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Executive Summary

1
Background

1.1 Halcrow has been appointed by a steering group made up of representatives from Lancashire County Council (LCC), Greater Manchester Passenger Transport Executive (GMPTE), the East Lancashire Partnership (ELP) and Bury Metropolitan Borough Council (BMBC) to conduct a study into the barriers towards public transport use in East Lancashire.

1.2 The purpose of this study has been to identify current barriers, both actual and perceived, that different groups of people feel towards using public transport services in area. The findings derived from a variety of different research methods were then used to identify a number of possible solutions that could be implemented to overcome such barriers. It is hoped that the introduction of such measures will increase modal shift from the car towards greater use of public transport for travellers in the region.

1.3 The study forms part of a broader project developing seamless journeys between discrete public transport systems. This work forms part of the Interreg IIIB Project LiRa 2: The International Network of Light Rail Cities: from Vision to Action, which is supported by the European Regional Development Fund (ERDF).

1.4 The study was conducted in a number of stages aiming to highlight potential barriers that members of the public may feel towards public transport use and develop a number of solutions that may be implemented in order to alleviate them. The five key stages of the study were:

· Stage 1: Review of existing research;
· Stage 2: Development of a Consultation Plan;
· Stage 3: Market Research;
· Stage 4: Identification of Solutions; and
· Stage 5: Final Recommendations.
2
Study Area Characteristics

2.1 A full desktop analysis of census data examining the characteristics of the area was undertaken in order to develop a full appreciation of the East Lancashire area.

2.2 East Lancashire once had a high reliance on traditional manufacturing industries but since their decline the economy has diversified, with service industries now being major employment sectors. The traditional manufacturing areas of the south of East Lancashire suffer from deprivation, poor health and housing and a lower level of qualification possession. Unemployment is relatively uniform across much of the districts. The more affluent northern, rural districts have much higher levels of good health, income and car ownership.

2.3 The Blackburn with Darwen district is by far the most deprived, with some of the most deprived wards in England located within the borough. By contrast, the Ribble Valley contains some of the most affluent wards in Lancashire.

3
Existing Provision

3.1 The existing public transport network is centred along the main transport corridors between the principle urban areas, with connections available into the rest of the county, Greater Manchester, West Yorkshire and North Yorkshire. 

3.2 Main interchange locations exist at Blackburn, Accrington and Burnley. Rail connections are limited with interchange required at Blackburn for journeys into Greater Manchester. Metrolink connections are available at Bury. A number of rural and community transport services complement conventional services.

3.3 Rapid Transit for East Lancashire is being developed by the ELP to create an integrated public transport system with enhanced frequency, common branding, modernised passenger environments and through ticketing; improving cross-boundary and internal travel opportunities.

4
Consultation

4.1 The consultation exercise involved investigation into all areas linked to travel. This included not only the journey itself, but the decision making process involved prior to making the journey and even deeper routed decision making fundamentals such as cultural and political grounding.

4.2 To gain a full appreciation of all the issues, a two-tier system of research was implemented. The first tier dealt with service providers and advisory agencies who react and respond to the user. The second dealt with the public, existing users of public transport, both regular and occasional users and non-users.

4.3 A number of methods of data collection and research were undertaken including:

· a one day workshop with transport professionals;

· in-depth one-to-one interviews;

· Focus Groups with various community groups; and
· Mystery Traveller surveys.
4.4 These areas of research dealt with issues such as class, the convenience of owning a car, safety and security, cost, information provision and accessibility.

5
Findings of Research
5.1 The consultation process identified that there are a number of factors which may contribute towards both actual and perceived barriers to public transport use.
5.2 A number of underlying factors were identified that often deter people from using public transport even prior to assessing its merit. Beyond such underlying core issues are more specific barriers that become apparent when planning a journey. These barriers may equally prevent travel by public transport, assuming a viable, attractive alternative is available. Thirdly, further barriers can become apparent even if the journey in question is undertaken. These can be derived from unsatisfactory experience during the course of the journey and may feed back into underlying factors which may then prevent public transport consideration in the future. This concept and the exact barriers that it includes are demonstrated in the ‘public transport journey process’ shown in Figure 1.

5.3 ‘The public transport journey’ process shows the three key stages in undertaking a journey. The barriers identified below the three stages are those which cause the traveller to reject the use of public transport, with those above representing reasons for public transport to be utilised. A number of travellers may ‘fall out’ of the cycle through the decision of not to travel if the barriers against travel are too great. It is highlighted that a negative experience when undertaking a journey by public transport is likely to deter its future use, assuming alternative modes of transport are available.
5.4 The consultation process demonstrated that whilst some of such barriers are actual barriers to public transport use, other may be considered as being perceived. Such perceived barriers are equally significant enough to prevent public transport contemplation. Whilst a good experience of public transport is likely to encourage future use, it was discovered that positive experience needs to be maintained over an indefinite number of occasions for negative opinion towards public transport to be altered.

5.5 Whilst the individual barriers themselves may differ in strength and composition, they are underpinned by the following key issues:
· TIME;

· COST;

· PERSONAL SAFETY;

· COMFORT;

· ACCESSIBILITY; and

· FAMILIARITY.

5.4
Underlying factors have been shown to be of most relevance amongst those with alternatives available to public transport use. Many car owners felt no need to even consider public transport use having already invested in purchasing a car both financially and in the associated convenience. Perceived costs comparisons between public transport and use of a car were shown to be highly inaccurate and feelings of personal safety, comfort and familiarity were all shown to deter public transport use. 
5.5
The relevance and limitations these barriers may have towards individuals is highly dependant on the profile of the traveller and the journey which is required to be undertaken. Whilst all are likely to recognise the principle underlying factors in some way or another, their overall impact and influence through more specific barriers in planning and undertaking journeys may vary, as may be seen in Table 1. The identification of such barriers and the groups which they may affect has been used to suggest possible solutions to alleviate such issues that those wishing to travel in East Lancashire may face.

Table 1
Core Underlying Factors by Profile


1

Time

2
Cost

3
Safety
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Comfort
5
Accessibility
6
Familiarity
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1

2

3

4
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	Owns a car, does not use public transport
	Owns a car, occasionally uses public transport
	Access to a car, public transport user
	No car, public transport user
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6
Accessibility Mapping

6.1 In order to discover the possible network limitations across the study area, a comprehensive mapping exercise was undertaken. Using MapInfo, key trip destinations and the direct public transport services to them were plotted.

6.2 The key trip destinations that were identified include healthcare facilities, major employment locations, education opportunities, retail destinations and major leisure sites.

6.3 Whilst direct access to particular facilities from all areas of East Lancashire is impractical and unachievable, accessibility mapping has highlighted those facilities that are particularly poorly served and has demonstrated where improvements to interchange integration and standard are required.

6.4 Whilst many of the East Lancashire hospitals were shown to be served by good connections from across the study area, locations to the southeast were highlighted as potentially requiring improved service. Service frequencies when undertaking interchange journeys were also highlighted as problematic on certain occasions. Cross-boundary journeys to attractors such as Airedale Hospital were shown to be particularly poorly catered for.

6.5 It was demonstrated that it is important to provide sufficient public transport services to new development sites. Whilst the majority of new employment attractors appear to be relatively well served by existing services, minor re-routing to incorporate development sites may be required. In certain instances, public transport provision to new attractors was shown not to be sufficient. Recent expansion of Accrington and Rossendale College, for example, has seen development outside of the main town centre area, however direct services to the college from surrounding areas were shown to be severely limited.

6.6 The high frequency bus network serving East Lancashire, with daytime frequencies of 30 minutes or less was also mapped. Much of this high frequency network is comprised of express routes and Quality Bus Corridors. However, opportunity exists for substantial investment on several routes.

6.7 Travel between East Lancashire and Greater Manchester is best undertaken by either using rail links from the west of the study area or express bus services from the east of the study area. Additional services are available through use of Metrolink at Bury.

7
Identification of Solutions

7.1 To encourage long term modal shift, it is necessary to first confront the fundamental issues experienced when undertaking a particular journey. If services are found to be cost effective, reliable, comfortable and secure, a positive perception of public transport is provided, thus encouraging its re-use.

7.2 Once the barriers to re-use experienced during the course of a journey are eliminated, those that may prevent its preliminary contemplation may be tackled. It is important to ensure an effective service prior to attempting to attract current non-users in order to satisfy critical user evaluation of the service that is experienced.

7.3 Opinion of the initial service quality during the first few occasions where public transport is used is likely to prove crucial to long term modal change. Furthermore, in addressing some of the issues during the course of a journey that hinder future use, some of the more underlying factors may also inadvertently be tackled.
7.4 Public transport service structure is influenced through central government policy, local authority legislation and operator profiles. As such, certain areas of legislation or a lack of appropriate policy may act as a barrier to public transport investment and improvement.

7.5 Improvements regarding multi-operator ‘through ticketing’ have been shown to be highly desirable through findings of the consultation process, although whilst permitted under certain circumstances, the required multi-operator co-operation remains a ‘grey area’ that would benefit from collaboration encouragement.

7.6 Local authorities have certain powers at their disposal to limit or restrict the availability of public and business parking. However, it is thought unsuitable to raise parking charges and reduce capacity at sites within the study area due to the potential loss of economic activity to larger urban centres outside of East Lancashire which may offer a greater choice of facilities for potentially similar financial penalties.

7.7 The creation of a start-up fund to aid in the introduction and operation of public transport services at developed brown-field sites during the interim period prior to the service reaching a sustainable level is recommended. It is undesirable to introduce a public transport service at a later date when more commercially viable due to the problems of attempting to alter settled modal choice.

7.8 It is also recommended for the government to lobby the media to aid in the promotion of public transport improvements and reduce negative impressions that are often conveyed.

7.9 An analysis of ‘good practice’ measures was undertaken to identify possible approaches to eliminate barriers that may be felt during the course of undertaking a journey. These approaches may be categorised as creation of a core network, ticketing improvements, alleviating security concerns, and improving journey comfort.

7.10 Core network creation may involve simplified mapping of the high frequency network, route and vehicle branding, bus priority and QBC measures, creation of a ‘Route Champion’ and interchange investment. Integrated ticketing schemes, ticketing incentives and innovative ticketing were shown to be desirable. In alleviating security concerns it was shown necessary to examine broader social issues. Community partnerships, CCTV, help-points, real-time information and an increased staff presence were all emphasised. Phone-ahead taxi schemes, an increased staff presence and the creation of ‘busy’ environments at interchange locations were also demonstrated. An external complaints authority and driver incentive schemes were thought to be beneficial in improving the journey comfort of passengers.
7.11 Additionally, a number of ‘softer’ measures to encourage the use of public transport by current non-users, targeting barriers identified when planning a particular journey or highlighted as core underlying factors, were documented. Such schemes seek to tackle cost perceptions, increase network familiarisation, make services more accessible and promote implemented improvements. A variety of targeted marketing initiatives and introduction of facilities to attract particular user profiles was recommended. Business travel plans, ‘buddying-up’ on public transport, accessibility mapping and user information for ethnic minorities were all suggested for potential implementation. Suitable schemes were used to construct a recommended Action Plan for introduction into East Lancashire.

8
Action Plan

8.1 It is thought necessary to approach the elimination of barriers through the creation of an Action Plan made up of various individual implementation policies. These policies should be comprised of various good-practice schemes and proposals which may be implemented at different timescales. The policies suggested to comprise the Action Plan involve:
· creation of a core network;

· policies examining ticketing;

· policies regarding safety and security;

· raising awareness;

· improving access; and

· ameliorating service experience.
8.2 In order to establish an integrated public transport system it is necessary to co-ordinate the various schemes that are recommended. Such co-ordination is required at local authority level and will involve the creation of a ‘Transport Ambassador’ post to mastermind strategy on a regional basis. Integration of applied schemes and recognition of specific responsibilities will be ensured through the creation of such a supervisory role.
8.3 Table 2 lists the various schemes that have been suggested for implementation, classified into Action Plan policies. The specific barriers that each scheme may be expected to tackle are highlighted. Furthermore, it indicates those that may be considered for immediate introduction, those that will require more medium-term commitment and those that will require longer-term investment.
Core Network Creation

8.4 At the heart of East Lancashire’s integrated transport network should be a high quality, high frequency ‘core’ into which more irregular, local services connect. Interchange timetabling should be as integrated as possible with local ‘feeder’ services. Simplified mapping of this core network is crucial to promoting a public understanding of service operation, thus developing a high level of familiarity of its extent. The proposed core is mapped in Figure 2.

8.5 It was recognised that work is on-going by local authorities and operators to tackle issues relating to the creation of a core network. As a minimum within East Lancashire it was recommended that the following is introduced:

· simplified core network;

· associated bus priority measures;

· uniform branding; high quality, low floor buses;

· quality interchanges; and

· feeder services into key interchanges which provide flexible door-to-door services.
Ticketing
8.6 To accompany the core network, integrated ticketing schemes should be introduced. Initial schemes may be relatively simplistic, offering discount for purchasing a ‘book’ of journeys and offering back-of-ticket incentives and loyalty offers with high street partners. Longer-term measures may see the development of more innovative ticketing schemes such as extension of the NoW card initiative.

8.7 Targeted ticketing incentives should be encouraged and expanded. Fare structures across operators should be simplified with fares published in advance of making a journey. A post to mastermind cross-boundary ticketing harmonisation is further recommended.
Safety and Security

8.8 The consultation process highlighted issues of personal safety as amongst the considerations of highest importance when contemplating a particular mode of transport. Issues of personal safety are said to be of most concern en route and when waiting for public transport services. They also represent situations where examination of the broader social implications is required, extending beyond worries centred solely around public transport. As an issue of general importance for a secure society, funding for the introduction of such schemes may be available from a broad range of sources with responsibility and costs of system operation possibly shared between a number of interested parties.

8.9 Measures highlighted for adoption to reduce safety and security barriers included:
· safety by design standards – all new interchanges and stops should be designed with safety in mind;
· promotion of safe walk links to bus stops;

· phone-ahead taxi services;

· more feeder links that provide door to door services; and

· local community schemes.
Awareness

8.10 Increasing familiarity in the network may involve the implementation of ‘softer’ measures to encourage service trial. Many non-users felt unwilling to trial services unaided. Encouragement for them to do so is essential if long-term modal shift is to be achieved.

8.11 Building on measures already introduced, the following initiatives were recommended:
· improvements to the existing journey planners to provide clear, consistent advice;

· targeted marketing of Traveline and its purpose together with improved training of staff;

· tailored marketing for specific services and corridors, based on destinations;

· marketing of buses for business purposes with the provision of work stations and reserved seating;

· extension of GTPs to include public transport ‘buddying’;

· and preparation of travel packs for different members of the community – ethnic minorities, carers with small children, and the mobility impaired.
Access

8.12 Issues of accessibility are of most relevance to those who care for young children under the age of five, those with physical disabilities and the elderly. In addition to standardisation of vehicle quality and the provision of easy-access low-floor vehicles on the core network and on routes serving local hospitals, schemes to personally demonstrate and introduce vulnerable groups to public transport are necessary. This may include ‘Buddying’ schemes to physically accompany wary travellers, or the provision of fallback options such as taxi provision availability for lone travellers with accessibility problems if non-low-floor vehicles turn-up.

8.13 The visual and hearing impaired should be aided with the introduction of the Announce system, involving audio and visual displays on-board services. Such schemes may also benefit travellers unfamiliar with specific routes, yet may require a high level of operator investment.

Service Experience

8.14 Driver incentives for good performance and training to improve the customer interface that the public experiences should be introduced as soon as possible. Improved complaints procedures must also be marketed. Whether such programmes involve internal operator organisation or possible external regulation needs to be considered.

9
Potential Funding Sources

9.1 In order to fund the proposals for barrier removal in East Lancashire, every opportunity needs to be taken to identify alternative funding sources other than the Local Transport Plan.

9.2 Potential funding sources are detailed in Table 3.
Table 3
Funding Sources

	Funding stream
	Rural transport
	Urban transport
	New services
	Existing services
	Access to employment
	Access to training
	Access to health
	Access to leisure
	Reducing social exclusion

	Rural Transport Partnership
	
	
	
	
	
	
	
	
	

	Parish Transport Grant
	
	
	
	
	
	
	
	
	

	Rural Bus Challenge
	
	
	
	
	
	
	
	
	

	Rural Bus Subsidy Grant
	
	
	
	
	
	
	
	
	

	Urban Bus Challenge
	
	
	
	
	
	
	
	
	

	Single Regeneration Budget
	
	
	
	
	
	
	
	
	

	Neighbourhood Renewal funding
	
	
	
	
	
	
	
	
	

	Objective 2
	
	
	
	
	
	
	
	
	

	Community Fund
	
	
	
	
	
	
	
	
	


10
Implementation Strategy

10.1
The level of investment and commitment by local authorities and operators is likely to vary depending on the specific scheme to be introduced. Co-ordination of the individual schemes into an integrated regional strategy is crucial if the elimination of the long-standing, underlying barriers to public transport use is to be successful.

10.2
A number of fast track schemes were identified as pilot projects which can be implemented relatively rapidly and may ultimately be extended throughout the East Lancashire area. These schemes include:

· development of the core network;

· appointment of a transport ambassador;

· upgrade of the 464 corridor;

· improved marketing of the X43 service;

· user packs for ethnic minorities;

· creation of a public transport ‘buddying’ scheme through GTPs and community links;

· innovative ticketing schemes;

· support for bus operators; and

· development of safe walking routes to bus stops and an improved waiting environment.

10.3
It was noted that there is no ‘quick fix’ solution to solve all the issues that have been highlighted during the course of the study. However, the measures identified above could bring about significant improvements in service experience and co-ordination relatively quickly. Such schemes will make short-term difference to the travelling public and should allow the implementation of more long-term investment improvements to be introduced more easily, targeting specific areas that require attention.
This project is partly financed by the European Community, European Regional Development Fund, INTERREG IIIB NWE

More information on the LiRa-2 project can be found on the website 
www.LiRa-2.com
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