major 


expenditure in England, and that Wales is not getting its per capita share.   
 
 We agree that leadership is needed at a National level.  There are numerous cases  


of the withdrawal of cross border (county) services, especially in the evenings.  No 
attempts have been made by local authorities to co-operate in funding services 
which run through two or more counties (except in the case of Gwynedd and 
adjacent counties).  TIGER and SWIFT are not the answer. 


 
 We support the introduction of a Passenger Transport Authority and give as a good 


example Strathclyde, including Urban and Rural Areas, and suggest the Assembly 
studies this example of good practice. 


 
1.10 The Assembly should also consult car users to ensure that they can consider a 


move from private to public transport.  YHA members show a high percentage use 
of public transport when on holiday, even though some also have the use of a car.  
We have good examples of such transfer in the Lake District and Peak District, 
where visitors arrive by car but use public transport in their holiday area. 


 
2.10 We agree – there must be room on buses for heavy luggage, bicycles and 


wheelchairs.  Accurate departure and journey times must be available at the stop.  
We can quote good examples, especially in London. 


 
2.12 There has been a decline in rail travel in the Newport-Swansea-Carmarthen Axis.  


Rail travel forms a lower percentage of travel than in England.  It is essential that 
this corridor has a reliable 20 minute Service to Swansea and 30 minute beyond.  
(Southampton-London has a 15 minute service and other examples can be given).  
The Assembly should investigate reasons for lack of rail usage in the major 
corridor in South Wales. 


 
 We are concerned to hear that the SRA will not fund coach services to support the 


National Rail Network of Wales, eg Aberystwyth Carmarthen as suggested by 
PRISM. 


 
2.14 The National Assembly requires adequate funding and a larger Transport Grant. 
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2.15 This is not a good way of moving forward.  We are concerned that no Objective 1 
Grants have been used for public transport. 


 
2.21 These are not strong enough.  The plans are Local and need to fit into a National 


scene.  There must be integration to provide through services. 
 
3.1 Not just the people of Wales but also visitors.  We support your vision.  There must 


be excellent provision of information on site, available in printed forms at home and 
not just information centres.  Travel lines are not ideal for planning journeys in 
advance – especially for visitors.  We support the timetables issued by Gwynedd 
and Conway – as excellent. 


 
3.5 Quality partnerships must not be at the expense of rural areas.  All routes should 


be treated equally, and resources not just concentrated on one route. 
 
3.13 This should be available to all over 60 years of age.  Young people should have 


50% (not 66%) bus fares. 
 
3.18  
and 
3.19 We support these recommendations. 
 
4.1 Organisations supporting public transport should be able to have an input into the 


consortia.  There is a lack of public consultation. 
 
4.2 The consortium are unable in some cases to organise thorough and 


interchangeable ticketing – eg First Services to Cardiff Bus.  This poses problems 
for our visitors to Cardiff.  There must be National Leadership and consensus. 


 
4.10 The National Assembly should define this role and provide leadership, not just 


attend meetings and report back. 
 
4.12 There should be an all Wales branding, not a local branding.  Standards should be 


raised in all areas, not just some quality services.  There may be the need for high 
quality express bus services to link with rail services – eg Newtown-Brecon-
Merthyr, Bangor-Portmadoc, Aberystwyth-Carmarthen.  We would prefer an all 
Wales arrangement, not just local consortia. 


 
5.4 We agree and suggest that they Strathclyde be considered as a model. 
 
6.1  
to We support your monitoring and evaluation, which must take into account young 
6.8 people and visitors. 
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Recommendations
 
3(a) Must be improved. 
 
3(e) YHA would wish to be included. 
 
9 We have reservations and support a PTA 
 
Yours sincerely 
 
 
 
 
R L Pittard 
Chairman – National Countryside Committee 
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