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EXECUTIVE SUMMARY 
 
This Executive Summary is available below in English, French, Italian, Spanish and 
Romanian. 
 
ECLIPSE (European Cooperation and Learning to Implement Transport Solutions to combat 
Exclusion) is one of 24 projects funded under the European Commission 2nd Transnational 
Exchange Programme (TEP), which forms part of the Community Programme. The aim of the 
project is to address the issue of the impact transport can have on social exclusion and build 
on the conclusions of MATISSE (Methodology for Assessment of Transport ImpactS of 
Social Exclusion), a European funded project that highlighted the important impacts transport 
can have on increasing exclusion. The MATISSE project also highlighted the lack of cohesion 
between policy areas in transport and social departments at European and National levels as 
well as the lack of good practice examples of transport measures that have had a positive 
effect on social exclusion.  
 
This deliverable, “European Practice Review” builds on the menu of transport and inclusion 
strategies and assessment tools developed in MATISSE and uses information from the 
National Action Plans as well as examples of good practice collated throughout the project. 
The ultimate aim of this deliverable is to disseminate a menu of good practice measures, 
benchmark solutions and evaluation tools to assist transport professionals in combating social 
exclusion. 
 
This deliverable provides a summary of good practice in the field of transport and social 
inclusion at three different levels: European, National and Local. It is therefore structured into 
three main sections:  
 
1) European Good Practice: This section reviews current European policy addressing the 
link between transport and social exclusion as well as an overview of EU research projects in 
this field.  
 
2) National Good Practice: This section contains an analysis and overview of the National 
Action Plans that all Member States produce in response to common objectives on poverty 
and social exclusion agreed by the European Union. In this plan, each Member State presents 
its priorities and efforts for the next two years in promoting social inclusion and combating 
poverty and social exclusion. The National Action Plans for years 2004-2006 and 2006-2008 
have been examined, especially in regards to the extent to which transport is mentioned as a 
tool to combat social exclusion. The review revealed that a limited number of National Action 
Plans mention measures to promote transport as a way of tackling social exclusion. 
 
3) Local Good Practice: This section contains examples of good practices at the local and 
regional level from countries across Europe.  These good practices have been selected on the 
basis that they have demonstrated where transport solutions have been implemented to 
address the issue of social exclusion. The MATISSE project identified six ‘enabling 
components’ to accessibility, for each of these six accessibility enabling factors, listed a menu 
of transport measures which, as a cocktail, customised to local needs, can assist in reducing 
exclusion. This section of the report is structured around these six main areas, with good 
practice examples being identified in each category.  Each good practice contains information 
regarding the problem that was tackled, the measures that were implemented, reasons for 
success, problems encountered and contact details for more information. 
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RÉSUMÉ ANALYTIQUE   
 
ECLIPSE (Coopération Européenne pour la promotion du Transport dans la lutte contre 
l’Exclusion Sociale) est l’un des 24 projets financés par la Commission Européenne établis 
dans le cadre du 2eme Programme d’Echange Transnational (TEP) qui compose le 
Programme Communautaire. Les objectifs principaux de ce projet sont de s’interroger sur les 
impacts du transport face à  l’exclusion sociale ainsi que de développer les conclusions du 
projet européen MATISSE (Méthodologie pour une évaluation des Impacts du Transport sur 
l’Exclusion Sociale) – projet européen qui a mis en évidence les effets des transports sur 
l’augmentation du nombre d’exclus.  En effet, le projet MATISSE a souligné un manque de 
cohésion, tant aux échelles nationales qu’européennes, entre les politiques de transports et les 
politiques sociales comme le révèle le manque d’exemples de mesures « transport »  ayant eu 
un effet positif sur l’exclusion sociale.  .     
 
Ce livrable, “Examen des pratiques européennes”, explore les différentes stratégies en matière 
de transport et d’intégration sociale, les outils d’évaluation développés au sein de MATISSE, 
et a collecté des exemples de bonnes pratiques contenues au sein des Plans d’Action 
Nationaux. L’objectif final de ce travail est de communiquer sur des propositions de bonnes 
pratiques, des solutions comparatives et des outils d’évaluation permettant de venir en aide 
aux professionnels du transport afin de lutter contre l’exclusion sociale.  
 
Ce livrable fournit un bilan des bonnes pratiques dans le champ du transport et de 
l’intégration sociale à  trois échelles : européenne, nationale et locale. Il est de ce fait structuré 
en trois principales sections :  
 
1) Bonne pratique européenne: cette section recouvre les politiques européennes actuelles 
en matière de transport et de l’exclusion sociale et offre un panorama de l’état des recherches 
européennes dans ce domaine.   
 
2) Bonne pratique nationale: cette section contient une analyse et une vue d’ensemble des 
Plans d’Action Nationaux que les Etats membres rédigent en réponse aux objectifs communs 
de lutte contre la pauvreté et l’exclusion sociale souhaités par l’Union Européenne. A travers 
ces plans, chaque Etat membre présente ses priorités et ses efforts pour les deux prochaines 
années en promouvant l’intégration sociale et le combat contre la pauvreté. Les Plans 
d’Action Nationaux pour les années 2004-2006 et 2006-2008 ont été étudiés sous l’angle des 
transports, lorsque ceux-ci sont mentionnés comme un outil contre l’exclusion sociale. Cette 
analyse révèle qu’un nombre limité de Plans d’Action Nationaux disposent de mesures de cet 
ordre.   
 
3) Bonne pratique locale: cette section examine les exemples de bonnes pratiques aux 
échelles locales et régionales des pays européens. Ces bonnes pratiques ont été sélectionnées 
en fonction de la pertinence des solutions de transport expérimentées visant à lutter contre 
l’exclusion sociale. Le projet MATISSE identifia six « composants de faisabilité» pour 
l’accessibilité, et pour chacun des six facteurs potentiels d’accessibilité, a dressé une liste des 
mesures de transport qui, adaptées aux besoins locaux, est susceptible de contribuer à  la 
réduction de l’exclusion. Cette partie du rapport est structurée autour de ces six composants, 
avec des exemples de bonne pratique identifiés pour chaque catégorie. Chacune d’entre elle 
contient des informations à savoir : les problèmes qui ont été résolus, les mesures 
expérimentées, les raisons du succès, les problèmes rencontrés ainsi que les personnes à 
contacter.    
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SUMARIO 
 
ECLIPSE (cooperación y aprendizaje europeo para la puesta en marcha de soluciones de 
transporte para combatir la exclusión, en sus siglas en inglés) es uno de los 24 proyectos 
financiados por la el II Programa de Intercambio Transnacional de la Comisión Europea 
(TEP), el cual forma parte del Programa Comunitario. El objetivo del proyecto es analizar el 
impacto que el transporte puede tener en la exclusión social partiendo de las conclusiones del 
proyecto precedente MATISSE (metodología para la estimación del impacto del transporte 
en la exclusión social, en sus siglas en inglés), un proyecto financiado por la Comisión 
Europea que puso de relieve el importante impacto que el transporte pueden tener 
contribuyendo a la exclusión social. El proyecto MATISSE también destacó la falta de 
cohesión entre las políticas de los departamentos encargados del transporte y aquellos 
encargados de los asuntos sociales a nivel nacional y europeo, así como la falta de ejemplos 
de buenas prácticas de medidas de transporte que hayan contribuido a mejorar la inclusión 
social. 
 
Este documento, Revisión de Prácticas Europeas (“European Practice Review”), está basado 
en el menú de estrategias y herramientas de evaluación de transporte e inclusión social 
desarrollado en MATISSE y utiliza información de los planes de acción nacionales así como 
ejemplos de buenas prácticas recopilados durante el proyecto. El objetivo final de este 
documento es el de promocionar un menú de medidas de buenas prácticas, soluciones de 
benchmarking (auto-análisis, identificación de las mejores prácticas y análisis de las 
diferencias con el objetivo de acortar las diferencias a través del aprendizaje mutuo) y 
herramientas de evaluación para ayudar a los profesionales del transporte a combatir la 
exclusión social.  
 
Este documento aporta un resumen de buenas prácticas en el campo del transporte y la 
inclusión social a tres niveles: Europeo, Nacional y Local. Está por lo tanto estructurado en 
tres secciones principales: 
 
1) Buenas Prácticas Europeas: Esta sección revisa las políticas europeas actuales 
centrándose en la relación entre el transporte y la exclusión social, y ofrece una revisión de los 
proyectos europeos en este campo.  
 
2) Buenas Prácticas Nacionales: Esta sección contiene un análisis y una revisión de los 
planes de acción nacionales que todos los Estados Miembros producen en respuesta a los 
objetivos comunes sobre pobreza y exclusión social acordados por la Unión Europea. En este 
plan, cada Estado Miembro presenta sus prioridades y esfuerzos para los siguientes dos años 
para promover la inclusión social y combatir la pobreza y la exclusión social. Los planes de 
acción nacionales para los años 2004-2006 y 2006-2008 han sido examinados, especialmente 
en relación a hasta qué punto el transporte es mencionado como una herramienta para 
combatir la exclusión social. La revisión revela que solamente un número limitado de planes 
de acción nacionales mencionan medidas para promover el transporte como una vía para 
combatir la exclusión social.  
 
3) Buenas Prácticas Locales: Esta sección contiene ejemplos de buenas prácticas a nivel 
local y regional de diferentes países europeos. Los ejemplos de buenas prácticas han sido 
seleccionados en base a que hayan demostrado soluciones de transporte implementadas en 
relación a la inclusión social. El proyecto MATISSE identificó seis factores que facilitan la 
accesibilidad. Para cada uno de estos seis factores, se hizo una lista de medidas de transporte 
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que, combinadas teniendo en cuenta las necesidades locales, pueden ayudar a reducir la 
exclusión social. Esta sección del presente documento está estructurada en base a estas seis 
áreas principales, con ejemplos de buenas prácticas identificados para cada categoría. Cada 
ejemplo de buenas prácticas contiene información relacionada con el problema que se 
pretendía resolver, las medidas implementadas, las claves del éxito, los problemas 
encontrados en la implementación y los datos de contacto de las personas involucradas en su 
implementación. 
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SOMMARIO 
 
ECLIPSE (European Cooperation and Learning to Implement Transport Solutions to combat 
Exclusion) è uno dei 24 progetti co-finanziati dalla Commissione Europea all’interno del 2° 
Programma Comunitario TEP Transnational Exchange Programme.  
Il progetto affronta le tematiche legate agli impatti del trasporto sulla discriminazione sociale 
e muove dall’esperienza acquisita durante il progetto europeo MATISSE (Methodology for 
Assessment of Transport ImpactS of Social Exclusion) che ha evidenziato l’entità degli 
impatti del trasporto nei fenomeni di esclusione sociale ed il notevole contributo che 
un’integrata azione di pianificazione e dialogo può apportare al miglioramento del binomio 
trasporto e inclusione sociale.  

Il presente deliverable “European Practice Review” trova fondamento scientifico le strategie 
definite nell’ambito dell’inclusione sociale e trasporti definite appunto all’interno del progetto 
MATISSE e le informazioni contenute all’interno dei rispettivi Piani Esecutivi Nazionali e 
identifica le buone pratiche più significative, soluzioni derivate da confronti e strumenti di 
valutazione mirati a combattere l’esclusione sociale. 
 
Il documento include una sintesi delle migliori pratiche a livello Europeo, nazionale e locale 
ed è pertanto strutturato come segue: 
 
1) Buone pratiche a livello Europeo: in questa sezione del documento vengono descritte le 
attuali politiche a livello Europeo tenendo conto della correlazione tra esclusione sociale e 
trasporti e fornisce un quadro di riferimento della ricerca a livello comunitario. 
 
2) Buone pratiche a livello nazionale: in questa sezione del documento viene descritta la 
situazione attuale e realizzata una attenta analisi di tutti i “National Action Plans” che gli Stati 
Membri hanno in carico di predisporre a livello Nazionale e sono finalizzati a fornire oltre che 
un quadro della situazione attuale anche come si intendono perseguire gli obiettivi e le 
strategie comuni – concordate a livello di Unione Europea - per affrontare il tema della 
povertà e dell’esclusione sociale. Nel Piano ogni Stato Membro deve    
 
3) Buone pratiche a livello locale: in questa sezione sono riportate le principali iniziative e 
pratiche nelle regioni europee. Tali iniziative sono state individuate in funzione del livello di 
provato successo e benefici conseguiti in termini di riduzione dell’ esclusione sociale. Il 
progetto MATISSE ha identificato le sei componenti che contribuiscono a favorire 
l’accessibilità e per ciascuno di questi fattori ha predisposto una lista di possibili misure che 
se opportunamente miscelate e adattate alla specifica situazione locale possono contribuire ad 
una riduzione dell’esclusione sociale. Questa sezione del documento è pertanto strutturata in 
sei sottosezioni una per ciascun fattore all’interno delle quali sono state descritte 
sinteticamente le migliori pratiche suddivise in aree tematiche. 
La descrizione di ciascuna buona pratica/iniziativa riporta informazioni in merito ai principali 
problemi dalle quali scaturisce la necessità di intervento, le misure che sono state 
implementate per la soluzione dei problemi, eventuali ostacoli nell’implementazione delle 
misure e una valutazione sulle motivazioni del successo dell’iniziativa e i principali benefici. 
Infine sono indicati i principali contatti e dove richiedere informazioni in merito all’iniziativa 
stessa.  
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Sumar 
 
ECLIPSE (Cooperarea European�  � i acumularea de experien��  în scopul implement� rii 
solu�iilor de transport pentru combaterea excluderii sociale) este unul dintre cele 24 de 
proiecte care au luat fiin��  sub umbrela celui de-al doilea Program Transna�ional de Schimb 
de Experien��  al Comisiei Europene (TEP), care face parte din programele Comunitare. 
Scopul proiectului este acela de a analiza impactul transportului asupra excluderii sociale � i 
are la baz�  experien�a proiectului MATISSE (Metodologia de Evaluare a Impactului 
Transportului asupra Excluderii Sociale), un proiect cu finan�are european�  care a eviden�iat 
importan�a pe care transportul o are asupra excluderii sociale. Proiectul MATISSE a subliniat 
de asemenea, lipsa coeziunii dintre politicile din domeniul transporturilor � i ale 
departamentele sociale la nivel european � i na�ional, precum � i lipsa unor exemple de bune 
practici privind m� suri în domeniul transporturilor care au avut un efect pozitiv de înl� turare a 
excluderii sociale.  
  
Acest deliverabil, “Recapitularea Practicilor Europene” are ca punct de plecare strategiile de 
transport � i cele de includere social� , precum � i instrumentele de evaluare aferente, dezvoltate 
în cadrul proiectului MATISSE � i folose� te informa�ii din Planurile Na�ionale de Ac�iune, 
precum � i exemple de bune practici adunate în timpul proiectului. Scopul final al acestui 
deliverabil este acela de a disemina m� suri de bune practici, solu�ii de benchmarking � i 
instrumente de evaluare pentru a ajuta profesioni� tii din transporturi în scopul combaterii 
excluderii sociale. Acest deliverabil asigur�  un sumar de bune practici în domeniul 
transportului � i al includerii sociale la trei nivele diferite: european, na�ional � i local. De 
aceea, este structurat în trei sec�iuni principale:  
 
1) Bune Practici la nivel European: Aceast�  sec�iune recapituleaz�  politicile europene 
curente, analizând leg� tura dintre transport � i excluderea social�  prezentând � i o pespectiv�  
general�  asupra proiectelor de cercetare ale UE în acest domeniu.    
 
2) Bune Practici la nivel Na�ional: Aceast�  sec�iune con�ine o analiz�  � i un sumar al 
Planurilor Na�ionale de Ac�iune pe care toate Statele Membre le întocmesc ca r� spuns la 
obiectivele comune ale UE referitoare la s� r� cie � i la excludere social� . În acest domeniu, 
fiecare dintre Statele Membre � i-a stabilit priorit�� ile � i planurile pentru urm� torii 2 ani 
privind promovarea includerii sociale, precum � i combaterea s� r� ciei � i a excluderii sociale. 
Planurile Na�ionale de Ac�iune pentru anii 2004-2006 � i pentru 2006-2008 au fost analizate, 
în special în ceea ce prive� te transportul ca instrument de combatere a excluderii sociale. 
Acest sumar arat�  c�  un num� r redus de Planuri Na�ionale de Ac�iune men�ioneaz�  m� suri de 
promovare a transportului ca modalitate de combatere a excluderii sociale.  
 
3) Bune Practici la nivel Local: Aceast�  sec�iune con�ine exemple de bune practici la nivel 
local � i regional din �� ri europene. Aceste bune practici au fost selectate atunci când s-a 
demonstrat ca solu�iile de transport implementate au avut în vedere problematica excluderii 
sociale. Proiectul MATISSE a identificat 6 „componente care faciliteaz�  accesibilitatea”, 
pentru fiecare dintre ace� ti 6 factori, au fost identificate o serie de m� suri de transport care, 
împreun� , adaptate nevoilor locale, pot ajuta la reducerea excluderii sociale. Aceast�  sec�iune 
a raportului este structurat�  în jurul acestor 6 componente, cu exemple de bune practici 
identificate pentru fiecare categorie. Fiecare exemplu de bun�  practic�  con�ine informa�ii 
referitoare la problemele pe care au încercat s�  le rezolve, m� surile care au fost implementate, 
motivele pentru care au avut succes, problemele cu care s-au confruntat � i datele de contact 
pentru a putea ob�ine mai multe informa�ii.  
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1  BACKGROUND 
 
ECLIPSE is one of 24 projects funded under the European Commission 2nd Transnational 
Exchange Programme (TEP) which forms part of the Community Programme to combat 
social exclusion, and runs until 31 August 2006/7. The aim of the 2nd TEP is to promote and 
support the organisation of exchanges and to promote mutual learning between Member 
States, candidate countries and EFTA and EEA countries. It is also part of a wider package 
aiming at accompanying and supporting more strongly the National Action Plan (NAP) 
process.  
 
The ECLIPSE Consortium is made up of TTR, the Coordinator and the following partners; 
FIT, RATB, POLIS and Merseytravel. The project addresses the issue of the transport impacts 
on social exclusion and is building on the conclusions of MATISSE which highlighted the 
important impacts that transport can have in increasing exclusion; and how transport policy, 
properly integrated in joint working with social agencies could encourage greater inclusion. 
The MATISSE report contains a description of the transport problems facing excluded 
persons and neighbourhoods and states that the lack of cohesion between policy areas at 
European and National levels seems to be hampering progress in developing consistent 
policies. MATISSE identified six basic recommendations, including: 
 
·  The need to form partnerships of social and transport agencies, at EU, national and local 

levels to consistently evaluate the problem and present an integrated action plan for 
implementation.  Currently, few Member States are addressing this issue. 

·  The need to ensure full engagement of excluded persons or groups; and ‘front line’ 
workers in the assessment. 

·  The need to assist planners in the member states with practical guidelines and skills 
training to address exclusion issues. 

·  The need to link transport issues more explicitly into the Commission’s initiative on social 
exclusion, the National Action Plan process and the work of the EC Social Protection 
Committee. 

·  To complete a more thorough audit of the current position across the union and the new 
Accession countries; and to collect examples of best practice. 

·  To encourage best practice demonstrations on transport and social inclusions via EC 
programmes and national initiatives within a joint-working framework. 

 
In line with these recommendations, the objectives of ECLIPSE are: 
 
·  To increase awareness of the transport and social exclusion issue among transport 

professionals across Europe. 
·  To disseminate a menu of best practice measures, benchmark solutions and evaluation 

tools to assist transport professionals in combating the issue.  
·  To actively engage with transport actors and stakeholders in other sectors to form 

sustainable working strategic partnerships in cities across Europe to formulate policy on 
transport and exclusion. 

·  To liaise with the Member States engaged in the NAP process to ensure that transport 
considerations are taken on board. 
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·  To address the issue at the European level. (the limited amount of dialogue between the 
Commission Directorates General on this issue was recognised during the MATISSE 
initiative). 

 
The project addresses these issues through integrating three levels of knowledge transfer – 
European, National and local / regional.  European level actions are being addressed by the 
POLIS organisation of European cities and regions and the national and local regional levels 
are being addressed by all partners.  This European Good Practice Review is Deliverable 3 
and aims to disseminate a menu of best practice measures, benchmark solutions and 
evaluation tools to assist transport professionals in combating the issue. 
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2 INTRODUCTION 
 
This European Good Practice Review builds on the menu of transport and inclusion strategies 
and assessment tools developed in MATISSE, good practice identified elsewhere in ECLIPSE 
and uses evidence from the National Action Plans.  The report was updated on an ongoing 
basis throughout the project; being developed further after the various ECLIPSE events 
(workshops, conference and briefing meetings) and in the light of updates to European policy 
and the Member States’ National Action Plans.  
 
This report is structured into the following main sections: section three reviews current 
European policy; sections four and five provide an overview of the National Actions Plans in 
2003-2005 and 2006-2008; section six provides a selection of local and regional examples of 
good practice in the field of transport and social inclusion from across Europe and section 
seven forms the conclusion of this report.  
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3 EUROPEAN GOOD PRACTICE 
 
The predecessor of the ECLIPSE project, the MATISSE project (Methodology for 
Assessment of Transport ImpactS of Social Exclusion) consolidated an increasing realisation 
across Europe that, in the past, transport policies have contributed to social exclusion.  
However, transport policies, if properly integrated with mainstream social policy, have the 
potential to improve social inclusion and cohesion in Europe’s cities and rural regions.   
 
It can be considered that most solutions for the problem being addressed can be found at the 
local level.  Good practices in this field are related to local or regional policies:  
 
·  The issue of affordability (cost of transport), e.g. discounts for specific user groups; 
·  Availability and physical accessibility of transport, e.g. demand responsive transport 

services, accessible rolling stock; 
·  Land use planning: services and activities located in accessible places, e.g. proximity 

planning; 
·  Safety and security, e.g. safe routes to school policies to increase the accessibility of 

school campuses for all; 
·  Easy to use information services, proactive marketing, e.g. multimodal information 

services. 
 

We must be aware that local transport policy is not a core competence of the European Union. 
The White Paper, “European Transport Policy for 2010: time to decide” is very clear on this: 
“Given the constraints of the Treaty, and in particular the principle of subsidiarity, the 
Commission intends essentially to encourage the exchange of good practice. In achieving 
sustainable transport development, it is undoubtedly the measures which need to be taken in 
urban transport which will be the most difficult to implement. They fall within the jurisdiction 
of the local authorities.” (White Paper, “European Transport Policy for 2010: time to decide”, 
p. 65)  
 
However, the EU has committed recently and in the past to several initiatives that address the 
link between social inclusion and transport. The EU approach breaks down into two strands: 
policy related measures and research and demonstration.  
 
3.1 EU policy addressing the link between transport and social exclusion 
 
3.1.1 White Paper, “European Transport Policy for 2010: time to decide”  
 
The White Paper sets the framework for the Common Transport Policy with a timescale of 
2010. The link between social exclusion and transport is not explicitly mentioned in the 
document. The White Paper however expresses a deep concern about road safety, including 
the issue of specific vulnerable road users (cyclists and pedestrians). It also addresses the 
internalisation of external costs – including the environmental and social costs of different 
transport modes. A consequent implementation of this principle will also have social benefits. 
The White Paper stresses that the creation of seamless transport chains is the shortest way to 
user friendly transport services. Two specific fields of interest mentioned in the document are 
integrated ticketing and increased continuity of journeys. It is clear that they are closely linked 
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with the affordability and accessibility of the transport system and thus affect the social 
dimension of (urban) transport.  
 
Currently, social aspects of transport policy are often related to the working conditions in the 
transport sector. That is why the Commission states in the report that “the need to reinforce 
the social dimension of transports was also underlined. This was indicated by various 
stakeholders, not only the employees’ associations. In particular, they mentioned the need to 
harmonise the conditions for competition, to ensure compliance with labour and working 
conditions and to ensure proper sanctions for non-compliance with EU legislation.”  
 
A Mid-term review of the White Paper took place in spring 2007, based on a broad 
consultation of stakeholders that was conducted between 28th October and 31st December 
2006. The input of stakeholders is summarised in the Report on the Public Consultation on the 
Transport White Paper. 1 
 
The White Paper Mid-term review “Keep Europe Moving - Sustainable mobility for our 
continent”2 does not tackle the issue of urban transport and social inclusion specifically. The 
social aspects of transport are mentioned only in relation to the working conditions of the 
employees in the sector. The EC proposes to “encourage training and take-up of transport 
professionals by young people; examine in consultation with stakeholders the rules on 
working conditions in road haulage and propose adjustments  where needed; and to encourage 
dialogue between social partners across borders.” 
 
In general terms, the document states that “mobility must be disconnected from its negative 
side-effects”, but does not specifically list these side effects, which could include social 
impacts. However it mentions safety among the negative impacts of transport, and highlights 
the need for action to further reduce the number of fatalities to reach the goal of halving them. 
Concretely the EC proposes to implement an “integrated approach to road safety which 
targets vehicle design and technology, infrastructure and behaviour, including regulation”; in 
addition awareness raising efforts should be made; finally the functioning of the European 
safety agencies should be strengthen and their tasks extended.    
 
The Mid-term review dedicates a chapter to passengers’ right, highlighting the need for 
quality services and the importance of improving access to transport systems to passengers 
with reduced mobility. In addition, it includes a chapter dedicated to urban transport, arguing 
that as 80% of European population lives in urban areas and 1 out of 3 road fatalities occur in 
cities. Thus it is acknowledged that “more than anyone else, city dwellers directly experience 
the negative effects of their own mobility and may be open to innovative solutions for 
creating sustainable mobility”. These concerns have lead to the commitment by the 
Commission to publish a Green Paper on urban transport “to identify potential European 
added value to action at local level”. After a broad stakeholder consultation the Green Paper3 
is currently being drafted and is expected to be published around September 2007. It is 
expected that the social aspects of transport are tackled more in detail in this new policy 
paper.  
 

                                                 
1http://ec.europa.eu/transport/white_paper/mid_term_revision/doc/2006_04_06_report_public_consultation.pdf 
2 http://ec.europa.eu/transport/transport_policy_review/index_en.htm 
3 http://ec.europa.eu/transport/clean/green_paper_urban_transport/index_en.htm 
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The European Parliament adopted a resolution on 12 July 2007 in relation to the Mid-term 
Review4. The resolution does not address the issue of social aspects of transport but looks 
forward to the model for the assessment of external costs of transport proposed by the 
Commission in the Annex of its Communication to the Council and the Parliament on the 
Mid-term review. This might be a useful tool to know more about the impacts of the transport 
policies on social issues and may help to internalise them. The Parliament also emphasises 
that “priority should be given, when implementing the Seventh Framework Programme, to 
projects and programmes concerning ITS and logistics, including road safety, urban transport 
and clean-engine technology”.  
 
While the environmental aspects of transport policies are being mainstreamed and the EU has 
started to encourage policies and transport solutions that are more sustainable in 
environmental terms, this is not yet the case for the social aspects of transport. However, 
urban transport is gaining importance within EU transport policy, which may lead to 
increased knowledge on transport and social issues in urban areas. It can be expected that 
these aspects will more specifically be addressed at the EU level as knowledge on the issue 
increases. 
 
3.1.2 National Action Plans to combat Social Exclusion 
 
The introduction to the second part of this text “National Good Practices” provides an 
overview of what has been accomplished on defining the synergies between transport and 
social policy in the context of the National Action Plans to combat social exclusion. The 
chapter describes the process of how member states, as an exponent of the revitalised Lisbon 
Process, have committed to draft and implement strong National Action Plans to combat 
social exclusion.  
 
It was mentioned in the introduction to this chapter that local authorities have an important 
responsibility in addressing social exclusion through transport policy. In this regard, it is 
crucial to assess the visibility of local policies in the NAPs. A survey was carried out in 2004 
by the European Public Social Platform: “Report on the National Action Plans for Social 
Inclusion – Local Authorities Involvement.”5 The report states that all Member States have 
consulted their respective regional or local authorities, but that it is difficult to assess how 
thoroughly the consultation was conducted. It could therefore be expected that local good 
practices are not frequently taken into account in the drafting of the NAPs.  On the other side, 
local authorities are only starting to make use of instruments like the Regional Action Plans 
and Local Action Plans (RAPs and NAPs). In this process, transport-related measures have a 
role to play.  
 
In the previous round of National Action Plans (NAPs), transport was not frequently 
mentioned.  An increase of transport related measures to combat social exclusion is expected 
for future NAPs.   
 
 
 
 

                                                 
4 http://www.europarl.europa.eu/sides/getDoc.do?type=TA&reference=P6-TA-2007-
0345&language=EN&ring=A6-2007-0190  
5 www.eurocities.org  
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3.1.3 Focus on passenger rights 
 
The European institutions have an increased interest in passenger rights. First originating 
from air passenger consumer rights, the interest has reached local public transport. The 
Transport White Paper states: [After establishing a framework for air passenger rights] “The 
next step is to extend the Community’s passenger protection measures to the other modes of 
transport, notably rail and maritime navigation and, as far as possible, urban transport 
services. Specific new measures are needed on users’ rights in all modes of transport so that, 
regardless of the mode of transport used, users can both know their rights and enforce them. 
These measures need in particular to meet users’ requirements as referred to in the 
Commission Communication on services of general interest in Europe”. 
 
An interesting example and potential precedent in this field is the accessibility of specific 
transport modes for persons with reduced mobility. The European Commission has agreed on 
the COM (2005) 47 final document, a Proposal for a Regulation of the European Parliament 
and of the Council concerning the rights of persons with reduced mobility when travelling by 
air. The document will be briefly summarised and the basic principles that constitute this 
regulation will be elaborated. These principles might be reapplied in future legal initiatives 
dealing with accessibility of other transport systems (e.g. urban public transport).  
 
The proposed Regulation prohibits air carriers or tour operators from refusing persons with 
reduced mobility. This is without prejudice to certain exceptions and derogations notably for 
justified safety reasons. The Regulation gives persons with reduced mobility the right to a 
package of assistance at airports on departure, on arrival and in transit; it also contains 
provisions on prior notification of the need for this assistance. The managing bodies of 
airports are made responsible for providing the assistance free of charge to persons with 
reduced mobility. These managing bodies are entitled to levy charges on air carriers to fund 
the services. The managing body of an airport must lay down quality standards for the 
assistance. The regulation then requires air carriers to provide assistance on-board aircraft, 
again free of charge to persons with reduced mobility.  The general principles are as follows:  
 
1.  Unjustified refusal of carriage on the grounds of reduced mobility must be prohibited, in 
order to prevent unfair treatment. Exemptions can be made for safety reasons, if well justified 
and required by law so as to prevent abuse. 
 
2.  Passengers with reduced mobility should not be charged for the assistance needed to use 
air transport-the costs should be spread between all passengers. 
  
3.  The carrier should be responsible for assistance on board; airports should provide 
assistance before and after the flight.  
 
4.  Recognition of diversity in disabilities, requiring different approaches in assistance.  
 
5.  Sanctions for non compliance.  
 
The memorandum to this draft Regulation gives the Commission a platform for expressing 
the future initiatives in the field of passenger rights: “The Commission, however, does not 
believe that policy in favour of persons with reduced mobility should be limited to air 
transport. It has supported research programmes on the adaptation of different means of 
transport to their needs, covering low floor buses and the accessibility of coaches and long - 
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distance buses and of rail, which have led or will lead to legislative initiatives. In the case of 
rail, more actions have been launched. First, on the basis of the directive on the 
interoperability of the conventional rail system, technical specifications for interoperability 
covering accessibility for persons with reduced mobility are being developed, with the aim of 
enabling the Commission to adopt a decision in 2005. Second, as announced in its 
communication on an integrated railway area, in March 2004 the Commission adopted a 
proposal for a regulation on the rights of passengers using international services, including 
people with reduced mobility. As for maritime transport, the amended directive on safety 
rules and standards for passenger ships introduced requirements concerning the safety of 
persons with reduced mobility.” 
 
3.1.4 The Thematic Strategy for the Urban Environment 
 
The Interim Communication COM (2004) 60 final - Towards a thematic strategy on the urban 
environment, very explicitly mentions the link between transport and social exclusion. “Urban 
mobility is also an important element of social equity. Services, education, employment, 
leisure and goods should be accessible to all urban citizens regardless of whether they own a 
car. Citizens in the poorest parts of the city have the lowest car ownership rates. Public 
transport can provide this access and has clear environmental advantages.” 
 
In the final Thematic Strategy for the Urban Environment (COM (2005) 718 final), the 
reference to the topic of interest is less strong. Urban areas are recognised as being the 
locations where “the environmental, economic and social dimensions meet most strongly.” 
Social equity issues are dealt with under the more generic classification of topics relating to 
“quality of life”.  
 
The strength of the Thematic Strategy might lie in the recognition of local transport planning 
processes. “Some cities adopt plans on a voluntary basis to improve quality of life or in order 
to comply with EU standards to protect human health (e.g. air quality). Effective transport 
planning requires long-term vision to plan financial requirements for infrastructure and 
vehicles, to design incentive schemes to promote high quality public transport, safe cycling 
and walking and to coordinate with land-use planning at the appropriate administrative levels. 
Transport planning should take account of safety and security, access to goods and services, 
air pollution, noise, greenhouse gas emissions and energy consumption, land use and cover 
passenger and freight transportation and all modes of transport. Solutions need to be tailor-
made, based on wide consultation of the public and other stakeholders, and targets must 
reflect the local situation. The Commission strongly recommends that local authorities 
develop and implement Sustainable Urban Transport Plans.”  
 
The Commission will provide technical guidance in 2006 on the main aspects of transport 
plans, including issues such as equity, social impacts and gender, as part of the follow up on 
the Thematic Strategy for the Urban Environment. This process is accompanied by the 
research and demonstration projects PILOT and Liveable Cities. (www.pilot-transport.org).  
 
3.1.5 Public Procurement Directives 
 
An important policy field with direct impact on the transport opportunities of citizens is 
public procurement. This can be defined as the purchase of goods, services and public works 
by governments and public utilities. Public procurement rules have direct impact on the daily 
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lives of European citizens.  For example, public procurement contracts affect public transport, 
infrastructure work, the built environment and urban planning.  
 
Local and regional authorities and public utilities regularly purchase goods such as public 
transport vehicles and public works such as the installation of new public transport 
infrastructure or the construction of new public spaces and buildings. It is cited that public 
procurement transactions add up to 16% of the European Union's GDP, which would equal 
1,500 billion Euros. In this way, public procurement contracts set standards for the whole 
market. It is more profitable for companies to develop one product or service for the whole 
market than to develop two different schemes, one to cover public markets and the other to 
cover private customers’ needs.  
 
To bring order to this very dynamic field, the EU has adopted several directives: a directive 
(2004/18/EC) combining public supplies, works and services, and the Utilities Directive 
covering several fields including transport. The directives enable public bodies to draw up 
calls for tender to include technical specifications relating to accessibility for disabled people 
and design-for-all requirements. 
 
(There is an EU and EIB commitment not to fund or grant loans for inaccessible 
infrastructure). 
 
3.1.6 Public Transport as a Service of General Interest 
 
In July 2005, the European Commission adopted its COM (2005) 319 final document, a 
proposal for a regulation of the European Parliament and of the Council on public passenger 
transport services by rail and by road.  The Commission has proposed a regulation that sets 
the legal framework for Public Transport as a service of general interest.  
 
The objective of this regulation is to provide a framework for authorities with the competence 
of organising public transport (e.g. local authorities) to organise and finance their public 
transport services. This should ensure a high quality public transport service, as part of the 
European social model, and can avoid negative impacts of deregulated markets. Competent 
authorities can either choose competitive tendering, or can opt for an in-house approach.  
 
3.1.7 Strengthening stakeholder associations 
 
The EU is initiating and funding European platforms of socially disadvantaged groups (e.g., 
European Disability Forum (EDF), European Network of Independent living (ENIL) and 
Platform of European Social NGOs.) 
 
3.1.8 EU Bus and Coach Directive 
 
The Directive 2001/85/EC is the Directive of the European Parliament and of the Council 
relating to special provisions for vehicles used for the carriage of passengers comprising more 
than eight seats in addition to the driver's seat, also known as the EU Construction Directive 
for Buses and Coaches, or in short, the bus and coach directive. 
 
The legislation was established to enable easy market access for new coaches.  The main 
advantage of the legislation is that industry is guaranteed that a single design of product is 
sufficient for all 15 Member States where previously 15 differing national designs may have 
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been required. However, this is not to overlook the fact that European legislation has had the 
effect of raising technical, safety and accessibility standards across the EU as a whole. 
 
The Directive lays down requirements for boarding aids facilitating access to vehicles. It 
contains standards for kneeling systems, lifts and ramps. The Directive, if adopted, will make 
it mandatory for those new vehicles that are designed to provide scheduled urban and 
interurban services to conform to the requirements for at least one of the boarding aids 
specified in the directive. Thus vehicles of the future will basically have to be fitted with 
either kneeling systems, lifts or ramps or any combination of them. 
 
In addition the Directive will require that such vehicles have at least one wheelchair space, 
with appropriate door access, floor coverings, bell push and partition upon which wheelchairs 
can rest when parked (facing to the rear of the vehicle). Throughout the main body of the 
Directive emphasis has been given on mobility-impaired passengers. One of the key features 
of the Directive is that it sets a maximum first step height of 32cm for all vehicles. This is a 
major incentive for operators to buy low-floor buses, which all meet this norm. 
 
The Directive ensures that all full-sized buses with a capacity of over 70 passengers will have 
at least two sets of doors. The provision of additional doors is a positive accessibility feature 
since they help to ease boarding and alighting for all, including the mobility-impaired. 
Finally, another simple but important requirement is that handrails on vehicles have to be 
colour contrasting and floors have to be non-slip. 
 
Similar to the Bus and Coach Directive, a Directive on maritime safety, revised in 2003, adds 
accessibility requirements for disabled people in new ships (access to the ship, accessible 
signs, alarm etc).  
 
Next to these, the railway sector is assessing the Proposed Technical Standards for 
Interoperability on rail accessibility for people with disabilities. The current proposal would 
apply to new stations with more than 1,000 passengers a day and to all new domestic and 
international trains.  
 
3.2 EU research projects addressing the link between social exclusion and 

transport 
 
As mentioned in the introduction to this chapter, the subsidiarity principle applies to transport, 
i.e. the EU does not have a lot of room to legislate on local transport matters. Over the past 
few years, the EU has addressed the transport and inclusion issue through a variety of 
projects, by choosing the option for demonstration rather than legislation. In the following 
paragraphs, we will introduce a series of pilot, demonstration and validation projects. The 
projects can rely on diverse funding opportunities, e.g. structural funds (Objectives 1 & 2, 
Interreg), DG Employment/Social Affairs budget lines, DG TREN etc). Some demonstration 
projects are performing well in other transport areas, e.g. CIVITAS (clean urban transport), 
and might be a promising format to develop good practice in the field of social inclusion 
through transport policies.  
 
3.2.1 MATISSE 
 
MATISSE (Methodology for Assessment of Transport ImpactS of Social Exclusion) was 
funded by the D.G Employment/Social Affairs as a preparatory action to combat social 
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exclusion. The main objective of the project was to demonstrate the impact of transport 
policies on social exclusion. The project has produced guidance for transport planners and a 
report containing a description of transport problems facing excluded persons and 
neighbourhoods. The project has drafted recommendations for greater cohesion between 
policy areas at European and national levels and the formation of partnerships of social & 
transport agencies at all levels of government.  
 
More information is available at http://www.matisse-eu.com/ 
 
3.2.2 UNIACCESS – Design of universal accessibility systems for public transport 
 
UNIACCESS is a Coordinated Action funded within the 6th Framework Programme for 
Research and Development. The goal of this project is to promote and support the networking 
and coordination of research and innovation activities in the field of universal design of 
accessibility systems for public transport between a comprehensive group of stakeholders 
(end users, designers and manufacturers, operators, authorities) with a view to achieve quality 
and equality of access to public transport in the E.U. In order to maximise the benefits of this 
project, strong activities of information dissemination and public awareness will be carried 
out. The current public transport does not meet needs of all less-able users (elderly, disabled, 
pregnant women, shoppers, etc) and adapted vehicles (low floor buses, buses with ramps) are 
rarely used. 
 
More information is available at http://w3.euve.org/uniaccess/index.asp 
 
3.2.3 ASK-IT (Ambient intelligence System of Agents for knowledge -based and integrated 
services for mobility impaired users) 
 
ASK-IT runs in the framework of the eInclusion projects over 4 years. The project will end in 
September 2008. The objective is the development of handheld devices to provide real time 
public transport and leisure information to support the less-able. The project is based upon a 
multi-sector partnership: Siemens, Nokia, FIAT, Alcatel, CERTH/HIT, Polis, among others. 
The technology will be demonstrated in European cities: Genoa, Madrid, The Hague, 
Newcastle, Helsinki, Bucharest, Thessaloniki and Nuremberg 
 
More information is available at www.ask-it.org 
 
3.2.4 Flexible transport services - Connect 
 
Connect is a Coordinated Action funded within the 6th Framework Programme for Research 
and Development. The aim is to establish an expert network on Flexible Transport Services 
(FTS). These services include Demand Responsive Transport, shared taxis, carpooling and car 
sharing, etc.  
 
The project will pull together all knowledge on FTS in a single knowledge portal - 
http://projectapps.vtt.fi/Connect/ 
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3.2.5 Flexible transport services - Sunrise 
 
Sunrise is a New Interreg IIIC (south) project. The objective is to introduce Demand 
Responsive Transport (DRT) services at 6 sites (urban & rural) in order to support economic 
development and social cohesion.  
 
More information at www.interreg3csunrise.org  
  
3.2.6 Virgil, Verifying and strengthening rural access to transport services  
 
VIRGIL was 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 
 
More information at www.eltis.org 
 
3.2.7 ARTS - Actions on the integration of Rural Transport Services  
 
The ARTS Project tested and demonstrated the most effective ways of providing rural 
transport services and, consequently, produced a set of recommendations to serve as a guide 
for the planning and implementation of rural transport systems. This goal was achieved 
principally with the help of demonstration and research programmes that covered 8 
experiences. 
 
More information is available at www.rural-transport.net  
 
3.2.8 SAMPLUS - Systems for the Advanced Management of Public Transport Operations 
 
The overall aim of SAMPLUS was to demonstrate and evaluate Demand Responsive 
Transport (DRT) services using telematics technologies. SAMPLUS involved undertaking 
major demonstrations of telematics-based DRT services at five sites in four different EU 
member states (Belgium, Finland, Italy and Sweden). The five demonstration sites covered a 
variety of socio-economic characteristics, four of them continuing from the SAMPO project 
that immediately preceded SAMPLUS. In addition, feasibility studies were conducted in two 
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UK, one Irish and one Finnish site.  More information is available at; 
http://cordis.europa.eu/telematics/tap_transport/research/projects/samplus.html 
 
3.2.9 QUAVADIS - Quality and Use Aspects of Vehicle Adaptations for DISabled  
 
The Quavadis programme was started up by the Commission in 2001 and is aiming to ensure 
proper application of Community legislation relating to adapted vehicles through information 
exchange and "best practices". It is also aimed at improving the safety level of vehicle 
adaptations, increasing transparency and making the use of vehicles of this type more 
widespread amongst people with disabilities. 
 
The European Quavadis project which the European Commission presented in connection 
with the European Year of People with Disabilities (2003), demonstrated that over 3 million 
people in the European Union currently hold a driving license for private cars adapted to the 
needs of people with disabilities. This figure includes 160,000 people who become 
permanently disabled each year as a result of road accidents. Many Member States are still 
not using all the available know-how and opportunities to promote the mobility of people with 
disabilities. People with disabilities are still being refused driving licenses and in order to 
regain their mobility, some people move to other Member States to be able to obtain a driving 
license for specially adapted vehicles.  More information is available at 
http://80.60.189.118/quavadis.  
 
3.2.10 TWIST - Transport WIth a Social Target 

TWIST is a European project financed by the EU Community Initiative INTERREG III B - 
CADSES (Central Adriatic Danubian South-Eastern European Space). The project aims at 
reducing the social and economic gap between mountain/rural areas and urban areas through 
the local implementation of different patterns of DRT (Demand Responsive Transport). The 
introduction of on-demand bus services in the territories is expected to facilitate access from 
disadvantaged and remote areas to more developed areas, offering opportunities of 
commercial exchanges, job search and social-health assistance.  

The regions participating in the TWIST project show a lack of services and infrastructural 
balance in the rural and mountain areas. The growing isolation of the population, mostly 
represented by old people, is the cause and the effect of the progressive abandonment of these 
territories. As a consequence, the resources assigned to the local transport services have been 
reduced, inducing the population to use their own means of transport and causing higher 
levels of traffic, exhaust emissions and road accidents.  

Starting from the survey of the supply and demand of public transport in the territories of the 
pilot projects, the TWIST project will implement the experimentation of different on-demand 
bus services. A model to organise and evaluate these services will be elaborated and 
transferred to other regions with similar characteristics.  

The project will realise the development of methodologies to determine the best technical and 
economic solutions of Demand Responsive Transport and will help the harmonisation of the 
local transport services to safety, qualitative and quantitative European standards. The final 
output will be best practices and methodologies to be transferred at regional and local level to 
the authorities in charge of planning and managing the system of transport.  More information 
is available at; www.twistproject.org. 
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3.2.11 MOBILATE - Enhancing Outdoor Mobility in Later Life: Personal Coping, 
Environmental Resources, and Technical Support  

The MOBILATE Project, coordinated by the Department for Social and Environmental 
Gerontology at the German Centre for Research on Ageing (DZFA), is an international study 
of how men and women in later adulthood manage their daily commutes, what mobility 
means to them and which conditions they feel promote or hinder their ability to get around.  

Patterns of mobility and activity were examined in autumn 2000 using 3,950 men and women 
in middle and late adulthood (55 years of age or older) from six urban and rural regions, 
representing five European countries (eastern and western Germany, Finland, Italy, Hungary, 
and the Netherlands).  The sample is disproportionately stratified according to gender and age. 

Standardised questionnaires and a mobility diary were used to assess various forms of 
mobility (e.g., walking, using private or public modes of transportation) and the essential 
features of the community (e.g., access to shops, services, and stations).  Demographic 
aspects, personality measures (e.g., control beliefs, subjective well-being, positive / negative 
mood) and sensory ability or disability (e.g., visual acuity, physical mobility) were assessed 
as well.  

In three of the participating countries (eastern and western Germany, Finland, and Italy), the 
study repeated an assessment conducted in 1995 with respondents from urban areas (see 
Project "Keeping the Elderly Mobile"). Hence, the analysis enables one to trace the 
development of ageing individuals, identify changes in the physical and social environment, 
and conduct a comparison of cohorts among the older participants of the study. The 
interviews were completed in the spring of 2001. 

The goal of the research is the description and explanation of mobility among older men and 
women, paying special consideration to the cultural, geographic, and structural differences in 
various European regions. The effect of specific environmental resources on mobility in urban 
and rural contexts is of primary importance. A further goal is to communicate the results to 
political and business leaders in order to prompt action regarding social policy, traffic 
coordination, city and regional planning, and industrial or commercial pursuits. The project 
was sponsored by the Fifth Framework Programme of the European Commission "Quality of 
Life and Management of Living Resources", Key Action 6: The Ageing Population and 
Disabilities.  

Results and background information can be found at http://www.dzfa.uni-
heidelberg.de/english_version/asoeg/m_mobilate.html  

3.2.12 WHO Age-Friendly Cities Project 
 
The Age Friendly Cities Project is a World Health Organisation project that is part of the 
WHO’s Ageing and Life Course programme whose guiding principle is “Active Ageing”. It 
focuses on optimising opportunities for health, participation and security to enhance the 
quality of life as people age. The project also addresses transport as a key part in this process.  
 
The project defines the concept of an Age-Friendly City. Cities have to start a continuous 
process of developing an inclusive and accessible urban environment that promotes active 
ageing. The project focuses on urban communities because approximately 75% of older 
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people in developed countries live in cities. Developing countries are also urbanising rapidly, 
without planning for an ageing community. By developing this project, the WHO aims to 
improve global awareness and multi-sector action to improve the age friendliness of urban 
settings and to provide “bottom-up” indicators to assist cities in becoming more age-friendly.   
 
The project is currently working with 27 cities worldwide including European cities and 
regions such as Dundalk (Ireland), Liverpool, London (UK), Geneva, Meinier (Switzerland), 
Ruhr region (Germany), Gijon (Spain) and Istanbul (Turkey).  
 
The methodology follows different steps. In the first stage, the community assesses and 
identifies barriers to age-friendliness through focus groups with older persons, carers, and 
service providers (public, commercial and voluntary). During the second stage, the local 
findings are disseminated in order to encourage and guide local action.  
 
During the consultation phase, several public transport issues were raised including: are 
public buses, trams and subways affordable/easy to get to/easy to board/frequent 
enough/punctual?  How extensive are the routes? What is the quality of the waiting areas: 
safe, well-lit etc? Are the services well adapted to people with disabilities? Other transport 
related areas of concern legibility of street signs and numbers, design and maintenance of 
pavements, street lighting. Another field of interest concerns the quality and accessibility of 
communication and information.  
 
The WHO has developed a Global Age-Friendly City Guide that identifies common and 
unique barriers to active ageing in urban settings and age-friendly city indicators which will 
be released in October 2007. The WHO anticipates  
 
More information is available at: 
http://www.who.int/ageing/projects/age_friendly_cities/en/index.html  
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4 NATIONAL GOOD PRACTICE 
 
In March 2000, the Lisbon European Council adopted a strategic goal ‘to become the most 
competitive and dynamic knowledge based economy in the world, capable of sustainable 
economic growth with more and better jobs and greater social cohesion’ by 2010 (the Lisbon 
strategy). To achieve this goal, one of the key objectives was to considerably reduce poverty 
and social exclusion in all EU Member States. In order to better coordinate the social 
inclusion policies of the EU Member States and in accordance with the European Social 
Inclusion Strategy, the Open Method of Coordination was established.  Also, in order to 
achieve the above goals, the European Council adopted a series of targets that the Member 
States were to pursue. The Member States were to account for the fulfilment of these targets 
in their biennial National Action Plans.  
 
All Member States have produced National Action Plans against poverty and social exclusion 
in response to these common objectives on poverty and social exclusion agreed by the 
European Union.  In these plans, each Member State presents its priorities and efforts for the 
coming two years in promoting social inclusion and combating poverty and social exclusion.  
The fundamental reason for Member States to develop National Action Plans was to enable 
them to review and further strengthen their policies and programmes with a view to moving 
them on to a new level of effectiveness (Council of the European Union, 20046). The first 
round of these National Action Plans was produced by Member States in 2001 and the second 
round in July 2003.  New Member States were required to produce National Action Plans in 
2004.  In 2005, Member States produced Implementation reports on their National Action 
Plans together with an update on the actions proposed for the 2005-2006 period.  New 
Member States were also invited to submit updates, which were provided by Cyprus, Hungary 
and Malta.  
 
A review of these National Action Plans reveal that a limited number draw attention to the 
important impacts that transport policies can have in contributing to social exclusion, with 
many giving no attention to the issue of transport. A limited number of Member States do 
mention transport in their National Action Plans, but as pointed out by the Joint Report on 
Social Exclusion (EU, 2004)9 only the following Member States thoroughly address the issue 
of access to transport in their National Action Plans for 2003-2005: Belgium, Greece, France, 
Ireland, Luxembourg and the United Kingdom.   
 
Below is a brief review of each of the National Actions Plans (2003 – 2005) for Member 
States and where available, a review of the Implementation Reports on National Action Plans 
on Social Inclusion 2003-2005.  New Member States National Action Plans (2004 – 2006) 
have also been reviewed where available.  These National Action Plans were all accessed 
from the Europa website7.   
 
4.1 Belgium 
 
The Belgian National Action Plan (2003 – 2005) recognises the importance of transport in 
tackling social exclusion.  The National Action Plan recognises that it is important that 
transport policy contributes to enabling a better link between home and work and removing a 

                                                 
6 Council of the European Union, Joint Report by the Commission and the Council on social inclusion (2004) 
7 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm 
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barrier to people taking up employment (EU, 2004).  The main transport-related actions 
identified in the Belgian National Action Plan are listed below; 
 
·  the National Action Plan recognises that one of the reasons why unemployed people are 

unable to find work is lack of mobility and one of the aims is to improve access to social 
assistance. In Flanders, in order to guarantee the minimal provision of public transport and 
travel possibilities, the target is to achieve the introduction of a basic right to mobility by 
the end of 2006.    

 
·  to promote initiatives which will benefit the most vulnerable families. In the framework of 

the European program MOSES, the Walloon region is responsible for investigating the 
technical and financial feasibility of car sharing in small cities in the region, and also to 
test the relevance of this concept for tourists.  In addition, the Walloon region wishes to 
utilise car sharing to assist social integration 

 
·  to improve access to social security - disabled persons who benefit from a Social Security 

allowance, and who live in Flanders, automatically receive a free subscription to the whole 
regional public transport network. 

 
·  In 2001, the Flemish social partners introduced a mobility theme in employment 

agreements.  The implementation of company transport plans is managed by mobility 
managers. In 2002, 450 motorbikes and 300 bicycles were bought and made available to 
unemployed Flemish people with mobility problems.  In addition, since 2003, unemployed 
people who travel to recruitment interviews by train are able to purchase a ticket for just 
� 1.  In consultation with the regions and the communities, the government has also 
simplified the process for reimbursement of the purchase of cars for disabled people.   

 
·  In order to increase access to employment, in the Walloon region, the pilot project 

‘cheques driving license’ benefited 250 women in 2003. Following a positive evaluation, 
it has now been increased to include 1000 participants, including men. The objective is to 
provide the trainees with an additional asset that they will be able to use during their 
search for a job. 

 
4.2 Denmark 
 
The National Action Plan for Denmark (2003 - 2005) does not discuss the issue of transport in 
combating social inclusion a great deal.  Transport is however mentioned briefly in terms of 
disabled people.  It is reported that social legislation makes a wide range of services available 
to disabled people including transportation services. It is also stated that measures have also 
been initiated to help raise the overall accessibility of public transport and that improvements 
include changes at stations e.g. establishment of lifts and ramps and new purchase and lease 
of trains with better accessibility for disabled people.  The update on the Danish 2003-2005 
National Action Plan8 again mentions transport specifically in relation to disabled people.  
Under the heading ‘dwellings, jobs, education and accessibility for disabled people’, it is 
stated that disabled people can now be granted subsidies to cover their expenses for transport. 
This is reported as one aspect of the government’s endeavour to improve disabled people’s 
quality of life and opportunities to be active during leisure time.  
 
                                                 
8 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm Last accessed 5/05/06  
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4.3 Germany 
 
Transport was not acknowledged as an issue in the NAP (2003-2005) for Germany. In the 
NAP Implementation Report9, although not mentioned in the main body of the report, when 
highlighting good practices in the area of social inclusion, transport is described as an area of 
society which is important in creating freedom from barriers for disabled people. The report 
states that transport is free of barriers if people with disabilities can access and use them in the 
normal way without any particular difficulties. It is recognised that communication barriers as 
well as physical barriers are important.  Amongst other agreements, it is claimed that three 
goal agreements in the transport sector are currently in negotiation: barrier free design of 
stops, vehicles and platforms in addition to airport systems.  
 
4.4 Greece 
 
The National Action Plan (2003 – 2005) for Greece highlights the importance of improving 
the quality of public transport and acknowledges that keeping transport fares at a reasonable 
level benefits those at risk. It also recognises the particular problems that disabled users face 
in this area. Good transportation connections are reported to be important for the countryside 
and for the islands, particularly for vulnerable groups who do enjoy the use of a car. The 
Greek Implementation Report on the National Action Plan on Social Inclusion 2003-200510  
states that there was a significant improvement in accessibility for persons with disabilities 
and for the elderly during 2003-2004. The tram and suburban rail began operation during 
2004; the operation of the Metro was extended and the programme of upgrading the electric 
train (ISAP) stations was completed with an integrated accessibility system for the stations 
and cars for all of these means of transport. The report also states that the following 
improvements are have been made or are underway: 
 
·  As part of a pilot programme, an announcement system has been made available at each 

station both inside and outside the cars.  This programme is designed to benefit the visually 
impaired and is being applied with the objective of installing the programme across the 
entire fleet.  

·  Specially designed vehicles for transporting persons with severe disabilities are in 
operation.  

·  The Greek Rail Organisation has adopted measures to better serve persons facing such 
difficulties. Special help desks for persons with disabilities have been established to provide 
any information or assistance requested at the platforms. 

·  The edges of platforms have been delineated for the protection of persons with impaired 
vision. 

·  Guides for the blind have been installed in major stations. 
·  Special ramps and toilets for persons with disabilities have been installed. 
 
It is also reported that Olympic Airways have followed a similar line with a high level of 
services provided due to the new air terminal and the technologically advanced specifications 
of its construction. The issue of transportation in relation to access to healthcare is also 
highlighted in the Greek Implementation Report. 

                                                 
9 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm. Last accessed 5/05/06. 
10 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm. Last accessed 8/05/06. 
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4.5 France 
 
The French National Action Plan (2003 – 2005) focuses on three main areas; 
 
1. to create more employment opportunities using innovative and sustainable solutions. 
 
2. the French ‘law for the equal and right opportunities, participation and citizenship of 

disabled people’ which was published on 12 February 2005. One of its main objectives is 
to allow disabled people to participate in social life.  It is obligatory for all community 
transport to be accessible to disabled people within the next 3 years.  

 
3. to mobilise all of the actors in the fight against exclusion.  
 
Some of the main actions outlined in the National Action Plan are; 
 
·  to develop services and accompanying measures which permit access to education, rights 

and other private or public services (culture, sport, leisure etc).  Transportation Solidarity 
cards allow socially and economically disadvantaged people to use public transportation 
networks for a reduced charge and they will be adapted to make it easier for the regional 
transport authorities to introduce the scheme; 

 
·  the extension of the ‘travel with a disability’ programme; 
 
·  using new communication and information technologies to tackle exclusion.  For 

example, the use of new technologies to enhance community transport services and private 
cars for use by disabled people. 

 
In the French urban policy implementation, there is a focus on urban renewal and 
improvements to reduce marginalisation in districts which are ‘in crisis’.  Improvements 
include; housing renovation, environmental criteria, transport improvements and the creation 
of public services.  The program ‘mobility for all’ was launched in 2002.  This program aims 
to create complementary transport services, in order to reinforce links between the districts ‘in 
crisis’ and areas of employment, the main public infrastructure, services and commercial and 
leisure facilities. 
 
4.6 Ireland 
 
Transport is recognised as an important issue to consider in combating social exclusion in the 
National Action Plan for Ireland (2003 – 2005).  This is in line with the transport targets of 
the Irish government which include the ‘integration of transport policies with other 
government policies, particularly balanced regional development and social exclusion’. The 
report acknowledges that transport is mainly a problem in rural areas and states that a series of 
pilot initiatives are underway to improve rural transport and that improvements in 
accessibility for the mobility impaired are being introduced.  
 
The following initiatives are planned to increase accessibility to transport:  
 
·  expansion of accessible bus services in urban areas for mobility impaired through 

continued replacement of inaccessible buses with low floor buses;  
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·  continued improvement of facilities and access for disabled passengers to bus and train 
stations e.g. provision of ramps, lifts, tactile flooring and induction loops at ticket offices;  

·  expansion of audio / visual facilities on train; full commissioning of light rail system in 
Dublin in 2004 with vehicles that are fully accessible to the mobility impaired.  

 
The Rural Transport Initiative (RTI) has been introduced to provide funding on a pilot basis 
for community organisations and community partnerships to address particular transport 
needs of their rural area by actively engaging in the provision of transport services. To help 
the most vulnerable, the RTI was launched in July 2001 as a result of a commitment by the 
Department of Transport in the National Development Plan 2000-2006 to support the 
development of pilot public transport initiatives in rural areas to address the issue of social 
exclusion caused by lack of access to public transport.  Gender mainstream is also highlighted 
in the report as an area for special attention and the importance of being aware of gender in 
public transport at the planning, design and implementation stages.   
 
The Irish Implementation Report on the National Action Plan on Social Inclusion 2003-
200511 again emphasises the importance of transport when considering social inclusion. It 
claims that major improvements have been made across a number of areas of access to quality 
services including transport.  Their aim for the next NAP is to effectively build on what has 
been achieved so far and to work towards achieving the Lisbon Goal of making a decisive 
impact on poverty by 2010.  
 
Particular attention is paid to improvements in rural transport which it claims have had a 
significant impact on social exclusion in rural areas.  In terms of the objective of facilitating 
access to resources, rights, goods and services for all, the report states that since 2000, all 
major refurbishment projects at bus and rail stations, together with the construction of new 
stations or purchase of trains or buses, take account of the needs of people with mobility or 
sensory impairments. It also states that an accessibility audit of all railway stations, 
commissioned in 2003, provides a comprehensive assessment of the works that have to be 
carried out and a programme of station investment is being developed based on its findings. 
Again the RTI is highlighted as an area of good practice. Thirty four projects are participating 
in the RTI – at least one project from almost every county of Ireland and it is claimed to be 
very successful with a number of services provided. It is also hoped to provide for the future 
development and implementation of accessible transport services for people with disabilities. 
In terms of updates for 2005-2006 transport is mentioned in terms of the strategy for the 
disabled with the aim of improving services for the disabled. 
 
4.7 Luxembourg 
 
The main objectives of the Luxembourg National Action Plan (2003-2005) are:  
 
·  increasing employment 
·  achieving a better balance between family and professional life 
·  improved access to housing 
·  increased efforts to combat social inclusion of under 25s, who face poverty or social 

exclusion 
                                                 
11  
http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm. Last accessed 8/05/06. 
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·  improved access by vulnerable people to resources, rights and services (to plan for 
regulations on accessibility for disabled people) 

 
In 2006, these strategic areas of action have been retained and will continue to be 
implemented.  The main theme which is related to transport is the housing policy, which is 
strongly linked to territorial and urban planning. The integrated strategy for transport and 
spatial development for Luxembourg proposes in its chapter on Assistance to Housing, that a 
sector housing plan should be defined.  The focus is now to launch more efficient awareness 
initiatives, in order to increase the visibility of the European strategy and the NAP. 
 
4.8 Portugal 
 
The Implementation Report for Portugal12 assesses the progress achieved in implementing the 
global strategy and policy measures defined in the NAP 2003-2005.  It also presents some of 
its impacts in reducing and preventing poverty and social inclusion. Transport is briefly 
considered in this plan in terms of helping the disabled who are seen as a vulnerable group.  
When highlighting good practices, transport is also mentioned in relation to continued 
integrated care. The report concludes with an update in strategic terms and intervention lines 
for the 2005-2006 period and although the report highlights improving access in many areas, 
transport is not mentioned directly. 
 
4.9 Spain 
 
The main objectives of the National Action Plan for Spain (2003-2004) and key goals are: 
 
·  To reduce the number of people with a level of income below 60% of the average income 

level by 2% throughout the duration of the Plan. 
·  To improve co-ordination of social protection policies and especially employment and 

social insertion policies through co-operation with the Public Administrations. 
·  To move ahead in terms of the geographical area factor in the following aspects: cohesion 

among geographical areas, increasing municipal area plans until reaching 50% coverage of 
the total population of the State and prioritising actions in vulnerable geographical areas 
and neighbourhoods. 

·  To promote measures to reconcile work and family life and to move ahead in development 
of the Integrated Plan to Support Families. 

·  To strengthen access to new technologies by the population in a situation of or at risk of 
social exclusion and related Non Governmental Organisations (NGOs) and professionals. 

·  To intensify activities against domestic violence and to increase measures which encourage 
equal opportunities between men and women. 

·  To develop specific programmes for dependent persons and vulnerable groups, such as 
senior citizens, disable people, the Gypsy population, immigrants, children and the 
homeless. 

·  To ensure participation and mobilisation of all the people and entities involved, including 
the corresponding Parliaments. 

·  To establish debate forums with NGO so as to ensure the participation of and contributions 
by the very people affected. 

                                                 
12 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm. Last accessed 8/05/06. 
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·  To promote exchanges and learning of good practices in the field of social inclusion. 
 
Transport is only considered as an issue when considering the disabled and the homeless in 
Spain.  The reports states that it aims to improve the situation of disabled people at risk of 
social exclusion and non discrimination to services relating to modes of transportation.  It also 
reports that it provides urban transportation at no cost to people considered transients or 
homeless as long as their situation persists.  In the implementation update report for Spain,13 
transport is described briefly and again in reference to actions to help the homeless. No other 
references are made to transport in the remainder of the document.  In an Annex to the report 
describing population and vulnerable groups in Spain, it is acknowledged that one of the main 
problems facing disabled people is accessibility and that there are still considerable shortfalls 
in Spain related to communication, information and signalling; transport; building and 
urbanism which are said to be due to many reasons.  
 
4.10 Sweden 
 
The National Action Plan for Sweden (2003-2003) highlights the eight core challenges 
identified in the joint report on social inclusion in the EU that was produced following the 
first round of National Action Plans in 2001 and states that these are important starting-points 
for the measures and strategies described in Sweden’s action plan.  One of these challenges is 
guaranteeing equal access to quality services such as health, transport, social, care, cultural, 
recreational and legal services. Transport is not mentioned in the remainder of the report. 
When discussing updates for 2005-2006 and initiatives designed to reduce economic and 
social vulnerability in the implementation report for Sweden14, increased accessibility to 
public transport is mentioned as an initiative under the section of increasing accessibility for 
people with disabilities and job opportunities for occupationally disabled people. Transport is 
not mentioned elsewhere in this update. 
 
4.11 United Kingdom 
 
The National Action Plan for the United Kingdom (2003 – 2005) makes reference to the 
report ‘Making the Connections: Final Report on Transport and Social Exclusion’ which was 
produced by the Social Exclusion Unit15. This report states that the government is recognising 
the important links between transport and social exclusion and it includes many examples of 
best practices that have been implemented to combat the issue in the UK.  Some of the 
examples of good practice include: Transport Direct / Travelline, the Blue Badge Scheme and 
free travel for the elderly.   
 
The UK Implementation Report on the National Action Plan on Social Inclusion 2003-200516 
discusses transport with regards to the objective of ensuring access to employment, rights, 
goods and services. Accessibility Planning is highlighted and the importance of improving 
social inclusion by getting people to the services they need, either by improving travel to the 
service or by providing the service locally. The Implementation Report concentrates on 

                                                 
13 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm. Last accessed 8/05/06. 
14 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm Last accessed 8/05/06 
15 Making The Connections: Final Report on Social Exclusion (Social Exclusion Unit, 2003).  Accessed on 
www.socialexclusion.gov.uk/downloaddoc.asp?id=229. Last accessed 9/05/06. 
16 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm  Last accessed 8/05/06. 
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improving access to the services with the greatest impact on life opportunities such as jobs, 
health care, learning and food shops. It reports that Local Transport Authorities will be 
expected to work with partner organisations, such as Primary Care Trusts, Local Education 
Authorities and Job Centre Plus. It also states that they will be producing framework 
accessibility strategies as part of their provisional Local Transport Plans (LTPs) and full 
strategies as part of their final LTPs in March 2006. Transport is also mentioned briefly in 
terms of health inequalities and transport plans will aim to encourage physical activity. The 
report provides updates for 2005/2006 and defines four key priorities and related actions for 
the coming few years. One example is the regeneration of deprived neighbourhoods by, for 
example, providing an accessible public transport system in which everyone has the same 
opportunities to travel. 
 
4.12 Cyprus 
 
The National Action Plan for Cyprus states that the most important point in the social 
inclusion strategy is the continuation of a stable development path which leads to income 
increases and does not exclude anyone.  Transport is mentioned when describing access to 
housing.  The report states that the promotion of quality and the restraining of transportation 
prices mainly in public transport is a critical point for the standard of living of less affluent 
groups, such as older persons and immigrants. It states that the Strategic Development Plan 
(SDP) draws attention to the deficiencies of public transportation which results in extremely 
limited use and consequently to traffic congestion and pollution.  The reports also states that 
the development of public transport is a central objective for the development of Lefkosia and 
its implementation will begin before 2006. In addressing Turkish-Cypriots (reported as being 
one of the vulnerable groups in Cyprus) and providing the rights and benefits that the 
Republic of Cyprus offers its citizens, it is stated that one of the measures addressed is the 
transportation of these groups.  
 
Transport is considered in the implementation update for Cyprus17 in relation to accessibility 
for vulnerable groups such as the disabled and the elderly. The report states that the design of 
a fully accessible transport system will be accelerated. It is hoped that by 2006, the ergonomic 
arrangements facilitating physical access of persons with disabilities to public transport will 
increase by 10% and that by 2010, the number of public vehicles that are accessible to persons 
with disabilities is increased by 50%.  The report also states that, in the area of education, the 
programme of providing schools with all necessary transport equipment to facilitate the 
integration of children with disabilities has been intensified.   
 
4.13 Czech Republic 
 
Transport is recognised as a significant issue in the National Action Plan for the Czech 
Republic (2004 – 2006).  There are plans to improve basic transport services in remote and 
rural areas and two aspects are highlighted as a priority: improving transport services, 
particularly in disadvantaged regions and to remove technical barriers for access to public 
transport experienced by people with disabilities and older people, improving the supply of 
barrier-free transport. A ‘Transport Policy Strategy’ is in place covering the period 2004 to 
2013 which takes into account the principles of social solidarity, social integration and equal 
opportunities of individuals and groups. 
                                                 
17 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm. Last accessed 8/05/06. 
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In order to remove barriers to public transport and to enable access by people with disabilities 
and older people, the Czech government has approved a programme entitled ‘Programme to 
Promote Safety in Transport and to Improve Access to People with Reduced Capacity of 
Movement’. An updated version was approved in 2003 after an assessment of the programme 
performance under the new name National Development Programme – Mobility for All.  
Improvement of mobility is hoped to contribute to higher skill levels of the labour force, the 
enhancement of competivity, and the improvement of economic and social cohesion. The 
expected project results relating to social inclusion are: improved and safe access to labour 
market opportunities, human resources development, improved mobility of all population 
groups and thus improved efficiency of the labour force and creation of preconditions for 
social integration of excluded people. 
 
4.14 Estonia 
 
The National Action Plan for Estonia (2004 – 2006) recognises transport as one of the barriers 
to employment. Transportation benefits are among the measures introduced to increase 
employment amongst at risk groups.  A transport benefit is paid to at risk groups in order to 
compensate for the transportation costs of participating in active labour market measures (in 
particular, labour market training and work internship) and for participants in public work. In 
order to make work more accessible to disabled people, a number of measures are proposed to 
adjust work and workplaces for disabled people.  For example, if a disabled person is not able 
to use public transport to travel to work, an allowance is provided to compensate for the 
additional transportation cost.  In order to extend learning opportunities for disabled children 
at mainstream schools, transportation between home and school is also organised.   
 
4.15 Hungary 
 
The National Action Plan for Hungary (2004 – 2006) highlights the importance of transport in 
dealing with the social exclusion issue particularly in terms of accessibility and affordability 
for the disabled and the elderly. The report states that Hungary offers extensive travel 
concessions to senior citizens compared to elsewhere in Europe and ‘serves to support a 
senior-friendly physical and social environment and an active old age’. The Hungarian 
implementation update of the NAP for 2003-200518 which has a different structure to other 
implementation update reports focuses on the following issues: promoting employment, 
guaranteeing access to public services, reducing persistent and deep poverty, investing in the 
future (guaranteeing child well being), mainstreaming the fight against social exclusion in 
respect of the main target groups and mobilising all relevant bodies for social inclusion.  
Transport is considered with reference to guaranteeing access to public services and in 
overcoming regional disparities. It is stated that public transport infrastructure development 
was implemented to strengthen the mobility of labour and to improve accessibility of public 
services and that micro-regional transport links will be implemented. In addition, it is reported 
that the complex development of the public transport system of 10 cities will be implemented, 
in the value of HUF 1.2 billion. With reference to mainstreaming the fight against the social 
exclusion of people living with disabilities in accordance with the EU recommendation, the 
system of parking permits to the disabled with restricted mobility has also been modernised.  
 

                                                 
18 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm Last accessed 8/05/06. 
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4.16 Lithuania 
 
In the National Action Plan for Lithuania, transport is considered in solving the issue of 
regional and geographical concentration of unemployment. The aim is to improve the 
education and transport infrastructure, especially in problem territories. With regards to 
education, the aim is to continue developing the system of transportation to school of pupils 
from pre-school educational establishments and schools. The report outlines some of the 
measures financed with the funds of central government and municipal budgets and these 
include the transportation of schoolchildren which includes the adjustment of yellow buses for 
the disabled. 
 
4.17 Latvia 
 
The National Action Plan for Latvia (2004 – 2006) recognises that transport has an impact on 
social exclusion.  The report describes the current state of transport and recognises that public 
transport services are essential for ensuring the mobility of people to reach workplaces, 
educational institutions, and state and municipalities as well as institutions providing 
healthcare and social services.  Targets have been set to ensure access to public transport 
services for everybody and these include the increase of transport lines and routes and in the 
number of public transport vehicles adjusted for persons with ‘movement disorders’.  Policy 
measures to improve transport accessibility include the ‘Basic Approach of Public Transport 
Development’ which is being formulated.  This document determines state policy on public 
transport development for the next 10 years, ensuring qualitative, stable and accessible public 
transport services.  It is recognised that it is necessary to elaborate new legislation acts to 
implement public transport administration models protecting the interests of passengers.  A 
new, effective public transport administration system is envisaged. In order to ensure the 
long-term development of the public transport industry, it is reported that the state support 
programme for public transport will be realised. A united and rational public transport 
network will be developed to satisfy the transportation needs of people. 
 
4.18 Malta 
 
In the Nation Action Plan for Malta (2003-2003), the strategic approach of the Maltese 
Government in tackling poverty and social exclusion has the main objectives: 
 
·  increasing the overall employment rate – namely female – and to develop policies to make 

work pay while promoting more and better jobs for both women and men, who are 
currently inactive or who are recipients of social benefits; 

 
·  combating illiteracy and improving the educational attainment of both young students as 

well as adults in advanced age 
 
·  strengthening the welfare system so as to cater for the most needy and increasing social and 

affordable housing conducive to well-being. 
 
The issue of transport in the area of social inclusion is touched on briefly in terms of future 
activities and improving transport facilities. In the implementation report for Malta19, in terms 

                                                 
19 http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm. Last accessed 8/05/06.  
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of economy, the report states that public transport is undergoing a reform to ensure 
competitiveness in the global market and to guarantee a growing economy.  Accessibility is 
considered but transport is not mentioned directly in relation to accessibility in this report. 
 
4.19 Poland 
 
The National Action Plan for Poland (2004 – 2006) considers transport as relevant to the issue 
of social inclusion and mentions strategies to improve transportation in Poland.  It is stated 
that the deterioration of transport infrastructure in Poland as well as the observed increase of 
transport costs are the main reasons for the limited mobility of the labour force in Poland. It is 
acknowledged that transport has a significant impact on the level of unemployment and the 
‘Strategy for Transport Infrastructure Development for 2004-2006’ is highlighted in the 
document. This transport strategy includes actions to improve the accessibility of main urban 
centres, assist in the development of regions and to improve transport safety. These actions 
will be financed through the Cohesion Fund and within SOP-Transport. In future years (2007-
2013) there are plans to increase labour force mobility by creating a transport network to 
enable more people to travel to work. 
 
4.20 Slovakia 
 
The National Action Plan for Slovakia (2004 – 2006) states that growth in employment is the 
most efficient way to fight poverty in Slovakia.  The report acknowledges that transport is a 
key issue when considering social inclusion. The proposed political measures highlighted in 
the report include facilitating access for all to transport and to maintain affordability for at-
risk groups. The report describes examples of the current system of public transport discounts 
and provides a brief outline on accessibility, safety and bus information improvements.  It is 
reported that the affordability of bus and railway transport is ensured by the state via the 
Ministry of Finance of the Slovak Republic.  Citizens with permanent residence in the Slovak 
Republic are provided with social discounts; pensioners, persons with a health disability, 
persons aged above 70 years, children up to the age of 15 and parents visiting a physically or 
mentally handicapped child to whom care is provided outside their permanent residence by 
social services.   
 
In an Annex to the main report the reductions for vulnerable groups of the population in terms 
of local bus transport, long-distance bus transport and railway transport are described in 
detail. Concerning accessibility, it is stated that the problems of the movement of persons with 
a health disability and barrier-free access to trains and hygiene facilities are being solved by 
SR Railways in the framework of reconstructions of existing buildings covered from their 
own funds. With regards to bus transport, it is claimed that operators are gradually 
introducing low-platform vehicles. The objective of helping people with transport costs in 
order to improve the employment and employability of groups with an increased risk of social 
exclusion is also proposed.  
 
4.21 Summary 
 
Whilst there is some mention of transport in the National Action Plans listed above, the 
majority of National Action Plans did not include transport as a main consideration when 
addressing social inclusion. Whilst the National Action Plan for the UK addresses the 
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connection between transport and social exclusion, other European National Action Plans 
only consider transport briefly and where transport is addressed, it is usually specifically in 
terms of accessibility for the disabled and unemployed. The National Action Plans for 
Austria, Finland and Slovenia did not mention transport at all.  
 
It is clear that comprehensive and strategic approaches in this area are still limited.  Indeed, 
prior to the third round of National Action Plans that were due in 2006, ECLIPSE aimed to 
assist with the process by raising the awareness of the transport issue at a National level and 
encourage the importance of transport to be addressed more thoroughly in the third round of 
NAPs.   
 

5 REVIEW OF STATE OF THE ART FOR 2006-2008 NATIONAL 
ACTION PLANS 

 
In March 2006, the European Council adopted a new framework for social protection and the 
social inclusion process and a new set of common objectives were established. Three 
overarching objectives and objectives for each of the three policy areas of social inclusion, 
pensions and health and long-term care were prioritised and namely to promote: 
 
1) Social cohesion, equality between men and women and equal opportunities for all through 

adequate, accessible, financially sustainable, adaptable and efficient social protection 
system and social inclusion policies; 

2) Effective and mutual interaction between the Lisbon objectives of greater economic 
growth, more and better jobs and greater social cohesions, within the EU’s Sustainable 
Development Strategy; 

3) Good governance-transparency and the involvement of stakeholders in the design, 
implementation and monitoring of policy. 

 
By the end of 2006, almost all Member States and other interested countries had updated the 
State of the Art of the National Action Plans, including revised objectives, priorities and work 
programme until 2008.  
 
The new revised objectives include: 
 
1) Increase labour market participation 
2) Modernise the social protection system 
3) Tackle disadvantages in education and training 
4) Eliminate child poverty and improve assistance to families 
5) Ensure decent housing and tackle homelessness  
6) Improve access to quality services (transport) 
7) Overcome discrimination and increase the integration of people with disabilities, ethnic 

minorities and immigrants. 
 

The National Action Plans for 2006-2008 were closely examined to look specifically at the 
extent to which transport or mobility was mentioned.  It has emerged that a limited number of 
Member States paid attention to transport, mobility and accessibility issues in their NAPs for 
2006-2008 and transport still remains a marginal concern.  Below, is a description of what, if 
any transport, mobility or accessibility issues are mentioned in each of the National Action 
Plans.  
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5.1  Austria  

No transport or mobility specific measures are mentioned in this NAP. 

5.2 Belgium 
 
The Belgian NAP recognises the importance of transport as a tool to tackle social exclusion. 
The main actions identified in the plan aim to promote a public transport network that has to 
be: accessible to elderly people, families, children, economically disadvantaged and disabled 
people. The examples include the easing of rates and entirely free subscriptions for specific 
categories, and developing insufficient transport connections in the outskirts and rural zones.  
The goal is to enable social integration and address the economic environment and culture 
necessary for combating social exclusion. 
 
5.3 Bulgaria 
 
The policy for social protection and social inclusion in Bulgaria is considered to be an 
inseparable part of the general state policy. In the field of transport there is no active 
participation of the municipalities in these activities.  

The main challenges are as follows: improving social service delivery and securing equal 
access to high- quality social services for all, and in particular for people with disabilities and 
the mentally handicapped; promoting access to transport for all; regenerating areas of multiple 
deprivations; ensuring social and educational integration of vulnerable ethnic minorities. 

The Bulgarian NAP states that it is trying to improve the accessibility of public transportation 
by means of a social series of interventions (subsidies, easing of rates and the removal of 
architectural barriers), particularly for disabled persons and those that reside in disadvantaged 
rural areas. 
 
Policy measures:  

- the living environment and transport are being adapted to the needs of people with 
disabilities;   

- financial support is provided to children and people with disabilities and their families;                       

- carrying out activities for the creation of an accessible environment for people with 
disabilities and providing accessible transportation with the active involvement of the 
municipalities in these activities;  

- the improvement of the administrative services for persons from vulnerable groups, 
including their access to electronic services;  

- ensuring conditions for the development of all-day organisations in the educational process 
at the level of primary and lower secondary education; expanding the system of social 
measures aimed towards the provision of textbooks and school appliances free of charge, as 
well as free transportation, etc.; 

- the provision of quality health care to the population is one of the main purposes of the 
system governance. The state budget also covers the expenses of medical transportation. 
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5.4 Cyprus 
 
The NAP of Cyprus is directed towards developing a quality transport network and the 
territorial development of connections to improve the social and economic standard of life for 
all citizens.  The main challenges are: Improving access to care services for children, older 
persons and other dependent persons. It is thought that this may encourage the integration or 
reintegration of women into the labour market.  
 
Measures aimed at integrating vulnerable groups into the labour market focus on increasing 
the participation of older people (aged 55-64), women, persons with disabilities, public 
assistance recipients and the unemployed in general.  
 

Policy measures:  

Measures are being undertaken to improve access for persons with disabilities to public 
buildings, sidewalks and public transport. As mentioned above, improving access to care 
services for children, older people and other dependent persons will also encourage the 
integration or reintegration of women into the labour market.  Their integration will also be 
facilitated through measures for the creation of new employment opportunities on the basis of 
flexible working arrangements that will promote reconciliation of work and family 
responsibilities.  It is reported that, in general it will be preceded by increasing the quantity of 
the public vehicles accessible to persons with physical incapability. 
 
In the education field, the integration of disabled children will be intensified by the 
introduction of suitable transport facilities.   
 
5.5 Czech Republic 
 
‘Czech Transportation Policies for the Period 2005–2013’ is a key strategic document for the 
transport sector. The Strategy to Support Territorial Transport Services was drawn up as a 
follow up strategic document to the Transport Policy. 
 
The main challenges of the Czech Republic NAP are directed to improving the transport 
network, particularly in the disadvantaged regions (rural areas), and to removing architectural 
barriers to allow persons with reduced mobility (elderly and disabled people) to be able to 
make use of the public transport service. It is thought that improving the culture, accessibility 
and quality of a public transport journey enables persons with specific requirements to have 
direct participation in the social life and economics of a society, allowing the social 
integration of a person otherwise excluded. 
 
Policy measures:  

Ensured personal help is combined with primary healthcare services.  In the Czech Republic it 
also includes long-term care institutional services where social care (help in self-care 
activities) and healthcare (nursing care) is provided.  

The employment rate is affected by large regional differences, due to the influence of 
structural changes, labour flexibility and insufficient mobility in particular. The groups most 
at risk in terms of accessing the labour market are those experiencing a combination of 
disadvantages, such as young people with low qualifications or disabled persons with 
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insufficient qualifications. This fact is reinforced if a job seeker would have to commute to 
work (for example, the financial and time demands of commuting or non-existence of public 
transport from the home). 

There have been great improvements in the support given to the education of people with 
disabilities and the general public in general with respect to the issue of disabilities. In the 
area of transportation, the necessary legislative measures have been introduced and their 
implementation in the field has started. 

5.6 Denmark 
 
No transport or specific transport measures are outlined in this NAP. 
 
5.7 Estonia 
 
The Government of Estonia has set a strategic objective to achieve the rapid, socially and 
regionally balanced and sustainable economic development of Estonia.  In terms of national 
development, the Government considers it crucial to favour everybody’s ability to lead an 
independent life and motivation to develop and improve one’s standard of living. The 
Estonia’s NAP recognises transport as one of the barriers to social inclusion and occupation, 
especially for disabled people. 
 
The main challenges: 
 
According to the Action Plan for Social Inclusion and Protection of Rights for Disabled 
Persons, measures are undertaken to support independent living, education, employment and 
participation in society of people with disabilities. There are various reasons for 
unemployment and inactivity of disabled people: lack of adequate means of transportation; 
limited opportunities of formal education and in-service training, employers’ low interest in 
employing disabled people and lack of flexible work forms.  Many disabled people are willing 
or able to work only part-time.  
 
Policy measures: 
 
Facilitating the entry of disabled persons to the labour market through providing necessary 
services (professional and vocational rehabilitation; assisted work; protected work; personal 
assistant; support person; transportation opportunities) is considered one way to alleviate the 
shortage of labour supply that has emerged under the conditions of economic growth and an 
ageing population in Estonia. Assessed as incapable of work indicates that disabled persons 
have serious trouble finding a suitable job.  
 
Estonia’s NAP is aware of the importance of developing public transportation and it aims to 
achieve European and Lisbon targets in trying to reach the following objectives:  
 
-  promoting accessibility, by means of a social series of interventions (greater territorial 
connections, easing rates and removing architectural barriers), mainly for disabled persons 
and those that reside in disadvantaged rural areas; 
-  favouring mobility to make it easier to access training, education and employment 
opportunities 
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5.8 Finland 
 
Finland’s NAP does not deal with specific strategic plans regarding mobility or transport, but 
it refers to local patient transport services and other social measures when describing its 
health care system. 
 
5.9 France 
 
The French NAP started the programme "Mobility for all" to improve transportation and to 
resolve the problems of mobility triggered by: 
 
- the lack of territorial connections, particularly in the rural zones, (that make employment 
and the active participation in the social and cultural life of the town difficult); 
- the lack of accessible transport infrastructure to  people who have a physical mobility 
problem.   
 
5.10 Germany 
 
In Germany’s NAP there are no specific challenges related to the transport system or mobility 
but some mobility assistance measures are linked to ‘Long-Term Care Insurance’ in the 
technical annex of the report. 
  
5.11 Greece 
 
The NAP for Greece states that social protection systems on an international level encounter a 
whole raft of challenges. It is felt that the economy’s internationalisation and global 
competition are some of the challenges putting pressure on social protection funding. 
 
The Greek NAP emphasises the importance of improving the quality and accessibility of 
public transport particularly for economically disadvantaged persons and those with reduced 
mobility (elderly and disabled people). 
 
The main challenges: 
 
It is thought that education, vocational education, training and life long learning constitute the 
building block for equal opportunities and act as instruments for social cohesion. 
 
Ageing has been repeatedly mentioned in research as a poverty risk factor. It is reported that 
individuals aged 65 and over need a number of services and through a satisfactory minimum 
pension, supplemented with other goods and services like health, transport and housing etc 
this proves to be a social investment, making individuals autonomous, strengthening their 
self-respect and promoting economic growth. 
 
Policy measures: 
 
- easing rates or providing a free pass for the persons of a low income; 
- specially designed vehicles for transporting persons with severe disabilities; 
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- special help desks for persons with disabilities to provide any information or assistance 
requested at the platforms. 
- the edges of platforms have been delineated for the protection of persons with impaired 
vision. 
- guides for blind people have been installed in major stations. 
- special ramps and toilets for persons with disabilities have been installed. 
 
5.12 Hungary 
 
The most important objective of the Hungarian Government is to create a successful and 
solidarity-based society, and to close the gap between Hungary and the EU average in terms 
of economic performance and living standards. Accordingly, in Hungary’s Convergence 
Programme the Government set out the conditions for growth with a basis on long-term 
balance. 
 
It is thought that the social integration of disadvantaged groups, including Roma is of key 
importance to the economic and social development of the country and Regional balancing, 
accessible public services and social benefits may play a key role in all this. A competitive 
economy requires a workforce that can be mobilised and this requires appropriate 
geographical, professional, and social mobility. 
  
The Hungarian NAP recognises the importance of transport as a tool against social exclusion, 
particularly in terms of accessibility and affordability for disabled and older people. 
 
The main challenges: 
 
- Abolition of the obstacles hindering employment. This could be eliminated by removing 
transport obstacles and developing community transport in order to promote geographic 
mobility. 
- Allowing access to services in territories with missing services due to geographical 
disadvantages as well as developing transportation, public utility infrastructure, and IT 
services. 
 
The main measures: 
 
This NAP states that the promotion of geographic mobility is indispensable for reducing the 
persistent territorial disadvantages through the improvement of public and community 
transport, and providing physical access to transport. In order to promote the social and labour 
market integration of people living with disabilities providing physical accessibility is to be 
accelerated.  
 
Up until 2008, the investments targeting the reconstruction of secondary roads, the 
construction of missing connecting roads and the improvement of local public transport 
realised within the framework of measure 2.1 of the OPRD ‘improving the accessibility of the 
regions and micro-regions lagging behind’ shall be continued 
 
A ‘National Programme for the Disabled’ has been prepared with the co-ordination of the 
Ministry of Social Affairs and Labour in order to create the foundations for the measures 
affecting several areas, targeting the realisation of equal opportunities for the people living 
with disabilities. The actions and the objectives included in the programme shall be enforced 
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during the decision-making processes of the health-care, employment, education, transport 
planning, and settlement development sectors and also in the other areas of central planning 
(Ministry of Social Affairs and Labour). 
 
5.13 Ireland 
 
The NAP for Ireland reports that improving access to and the quality of essential services is 
crucial for the achievement of adequate standards of living, individual well being and social 
cohesion. Ireland’s NAP policy is principally directed to fight social exclusion and improve 
the public transport system. 
 
The main challenges: 
 
The NAP has identified the following four priority policy objectives: 
 
- Child poverty 
- Access to quality work and learning opportunities (activation measures) 
- Integration of immigrants 
- Access to quality services 
 
The main measures:  
 
Accessibility of transport for older people and other vulnerable groups is vital in terms of 
accessing health services, social networks and for remaining active. The Rural Transport 
Initiative (RTI), in operation on a pilot basis since 2002, addresses the particular transport 
needs of rural areas. It is a policy objective to further develop the RTI and to place it on a 
permanent footing from 2007 following the successful piloting of the initiative.  
 
In developing proposals for the roll-out of the RTI from 2007, particular attention will be paid 
to the transport needs of rural communities that do not currently have access to public 
transport, particularly older people and other disadvantaged groups. In addition, legislation 
specifies a number of supplementary issues on which information is to be provided by each of 
six Departments.  For example, the Department of Transport is required to provide 
information in relation to: 
 
- access to public passenger transport services for people with disabilities; 
- a programme of measures to provide access to such services. 
 

5.14 Italy 
 
The social inclusion strand of the Italian National Strategy Report is based on a multi-
dimensional approach, and efforts to enhance the integration of policy fields and different 
government levels are clearly pursued. The report focuses on five national priorities for 
action: improved access to rights and services; reducing poverty, with particular reference to 
child poverty; strengthening the social inclusion of migrants and disabled people; increasing 
labour market participation, especially for women, young people and older workers and 
reducing regional imbalances. The frequent lack of a sound analytical background and impact 
assessment of previous policies and the weaknesses in terms of targets and indicators make it 
difficult to judge their adequacy. 
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In Italy’s NAP there are no specifically mentioned planned policies or measures concerning 
the transport system or mobility in general. 
 
5.15 Latvia 
 
Latvia’s NAP considers the public transport system as an aspect of public life that has to be 
improved in order to allow elderly people and other vulnerable groups such as disabled people 
to integrate in the social economic environment. 
 
5.16 Lithuania 
 
Following its programme provisions, the Government of the Republic of Lithuania is going to 
work on the implementation of its social protection and social inclusion policy to create 
favourable conditions of life for every citizen, taking into consideration the differences of 
men and women.  It is felt that such conditions of life for individuals capable of work could 
be ensured through income gained from employment, and for those who are not capable of 
work or are temporarily jobless, the developed and well functioning social protection system, 
flexibly adapted to challenges and new needs. 
 
The NAP tries to eliminate the obstacles of daily living for vulnerable or disabled people and 
for those living in rural areas by facilitating and improving the transport system, contributing 
to the reduction of poverty and social exclusion which is in some rural areas is difficult to 
achieve because of the lack of transport services.  
 
5.17 Luxemburg 
 
No transport or mobility specific measures are mentioned in this NAP 
 
5.18 Malta 
 
In its NAP, Malta remarks that social exclusion and poverty can be fought and defeated only 
by improving the economic increase of GDP and by promoting a public transport service 
which could solve mobility difficulties both for disabled and older people and those living in 
rural areas. 
 
5.19 The Netherlands 
 
In the Netherlands’s NAP, special attention is given to vulnerable groups. They include 
improving social cohesion and the quality of life in villages, districts and neighbourhoods, 
support for informal carers and people engaged in voluntary work, the promotion of 
participation in social life and the ability of people with a debilitating or chronic 
psychological problem or with psycho-social problems to live independently, and the 
provision of social support including women’s shelters and the promotion of addiction policy. 
The main measures:  
 
Local authorities are exploring the synergy between the WWB (Work and Social Assistance 
Act) and the Wmo (Social Support Act).  In addition to the possibilities afforded by the WWB 
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and the Wmo, local authorities have also shown interest in encouraging social participation by 
issuing city passes and offering free public transport for specific target groups. Other aspects 
of the Wmo are discussed in the chapter on health care and long-term care. As it concerns 
people with a disability/chronic disease in the Netherlands, people with a long-term restriction 
are entitled to be treated as a full-fledged citizen. That includes deciding where they want to 
live and work and how to spend their free time. It also means control, equal rights and a 
society that offers them sufficient opportunities and support to live independently and on their 
own.  This means that facilities must also be physically and socially accessible. 
 
5.20 Poland 
 
Poland’s NAP mentions ‘Article 68’ of the Constitution of the Republic of Poland which 
obliges public authorities to ensure equal access to health care services, financed from public 
funds to all citizens, irrespective of their financial situation.  
 
The strategic approach presented in the NAP is consistent with the common objectives for 
fighting poverty and social exclusion.  It also responds to the country-specific challenges 
identified for Poland in the 2006 Joint Report on Social Protection and Social Inclusion.  
 
The Act on healthcare services financed from public funds defines the tasks of public 
authorities aimed at ensuring equal access to health care services to all citizens in detail.  The 
main measures in terms of transport services in accordance with the Healthcare Act involve 
auxiliary services, namely accommodation and meals at the twenty-four hour or all-day 
healthcare institution, as well as sanitary transport services. 
 
5.21 Portugal 
 
Portugal’s NAP provides some provisions finalised to reduce poverty and social exclusion. 
Portugal has responded positively to the challenges identified in the 2006 Joint Report by 
setting up mechanisms to mainstream social inclusion in relevant policy initiatives and 
establishing closer links with the reforms being conducted under the Lisbon Process.  
Ensuring the realisation of child and elderly people rights in regard the access to goods and 
services constitutes one of the fundamental pillars in the building of a social citizenship in 
Portugal. 
 
Dealing with the public transport system, main measures and policies are based on Digital 
Inclusion in public transportation such as the digitalisation of the public transport system in 
order to improve accessibility to these services. They have permanent access to public 
transport system information for their citizens and improved and have promoted the usage of 
new digital technologies fighting “digital divide”: it is applied by a “multichannel” system 
which allows citizens to be able to inform themselves about traffic condition and destinations. 
Obviously this specific measure involves the consultation of the disabled and vulnerable 
group associations.  
 
 
5.22 Romania 
 
No transport or mobility specific measures are mentioned in this NAP. 
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5.23 Slovenia 
 
In the NAP for Slovenia, transport is only mentioned in terms of health care insurance 
services.  Specifically, insured persons are entitled to certain rights up to the amounts 
specified by the law (Article 23 of the Health Care and Health Insurance Act).  Insured 
persons are entitled to: preventive services, (general health check-ups, measures for 
preventing contagious diseases, measures for early detection of certain diseases, etc.), 
treatment and health care at home and in special social institutions and old peoples’ homes 
and transport by rescue vehicles (up to 60% of the value). 
 
5.24 Slovakia 
 
Slovakia’s NAP is aware that social protection systems and social inclusion policies can 
contribute essentially to employment growth and to sustainable economic growth but, on the 
other hand it recognises that economic growth that is based on the growth of productivity and 
of competitiveness is a pre-condition of sustainability of the social protection systems and 
social inclusion policies. With an aim to provide a balanced global image of the main 
priorities and measures of the Slovak Republic in the areas of social protection and social 
inclusion, the report focuses on the topics of social inclusion, pensions, health and long-term 
cares. 
 
Concerning the transports system, the main measures are related to children, disabled people 
and elderly people:  
 
- Urgent healthcare includes the transportation of the afflicted person into the health care 
facility without delay, urgent transport between various health care facilities and urgent 
transport of donors of organs, tissues and cells designed for transplantation, carried out by the 
providers of emergency rescue service. Social services include care services, organisation of 
joint boarding, transportation services, provision of care in social service facilities, and social 
loans. 
 
- assurance of the equality of opportunities in the access to education, and the possibility to 
attain high-quality education, regardless of the original socio-economic environment of the 
child, primarily by adjusting education policies and implementing supportive measures during 
the education process (contributions in support of transportation of primary school pupils). 
 
- some policies try to integrate the needs of handicapped people into the municipal policy, 
including education, employment, housing, transportation, health care and social services.  
The municipal programme of economic and social development represents a medium-term 
programmatic document, which determines the preferential requirements in social-
infrastructural development and in the human-resources development as well as in the 
creation of equality of labour opportunities, development of services and others. These 
municipal Programmes establish the concept and network of social services for handicapped 
citizens and emphasis has been placed upon the fulfilment of several essential needs of this 
target group: transportation (social taxi, municipal mass transport – low-platform buses).  
5.25 Spain 
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This NAP report identifies several key challenges relating to social protection and social 
inclusion issues, in the light of the two major objectives included in the National Reform 
Programme: full in per capita income with the EU and a total employment rate of 66% in 
2010. 
 
The challenges within the transport system are linked to immigrants integration, education 
and disadvantaged families. The main measure considers the fact that the incorporation of the 
hundreds of thousands of people who escape poverty to the Spanish society is a developing 
factor, not only in their country, but also for their countries of origin.  In this sense, a suitable 
integration of the immigrant is an important support to providing new opportunities for the 
development of their societies. Subsidies under the general subsidy regime and income tax 
subsidies (IRPF) for programmes offering reception, guidance and information, family 
regrouping, geographical mobility, return and reestablishment. Other measures include 
facilitating mobility to civil servant women who are victims of gender violence, when they are 
obligated to leave their jobs due to that violence, in a temporal or permanent way.  
 
Among other agreements on the subject of accessibility, a collaboration agreement was signed 
in July 2005 between the Ministry of Labour and Social Affairs (Institute of the Elderly and 
Social Services) and the Spanish Federation of Municipalities and Provinces (FEMP) for the 
introduction of accessible public transport on regular urban bus routes. 
 
5.26 Sweden 
 
In the NAP for Sweden, it is stressed that the Swedish welfare system comprises general 
health care and social care, social insurance that provides financial security in illness, 
disability and old age and for families with young children and basic supplementary 
protection in the form of financial assistance. 
 
The Swedish welfare system is universal and covers the whole population. It is financed 
through compulsory charges and taxes. This means that everyone pays towards welfare and 
everyone benefits from it, not just the ones who have the greatest needs. A universal system 
has a great redistributing impact in levelling out financial sources and living conditions. It 
redistributes between different groups in society and contributes to levelling out the incomes 
of individuals between the various stages of their lives. Universal welfare obviously also 
provides support for the most vulnerable groups in society. It is reported that such 
supplementary support must remain robust. 
 
The principal task of welfare policy is to provide people with security and enable them to 
develop. In this way the conditions needed for increasing welfare are created, both for the 
individual and for society. The number of people at risk of social and economic vulnerability 
is to be substantially reduced by 2010. This means that physical accessibility is to increase for 
people with disabilities by making public transport accessible and by dealing with easily 
remedied obstacles by 2010. 
 
Disability policy comprises initiatives to eradicate obstacles to full participation in society. 
Two clear targets for accessibility by 2010 were set in the 2000 NAP for disability policy. 
Firstly public transport should be accessible, and secondly obstacles that can be simply 
remedied should be eradicated.  As part of this endeavour, the ‘Planning and Building Act’ 
has been amended to improve accessibility. The National Board of Housing, Building and 
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Planning has drawn up regulations concerning easily remedied obstacles to improve 
accessibility. 
 
5.27 United Kingdom 
 
The UK adopts a multifaceted approach to combating poverty and social exclusion founded 
on a principle of ‘work for those who can and support for those who cannot’.  Work is seen as 
the primary route out of poverty and to strengthen social cohesion, and many of the UK’s 
initiatives are rooted in activation measures, facilitating access to the labour market, and 
providing financial incentives to work.  Measures are often tested in small areas before being 
rolled out to a wider population.  In its National Report the UK identifies its key challenges 
as: maintaining a positive economic situation; ensuring access to employment; tackling child 
poverty; ensuring access to services; and tackling discrimination. 
 
The main challenges: 
 
- It is said that while rural areas are on average less deprived than their urban counterparts, 
there are still significant numbers of disadvantaged rural residents. Disadvantage is dispersed 
widely across rural England. The broad features of disadvantage are similar wherever you 
live. 
– financial exclusion, lack of skills, lack of affordable housing and limited social mobility.  
The spatial characteristics that define rurality can create particular challenges and often 
require imaginative, innovative and tailored delivery solutions. The ‘Rural Strategy’ reflects 
the wider government agenda on social exclusion, which aims to break the intergenerational 
cycle of disadvantage. 
- The UK Government’s future strategy to promote the social inclusion of disabled people is 
set out in the Prime Minister’s Strategy Unit report. 
 
The main measures:  
 
Local transport authorities are expected to work with partner organisations, such as primary 
care trusts, local education authorities and Jobcentre Plus to identify and address accessibility 
problems. Local authorities are required to set at least one accessibility indicator and target 
relating to their local priorities, which will demonstrate improvements in accessibility over 
time, and which will be reported in their progress reports.  
 
From April 2006, the Scottish Executive has extended ‘Scotland wide’, its free local bus 
travel scheme for older and disabled people introduced in 2002, including a minimum of two 
return ferry trips for islanders. It is concretised by building upon legislative requirements 
governing the accessibility of transport vehicles themselves as this will improve access for 
disabled people to public transport services thus overcoming a significant barrier to many 
disabled people’s participation in society.  In addition, public authorities will be subject to 
new duties under the DDA when fulfilling public functions, such as the issuing of licences.  A 
national bus, rail and ferry concessionary travel scheme for young people will be introduced 
in early 2007.  Remote rural communities are being sustained through the Rural Community 
Transport Initiative, currently supporting 161 projects across rural Scotland, and the Rural 
Petrol Stations Grant Scheme, currently helping to maintain 120 rural petrol stations. 
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5.28 Summary 
 
It is clear that access to transport remains a marginal concern within the National Action Plans 
with limited attention paid to transport and mobility. There also appears to be little integration 
of transport policies with other policies. In conclusion, nine countries (Czech Republic, 
Cyprus, Hungary, Ireland, Latvia, Bulgaria, Estonia, Lithuania and the UK) to varying extents 
report on measures to support mobility and accessibility.  The following countries do not 
mention transport or mobility measures at all: Denmark, Finland, Germany, Luxemburg, 
Poland, Romania and Slovenia.  
 
The National Action Plans were also analysed to the extent to which they mention other 
issues and the results can be seen in the table below: 
 

Issue Number of reports in 
which the issue is 

mentioned (out of 27) 
Transport/mobility 19 
Elderly/disabled people 16 
Accessibility in rural areas 8 
Low income families 4 
Children and mobility 3 
Digital divide 2 

 
The National Action Plans also mainly focus on physical barriers for disabled people and 
cultural barriers for socially disadvantaged groups. 
 
 
 
 
 
 
 
 



ECLIPSE European Practice Report – Deliverable 3 

 
 

Transport &Travel Research Ltd  June 2007 

 
  

Page 46

6 LOCAL & REGIONAL GOOD PRACTICE 
 
Throughout the duration of the ECLIPSE project, specific examples of good practice at the 
local and regional level have been identified. These good practices were selected on the basis 
that they have demonstrated where transport solutions have been implemented to address the 
issue of social exclusion.  In addition to ECLIPSE partners providing examples of good 
practice from their countries, POLIS also requested good practice examples from their 
members and during the ECLIPSE national workshops some good practice examples came to 
light. In addition to this, a literature review was conducted and good practice examples were 
identified using a number of sources which include the following; 
 
·  the Good Practice Guide to Transport and Social Exclusion published by PTEG20 details a 

wide range of work being undertaken by Public Transport Executives to deliver practical 
transport solution aimed at addressing social exclusion including good practices under the 
following headings: ‘Availability and Physical Accessibility of Transport’, ‘Cost of 
Transport’, ‘Services and Activities Located in Inaccessible Places’, ‘Safety and Security’ 
and ‘Travel Horizons’. 

 
·  the ELTIS (European Local Transport Information Service) Website21. This website 

provides access to the ELTIS case study database. The database currently contains a large 
number of good practice case studies throughout Europe. 

 
·  EPOMM (European Platform of Mobility Management) Website22 – This website 

describes many examples of successful mobility management from all over Europe. 
 
·  National Actions Plans accessed from the Europa website23   
 
·  UK Countryside Agency Website - This websites provides good practice guidance from 

the Countryside Agency which brings together information on transport schemes that 
address social exclusion for those living in rural areas24. 

 
·  Research commissioned by the FIA Foundation with a report on “Moving from Welfare to 

Work” which contains good practice examples from the UK, France and USA.25 
 
The MATISSE project identified six ‘enabling components’ to accessibility and, for each of 
these six accessibility enabling factors, listed a menu of transport measures which, as a 
cocktail, customised to local needs, can assist in reducing exclusion. This section of the report 
is structured around these six main areas, with good practice examples being identified in 
each category.   
 

                                                 
20 Transport and Social Inclusion Good Practice Guide  (PTEG, 2005) 
21 http://www.eltis.org. 
22 http://www.epommweb.org/.   
23 Making the Connections: Final Report on Transport and Social Exclusion 
http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm.   
24 http://www.countryside.gov.uk 
25 http://www.fiafoundation.com/ 
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It is hoped that the selection of good practices identified will provide useful guidance to those 
wishing to address social exclusion by using transport solutions. Contact details have been 
provided in order to give an opportunity to gain further information if required. 
 
6.1 Mobility Related Measures 
 
The MATISSE project identified a range of mobility related transport measures which, as a 
cocktail, customised to local needs can assist in reducing exclusion, for example; 
 
·  For adapted private and public transport vehicles to assist physical and sensory impaired 

persons, frail, and for people escorting babies and young people in buggies. 
·  Associated ‘kerbside and building measures for physical and sensory impaired persons 

plus buggy access.  
·  Measures to provide access to cars – car pools, car clubs, car sharing schemes 
·  Short term loans of cars, mopeds, bicycles etc. 
·  Widen eligibility criteria to provide access to transport services for excluded groups 
 
ECLIPSE has identified good practice examples where these measures have been successfully 
introduced and a selection of these are summarised below. 
 
6.1.1 Wheels to Work, Coventry and Warwickshire, UK. 
 
Transport can act as a major barrier to those living in rural areas when it comes to accessing 
training, education and employment opportunities. ‘Wheels to Work’ schemes can provide a 
way of overcoming these barriers. Transport initiatives provided as a part of these schemes 
can involve the provision of a personal mode of transport to an individual e.g. loan of a 
moped, power assisted bike or bicycle; or the provision of the means for an individual to 
make their journey by either public or private transport.  An example of one of these schemes 
includes the Wheels to Work Scheme in Coventry and Warwickshire in the UK. 
 
The Wheels to Work scheme in Coventry and Warwickshire is thought to be the largest 
scheme in England. It initially started as a small pilot in July 1999 and now this scheme and 
similar schemes have covered the whole Country since May 20012627 . 
 
The Problem 
 
Although some of the larger colleges in Warwickshire offered free transport for 16-19 year 
olds, it is stated that attracting students from rural areas was a particular problem for the 
smaller colleges. In addition to this, a research study undertaken in Southam identified 
problems for young people living in rural areas in accessing employment and education 
opportunities. In 1999, Warwickshire County Council (WCC) therefore initiated a pilot 
Wheels to Work scheme using ten mopeds operating in ten villages. This pilot was researched 
and introduced by the Rural Transport Partnership Officer. 

                                                 
26 Making the Connections: Final Report on Transport and Social Exclusion (Social Exclusion Unit, 2003). 
http://europa.eu.int/comm/employment_social/social_inclusion/naps_en.htm.   
27 The Countryside Agency: Two wheels work: A good practice guide for developing and implementing Wheels 
to Work schemes (2002) accessed on http://www.countryside.gov.uk/Images/CA%20108%20-
%20Two%20wheels%20work_tcm2-11925.pdf.   
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Objective of Study 
 
The objective of ‘Wheels to Work’ was to assist those who have problems accessing training, 
education and employment opportunities.   
 
Implementation 
 
In order to identify a lead organisation for the scheme, WCC undertook a tendering process 
and Warwickshire Careers Service were successful in their bid, largely because of their direct 
access to the target client group – Careers Service Advisers have one-to-one contact with all 
school leavers prior to their leaving school, providing an ideal opportunity to promote the 
scheme. A ‘Wheels to Work’ co-ordinator was appointed in August 1999. 
 
The Careers Service operates the Wheels to Work scheme on behalf of WCC and there are 
five Advisory Groups representing the five district council areas. These meet quarterly and 
comprise Social Services, Employment Services (called Jobcentre Plus from April 2002), a 
ocal and ounty ouncilor, Warwickshire Rural Community Council (RCC), the local vehicle 
dealership and training school and the Community Education Unit. The partners sitting on the 
Advisory Groups act as the referral agencies but self-referral is also permitted. Interviews are 
‘competitive’ with two or three clients applying for loan of each moped. Personal reviews are 
undertaken with clients by the coordinator every eight weeks. Clients have personal reviews 
every 12 weeks, and are encouraged to save money towards their own vehicle. To help young 
people save money towards their own vehicle, they are provided with details of the local 
credit unions run in conjunction with the Council for Voluntary Services. 
 
WCC’s fleet unit advises on fleet management and check up on mopeds every six months. 
The scheme has built up good working relationships with two local moped dealers, who, as 
well as undertaking maintenance of mopeds also store the machines when not in use. One 
dealer is based in Southam, serving the north and the west of the county, whilst the other is 
based in Rugby, serving the south and the west of the county. 26 mopeds are allocated to each 
site. In 2002, it was reported that the scheme was looking to buy a vehicle to pick up 
spare/broken down mopeds – all advertising space on the vehicle has already been sold. 
 
The scheme does not pay for any direct marketing but: 
 
·  receives free broadcasts on six radio stations; 
·  receives free coverage in the local press; 
·  has a free advert in a booklet that is given to 12,000 school leavers county wide each year; 
·  is featured in the employment and training directory; and receives lots of promotion via 

‘word of mouth’ 
 
Measures 
 
Mopeds are provided for 16-25 year olds who have a start date for full-time training, 
education or employment. The scheme offers moped loans for up to 12 months, at a cost to 
clients of approximately £2.50 per week (approximately � 3.66). Clients are provided with 
rider training, a helmet, a reflective bib, a lock, a thermal waterproof suit and gloves.  
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Results 
 
Up to November 2002 the scheme had provided moped loans to 162 clients and there are 
many reports of individuals who have benefited from the scheme.  
 
Future Prospects and potential for replication 
 
The pilot was successful and the Wheels to Work scheme has now been incorporated into 
Warwickshire’s LTP.  After six months of operation, the scheme was expanded to cover the 
north of the county and in May 2001 the scheme went country wide. 
 
Key reasons for success 
 
·  Starting small and manageable. 
·  Effective targeting of the client group. 
·  Good relationship and support from local moped dealer and the local authority. 
·  Getting the right staff in place to be involved in starting and developing the scheme. 
·  Putting the clients needs first and allowing flexibility to ensure that their needs are 

addressed. 
 
Contact 
 
Sonia Colledge  
Warwickshire Careers Service 
Tel: +44 (0)1788 337901 
Email: soniacolledge@warwickshire.gov.uk 
 
6.1.2  Mid Devon Shopmobility, Devon, UK 28 
 
The Problem 
 
In 1999, a need was identified for a ‘shopmobility’ service for residents and visitors in the 
Mid Devon area. Before the scheme, those with mobility problems who wanted to use / access 
scooters had to travel to the nearby towns of Barnstaple or Exeter. 
 
Objective of Study 
 
Shopmobility provides battery-powered pavement cars and manual wheelchairs so that people 
with mobility impairments can access town shopping centres and other amenities.   
 
Measures 
 
The Mid Devon Shopmobility scheme is based at a purpose-built centre, conveniently situated 
in Tiverton town centre.  The scheme also provides a mobile unit so that two smaller market 
towns in Mid Devon (Crediton and Cullompton) can enjoy the service without the need for 
further buildings. The mobile unit, a specially adapted Ford Truck, is equipped to transport 

                                                 
28 CA 206 Rural Connections (2005) accessed on 
http://www.countryside.gov.uk/Publications/articles/Publication_tcm2-25222.asp.  
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scooters and wheelchairs to and from the three towns.  It visits the two smaller towns for two 
days each week. 
 
Implementation 
 
The service is promoted through local advertising, newsletters, leaflets and presentations at 
social and other gatherings. There is no charge for people to use the vehicles, only a yearly 
registration charge and returnable deposit.  
 
A quarterly newsletter inviting comments on the service is sent to all members.  At the end of 
the first year, all users were asked to fill in a questionnaire.  A number of volunteers who are 
also users of the scheme provide feedback.  Users are also encouraged to make their 
suggestions in a ‘comments book’. 
 
Partners 
 
Shopmobility and Tiverton and District Community Transport Association (TDCTA) which 
run the scheme have regular contact with local organisations, including local access groups 
and neighbouring community transport groups and also with District, County, Town and 
Parish Councils.  
 
Funding 
 
The scheme is funded by Devon County Council, Mid Devon District Council, the National 
Lotteries Charities Board, the Rural Transport Grant, the Local Transport Plan, Help the Aged 
and locally. The total cost in the first three years was £393,418 (approximately � 574,753). 
 
Results 
 
It is claimed that the Mid Devon Shopmobility has made a real difference to people’s lives.  
Those with mobility problems can now access shops and services independently in their local 
towns.  It is also claimed that because people shop locally, the towns appear more alive and 
additional business for local shops and services has been created. Below is a case study 
example of the successes of the project: 
 
‘Frank (aged 90) is a new user of shopmobility.  His wife is in long-term residential care and 
he is now able to visit her as often as he wants by using a scooter.  Before, he was only able to 
visit once a week because of the cost of the taxi fare.  The scheme has therefore vastly 
improved life for both Frank and his wife’29. 
 
Factors of Success 
 
It is thought that the scheme has been successful because of the commitment of those 
involved and the amount of time spent planning the project as well as the position of the 
centre.  It is in a high-profile position in the main car park for the town. It is next to shops, 
services and facilities such as the Tourist Information Centre, district council offices, library, 

                                                 
29 CA 206 Rural Connections (2005) accessed on 
http://www.countryside.gov.uk/Publications/articles/Publication_tcm2-25222.asp. (page 2 of case study) 
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doctors’ surgeries and banks.  It is also near other transport links and is based within the 
TDCTA, which runs other community transport schemes in the area. 
 
Obstacles 
 
In 2005, determining the future direction and status of the scheme as a whole was considered 
as the next obstacle.  A major area of work is the long-term funding in the future as the 
scheme is unlikely to be sustainable without external funding. 
 
It was reported in 2007 that the Tiverton Unit was going from strength to strength but the 
mobile units in Cullompton and Crediton are no longer in operation.  As the mobile units 
could only spend a limited time in each town and now that a need had been established, it is 
now considered more appropriate to establish a permanent centre where the service could be 
offered for longer periods. TDCTA is working hard to set up permanent centres in Crediton 
and Collumpton, looking for appropriate buildings and funding so that the service can be 
extended across the area.  
 

Figure 6.1.2 The Shopmobility office and scooters 
 
 
 
 
 
 
 
 
 
 
 
Contact 
 
Julie Woolley 
Mid Devon Shopmobility 
Tel: +44 (0)1884 242099 
Email: julie.woolley@tdcta.org.uk 

 
6.1.3 “Basismobiliteit” – Basic mobility in the Flanders Region 
 

In 2001, the Flanders Parliament adopted the decree on “Basismobiliteit” – basic level of 
mobility.  This law grants every inhabitant of the Flanders Region the right to a basic 
provision of public transport. “The user has a right to the minimum availability of an 
organised and fixed public transportation system.” It also standardises the maximum distance 
of the nearest bus stop, the frequency and maximum waiting times. These standards differ 
according to the area that is served (metropolitan, urban, peripheral and small cities and rural 
areas) and the time of day (peak or off-peak).  Table 6.1.3 outlines these standards:  
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Table 6.1.3 Maximum distance of the nearest bus stop and bus frequency standards 

Area 

Bus 
Frequency 
Week days  
6am-9am 
and 4pm-

6pm 

Bus 
Frequency 
Week days 
9am-4pm 
and 6pm-

9pm  

Bus 
Frequency 
Weekend 
8am-11pm  

Maximum 
distance to 
bus stop 
(metres) 

Metropolitan 5 trips / hour  4 trips / 
hour 

3 trips / hour 500 m 

Urban 4 trips / hour  3 trips / 
hour 

2 trips / hour 500 m 

Peripheral and 
small cities 

3 trips / hour 2 trips / 
hour 

1 trip / hour 650 m 

Rural 2 trips / hour 1 trip / hour 1 trip / hour 750 m 

 

Objective 

The objectives of this approach are twofold. It aims to give householders without a car, access 
to society while creating opportunities for modal shift for those with cars.  In this way, the 
decree helps to reach objectives in three fields: economic development, environmental 
concerns and social equality.  

Measures implemented and results 

The standards stipulated in the decree can be achieved in several ways: the most well known 
is the “belbus” (call-a bus).  Currently, this system is operational in 118 sparsely populated 
areas.  During 2005, they provided 581,309 trips transporting almost 1.8 million passengers. 
In 11 local authorities, taxi-buses are used, even smaller vehicles than the call-a-bus-service. 
In addition to the call-a-bus system the current routes have also been upgraded to meet the 
legal requirements. Figures show that the adaptation of these routes has increased bus trips, by 
up to 87% over the past three years in one area. In 2007, it was assessed that 90% of the 
inhabitants in Flanders had “basic mobility.” 

Funding 

The Region established a list of priority areas in order to plan the investments in the 
implementation of the standards. De Lijn, the Flanders Regional Public Transport Company 
calculated the level of compliance with the standards for each municipality.  The priority list 
determines the timeframe for local authorities to access funding lines to increase the public 
transport offer. This decree has so far cost � 121.5 million.  
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Contact  

Paul Arents 
European Affairs Officer 
Vlaamse Vervoermaatschappij De Lijn 
Motstraat 20 
2800 
Mechelen 
Belgium 
Tel: +32 15 440 953 
Email: paul.arents@delijn.be 
 
6.1.4 Auto-insertion, Lotoise. Discounted vehicle hire in the Lot region in France 30 
 
Auto-insertion Lotoise (AIL 46) based in Cahors runs a scheme that hires out mopeds, 
bicycles and cars at a low cost. 
 
The Problem 
 
The area of Lot in the Mid-Pyrenees Region is largely a rural area with a lot of the population 
covered by one of the five main welfare criteria (social/occupational minimum income 
benefit, single parent benefit, disability benefit, solidarity benefit or income support) and 54% 
of the population is in financial difficulties. The Lot is also highly dependent on agriculture 
and tourism and in January 2000, unemployment was 8.4%.  Public transport in an essentially 
rural Department like the Lot is virtually non-existent so mobility is a barrier for many of the 
residents.  
 
Objectives of the study  
 
AIL 46 was founded in 1996. The founders saw that the lack of transport constituted a barrier 
to the integration process, whether it be social or professional. The financial difficulties 
experienced by people in the Lot Department meant that transport often cost a high proportion 
of their income and there was no financial assistance available to help with transport costs.   
 
Measures implemented 
 
AIL 46 provides additional transport to socially deprived groups. AIL 46 mainly supplies 
cars, mopeds and bicycles for travel to work, job interviews, training courses or exams etc. 
Vans can also be hired to remove or transport furniture or to meet the day-to-day needs of 
people.  AIL 46’s involvement can take several forms, depending on the circumstances: 
occasional, on-demand or long-term support (maximum two months for cars, three months for 
mopeds). The association is primarily intended for people in difficulties and minimum welfare 
recipients as part of the welfare to work programme. Clients pay an annual subscription fee 
and then pay per day for a hire period. The costs of those in receipt of the minimum income 
benefit are paid for by social services.   
 

                                                 
30 Information taken from the FIA report on “Evaluating the contribution of transport projects to welfare to work, 
an International Study. The French Report. 
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Unlike many integration agencies, the association’s services are open to people who are not 
part of the integration support structure and who live in economic conditions that are not 
covered by State welfare. 
 
AIL 46 also assists with the maintenance and repair of the association’s vehicle fleet, advice 
to members, weekly vehicle check as well as administrative and social support.  
 
AIL 46 cannot be seen to be in competition with second-hand car dealers, hire firms or taxis 
because the people the association helps cannot afford these services. There is also no 
competition with public transport, as virtually no public transport system exists.  
 
Results 
 
In 2004, AIL 46 had a fleet of 19 cars, 3 vans, 9 mopeds and 20 bicycles.  In 2003, 315 people 
applied to AIL 46 (including 199 new members), an increase of 17.6% on the previous year.  
Due to a shortage of vehicles, 50% of requests are unsatisfied. AIL 46’s members are mostly 
minimum welfare recipients, people in training on subsidised contracts, young people under 
the age of 26, job seekers, former prisoners and broadly anyone in difficulty; although the 
people that are eligible to benefit from AIL 46 is deliberately wide ranging. 
 
There is no precise follow-up information on what happens to people in the scheme. 
However, discussions with managers show that most members improve their personal 
situation in terms of the frequency with which they find temporary jobs, but most stay in 
temporary or interim jobs.  About 10% of these people change from a “precarious life” to a 
“regular life”.   In addition, AIL 46 conducted a survey amongst its members in 2003.  The 
results showed that for the 134 vehicles supplied, 47 people had found their own means of 
transport after using AIL 46’s vehicles.  
 
Future prospects  
 
AIL 46 is steadily becoming a significant mobility operator in the Lot for groups in difficulty. 
AIL’s objective, which is linked to an increase in the numbers in its fleet is to set up a 
network of agencies across the department, to meet the needs of those in the area and to 
optimise the use of AIL’s vehicles. It is also proposed to make vehicles available for any 
activity associated with integration in general, e.g. health and education needs etc.  
 
Contact   
 
For more information, consult the full report, “Moving from welfare to work” available on the 
FIA Foundation Website:http://www.fiafoundation.com/bookstore/index.html 
 
 
6.2 Physical Accessibility in Space and Time 
 
The MATISSE project identified a range of transport measures relating to physical 
accessibility, which, as a cocktail, customised to local needs can assist in reducing exclusion, 
for example;    
 
·  Access criteria and benchmarks in planning and transport service provision 
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·  Co-ordination of service operating times, working hours regimes, school hours etc. with 
transport services and timetables, ‘open-house’ facilities 

·  Provide flexible routing on ‘demand’ public transport and special services 
·  Provide door to door transport services, utilise advanced scheduling and booking 
·  Improve overall network efficiency of public and special needs transport 
       -  Core and feeder networks 
       -  Services at fringe times/weekends 
       -  Priority measure, enforcement 
       -  Co-ordinate public and social services transport 
·  Special facility, shuttle services to inaccessible locations – works buses, non emergency 

health transport – feeder access within large sites. 
 
ECLIPSE has identified good practice examples where these measures have been successfully 
introduced and a selection of these are summarised below. 
 
6.2.1 Crosslink, Sheffield, UK 31 
 
Crosslink provides the North Sheffield communities of Southey Green and Parsons Cross 
(amongst the most deprived communities in England) with enhanced access to Parsons Cross 
College and Northern General Hospital.  
 
The Problem 
 
There was limited accessibility amongst communities in the North Sheffield area. 
 
Objective of study 
 
The objectives of the study were to: 
 
·  Provide access to local facilities 
·  Involve local communities and utilise their local knowledge 
·  Ensure the service is sustainable when funding ceases 
·  Ensure operators bid to operate the service 
·  To complement mainstream bus networks. 
 
Measures and Implementation 
 
This circular service, operated by Sheffield Community Transport, uses fully accessible 
minibuses.  There is a flat fare of 50p (approximately � 0.73), with reductions for concessions. 
 
Funding  
 
The service is funded through the UK Department for Transport’s Urban Bus Challenge, 
Sheffield City Council and South Yorkshire Passenger Transport Executive (SYPTE).  
 
 

                                                 
31 Information taken from ‘Transport and Social Inclusion: Good Practice Guide (Metro, 2005) pg. 9. 
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Obstacles and lessons learnt 
 
It was thought that identifying demand and key destinations through consultation with the 
local communities and ensuring delivery of a reliable community-focused service were crucial 
to the success of this scheme. The community focus of the project was fostered and 
maintained by developing a good working relationship with the community transport 
operator. 
 
Results  
 
Crosslink has exceeded its target passenger figures and demand now outstrips supply on 
occasion. It is claimed that ‘did not attend’ appointment rates at the Northern General 
Hospital have dropped since the introduction of Crosslink. The service is also thought to have 
made a significant contribution towards the regeneration of the area; promoting journeys to 
work and training and reducing the perception of social exclusion felt by these residents.   
 
Factors of success 
 
The following factors demonstrate the projects success: 
 
·  82% of passengers are female 
·  35% of passengers have mobility difficulties 
·  50% of passengers use concessionary fares 
·  56% of journeys are to attend appointments / visit hospital 
·  35% of journeys are to training / job opportunities. 
 
Future prospects and potential for replication 
 
The future hopes for the project are to: 
 
·  develop a model for services in similar communities 
·  develop interchange with existing services. 
 
Contact  
 
Sean Gamage or Howard Varns, SYPTE. 
 
6.2.2 Mobility CarSharing Switzerland 32 
 
Mobility Car Sharing Switzerland rents cars for shopping trips, business trips or excursions at 
locations in the whole of Switzerland at a lesser cost than a conventional car rental thus 
allowing those can not afford a car greater access. It is claimed that it is the world’s largest car 
sharing organisation and people in Switzerland are encouraged to relinquish car ownership by 

                                                 
32 Information accessed on ELTIS website http://www.eltis.org/en/indexcse.htm and from the Mobility 
CarSharing Switzerland website: 
http://www.mobility.ch/pages/index.cfm?srv=cms&pg=&dom=6&prub=526&rub=532 
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supplementing Switzerland's modern and efficient public transportation system with the car-
sharing program. 
 
Objective 
 
The idea behind the first car sharing initiative was that a large number of people share a small 
number of cars that are reserved for them and can be used individually as required, instead of 
them having to buy their own car. The aim was to achieve both cost savings and positive 
environmental impacts through limited car use. In 1992, a study by ‘Energy 2000’ identified 
the high energy savings potential of car sharing. Since then, ‘Energy 2000’ has been active in 
making car sharing better known throughout the country and in promoting its use. 
 
History 
 
In 1987 the first car sharing organisation was established in Switzerland with 30 members 
sharing two vehicles. Independently of one another two Car Sharing cooperatives were 
founded (AutoTeilet Genossenschaft in Stans and the ShareCom Genossenschaft in Zürich). 
Initially these cooperatives did intend to make a business out of Car Sharing. In 1997 these 
two cooperatives merged to the cooperative Mobility CarSharing Switzerland which then 
evolved into a nation-wide car sharing organisation.  
 
Partners Involved 
 
The development of car sharing in Switzerland was heavily supported by the Swiss federal 
government’s Energy 2000 action programme. Energy 2000 also played a major role in 
supporting the establishment of cooperation frameworks between private and public actors 
which allowed the public to be provided with an attractive intermodal mobility service that 
integrates all forms of transport. 
 
Measures Implemented 
 
The call centre of Mobility Car Sharing Switzerland takes calls to reserve a vehicle 
everywhere in Switzerland by telephone or internet, 24 hours a day, 7 days a week. Vehicles 
can be reserved in advance or at short notice for long periods or short trips. The customer can 
also choose what type of car he would like to hire, e.g. an estate, a van, a convertible etc. The 
customer then collects the desired vehicle from the station at the arranged time. The vehicle 
can be opened using the Mobility Card, the electronic key. The vehicle can be used for the 
duration of the booking and is equipped with an on board computer, which allows easy and 
fast access to the car. All specific data of the car such as driven kilometres, hours driven etc. 
are automatically transferred to the head office for direct invoicing. Due to the on-board 
computer, Mobility Car Sharing can achieve a fast and efficient invoicing and the customer 
can always check accumulated costs at a later stage. 
 
To use the Mobility fleet it is possible to either purchase a trial subscription for 4 months for 
CHF 70 (approximately � 44) or the annual subscription with reduction (Half fare card or 
General pass) for CHF 190 (approximately � 113). It is also possible to become a member of 
the cooperative, after which the member does not have to pay an annual fee and also benefits 
from a special rate. There are also special rates for companies from the Mobility Business 
CarSharing.   
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The cost for using a car from the vehicle fleet is based on per hour hired and kilometre driven; 
with different rates per hour for the day and night time and different rates per kilometre for 
those travelling less and more than 100 kilometres.  
 
According to calculations made by Mobility CarSharing Switzerland anyone who covers 
around 15,000 kilometres per year can save up to CHF 3,000 (approximately � 1,788) by using 
Mobility CarSharing and public transport.  
  
Cooperation with public transport authorities 
 
There is some cooperation with public transport operations and special rates. There are 
currently 19 collaborations between cantonal and regional tariff associations, including close 
cooperation with the SBB (Swiss Railways), the Zürcher Verkehrsbund (ZVV).  There is also 
cooperation with Mobilis (Lausanne region) and TPG (public transport in Geneva). 
Increasingly, people, especially in cities are seeing the benefits of combining public and 
private transport. People can use the train for longer journeys, the bus, tram or bicycle for 
shorter distances and the Mobility CarSharing Switzerland car as supplement for transport and 
trips made outside the railway and bus networks and public transport service times. 
 
Results 
 
The number of customers of Mobility Car Sharing, which was founded in 1997, has increased 
continuously over the years and reached 74,900 customers in 2007.  A survey on the degree of 
customer satisfaction and future prospects of Car Sharing in Switzerland (carried out by the 
LINK institute), showed that the majority of the members of Mobility CarSharing Switzerland 
were satisfied with the services and the quality, choice and availability of cars. Two out of 
three members live within ten minutes walk of the nearest car station and the likelihood of 
finding a vacant car was 95%.  
 
It is thought the effects of car sharing schemes on mobility behaviour are considerable. Car 
sharing customers usually use cars less frequently and tend to increase the use of more 
environmentally friendly modes of transport. Car sharing customers generally limit car use to 
trips for leisure, shopping and business activities. Car owners who sell their own vehicles 
after joining Car Sharing Mobility drive 70% less on average. It is also stated that public 
transport benefits greatly from increased car sharing. Amongst the Swiss Car Sharing 
customers, public transport usually covers about two thirds of all mobility requirements. The 
survey from the LINK Institute from 1998 showed that public transport has great chances to 
increase its revenues by exploiting the user potential of the still growing number of car 
sharing customers. According to the survey, car sharing customers spent around 2.6 million 
Swiss Francs (approximately � 1,641,017) more on public transport than before they joined the 
scheme. It is also stated that car sharers also tend to make use of other transport modes, such 
as bicycles, motorbikes, scooter, taxis or even their own feet. The 1998 survey came to the 
conclusion that the longer people use car sharing, the more the demand of using a car sharing 
vehicle decreases. This means that car sharers learn to use the car more efficiently.  
 
The great success of Car Sharing in Switzerland is also thought to have had positive effects on 
the consumption of energy and space. According to the Association of Swiss Automobile 
Importers (VSAI-Verband Schweizerischer Automobilimporteure), mobility vehicles cut 
carbon dioxide emissions by 1,200 tons each year compared to the average carbon dioxide 
emissions of new cars in Switzerland.  On average, the Mobility fleet has four out of five Euro 
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NCAP stars (passenger protection) and on average uses 6.48 litres of petrol per 100km 
travelled compared to corresponding value for news cars in Switzerland which is 7.67 litres 
per 100km travelled.  
 
Success Factors 
 
A key success factor of the car sharing programme is said to lie in the flexibility of accessing 
a car without having to pay overhead expenses.  Many car sharing customers made it clear 
that it does not make sense to possess a car or second car with the cleaning, maintenance, 
insurance and fuel cost responsibilities. More and more people see the benefits of the 
intermodal mobility services provided by Mobility CarSharing Switzerland and the public 
transport providers without owning a car, which at the same time has positive impacts on 
congestion and the quality of life in cities as well as making cars more accessible in terms of 
costs. 
 
Lessons Learnt 
 
It is thought that a successful car sharing scheme strongly depends on a sufficiently dense and 
attractive network of public transport alternatives. In regions where such a network is 
available, car sharing may establish itself as a complement for a largely public transport 
oriented mobility style.  
 
It is also thought that an important experience that could be drawn from the last fifteen years 
of car sharing development in Switzerland, is the importance of giving the users a right to a 
say in organisational matters. The needs of the users have adequately been considered in 
carrying out organisational changes and, in return, the early car sharing users actively helped 
to build up the car sharing organisations. 
 
Another important condition for implementing a large-scale car sharing scheme is reported to 
be the broad use of information and communication technologies. A reservation and 
accounting system as well as means for access control has been introduced (e.g. on-board 
computers in the cars).  The huge success of car sharing is also stated to be strongly 
dependent on the strong support of different societal actors. Besides official promotion 
programs launched by national agencies (e.g. “Energy 2000”), traffic clubs, environmental 
organisations, the media and others also have helped the car sharing organisations on their 
way to success. In particular the good co-operation between Mobility Car Sharing and 
regional public transport as well as with the Swiss Railways has led to an attractive combined 
mobility service which is thought to have resulted in a clear win-win situation.   
 
Future prospects and potential for replication 
 
According to the most up-to-date (June 2007) statistics, Mobility CarSharing Switzerland 
provides its 74,900 customers with some 1,950 vehicles in ten different categories at 1,050 
stations throughout Switzerland. In 2007, Mobility CarSharing Switzerland employs a 
workforce of 147 that share 117 full-time posts. According to a study conducted by 
Energie2000 (Action Programme of the Federal Ministry for Energy) the car sharing potential 
in Switzerland is estimated to be in the region of at least 600,000 people. There is also a 
marked increase in business customers.  
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The success of the national car sharing scheme in Switzerland has proven that an attractive 
combined mobility service that can compete with the private car is possible. A key condition 
for success is to continuously adapt the mobility services to meet customer requirements. 
Therefore the offer of Mobility Car Sharing is constantly extended with regard to the density 
of the locations and variety types of cars. Close co-operations with public transport providers, 
car rental companies and retail traders has also been shown to be a very important condition 
to offer attractive services and products. 
 
In the long term, car sharing can form part of a larger system of ‘integrated mobility service’, 
consisting of a close combination of individual and public transport.  As the Swiss Car 
Sharing example shows, public transport companies can largely benefit from the increase of 
car sharing use.  Looking at the users’ mobility behaviour, car sharing proves to be a service 
that opens ways to a more sustainable transport system as car sharing customers continuously 
reduce their car use and make use of public transport more frequently. 
 
Many companies have already realised that hiring vehicles from Mobility Car Sharing can be 
more cost-efficient than having and maintaining their own vehicle fleet.   
 
Figure 6.2.2 Mobility CarSharing Switzerland (Photo provided by Mobility CarSharing 

Switzerland) 
 

 
 
 
 
 
 
 
 
 
Contact  
 
Janine Margiotta 
Head of Product Marketing & Communication 
Mobility CarSharing Schweiz 
Address: Gütschstrasse 2, Postfach, 6000 Luzern 7 
Tel. +41 (0)41 248 24 01 
Fax +41 (0)41 248 22 35  
E-Mail: j.margiotta@mobility.ch or info@mobility.ch 
www.mobility.ch       
 
6.2.3 Maxi-Taxis, West Midlands, UK 33 34 
 
Tackling social exclusion and increasing accessibility through the use of public transport, is 
fundamental to the Borough of Telford and Wrekins’ vision. The challenge in Telford was to 
provide a properly integrated and sustainable system of transport, both conventional and 
unconventional, capable of maximising access for all, whilst reducing reliance upon the car. 
                                                 
33 http://www.idea-knowledge.gov.uk/idk/aio/667540  
34 http://www.idea.gov.uk/idk/core/page.do?pageId=5133229  
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In particular, it was important to connect the segregated residential and employment areas of 
the town, enhancing opportunities for the community, and thereby reducing social exclusion. 
 
The Maxi Taxi was one of Telfords’ initiatives to achieve a truly integrated transport network 
to enable people to access employment by registering to share a taxi on their journeys to and 
from work - often during unsociable hours when conventional means of transport are not 
available.  Operating in the Borough of Telford and Wrekin, it was launched in 2002.  
 
Partners 
 
As well as the taxi companies and bus operators, the project is being run in conjunction with 
the local business community, the chamber of trade, the employment service and a local 
special interest group of employment agencies who have identified problems with being able 
to get clients to particular job opportunities on the industrial estates.35  
 
Measures 
 
The scheme is organised by the Telford Mobility Management Centre - Travellink.  This 
centre aims to bring together transport information, ticketing and promotional work with 
broader transport provision including; car sharing schemes, green travel planning and dial-a-
ride services, as well as a taxi sharing scheme, under a single marketable operation. Based in 
the Travelink offices, the centre co-ordinates services and provide a single point of contact for 
customers wishing to use sustainable transport for journeys to work, education, leisure, health, 
shopping and other destinations.  
 
The Maxi-Taxi scheme is only available when there is no suitable bus service and it operates 
24/7. It operates for the journey to and from work and is particularly designed for those 
starting or re-starting work. The scheme makes use of a number of the black cabs licensed 
within the Borough and these cabs will pick up new or existing employees from their homes 
(or agreed pick up points), deliver them to their workplace and return them home after work.  
 
Individuals seeking to join the scheme register with Telford & Wrekin's Mobility 
Management Centre. The Mobility Centre records details of the travel requirements and co-
ordinates provision across the district to encourage the maximum possible utilisation of 
vehicles. This in turn contains the costs of such provision. Journeys are booked in advance 
and paid for over the telephone or in person at the Mobility Management Office in Telford 
Bus Station. The Mobility Centre matches up similar requests, procures the appropriate 
provision, takes the money from the passenger and reimburses the taxi driver. 
 
A typical Maxi-Taxi ride sees four commuters picked up individually from home and 
travelling together to an industrial estate where they will alight at different work sights.  By 
sharing a black cab through the Maxi-Taxis scheme, the cost of travel is greatly reduced and 
compares more with bus fares than usual taxi costs. As the cost of the journey is fixed, there is 
no increased cost to the passenger if the taxi is not full. 
 
 
 

                                                 
35 http://www.dft.gov.uk/stellent/groups/dft_localtrans/documents/page/dft_localtrans_023974.hcsp  



ECLIPSE European Practice Report – Deliverable 3 

 
 

Transport &Travel Research Ltd  June 2007 

 
  

Page 62

Advantages of Maxi-Taxis36  
 
Advantages of Maxi-Taxis for those already in work: 
 
·  No need to take your car to work, saving on fuel, wear and tear and depreciation  
·  No need to worry about parking  
·  Can free up a car for family use during working hours  
·  Could reduce the need for an extra car in the family  
·  No driving stress 

 
Advantages of Maxi-Taxis for those seeking work: 
 
·  The opportunity to take up a job within Telford  
·  An increased sense of achievement through working  
·  Increased spending power for your household  
·  Opportunities for personal advancement 

 
Advantages of Maxi-Taxis for all: 
 
·  Gives you complete flexibility over your working hours  
·  Gives you flexibility with the place you work  
·  Gives you the comfort and security of black cab travel 

 
Results37  
 
The scheme resulted in improved journey opportunities for those without access to their own 
private transport, particularly amongst targeted groups. In 2006, it was reported that the 
scheme undertakes over 50,000 journeys per annum, ensuring that residents, often in poorly 
paid jobs, have access to affordable transport. 
 
The Council sees the scheme as of particular significance in view of the low density, multi-
centred layout of the Borough, which means that many sustainable journeys will never be able 
to be provided entirely using conventional public transport.  
 
The Mobility Management Centre on a whole was also a vital component in delivering on 
Telford and Wrekin’s social inclusion agenda by promoting travel opportunities and breaking 
down barriers to transport for all sections of the community. The implementation of the 
improved services and the innovative approaches undertaken to address social exclusion has 
resulted in Telford already achieving the Ten Year Transport Plan, National Public Service 
Agreement (PSA) and Local PSA targets. In addition the council has recorded demonstrable 
improvements in customer satisfaction ratings and was also a welcome boost for the taxi 
trade. 
 
 
 
 

                                                 
36 http://www.telford.gov.uk/Transport+streets+and+parking/Telford+travelink/Maxi+Taxis.htm  
37http://www.dft.gov.uk/stellent/groups/dft_localtrans/documents/page/dft_localtrans_023972.hcsp 
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Success factors 
 
·  Marketing of the scheme - a marketing campaign took place targeting businesses through 

the Telford and Wrekin area.  It is thought that the active participation of business 
management was important to get taxi share accepted as an official promotion.    
 

·  A strong partnership with Job Centre Plus, Chamber of Commerce and local employers is 
thought to have aided in the success of the scheme. 
 

·  The key to the operational efficiency is thought to be a bespoke software system, featuring 
a GIS plotting facility. The program makes intelligent suggestions for routes, pick up/drop 
off times and the fare price. 
 

 
Figure 6.2.3 The Maxi Taxi logo 

 
 
 
 
 
 
 
 
 
 
 
 
Contact Information: 
 
Telford Travelink on 01952 200 005 
Email: travelink@telford.gov.uk  
 
6.2.4 Paris Accompagnement Mobilité, France38 39 40  
 
Paris Accompagnement Mobilité (PAM) is a dedicated on-request transport service for 
disabled people that was developed jointly by the Paris municipal authorities, the Regional 
Council of the Ile de France region and the Ile de France Transport Board. It was launched in 
December 2003 and was designed to make it easier for disabled persons to travel within Paris 
and the Ile de France region. It is registered in the middle of the policy of the Parisian 
municipality to allow the 120,000 handicapped people living in Paris to profit from better 
accessibility in the city. 
 
The door to door transport service was introduced by Syndicat des transports d'Ile-de-France 
(STIF) (Ile-de-France public transport executive) and replaced a previous, relatively 
uncoordinated system operated by a series of not-for-profit organisations.  STIF, as the public 

                                                 
38 http://www.pam.paris.fr. Last accessed 6/11/06. 
39 http://www.emta.com/IMG/pdf/Fiche_Paris.pdf. Last accessed 6/11/06. 
40 http://www.cemt.org/topics/handicaps/developt/Fdev04e.pdf. Last accessed 6/11/06. 
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transport authority, decided to upgrade the provision of these transport services, and a new 
organisational and financial framework was adopted, based on 2 main elements;  
 
·  The setting up of a regional information centre (‘Infomobi’) on the accessibility of public 

transport systems for people with reduced mobility, and  
 
·  The definition of a regional framework for the provision of door-to-door services, and of 

reservations centres, in each département (county).     
 
Infomobi  
 
Infomobi is a service which collects all the necessary real time information about the 
accessibility of the public transport network, to allow travellers to make an informed decision 
about the accessibility of their journey, given current conditions. The service gathers 
information from RATP (bus, tramway, metro, heavy rail), SNCF (suburban rail) and 
OPTILE (a federation of 80 private bus operators), and includes information such as whether 
the station lifts are fully operational. If no mainstream transport service is accessible for a 
specific request, then the customer is recommended to call the door to door transport 
reservation centre. The service is available by telephone, from 7am to 8pm,7 days a week and 
on the internet (www.infomobi.com). 
 
Regional Framework  
 
STIF, through the regional framework, was responsible for setting targets in terms of number 
of trips, defining the category of entitled people, and co-ordinating the provision of the 
service which is organised on a local basis.  STIF has also defined the terms of reference for 
the reservation centres that will be set up in each of the 8 departments (counties), so that they 
are compatible with each other and are able to provide integrated information and services for 
passengers wishing to travel within the whole region. A contract was signed between STIF, 
the regional council, and the county for each centre. Each of the 8 departments (counties) 
making up the region, are responsible for selecting the operator of the services on its territory 
through a tendering procedure.  
 
The aim of the service was to carry 1.5 million passengers per year once the service has been 
fully developed. This figure would include 450,000 trips within the city of Paris alone, 
compared with a previous figure of 80,000.  Paris was the first county (Paris is a both a 
municipality and a county on a legal basis) to set up a reservation centre in November 2003. 
 
Measures 
 
Passengers entitled to use the service must have the card proving that they have a minimum of 
80% handicap, awarded by a county welfare commission for professional integration of 
disabled people. To access the service, they need to be registered. They are granted a personal 
“PAM PASS”, which they use to book their trips, and a “Mobility Account” is opened under 
their name. Passengers can credit money on their personal account, which is used to pay for 
their trips. Trips can be booked by telephone, post-mail, fax or internet. Service is available 7 
days a week, from 6am to midnight. The call centre can be reached everyday from 7am to 
8pm to advise passengers, help them plan and book their trips. The price of a single trip is � 6 
inside Paris, � 9 between Paris and the first ring of suburbs, and � 15 for trips between Paris 
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and outer suburbs. An accompanying person, and a blind-dog, can travel for free with the 
disabled person.  
 
Trips cans be booked by telephone, post, fax, or via the internet. The transport service is 
available 7 days per week from 06.00 – 24.00, with the call centre open daily from 07.00 to 
20.00 to advise passengers and assist them in planning and booking trips.  Each department is 
responsible for selecting the operator of the service through a tendering procedure.  The 
transport operator Keolis was entrusted by the city of Paris for a 6 year period through a 
tendering procedure. PAM has a fleet of 100 vehicles (Renault Kangoo that can carry one 
wheelchair and up to 3 passengers, and Renault Master suitable for 8 people and able to carry 
3 to 5 wheelchairs). The service employs over a hundred staff members. Some of the drivers 
were recruited from the associations that used to provide the door-to-door transport services in 
Paris before the setting up of PAM, the others are trained during a 6 weeks special programme 
before being hired. Booking and planning of the services are processed through the software 
TITUS, specially designed for PAM by the French company BEST.  
 
The cost of services has been estimated at � 24 per trip, and it has been agreed that passengers 
shall contribute � 6 per a normal trip of less than 10km for peak journeys and � 3 for off-peak 
journeys, the rest being shared in three thirds between STIF, the Regional council, and the 
County. 
 
Partners 
 
La Mairie de Paris,  La Région Ile de France, Le Syndicat des Transports d'Ile de France. 
 
Success 
 
Six months after its inauguration, PAM already had 1,500 registered users, 60% of them using 
the service for home to work trips. 20% of passengers make up 80% of trips. The foreseen 
number of trips for 2004 was 115,000 (compared to 85,000 in the previous years)41.  

 
Figure 6.2.4 Demonstration of PAM vehicles 

 

                 
   
  
 

                                                 
41 http://www.emta.com/IMG/pdf/Fiche_Paris.pdf. Last accessed 3/11/06. 
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Contact Information 
 
Tel: 0810 0810 75 
Address: PAM , Service Clients , 48 rue Gabriel Lamé , 75012 PARIS 
Email: pam@keolis.com 
Website: www.pam.paris.fr, www.infomobi.com, www.stif-idf.fr 
  
6.2.5 RATB’s Accessible Transport, Bucharest, Romania 
 
With a population of nearly 2 million, spread over an area of 228 square kilometres, the city 
of Bucharest is one of the largest and most populated Eastern European capitals. Bucharest’s 
public transport system operates throughout the whole city and RATB (Regia Autonom�  de 
Transport Bucure� ti), the largest surface transport operator in Romania operates the trams, 
trolleybuses and buses. According to the Transport Master Plan, transport demand in 
Bucharest is estimated to be 5.8 million trips per day. Although the number of private cars has 
increased significantly, the public transport modal split is over 50%.  
 
The Problem 
 
Due to the dynamic changes in Bucharest’s economic structure, which is still undefined, there 
is still the potential of social exclusion. Some parts of society, such as elderly and disabled 
people and students face particular mobility problems and RATB has sought to improve the 
transport options and mobility for these people.  Indeed, prior to 2004, only 2% of the bus 
fleet in Bucharest was accessible to disabled people. 
 
Objective of Study 
 
RATB has the following objectives:  
 
·  Improve the entire fleet system accessibility for reduced mobility persons 
·  Adapt the transport infrastructure to the needs of people with reduced mobility, elderly 

people 
·  Increase the comfort and usage of surface public transport 
 
Partners 
 
RATB worked closely with the Bucharest Municipality and social assistance departments 
within the Municipality of Bucharest.  
 
Funding  
 
The cost of the fleet renewal and modernisation of infrastructure is estimated to be over � 560 
million and is funded by the Bucharest Municipality. The Municipality is also bidding for 
additional funding to extend this further.  
 
Measures Implemented  
 
Since 2004, RATB has been working on two major projects: modernising and adapting 
vehicles to new traffic conditions and purchasing new vehicles in accordance with European 
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and national regulations.  RATB understands the importance of implementing facilities to 
help people with reduced mobility and has introduced: 
 
-Trams with platforms for disabled people 
-Partial low-floor trams built in RATB’s own plant.  
 
The Municipality of Bucharest decided to finance the purchase of 500 low floor buses with 
special facilities to allow people with reduced mobility (such as wheelchair users) which 
means that 50% of the bus fleet is now accessible. Since the new buses had such a great and 
positive impact on the population of Bucharest, the Municipality of has decided that it will 
purchase 500 more in the near future. A tendering process will be prepared and it is expected 
that by 2008, the entire RATB bus fleet will be accessible. 
 
RATB, with the Bucharest Municipality has also introduced additional measures to support 
people: 
 
-Free public transport for elderly and disabled people and their carers that live in Bucharest. 
-Reduced fares for pupils and students and for elderly people who live near the city. 
 
The tram infrastructure has been modernised and at the moment, 30% of tram stops are 
accessible. In its own plant, RATB had completely redesigned and modernised 2 Ikarus buses 
so that they are completely accessible to mobility impaired people. The street infrastructure is 
also being modernised by Bucharest Municipality so that the interchanges between different 
transport modes are accessible.  
 
Obstacles 
 
RATB faced four main obstacles when implementing its strategies for easy access to all: 
 
1) Limited financial resources 
2) City infrastructure 
3) People’s behaviour 
4) Unstable economic environment 
 
Due to continuous rise in the price of oil, there is some financial pressure of maintaining low 
fares for all types of citizens.  
 
Future prospects 
 
The modernisation of the bus fleet will continue and should be finished by 2008. It is 
expected that over the coming years, the trams, trolleybuses and infrastructure will be 
modernised and this is part of the Bucharest Municipality’s strategy for 2006-2008.  
 
RATB and the Municipality recognise the importance of providing an attractive public 
transport system to improve the lives of all citizens and this is closely related to accessibility 
and facilities for all.  
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Contact 
 
Florin Dragomir and Alina Purice 
RATB 
Bd. Dinicu Golescu, nr 1 
Sector 1 
010861 
Bucarest 
Romania  
Tel: 00 40 21 307 41 90 / 00 40 21 307 41 92 
Email: florin.dragomir@ratb.ro / Alina.purice@ratb.ro 
 
6.2.6 The West-Brabant Initiative: Towards an improvement in the accessibility of public 

transport 
 
The public transport system in the region of West-Brabant, The Netherlands, consists of a 
railway system, different bus routes and an on-demand system, known as CVV. The CVV-
system is operated 24 hours a day, 7 days a week. Both bus and CVV transport is subsidised 
at the rate of 50% and 85% respectively. Impaired people (and some elderly people) can 
travel by CVV for the same price as regular public transport and users pay per zone that they 
travel. There are 3 different prices, depending on the user: standard travellers (� 1.55 per 
zone), people who have an impairment (� 0.45 per zone) and senior citizens over 65 years old 
(� 1.10 per zone). During 2005, more than 50,000 passengers made 1.2million trips by CVV.  
 
The Problem 
 
CVV has had a very positive effect as it offers impaired people the opportunity to travel 
independently and often where there is no regular public transport connection. However, it 
became apparent that the costs of running a CVV service were unsustainable and impossible 
to support in the long term (CVV is subsidised up to 85%, compared to 50% for regular 
public transport). It had also become apparent that the regular public transport service and the 
on-demand service often overlapped each other. Analyses of the trips showed that the on-
demand service (CVV) mostly runs on the same routes as the major bus routes which meant 
that almost empty subsidised regular buses are competing with the more greatly subsidised 
CVV transport.  
 
Objective of study 
 
The West-Brabant Initiative will invest � 7 million over the next few years to improve the 
accessibility of public transport. A task force was set up in 2003 to look at ways of 
maintaining a high level of service to users (especially elderly and mobility impaired people), 
but cutting the operation costs of the on-demand transport system. The task force identified 
the following objectives:  
 
1) Investment in infrastructure for a better accessibility of regular public transport 
2) The purchase of accessible bus fleets and accompanying measures 
3) Rethink of the criteria for subsidies of impaired people 
4) Additional small scale transport and a better connection between regular and on-demand 

public transport.    
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Measures implemented 
 
The basic assumption in the West-Brabant Initiative is that if improvements to the 
accessibility of the regular public transport are carried out this will result in a lower demand 
for CVV, as people will be able to use the accessible public transport. This will lower the 
overall subsidy and mean that the CVV system will be only for people that really need 
personal help and door-to-door transportation.  
 
The 18 partners will invest the money in accessibility improvements, focusing on the 
following aspects:  
 
1. Improved physical accessibility, including the accessibility of stops and buses. In 

principal bus stops should be within 800 metres of the majority of homes and destinations 
of elderly and people with impairments. This will mean new bus stops, moving bus stops 
and changing bus routes. It is expected that all bus stops will be completely accessible and 
the entire bus fleet will be 100% accessible.  

2. Improved mental accessibility-the improvement in information and supply of information 
about the public transport system.  

 
Results 
 
Preliminary results seem to be very positive as outlined below: 
 
·  The municipalities of Moerdijk and Etten-Leur have experimented with local bus services 

in addition to the regular public transport. Both experiments seem to have resulted in 
lower traffic volumes for CVV in the municipality and therefore contribute to a lower 
overall cost level, although that the exact interdependency between the experiment and the 
CVV trips cannot be determined. Another positive result is that both experiments have 
been taken up in the standard frequencies of the regular public transport. 

·  The city of Roosendaal has started a long-term experiment with lower tariffs for public 
transport during late night shopping and weekends (Euro ticket).  

·  A number of municipalities have adapted some bus stops according to the guidelines that 
were set.  

 
Key reasons for success  
 
The following success factors have been identified:  
 
-Willingness of all the partners involved to make the initiative a success; 
-Close cooperation between partners; 
-A clear division of responsibilities.  
 
Contact  
 
DTV Consultants 
Postbus 3559 
4800 DN Breda 
info@dtvconsultants.nl 
Phone +31 76 513 66 00 
Fax +31 76 513 66 06 
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6.2.7 Village caretaker ‘falugondnok’ scheme, Hungary42 
 
Hungary’s 800+ village caretakers reduce rural isolation by offering a wide range of social 
and community services. The idea of village caretakers was devised in the 1980s by the late 
Bertalan Kemény, former Chair of the Village Development Society established in 1989 and 
the Hungarian Association of Village and Homestead Caretakers established in 2000. The first 
was appointed in 1990 in Cserehát one of the most disadvantaged regions of the country, on 
the Northern border with Slovakia, a few weeks after the ‘regime-change’ elections in 1990.  
Their position was legally recognised and a licensing scheme set up in the Social Act of 1993. 
It is reported that there are now 822 such village caretakers across the country.  
 
The Problem 
 
The Hungarian settlement system is characterised by some 1,100 small villages. In these 
settlements access to social services is often problematic. Village and remote homestead 
community care-giving is a way of alleviating the disadvantages resulting from a shortage of 
social and other public services in small and often isolated rural settlements, most importantly 
those of less than 600 people. 
 
Objective of study 
 
To serve the social service needs and access to services of rural communities by offering 
transportation and delivery services. 
 
Measures Implemented 
 
The village caretaker is typically a local person who is elected by the whole village and 
knows its inhabitants personally. Before they are appointed, candidates for the post of 
caretaker are presented to the village assembly, which all residents can attend.  Following this, 
they are formally appointed by the elected local authority, with the mayor acting as employer. 
Necessary qualifications for obtaining the job are eighth-grade schooling and a driving 
licence, but other key skills – the ability to communicate, to listen effectively, to organise 
projects and to get personally involved – are also important.  The caretakers are organised into 
a national association, which publishes a bimonthly newsletter and organises a 260-hour 
training course. 
 
In villages that lack many civic facilities, the key asset village caretakers have is a minibus. 
This enables them to take children to school or kindergarten to a larger, neighbouring village, 
take old people to the doctors’ surgery, collect prescriptions from the chemist, deliver meals 
on wheels, and even take commuting workers to the nearest bus stop. They also carry out 
additional functions, which vary a lot from village to village. They might help organise sports 
and cultural events such as folk singing, take milk to the collection point or supervise teams 
of unemployed people on work of public utility such as building bus shelters or environmental 
improvements. 
 
 
 
                                                 
42 Information received from the Ministry of Social Affairs and Labour, Office of Social Inclusion. 
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Funding 
 
It has become a nationally funded scheme that has the goal of overcoming the disadvantage 
that rural populations face as a result of the lack of institutions, transport and other 
infrastructure. The national Ministry of Social Affairs and Labour grants each approved 
caretaker an operational budget of � 8,500 per year, giving an annual cost to the government of 
� 7 million. 
 
Obstacles 
 
·  A downside to this scheme is that caretakers tend to be seen as assistants of the mayor, 

and to be politically depended on them, so that if the mayor changes, it is common for the 
caretaker also to change. Nevertheless, communities rapidly come to rely on their 
services.  
 

·  The service may depend too much on individual personalities and local politics, be cash-
strapped, and lack monitoring and evaluation. Moreover, the loose links to health and 
social services and weaknesses in the administrative framework can lead to an overload of 
work. 
 

·  The service became particularly popular and important because the Social Act stipulated 
that the local authority could provide basic services with the help of the village caretaker, 
thereby saving the costs of obligatory provision which also includes home care, family 
support and child welfare. However this has seriously overburdened village caretakers 
because their training programme did / does not cover these specialised elements. The Act 
was therefore amended in 2004 and now stipulates that village and homestead caretakers 
can assist in providing basic services, but cannot be exclusively responsible for them. 

 
Results 
 
The Hungarian caretaker system is thought to present a unique approach to tackling social 
exclusion in small villages and homesteads, especially with regard to transport. It is a low-
cost solution and firmly rooted within the locality. It is reported that it has succeeded in 
meeting the need for basic community social maintenance by ensuring that in the absence of 
mainstream personal social services, children can get to school, the sick have access to a 
doctor, the elderly have a hot meal and medicines are collected.  To those who live in remote 
areas, the caretaker provides a local person, known and hopefully trusted by the village, 
contactable, practical and possibly the only social welfare personnel they will usually see and 
the only service they will get. Where there was a gap in basic service provision, there is now a 
simple and relatively inexpensive point of contact and a link to the outside world. 
 
In 2007, the mayor of Tornaszentandrás, Dénes Frajnyák, summarised the increasingly 
important role of the service: “The village caretaking system has become indispensable in the 
village. The minibus is indispensable, and the villagers think of it as their own.  I can say that 
now the people who live in these small settlements cannot imagine life without the caretaker 
service.” 
The caretakers thus put remote communities back in touch with mainstream social services 
and in many places the village caretaker is the only contact point local people have with the 
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local authority. In other places they act as a link to other professionals such as nurses and 
doctors.  
 
Factors of success 
 
It is reported that the approach is profoundly participative, and is based on a deep knowledge 
of the needs of the target group.  Initiated from the bottom up, it is rooted in a rich web of 
personal contact. This is backed up by its legislative basis, which refers to inclusion and 
clarifies citizens’ rights to services. This ensures that it is flexible, easy to access, tailor-made 
and multi-dimensional: caretakers in effect integrate policies on health, housing, social 
services, employment and economic development. It creates social capital and dynamises the 
local community. 
 
Future prospects and potential for replication 
 
The scheme successfully addresses the issue of social exclusion in rural areas, which is shared 
by most countries in the EU. It is a valuable tool in stemming the social and economic decline 
of rural areas. Its bottom-up structure and strong roots in the community means that it can 
adapt to meet a wide variety of different local needs. It is this flexibility, along with its cost 
effectiveness, that makes it an interesting model for other countries to study. 
 
Over time, the objective is to expand the scheme to cover all small settlements. Between 2007 
and 2013, EU funds will also be available to set up new services. 
 

Figure 6.2.7 Staff at the village nursery in Gesztely- Ujharangod, Hungary. 
 
 
 
 
 
 
 
 
 
 
 
 
 
Additional documents  
 
EU Social Inclusion Peer Review on village caretakers: http://www.peer-review-social-
inclusion.net/peer-reviews/2005/review-24 
 
Contact information 
 
Tamás Gyuris 
Deputy Director 
Institute for Social Policy and Labour  
Tüzér str. 33-35       
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1138 Budapest       
Hungary      
Telephone: +36 1 465 5008  
E-mail: tamas.gyuris@szmi.hu 
 
 
6.2.8 URBAN Pamplona-Implementing a new bus route to improve the accessibility of an 

area, Spain 
 
The historic centre of Pamplona and the Rochapea neighbourhood are two historic areas of 
the city of Pamplona but these areas are more disadvantaged in socio-economic terms 
compared to the average of the whole city.  There was the need to establish links between the 
two areas by overcoming various physical and natural barriers (they are at different altitudinal 
levels, separated by a medieval wall and a river). These barriers have led to environmental 
degradation and socio-economic decline and have impeded the full development of the area 
which has a high environment, tourist and economic potential.  
 
Objective of the study 
 
The primary objective was to revitalise both socially and economically the historic centre of 
Pamplona and the neighbourhood of Rochapea as part of the URBAN II Pamplona European 
initiative. The objectives of this project included the establishment and improvement of 
communications and accessibility, as well as encouraging the use of more sustainable modes 
of transport. 
 
Measures implemented 
 
A new public transport route was built to link the Rochapea neighbourhood and the historic 
city centre of Pamplona.  During 2002, viability studies were carried out and the new bus 
route was tested during European Mobility Week (September 2002).  In 2003 special buses 
were purchased; these buses have been specially adapted to the characteristics of the streets 
and are smaller than other buses in the fleet.  These buses are also completely accessible and 
use pure biodiesel, which helps to reduce their emissions. In May 2003, the bus route started 
to operate.  
 
Partners 
 
The following partners were involved in the project: 
 
-Pamplona City Council as promoter of the programme URBAN PAMPLONA 
-European Commission through the European Regional Development Fund (ERDF) 
-Mancomunidad de la Comarca de Pamplona (public transport authority of the metropolitan 
area of Pamplona)  
 
Funding  
 
The purchase of two buses was co-funded as part of the URBAN PAMPLONA programme 
by Pamplona City Council and the European Commission, ERDF. The purchase of the third 
bus and exploitation of the line is met by Mancomunidad de la Comarca de Pamplona.  
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Obstacles 
 
·  Difficulties in establishing a viable route for buses with minimal disruption to inhabitants 
·  Difficulties in developing a route that would be useful to potential users 
·  Need for urbanisation work to facilitate the route of the buses and define the stops 
·  Difficulties in determining the ideal size of buses and fuel technology 
 
Results 
 
The line started running in May 2003. There has been a significant increase in relation to the 
number of passengers.  In 2003, there were 208,769 gradually increasing each year to 394,404 
in 2006.  In surveys carried out with users, this line gets the highest satisfaction out of the 
whole network (7.6% compared to 6.9% on average, across the whole network in 2006).  
 
Factors of success 
 
·  A willingness of the lead partners (Pamplona City Council and Mancomunidad de la 

Comarca de Pamplona) to work together 
·  Implementing a route that is useful as possible to travellers, taking into account the 

conditions of existing infrastructure and minimising the impact on citizens.  
 
Future prospects 
 
The new route is consolidated and integrated into the metropolitan public transport network.  
The creation of new route within the historic centre is currently being considered. 
 
Contact 
 
Maite Errea 
Pamplona City council 
European Affairs Unity 
Zapateria st 40-4�  
31001 
Pamplona 
Spain 
Tel: +43 948 420 527 
Email: m.errea@pamplona.es  
 
For more information visit:  
http://www.urbanpamplona.com/programa/programacion-medidas-eje4-02.asp 
http://www.urbanpamplona.com/programa/seguimiento-eje4-02.htm 
http://www.urbanpamplona.com/actividades/actividad-eje4-02.asp 
http://www.mcp.es 
http://pamplona.es 
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6.2.9 Drin Bus- Demand responsive service in the urban area of Genoa, Italy43 
 
Background 
 
Genoa is an Italian city stretched between the Mediterranean Sea and mountains with a 
comparatively long and narrow coastline stretching from east to west.  Much of the city is 
hilly and highly populated and not served well by public transport, however there is demand 
for public transport. 
 
Objectives 
 
There were two main objectives: 
 
·  To develop an additional public transport customer orientated services in low demand 

areas 
·  To substitute traditional fixed public transport routes with flexible, on-demand services 

with the same operating costs. 
 
Measures implemented 
 
Drin Bus is a demand responsive service that is available from Monday-Saturday, 6am-8pm. 
The booking can be made 30 minutes before departure, although users on the road, without a 
booking will be accepted. Trips and timetables are completely flexible within fixed stops in 
the defined areas and operating hours. People just need to choose their origin and destination 
stop, select their departure arrival and time and book the journey by calling a free phone 
number. The fares offered on Drin Bus are similar to other public transport services.  
 
The first two Drin Bus services were introduced in 2002 as additional public transport 
services and their areas of operation have been increased.  The third service was introduced in 
2004 and substituted two fixed public transport lines.  Drin Bus operates in hilly areas of 
Genoa where there is low housing density and low demand.  However, in these areas, there is 
little public transport available, although it is needed.  Some special features about Drin Bus 
are listed below: 
 
·  It allows flexibility as it is possible to book by phone, via a call centre 
·  It has advanced technologies such as GPS-GIS integration for fleet monitoring and GSM 

for communication between the dispatch centre and vehicles. 
·  The vehicles are small, equipped with 8-13 seats, air conditioned and wide inside as well 

as ecologic traction (methane). 
·  The brand image is coordinated: name, logo, slogan and free telephone number are shown 

everywhere-tickets, website, bus stop, brochures etc. 
 
Partners and funding 
 
Drin Bus is coordinated by the agency for flexible services. The Agency is a unique 
coordination centre able to design, develop and manage integrated flexible services and 
systems, using several different transport operators. The Agency is part of AMI, a company 

                                                 
43 Information taken from Civitas Thematic Leadership Programme “City of Genoa and the flexible on-demand 
transport systems: an innovative way of moving.” 
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fully owned by the Municipality of Genoa, established in 2004 in order to develop strategic 
innovative sectors of urban mobility such as flexible services and information mobility 
services. The Agency is able to provide “turn-key services”: feasibility, design, planning, 
implementation, management, maintenance and a dispatch centre for all flexible services and 
relative technology and systems. 
 
In relation to Drin bus, the call and dispatch centre and the bus service itself are operated by 
AMT, which is the local Public Transport Company in the city of Genoa. 
 
Funds for the service are covered 15% by tickets and 85% via the public contribution in 
relation to the service contract between AMT and the Municipality of Genoa. 
 
Results 
 
Drin Bus has been successfully operating since 2002 and Drin Bus shows that an on-demand 
flexible system is ideal to serve low-demand urban areas with accessibility problems.  
 
2857 people are registered to use the service and the number of passengers has increased 
yearly by 8% in the area of Pegli, 5% in Quinto and 13% in Bolzaneto where Drin Bus has 
replaced traditional fixed routes. Drin Bus has reduced the use of the private car and the 
environmental cost/benefit analysis has shown a saving of � 34,500 per year due to the 
decrease in environmental pollution combined with the modal shift obtained.  Drin Bus also 
offers a vital public transport service for certain groups of people-students, workers, older 
people and housewives.  A customer survey was carried out in 2005 which indicated that 65% 
of Drin Bus passengers used the service everyday. 91% of passengers were satisfies with the 
service and believed it to be better than the traditional bus route. People liked above all, the 
personalised service, the comfort and security of the buses and the direct link with the city 
centre.  
 
Moreover, using demand services to substitute traditional fixed routes has led (in Genoa) to 
the same operating costs but with an increased number of passengers/revenue.  

 
Figure 6.2.9 Drin Bus in Genoa 

 
 
 
 
 
 
 
 
 
 
 
 
Lessons learnt/reasons for success 
 
·  It is necessary to foresee a substantial budget for communication and marketing in order 

to promote the service.  
·  It is necessary to offer benefits, such as a free trial of the service 
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·  A good communication structure between the different elements of the service-dispatch 
centres, vehicles and depots is vital. 

·  A clear contract between the different actors has to be agreed on and responsibilities must 
be clearly defined.          
        

Future  
       
Within the CIVITAS CARAVEL project, the service will be improved and new software and 
new booking functions, for example interactive voice recognition service will be introduced.  
 
Contact 
 
Alexio Picco 
AMI-Azienda Mobilità e Infrastrutture di Genova S.p.A 
Via Mantaldo 2  
16137 
Genoa 
Italy 
Tel : +39 010 55 82 289 
Email: alexio.picco@ami-genova.it  
http://www.eltis.org/Vorlage.phtml?id=480  
         
6.2.10 RATP: Colom’Bus, P’tit Bus and Bus du Port in the Paris suburbs, France- 
 
The problem 
 
The Northern loop of the River Seine is surrounded by the natural barrier of the River Seine, 
which creates problems when trying to access other parts of Paris.  In this area, there is also 
relatively high unemployment (3% above the Department average) and large number of social 
housing blocks that are often badly connected to the public transport network.  Moreover, car 
ownership levels are lower in this area, compared to more prosperous areas nearby and 35% 
of households have no car. Those in employment tend to work more unsociable hours, shift 
work and short-term contracts. The public transport routes and schedules are designed more to 
fit in with commuting and peak time travel, with few off-peak services. This means that in 
this area, people have limited mobility options.  
 
Objective of the study  
 
In 1995, RATP defined a strategy for enhancing access to excluded districts, based on seven 
principles: 
 
1) Local services must fit areas and living patterns 
2) Social fares should match the journey type (short, local) and individual resources 
3) High-quality transport hubs are essential for multimodal services (fluidity, usability) and 

they foster local partnerships; 
4) Information and signage are important means to help people master multimodal journeys; 
5) Prevention and security measures can have a positive impact on the urban environment, 

particularly in creating relations between RATP staff and locals; 
6) Transport should contribute to employment policies and facilitate job access for local 

people, both to reduce unemployment and establish wider geographical links 
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7) Transport should contribute to economic integration; with national initiatives on “youth 
employment”, it is possible to provide innovative job itineraries to foster integration.   

 
The basic idea is also that it is not possible to design successful transport systems for 
vulnerable people without their full participation and consultation with them.  
 
Measures implemented  
 
Three bus services were developed by RATP (the public transport authority for the Paris 
region) as part of a larger strategy to better adapt their services to meet the needs of people in 
deprived communities. RATP carried out a wide consultation, bringing together local actors 
and local people in various ways including, workshops, face-to-face interviews, surveys and 
working groups.  From the consultation, it emerged that there was a need for more flexible 
services rather than the usual fixed route and radial bus services and for a demand responsive 
element to help meet the needs of those with part time, anti-social or irregular working hours. 
 
Three services were established to be fully integrated with the rest of the RATP network: 
 
Colomb’Bus started operation in 1999. It links an isolated district (Fossés Jean) with the 
Marante, via a town centre and sports facilities. The aim was to provide a real alternative to 
the private car and to open up the town centre services, sports and cultural facilities for 
residents.  
 
The P’tit Bus de Nanterre, a variable bus service was created in 2000.  The main aim was to 
open up the P’tit Nanterre neighbourhood by linking it to the main railway station (RER A) 
and thereby the centre of Paris. To meet the demand for mobility, a modular service is 
provided. e.g: from Monday to Saturday, the bus runs to the town centre, town hall and Mont 
Valerien, which gives people the opportunity to go shopping, go to administrative buildings 
and access to leisure activities.  In the evening, the service provides access to the town centre, 
offering leisure activities and shows.  
 
The Bus du Port de Gennevilliers was created in 1999 and links one of the major employment 
sites in the area (the Autonomous Port of Paris) with residential areas in the northern Loop. 
The port itself and the neighbouring businesses employ 6000 workers. The bus alternates 
between a fixed route service to coincide with shift start and finish times and a demand 
responsive service during the day. 
 
All three services operate with smaller vehicles that the normal RATP fleet, but tariffs are the 
same as for the rest of Paris, with appropriate reductions for those on low incomes.  
 
Results  
 
Surveys were carried out with users and showed high levels of satisfaction with the service-
78% for Colomb’Bus, 72% P’tit Bus and 75% for Bus du Port.  There were also other results 
that are not always quantifiable but nevertheless significant. Access to a specially designed 
public transport system seemed to raise people’s self-esteem. Users of the system feel better 
and are more self-confident which can often be a pre-requisite to finding work.  People also 
benefit from improved access to education and training, which could potentially help them in 
the job market.  Moreover, in the surveys carried out with users, transport difficulties are no 
longer mentioned as the main barrier to finding work. It is also apparent that when transport 



ECLIPSE European Practice Report – Deliverable 3 

 
 

Transport &Travel Research Ltd  June 2007 

 
  

Page 79

services are suited to districts with social problems, the perception of the area and image 
change. In this way, employers are more inclined to incorporate neighbourhoods into their 
recruitment profile to create local jobs. 
 
Lessons learnt  
 
These initiatives have led to similar systems being implemented in other parts of the North 
Loop. The public transport operator now understands better the need for social innovation, 
based on end-user participation rather than technical solutions. Due to the demand for 
mobility becoming more widespread and scattered, it is essential to look at living patterns, 
day-to day activities etc to ensure a good and appropriate public transport system for the 
users. The difficulties involved in implementing new solutions are much more institutional 
and financial rather than technical, which means that operators need to talk more to decision-
makers 
 
Funding  
 
The long term future of the different routes is challenging. Presently they are financed by 
public subsidies (national, regional and European), for a limited period of six years.  The way 
to make these routes sustainable will be to achieve a balance between social and economic 
factors.  
 
Future prospects 
 
The level of use of the services in 2003 far exceeded expectations and predictions.  
Projections for the immediate future (2-3 years) are quite good, with upwards trends of 25% 
for Colomb’Bus to 40% for Bus du Port.  
 
Colomb’Bus is no longer an experiment, but a “special” route on the ordinary bus network. It 
does not compete with other routes and appears to complement them. The municipality of 
Colombes strongly supports this route as they believe it is not only a “social route” but also an 
innovative means of transport.  
 
P’titBus is no longer an experiment but also a “special line” and does not compete with other 
routes. The operator is working to improve safety by changing the route to avoid some 
problem zones. This line has three years to prove its effectiveness and the rising trend in 
revenues is acceptable.  
 
Bus du Port is quite different since Gennevilliers Harbour companies, in particular the 
Autonomous Harbour of Paris were interested in establishing a special route for their 
employees (and financed 50% of the operations).  This shows the role that the private sector 
can play in policies to reduce social exclusion. These new expectations are reflected in 
operational demand for the transport operator. For example, in Ile-de-France, 400,000 firms 
generate more than 50% of journeys, and for the RATP, 5 out of 9 million journeys are work-
related.  
 
Contact 
 
For more information, consult the full report, “Moving from welfare to work” available on the 
FIA Foundation Website:http://www.fiafoundation.com/bookstore/index.html 
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6.2.11 Trambus Roma, SpA: Services for disabled people in Rome, Italy44 45 
 
Objectives 
 
The public transport operator in Rome, Trambus SpA has always been interested in 
developing a diverse, comfortable and high quality service transport service for disabled 
people.   
 
Measures implemented 
 
Trambus Roma offers the following dedicated services to disabled people:  
 
1) Regular Service: school and routine service 
2) On demand transport service-on call and special services 

 
Recently Trambus has improved these on demand services and the regular service is free of 
charge to those who have permission to use it.  People who do not have permission can 
request the on demand service by using the call service.  
 
After consultation in 2006, Trambus started to operate a new on-demand service for disabled 
people in 2007; the “beach route”.  This service is dedicated to transporting disabled people 
directly from their house to the beach and has proved to be a very popular service. The service 
provides leisure and social experience for disabled people. 
 
Trambus has a department dedicated to disabled passengers’ service. This office uses 
innovative controlling devices and coordinates the transport activities implemented by 
subcontractors, selected through a tendering process.  The service is delivered by specially 
equipped vehicles: Elevating footboard, wheelchair security devices etc. Some electric 
vehicles have also been introduced in the fleet in order to make them more sustainable.  
 
Trambus has also introduced and tested Automatic Vehicle Monitoring (AVM) on 7 vehicles 
in the fleet and intends to extend the system to all its fleet dedicated to transporting disabled 
people.  With the AVM system it is possible to identify the vehicle as well as the driver and it 
enables communication between the operative station and the vehicle, a visual itinerary that 
shows the current position and the route to follow and automatic route calculation in case of 
diversions.  
 
Partners  
 
These services have been carried out with the support of the Municipality of Rome.  
 
Success 
 
Trambus has 85 M1 vehicles and in addition uses 25 Fiat Punto cars.  On average the 
company transports about 800 disabled people every day.  The beach service has proved to be 
very popular for disabled people because there are very few leisure services available to 
                                                 
44 Information taken from Massimo Marciani’s (FIT Consulting) presentation at the ECLIPSE Final Conference. 
To download the presentation, visit: www.eclipse-eu.net  
45 Information from leaflet by Trambus, available on their website: www.trambus.com 
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disabled people, as most services are focused on providing access to health care or education. 
Disabled people can find leisure time difficult to fill due to the lack of accessible places.  This 
service also provides them with the opportunity to socialise.  Leisure time plays a very and 
often, forgotten part in the quality of a person’s life.  
 
The future  
 
Trambus strongly supports an improvement in service delivery for disabled people; with a 
goal to almost double the number of passengers transported every day (from the current 800 
to 1500) by 2008.  Taking into account the “taxi for disabled people” service, supported by 
the Municipality of Rome, the city would like transport for 2,000 disabled passengers to fulfil 
its goal of being a caring and respectful city.  
Contact 
 
www.trambus.com 
relazioni.esterne@trambus.com 
 
6.2.12 Door-2-Door transport in urban areas in Northern Ireland46 
 
Door-2-Door Transport is a new transport service for older people and people with disabilities 
in Northern Ireland who find it difficult to use mainstream public transport. Door-2-Door 
operates in 27 urban areas.  
 
Implementation  
 
The Door-2-Door service can take people anywhere they wish to travel within certain areas 
for all sorts of trips from going to work, to the shops, hairdressers or visiting family and 
friends.  Door-2-Door services run from 7:30am-11:30pm every day of the week.  
 
In order to be eligible to join Door-Door, a person must live within one of the Membership 
Catchment Areas of the service and are able to apply if one of the following criteria apply: 
 
-They receive the higher rate mobility component of Disability Living 
- They receive the higher rate of care component of Disability Living 
- They receive the higher rate care component of Attendance Allowance 
- They’re registered blind 
- They’re 80 years or older 
 
If none of the above applies, people who have difficulties accessing mainstream public 
transport and think that they need the door-2-door transport will need to apply for 
membership through his/her doctor.  
 
There is no membership fee to join Door-2-Door.  The first journey on Door-2-Door is free 
and after that a flat fare is charged of £1.50 per single journey to travel anywhere in the local 
area (called the Operational Area).  It may be possible to travel beyond this distance but it will 
cost more than the flat fare. It is also possible to obtain a discount on travel costs when 

                                                 
46 Information found on ELTIS website www.eltis.org  and 
http://www.nitransportguide.info/index/door2door.htm#Door2Door-Anchor-HowMuch  
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someone uses their Membership Smartcard as a method of payment (this could mean that a 
single often costs £1.15 (approximately � 1.60)). Members may also bring up to two essential 
companions with them, who pay the same fare as the member. Members can also bring their 
spouse and any dependent children they have. Other non-essential companions can travel with 
the member as well, under certain conditions.  
 
Members are advised to book their trip at least 24 hours in advance but bookings are taken up 
until the time of travel, subject to availability. Bookings can be made by telephone through 
the booking centre.  
 
Funding 
 
Door-2-Door is funded through the Transport Programme for people with Disabilities 
(TPPD).  People pay a small fee to use the service.  
 
Success 
 
The first service came into operation in Dungannon in September 2006.  The service has been 
expanded and the service is available in all 27 urban areas.  
 
Contact 
 
Kyle Crutchley 
Department for Regional Development 
Tel:  (028) 9054 0644 
door2door@drdni.gov.uk 
 
For more information: 
http://www.ni-transportguide.info/index/door2door.htm#Door2Door-Anchor-HowMuch 
 
6.3 Affordability 
 
The MATISSE project identified a range of transport measures which, as a cocktail, 
customised to local needs can assist in reducing exclusion.   Measures related to affordability 
suggested by the MATISSE project include the following; 
 
·  Purchase loans, leases and discounts on cars, mopeds, bicycles to eligible groups 
·  Minor vehicle repair and maintenance grants assistance 
·  Assistance with vehicle taxation payments 
·  Pay as you drive insurance 
·  Green mortgage schemes and affordable property developments for those wishing to 

locate in more accessible, car free housing 
·  Assistance with driving education and licence examination for eligible groups 
·  Public transport fare concessions for eligible groups (all journeys or specific types of trip) 
·  Fare concessions for specific circumstances (job interviews, job start, hospital visiting 

etc.) 
·  Concessionary parking permits for physically and sensory disabled persons 
·  Travel mobility vouchers for public transport modes including taxis 
·  Integrated multi-modal ticketing regimes 
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·  Subsidies to small facility providers 
 
ECLIPSE has identified good practice examples where these types of measures have been 
successfully introduced and a selection of these good practice examples are summarised 
below. 
 
6.3.1  ‘Workwise’ Birmingham and Solihull, West Midlands, UK 47 48 49 
 
The purpose of this project is to ‘increase the use of public transport through partnerships to 
improve the economic, environmental and social well-being of the West Midlands’. 
WorkWise in the West Midlands was launched in June 2003 as a two-year pilot project 
operating at both Chelmsley Wood and Sparkhill Jobcentres - both deprived areas in need of 
initiatives to help local people access jobs. The project is now into its third year and is 
currently supported and funded by Centro, European Social Fund, Jobcentre Plus, 
Neighbourhood Renewal Fund and Solihull Metropolitan Borough Council; in partnership 
with Birmingham City Council, Buster Werkenbak and Community Transport. 
 
The Problem 

 
In the West Midlands there are concerns about the ability of people from specific deprived 
communities to benefit from the employment and training benefits offered by regeneration 
and growth across the region. To help jobseekers access major out-of-town employment areas 
(e.g. the Birmingham NEC/International Airport area) that have poor public transport 
provision and operate during hours when commercial public transport services cannot operate 
a pilot ‘WorkWise’ scheme was implemented (the first WorkWise scheme, initiated in 
Nottingham, was the Community Links and Liaisons Project, led by Centro). A major element 
of the scheme is to improve accessibility, promote green travel and enhance social inclusion. 
The scheme was implemented in Sparkhill in Birmingham and Chelmsley Wood in Solihull.  
 
Objective of study 
 
The objectives of WorkWise are: 

 
·  To help get unemployed people into work or training 
·  To get unemployed people into sustainable travel habits 
·  To support the local economy by ensuring access to employment sites 
·  To support the integration of the transport system with the needs of the Job Centres. 
 
The scheme addresses the following objectives of the West Midlands Local Transport Plan: 
 
·  To support the local economy by ensuring access to employment sites 
·  To ensure that transport contributes towards social inclusion by increasing accessibility 

for everyone 
·  To move towards a more sustainable pattern of development and growth 
·  To improve safety and health for all 

                                                 
47 http://www.centro.org.uk/wwwroot/TravelWise/usrTWWorkwise.asp.  Last accessed 10/05/06. 
48 http://www.idea-knowledge.gov.uk/idk/core/page.do?pageId=81117.  Lat accessed 10/05/06. 
49 Evaluation of Workwise 1 in the West Midlands – Final Report 09/01/04 Transport & Travel Research Ltd 
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·  To integrate all forms of transport with each other, with other land uses and with other 
policies and priorities. 

 
Implementation 
 
Eligibility Criteria - WorkWise is aimed at unemployed people who are living within specific 
postcode areas around Sparkhill and Chelmsley Wood. Generally those customers may be on 
Jobseekers Allowance or other forms of benefit; however there are some exclusions to 
eligibility. 
 
Journey Planning - It is thought that many people find reading timetables and planning routes 
for travelling to interviews and jobs very confusing. WorkWise is able to provide the client 
with an illustrated step-by-step guide on the best way to travel from home to their destination 
and back.  Planning process WorkWise Officers can provide a personalised journey planning 
service and assistance with public transport for travelling to interviews and new jobs. 
 
Travel Passes - Clients who are eligible for WorkWise will be entitled to one-day passes for 
interviews and monthly passes for when they start employment.  Monthly passes are issued 
for the first two months of continuous employment. The passes cover the whole of the West 
Midlands area and can be issued for any mode of public transport. 

 
Partners involved 
 
WorkWise was developed as a multi-agency partnership. The partnership comprises 
Advantage West Midlands, Centro, JobCentre Plus, Solihull Metropolitan Borough Council, 
Travelwise, Community Transport and New Deal for Communities. 

 
Funding 

 
The scheme costs are approximately £107,104 per annum (approximately � 157,000). In the 
short term this was part funded by Advantage West Midlands and Centro.  The scheme offers 
excellent value for money so in the longer term it is anticipated that WorkWise be funded by 
the Department for Work and Pensions or Department for Transport, through Local Transport 
funds. 
 
The project is now into its third year (2006) and is currently supported and funded by Centro, 
European Social Fund, Jobcentre Plus, Neighbourhood Renewal Fund and Solihull 
Metropolitan Borough Council; in partnership with Birmingham City Council, Buster 
Werkenbak and Community Transport. 
 
Measures implemented 

The WorkWise concept comprises four specific transport measures which are intended to help 
unemployed people access training, interviews and jobs which they might otherwise not have 
been able to access.  The measures demonstrated are as follows:  

·  tailored door to door travel information package 
·  public transport tickets to interviews and for the first month of employment 
·  cycle pools 
·  a guaranteed taxi ride home. 
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The key innovations of WorkWise are: 
 
·  WorkWise is developed as a multi-agency partnership 
·  A journey planner is provided to participants which sources travel details from MATISSE 

and includes information about all modes of transport including car journeys 
·  The provision of free public transport passes is extended to include the second month of 

employment 
·  The scheme takes a ‘needs – led’ approach, adapting the measures to better suit the need 

of the local population. 
 
Obstacles 
 
As expected from a pilot scheme, there have been some problems.  These were identified and 
addressed by the WorkWise officers and the Steering Committee Partnership who responded 
accordingly. 
 
·  Initially the scheme was not open to all Sparkhill jobcentre clients due to postcode 

eligibility criteria.  Postcode data was collected to determine the postcodes of all jobcentre 
clients and the postcode eligibility criteria were extended to meet this need. 

 
·  There has been a lower than expected uptake of day tickets to interviews especially where 

jobseekers have found a job vacancy without consulting jobcentre staff. A survey of 
jobcentre clients revealed a lack of awareness of WorkWise. WorkWise officers 
responded by building staff awareness within the jobcentres, floor walking the jobcentre, 
approaching clients using self-service jobsearch terminals, advertising at local bus stops 
and increasing outreach. Promotional material was also changed in content and 
presentation to appeal to more people. This has increased uptake. 

 
·  Delay in starting the scheme as a result of problems in setting up the scheme – this was 

due to WorkWise officers being employed by Centro and not Jobcentre Plus. The Job 
Centre was not able to provide IT support for equipment that wasn’t provided by them. 
Other initial barriers related to overhead/premises costs (telephone calls, Internet use for 
the journey planner and an Electronic Point of Sale (EPOS) machine. These issues would 
not have been a problem if the WorkWise officer was employed by the Jobcentre.        

 
Timescale 
 
WorkWise in the West Midlands was launched in June 2003 as a two-year pilot project but 
the project has since extended and is now in its third year. 
 
Results and lessons learnt 
 
The project supports the local community by increasing awareness of existing local public 
transport services. It addresses issues such as social exclusion - encouraging people to travel 
to work outside of their immediate area, using modes of transport they may have previously 
felt uncomfortable using. The project also provides customers with free travel to access 
interviews and travel passes to get to work. This helps overcome financial barriers to 
accessing public transport and promotes employment stability. This is thought to be an 
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important step to help tackle the financial problems experienced by many customers within 
the first few months of employment. 
 
Factors for success 

 
The scheme’s first year in Birmingham and Solihull was highly successful in achieving its 
annual targets and objectives. It helped over 300 people gain access to work compared to a 
target of 113; retention rates amongst those achieving employment was high with over 80% of 
WorkWise users still in employment after 4 weeks; over 400 unemployed people accessed job 
interviews using free public transport day passes and journey plans compared to a target of 
358 and 17 unemployed people accessed training with a guarantee of employment. The 
achievements of WorkWise have been recognised both locally and nationally.  WorkWise also 
provides a best practice working tool, as acknowledged at the national level, for responding to 
user needs and enhancing access to employment. It is seen as a valuable asset, not only to the 
community at large but also to the organisations operating within the area. WorkWise 
overcomes the very real issue of transport barriers when accessing interviews and jobs. Up 
until October 2005 over 2100 people were provided with one-day passes to assist them in 
getting to interviews and over 1500 people were provided with monthly passes to access new 
jobs. 
 
Future prospects and potential for replication 

 
The project is currently supported and funded by Centro, European Social Fund, Jobcentre 
Plus, Neighbourhood Renewal Fund and Solihull Metropolitan Borough Council; in 
partnership with Birmingham City Council, Buster Werkenbak and Community Transport. At 
present (2006), the chief aim for WorkWise is to find support that will allow the project to be 
'rolled out' to other regional job centres and ultimately to become integrated into the Jobcentre 
Plus programme on a national scale. New pilots in New Deal areas in Blakenhall, 
Wolverhampton and Blakenall Heath, Walsall are also being considered. 

 
Contact Information 
 
Website: www.centro.org.uk 
 
6.3.2 Job Link, Merseyside (UK)50 
 
The Problem 
 
Transport barriers are often mentioned as a reason why individuals fail to take up training and 
employment opportunities.  Joblink was introduced to enable residents from socially excluded 
areas to access job and training opportunities. 
 
Objective of study 
 
The objective of the project was to broaden travel horizons of individuals/groups at risk of 
social exclusion and provide improved public transport for those seeking new employment, 
training and work-based learning opportunities. 
 

                                                 
50 Information taken from ‘Transport and Social Inclusion: Good Practice Guide (Metro, 2005) pg. 11. 



ECLIPSE European Practice Report – Deliverable 3 

 
 

Transport &Travel Research Ltd  June 2007 

 
  

Page 87

Measures Implemented 
 
Joblink uses timetabled bus services to link deprived residential areas of high unemployment 
to key employment sites. Offering transport where there are no conventional rail or bus 
services, it operated across Merseyside as well as in Halton and Deeside.   
 
Where there are no fixed routes in operation, a demand responsive, door-to-door service is 
offered to people referred by key partner organisations.  The fleet consists of 20 dedicated 
low-floor buses, operating a 19-hour day and fares on Joblink cost no more than 50p 
(approximately 0.73� ). 
 
Partners Involved 
 
Merseytravel and organisations such as Jobcentre Plus, Action Team for Jobs, Jobs, 
Enterprise and Training (JET) Centres are involved in the project as well as other training and 
work based learning providers. 
 
Funding  
 
The £5million initiative (approximately � 7,317,763) is funded by Urban Bus Challenge, 
European Regional Development Fund (ERDF) Objective One funding from the European 
Union, Single Regeneration Budget (SRB) and Wirral Action Team for Jobs.  
 
Results  
 
The service addresses the gaps in conventional bus and rail transport provision with 
timetabled fixed route services that coincide with key employers’ shift patterns.  It is reported 
that 12% of Joblink passengers stated that the service helped them to take up a new job or 
training opportunity. 
 
A training company, ‘Standguide’ has been contracted to deliver weekly Employer Explorer 
trips for job seekers in order to promote employment and training opportunities across the 
strategic investment areas of Wirral, Cheshire and Deeside. 
 
Factors of Success 
 
Market research revealed that over half of Joblink users knew about the service by seeing the 
bus in operation, which highlights the importance of distinctive and high visibility branding. 
 
The following are stated as the key ingredients to a successful partnership-based scheme51: 
 
Consultation: Work with as wide a range of partners as possible and encourage shared 
ownership of the resulting service. Job Centre Plus and other agencies are in a position to 
market the service and refer customers.  
 

                                                 
51 Transport 2000 
http://www.transport2000.org.uk/goodpractice/maintainGoodPractice.asp?GoodPracticeID=32 Accessed 
22/03/06 
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Flexibility: Consider other service providers as employers, for example hospitals and airports 
that have staff transport issues.  
 
Creativity: Don’t just think about vehicles and routes because lack of information, lack of 
confidence and limited experience also restrict individuals’ take up of employment and 
training. 
  
 

Figure 6.3.2 Job Link Bus Service 
 
 
 
 
 
 
 
 
 
 
Contact Information 
 
Paula Coppel, Merseytravel 
Tel: +44 (0) 151 330 1306    
Email: paula.coppel@merseytravel.gov.uk 
 
        
6.3.3 Taxi Card Scheme, London, UK 5253 
 
Taxicard provides subsidised door-to-door transport for people who have serious mobility 
impairment and difficulty in using public transport such as tubes, buses and trains. It allows 
permanent residents of the London boroughs who have a permanent disability and meet the 
eligibility criteria to travel in licensed taxis at a subsidised rate.  
 
Measures Implemented 
 
The scheme is administered by ALG Transport and Environment Committee (TEC), part of 
the Association of London Government. 32 of the 33 London boroughs are part of this 
scheme. 
 
The scheme is eligible to those who:  
 
·  Receive the Higher Rate Mobility component of the Disability Living Allowance 
·  Are registered as Blind (Being Partially Sighted does not allow automatic entry)  
·  Receive a War Pension Mobility Supplement  
 

                                                 
52 http://www.taxicard.org.uk/index.htm. Last accessed 2/10/06 
53 http://www.tfl.gov.uk/dial-a-ride/taxicard.shtml. Last accessed 2/10/06 
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Proof is required that users are in one of the above categories. Those who do not fall into one 
of the above categories may still apply, but users will need to get a section of the application 
form signed and stamped by their GP and/or may have to provide further information or be 
required to have a mobility assessment. 
 
The Taxicard can be used anytime, 24 hours a day, 365 days of the year, subject to taxi 
availability. Journeys can be for a variety of social outings such as: visiting friends, going to 
the hairdressers, shopping, entertainment etc. It can also be used for medical appointments, 
but should not be used for hospital appointments; as hospitals and GPs can arrange hospital 
transport.  
 
Users are able to make a booking via telephone or online and Taxicard bookings are treated in 
exactly the same way as any other taxi booking. Users are also able to pick up Computer Cab, 
Data Cab or Dial a cab taxis from ranks providing they have their Taxicard with them and the 
taxi has their logo on it. Drivers should accept Taxicards as long as they are for hire and users 
are also able to hail a Computer Cab, Data Cab or Dial a cab taxi in the street provided that 
the yellow for hire light is on, the Taxicard is shown and the taxi has their logo. 
  
The annual trip limit varies from borough to borough, although on average it is about 104 
trips per annum..  The scheme runs from 1 April until 31 March each year.  If a person joins 
the scheme part way through the year their limit is calculated based on the number of months 
left.  Each year on 1 April the individual allocation is automatically reset the number of trips 
allocated in their particular borough. 
 
Users can travel with up to 4 companions.  There may only be room for 3 companions in the 
taxi if one user has a wheelchair. 
 
All licensed taxis are wheelchair accessible, and the contractors' drivers are obliged to take 
wheelchair users.  Drivers cannot offer the type of specialist assistance given by some forms 
of dedicated transport for people with disabilities. They will give reasonable assistance into 
and out of taxis, but are not permitted to lift people under any circumstances. Some of the 
larger wheelchairs can only be carried by certain types of taxi and users may have to wait 
longer until one becomes available. 
  
An application form can be requested by phone, e-mail or post.  
 
Limits of the use of the TaxiCard 
 
·  People cannot travel without both their Taxicard and photocard under any circumstances, 

unless they are prepared to pay the full fare.  
 
·  People may only use the taxis and Private Hire Vehicles of the contractors in the London 

Taxicard scheme.  
 
·  People must not make journeys to and from work if they are receiving payment from the 

Employment Services Agency under its scheme for assistance with taxi fares to work.  
 
·  People may use Taxicards to make any type of journey they wish unless the Borough has 

informed users of any restrictions on journeys but their journey must start or finish in one 
of the 33 London boroughs. 
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Funding 
 
The London Taxicard Scheme is funded by the participating London boroughs and the mayor 
of London. The Association of London Government Transport and Environment Committee 
(ALG TEC) manages the London Taxicard Scheme on their behalf.  
 
Success 
 
The scheme has increased the independence and the mobility of disabled people.  In 2006, it 
was reported that every year, some 73,000 Londoners with mobility problems travel in 
licensed taxis and Private Hire Vehicles at a reduced cost, using the Taxicard scheme. Over 
1.1 million trips were taken in 2005/06.54.  
 
Contact Information 
 
ALG TEC Taxicard 
New Zealand House 
80 Haymarket 
London 
SW1Y 4TZ 
Fax: 020 7484 2919  
Email: taxicard@alg.gov.uk  
Email: taxicard@londoncouncils.gov.uk. 
Tel: 020 7484 2929 
 
6.3.4 Imagin’R: concessional fares for young people in Paris, France55 
 
Background 
 
Previously there was no special public transport fare for younger people in Paris. However, in 
and outside Paris, public transport is very important as distances from home to schools and 
universities can be significant.  
 
Objective 
 
To introduce a regional ticket to enable young people (aged 12-26 years old) to travel at a 
discounted rate in Paris and the Ile de France region.  
 
Measures implemented 
 
This smart card scheme allows young people (aged under 26 in education or training) 
discounted travel (between 30% and 50% reduction in the City of Paris and Ile de France 
region).  At weekends, during school holidays and bank holidays, Imagin’R is also valid for 
trips anywhere in the Ile de France region, irrespective of the zones that they travel in.  
 

                                                 
54 http://www.londoncouncils.gov.uk/doc.asp?doc=6529&cat=2290 9. Website last updated 09/08/2006 
 
55 Information taken from the Good Practice Guide, produced within the framework of the Benchmarking 
project, see http://www.transportbenchmarks.org  
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The payment for the yearly card can be paid for in instalments in the same way as most 
season tickets (10 monthly payments by direct debit) which can be made from the young 
person’s bank account or, more commonly their parent’s bank account.  
 
The Imagin’R card also offers young people discounts and special offers at cinemas, 
McDonalds, clothes retailers etc.  
 
A dedicated website has also been set up (http://imagine-r.com) operated by RATP, STIF and 
OPTILE for young people, serving as a key source of information.  
 
Results  
 
·  There are 680,000 card holders, which represents 75% of the core market 
·  Imagin’R has reduced the incidences of fare evasion among younger people as they now 

have valid tickers for their leisure time 
 
Reasons for Success  
 
·  Considerable effort was invested in branding and marketing the initiative to make it 

attractive to young people.  The advertising has been positive - focusing on the idea of full 
mobility in terms of freedom, living life to the full etc.  

·  The brand is seen as “cool” which means that it will continue to be popular among young 
people.  

·  The promotional offers and links with cinema chains, McDonalds, clothes retailers and 
Euro Disney. 

 
Contact 
 
Isabelle Bachmann 
Chargée de Mission 
Marketing et Commercial 
RATP 
Lac A 73 
54 Quai de la Rapée 
75012 Paris Cedex 12 
Tel : +33 14 46 83 580 
Email : isabelle.bachmann@ratp.fr 
http://www.imagine-r.com/html/imagine_R_cest/abonnement-avantages.htm 
 
6.3.5 CIDF-BAIE/LEO LAGRANGE NANCY: “Licence to drive, licence to live” 56 
 
Background/Problem 
 
Nancy is a city in the north east of France.  Some areas are quite deprived and poverty and 
unemployment rates are, on average, nearly double that of Greater Nancy as a whole. Jobs are 
also highly dispersed which means that there is a lot of commuting between areas.  To some 
organisations working in the area, it is apparent that women face greater mobility problems 

                                                 
56 Information taken from the FIA report on “Evaluating the contribution of transport projects to welfare to work, 
an International Study. The French Report. 
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than men as they do not know how to drive and this stops them from taking up jobs in the 
area.  This is especially relevant since many of the jobs (e.g. cleaning) require travelling at 
off-peak times and are located in areas with poor public transport.  
 
Objectives 
 
The objective of this initiative is to help women take their driving test, at a reduced cost and 
increase their chances of passing by supporting them through the process.  In this way, it was 
hoped to increase opportunities for social and professional integration.  
 
Measures implemented  
 
This measure was treated as an experiment in order to provide lessons for the future.  As such 
in November 2003, a group of 14 women were selected to take part in the programme.  The 
basic approach was to provide individual support for a maximum period of 2 years, with four 
chances to take the theory test and three chances to take the practical test. There was also 
individual support for the women to help them obtain a permanent job or training.  So the aim 
was twofold: to provide individual assistance at first with mobility and passing the driving test 
and secondly job seeking.  
 
In November 2003, a group of 14 women were selected to undergo a programme to help them 
obtain their driving licence. A commercial driving school was selected to give the theory and 
practical driving lessons. Volunteers also help with accompanied driving, in order to help the 
women gain confidence driving. 
 
Funding and partners 
 
The “License to drive - license to live” project was developed jointly by the Centre for 
Information on Women’s Rights, the Office for Individual Support into Work and the Léo 
Lagrange Federation that runs a local community centre in the area of Malzéville.  A Peugeot 
206 was provided by PSA Peugeuot-Citroën as part of the partnership with Institut pour la 
Ville en Mouvement.  Various partners were involved in paying subsidies into the programme 
including the Ministry of social affairs, the town policy, prefectures, the Lorraine Region, the 
Departement of Meurthe and Moselle, municipalities, Adecco foundation, VINCI foundation, 
Insitut pour la ville en mouvement and others.  Participants also contributed � 23 a month to 
the programme.  
 
Results 
 
It is still too early to assess the success of the scheme. However, most of the people taking 
part in this process will get their driving licence and will probably be in a better position on 
the job market.  There are also unquantifiable benefits in terms of the effect on the 
participants including: greater self-esteem and self trust.  
 
Lessons learned 
 
The most important conclusion drawn from this experiment is the close link between people 
with low skills and passing their driving test.  It is also thought that the process of preparing 
for and taking the test is also important.  
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The future 
 
This project was experimental, although there would be no problem finding people to take 
part, financing the scheme would be the challenge.  Over the next two years, it is that the 
scheme will be expanded on the existing basis whilst improving some aspects, for example, 
organisation, financial balance and the partnership arrangements with the driving school.  It is 
hoped that the scheme will be able to service more people so that the experiment can be 
widened and obtain a wider range of results.  
 
Contact  
 
For more information, consult the full report, “Moving from welfare to work” available on the 
FIA Foundation Website:http://www.fiafoundation.com/bookstore/index.html 
 
6.3.6 VELO bicycle rental services, Leuven, Belgium 

VELO is a non-profit organisation that promotes the bicycle as an environmentally means of 
transport in the city by recycling, renting and repairing bikes. 

Objectives 

·  Provide a sustainable means of transport for students to access educational institutes 
·  An initiative that creates employment and training opportunities for disadvantaged young 

people. 

Measures implemented 

VELO offers a bike rental and repair service for students of the Leuven University and 
colleges whilst provides training and employment for other young people. At VELO it is 
possible to rent a safe, fully equipped and registered second-hand bike with a solid lock. A 
rental contract is drawn up and the users must pay a deposit of � 50. 
 
In order to obtain social reinsertion into the economy, job creation is an essential goal. In this 
way, VELO offers meaningful work experience and training to young people and other 
specific target groups (asylum seekers etc) with the aim to prepare them for the regular job 
market.  
 
VELO pays particular attention to: 
 
-Training in basic skills of bicycle maintenance and handling metal 
-Developing social skills 
-Creating a labour ethic and positive attitude to work 
 
Funding 
 
VELO obtains its basic assets - bicycles and bicycle parts from the city of Leuven. The 
bicycle department of the city of Leuven often finds bicycles that are inappropriately parked, 
stolen and abandoned, thrown in the local rivers etc... If the bicycle owner cannot be traced 
within 6 months (e.g. through a bicycle marking system), these bicycles are then handed over 
to VELO.  
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Contact  
 
VELO (Leuven) 
Minderbroedersstraat 12 blok U 
3000 Leuven  
Tel: + 32 (0)16 33 74 30  
Fax: + 32 (0)16 33 74 33  
e-mail: info@velo.be  
 
 
6.3.7 Association C. PERMIS, Cherbourg, France 57 
 
The Association C PERMIS is an NGO based in Cherbourg in Basse-Normandie, France. It 
works on the issue of mobility and social inclusion, focusing on helping unemployed people 
to get their driving licence.   
 
Background 
 
The NGO was founded in 1998 by Gilbert Nicollet who had experienced unemployment prior 
to setting up the association. Whilst training to become a driving instructor he wrote an essay 
examining the idea that teaching someone (at risk of social exclusion) to drive could serve as 
a route to social inclusion.  
 
Objectives 
 
The association aims to help people who are at risk of social exclusion to prepare for their 
practical driving exam and theory test, which in turn will help their personal development and 
improve their autonomy.  It is also considered that the skills developed during the preparation 
for the driving test (studying, commitment, self confidence) will ultimately make them more 
employable as well.  
 
Measures  
 
People that benefit from C. PERMIS are those seeking employment, people on minimum 
welfare payment etc. They register to be part of C.PERMIS through the intermediary of a 
support service such as “PLIE”, “Mission locale” etc.  
 
The association offers a variety of programmes including: 
 
·  Driving instruction-preparation and taking the theory test for driving licence B. 
·  Preparation for the practical driving test including 3,000km of accompanied driving.  
·  The association has 10 new cars. 
·  Courses on professional and social insertion covering topics such as relations with other 

people, the law, training, drug issues etc.  
 
The training is free, although some participants receive training and in turn carry out work in 
the local community.  The training helps in the following ways: 

                                                 
57 Information taken from “Association C. PERMIS. Présentation de la structure” and the association’s website: 
http://c.permis.asso.free.fr/ 
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1) It enables people to change their lives and to break from the past; 
2) The training helps to socialise people-including promoting the values of society; 
3) It improves peoples’ self confidence and gives them the feeling that they can do and 

achieve things, just like “normal people”;  
4) Cognitive development: including thinking, working towards a goal and motivation; 
5) The process gives people hope for the future and also improves their chances on the job 

market-they have the possibility to travel etc. 
 
Results 
 
Since 1999, the association has welcomed more than 1,000 people. 62% of those that have 
taken the theory test have passed and 70% of that took “Permis B” (the full driving licence-
both practical and theory test) have passed.  C. PERMIS has not carried out a complete survey 
into what happens to people after obtaining their driving licence with the association but 
according to figures from social services, 67% return to work.  
 
In 2006, 73% of those people that took the theory exam passed and 75% of those that took the 
full driving licence (theory and practical tests) passed.  Those that obtained their driving 
licence during January and June 2006 are in the following employment situations: 
 
- In permanent or temporary employment (a contract of more than 6 months): 56% 
- Temporary employment (a contract of less than 6 months): 16% 
- In training: 20% 
- Job seekers: 16% 
 
Association C. PERMIS was created in 1998 in Cherbourg.  It has since opened two more 
training centres in Hérouville-Saint Clair, and Argentan, giving it a regional dimension.  
 
Contact 
 
Association C. PERMIS 
2, rue de Bourgogne 
50100 
Cherbourg-Octeville 
France 
Tel : +33 2 33 20 00 36 
Email : c.permis@voila.fr 
http://c.permis.asso.free.fr/ 
 
 
6.4 Awareness 
 
The MATISSE project identified a range of transport awareness measures which, as a 
cocktail, customised to local needs can assist in reducing exclusion such as;    
 
·  Personal mentoring/tutoring on travel options 
·  Personalised information provision 
·  Multi-lingual advice and information 
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·  Customised information media to meet the needs of those with sensory disabilities, 
physical disabilities and learning difficulties 

·  Multi-media information on trip opportunities and fare options (telephone/mobile, printed, 
internet) 

·  Local neighbourhood travel advice centres 
·  Real-time pre-trip and in-trip information. 
·  Advice on accessible mobile local services, delivery and Internet options. 
·  Provide travel information at the point of need – worksite, jobcentre, hospital etc. 
 
ECLIPSE has identified good practice examples where these types of measures have been 
successfully introduced and a selection of these good practice examples are summarised 
below. 
 
6.4.1 Transport Matters, Disability Resources Centre, Dunstable, UK 58 5960  
 
‘Transport Matters’ provides information and guidance on all aspects of transport and travel 
for those who may be disabled.  It offers a range of services to those who live in Luton and 
Bedfordshire, their relatives and/or carers. These services include practical information on 
local and national/international travel, including answers to many of the everyday questions 
such as parking, accessibility, availability of assistance and the provision of disabled toilets. 
The project provides information across a broad spectrum of transport and travel and to a 
broad section of the community. It takes a holistic approach to the issue of accessible 
transport since it functions not only at the operational level in the provision of information, 
but also at the strategic level, in promoting, influencing and lobbying for the availability and 
provision of accessible transport services across Bedfordshire. The Project’s approach is one 
of Information, Consultation and Representation, and addresses the issue of accessible 
transport from the viewpoint of user need not at the organisational level. The project is 
concerned with all issues that affect people with disabilities and mobility impairment. 
 
Objective of Study 
 
The aims of the project are to increase independence and therefore to improve quality of life 
for the client population through the provision of relevant, accurate and up to date 
information. This is supported by the active role taken in promoting and providing improved 
and extended accessible transport services.  
 
Measures 
 
Three levels of information service are provided. These are; 
 
·  Signposting: providing contact details of service providers and service information as an 

individual ‘brokerage’ service connecting services and service providers with users. 

                                                 
58 Transport Matters Website http://transport-matters.co.uk/index.php. Accessed on 4/04/06. 
59 Luton Borough Council’s website 
http://www.luton.gov.uk/internet/health_and_social_care/social_services/community_transport/Transport%20M
atters.  Accessed 4/04/06. 
60 McLeod, P., Dudleston, A., Barham, P., and Rye, T. "Improved Public Transport for Disabled People" 
(Scottish Executive, Research Findings No. 220/2006, May 2006). 
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·  Caseworking: this follows a more complex enquiry, where detailed research and planning 
are required to produce a ‘travel plan’ for the user. 

·  Advocacy: where users are either denied services they require or receive inadequate 
services. In such cases the project takes up the issue on behalf of the user with the relevant 
service providers or bodies and provides either a solution or puts pressure on the relevant 
organisations to resolve the issue. 

In addition to providing information and advice, ‘Transport Matters’ is active in other related 
areas, including: 

·  Promoting accessible public transport services, both local and national 
·  Providing a contributory and lobbying voice in transport and infrastructure planning 

where new services are being planned or are required 
·  Membership and attendance at meetings of local and national interest and working groups 

and forums which address the needs and interests of the project's client audience  
·  Involvement in important areas of research  
·  Organising theme days on important topics, such as Accessible Taxi Policies and Adapted 

Vehicles  
·  Taking up issues on behalf of individuals and groups or where the voice of the user should 

count. 

Funding 
 
The project has two years’ full funding from the National Lottery for the financial years 2005-
6 and 2006-7; there was 60% National Lottery funding for 2004-5, with the remaining 40% of 
funding being provided by a local charity.  
 
Implementation  
 
The service is available for residents of Bedfordshire and Luton. The county had a population 
of 381,572 in 2001. Luton (which is a Unitary Authority) had a population of 185,543 in 
2001. Bedfordshire includes other medium-sized towns, such as Bedford (population of 
82,488 in 2001), Dunstable (50,775) and Biggleswade (15,383) but a substantial proportion of 
the county is rural. 
 
The project is run by one full-time member of staff whose salary is directly derived from the 
project’s funding, and whose responsibility it is to seek and secure future funding. The project 
is overseen by a board of trustees. 
 
Members of the public can contact the Transport Matters team via the Transport Matters 
website, request information according to a list of information leaflets or call a telephone line 
and discuss the issue directly. 
 
Results 
 
It is estimated that around 2,000 individual enquiries were handled during 2004-5 and that the 
Outreach Programme contacted in excess of 500 people directly and many more indirectly as 
a result. In the period June to November 2004, there were a total of around 770 enquiries of 
various types to the Transport Matters project. These included direct telephone enquiries, 
website enquiries, outreach event enquiries, open day and theme day enquiries etc.  
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The main subject areas for enquiries were: 
 
·  Community Transport (for local transport needs) 
·  Patient Transport (for trips to hospitals and clinics) 
·  Adapted Vehicles and Equipment 
·  Travel Planning (for specific trips by various modes) 
·  Advocacy. 
 
Community Transport, Adapted Vehicles and Travel Planning are the top three subject areas.  
 
The Transport Matters project undertook its own research exercise to assess the success of the 
project in terms of client satisfaction. A total of 179 questionnaires were sent out covering 
written responses to enquiries between June and December of 2004 and 59 were returned, 
which is a return rate of 33%.  
 
In terms of whether the information provided by Transport Matters had improved any aspect 
of respondents’ life, almost 80% of respondents who completed the questionnaire felt the 
information improved one or more aspects of their life and a further 7% thought that it had 
improved their quality of life overall. Only 14% felt that it made no difference at all. The 
reasons for this were not made clear. A more detailed assessment showed a particular 
appreciation for the importance of travel planning information with 80% of respondents 
believing that this information had improved various aspects of their life.  
 
Clients of the service were also questioned about how the information provided by the project 
enabled them to fulfil certain trips or to achieve general independence or reduced 
discrimination. They were asked to assess the improvement benefit gained for each trip 
purpose by giving a score on a scale from 1 to 6 (where 6 represented the highest level of 
impact).  Shopping, holidays and ‘general independence’ were seen as being the most 
important. Benefits related to work or education did not score as highly, indicating that a very 
large proportion of clients are older or simply not in employment. 
 
Contact Information 
 
Address: Disability Resource Centre, Poynters House, Poynters Road, Dunstable, LU5 4TP, 
UK 
Tel: +44 (0)1582 470900 
Fax: +44 (0)1582 470959 
Minicom: +44 (0)1582 470968 
Email: transportmatters@drcbeds.org.uk 
 
6.4.2 Travel Horizons - Bus Buddying, Leeds, UK  
 
The scheme is open to older people, learning disabled people, people with physical and 
sensory impairments, mental health service users and people with long-term illness. It 
provides one-to-one support to give people from excluded groups the understanding and 
confidence they need to use transport in and around the Leeds area. 
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Objective of study 
 
The objectives of the study were to: 
 
·  develop a new, ground-breaking concept 
·  encourage individuals to become independent travellers in deprived urban areas of Leeds 
·  secure funding to sustain the service and expand in other areas when Urban Bus Challenge 

funding finishes 
·  recruit staff with a broad range of abilities and provide training on disability, individuality 

and diversity issues 
·  ensure results provide value for money. 
 
Implementation 
 
After an initial assessment, trained ‘Bus Buddy’ volunteers travel out on the public transport 
network with their client, boosting their self assurance and ironing out problems as they arise.  
When they feel their client has regained sufficient confidence to use the public transport 
network on their own, the Bus Buddy gradually reduces their support. 
 
The scheme employs both paid and unpaid travel assistants who undergo a month long 
induction and training package.  The training includes disability and mental health awareness; 
sighted guide training; communication skills; first aid; health and safety; moving and 
handling; duty of care; and risk assessment, as well as mentoring from an existing buddy. 
 
Partners Involved 
 
The service is provided in partnership with Leeds Alternative Travel, Leeds Social Services 
and the Transport Action Group.   
 
Funding 
 
The service is funded by the UK Department for Transport’s Urban Bus Challenge. 
 
Obstacles and lessons learnt 
 
The importance of multi-agency training, and the use of experience and good practice 
provided by other agencies, has been recognised.  It is reported that it is vital to train the 
trainers thoroughly and that it is important to ensure that the infrastructure is in place to 
support disabled travellers post training, including fully accessible routes and driver training 
and awareness.  Getting feedback is also essential: on completion of travel training, the client 
completes an evaluation sheet, which will enable the service to be continuously adapted to 
meet the requirements of future clients. 
 
Results  
 
The local operators’ fully accessible services are used more frequently since the introduction 
of the buddying scheme and promotion of the scheme. It is believed that the newly 
independent travellers would not have travelled on public transport prior to the training. 
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Factors for Success 
 
·  Over 160 people have registered an interest in the service so far and almost 100 have 

become independent travellers. 
·  The independent travellers estimate they will complete over 5,000 journeys per annum 

collectively. 
 
The following points describe the project opportunities perceived: 
 
·  Work in partnership with local operators, local authorities and the community 
·  Develop links with other service providers 
·  Design the service around users’ needs with continuous development based on their 

feedback 
·  Target particular operation problems 
·  Assist service operators in improving customer satisfaction for disabled passengers who 

have specific needs, for example: wheelchair users 
·  Expand the service across the five metropolitan districts of West Yorkshire. 
 
Contact Information 
 
Alice Sheldon, Metro 
 
6.4.3 Travel Horizons - Mobile Travel Centre, Strathclyde, Scotland 61 
 
The Mobile Travel Centre (MTC) is a fully accessible vehicle, funded with the Rural 
Transport Grant from the Scottish Executive. It is claimed to be the only one of its kind in 
Scotland. It visits locations in rural areas where there is reasonable foot traffic, but not 
sufficient justification for the provision of a permanent travel centre. The role of the MTC is 
to promote public transport and to provide people in rural areas within Strathclyde with 
information on local rail and bus services, express and long distance coach services (including 
travel to Europe), day tours, short stay breaks, and local ferry services. 
 
Project Objectives 
 
The objectives of the project are to: 
 
·  provide a quality of service equivalent to that provided by an Strathclyde Partnership for 

Transport (SPT) Travel Centre 
·  establish locations where there was sufficient demand 
·  establish effective marketing 
 
Measures 

The following services are available from SPT's MTC: 

                                                 
61 Information from PTEG A Good Practice Guide and Strathclyde Passenger Transport website 
http://www.spt.co.uk/info/mtc.html. 
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·  Journey planning 
·  Independent information for bus, coach, rail, subway and ferry travel in the Strathclyde 

area 
·  Information for express coach travel throughout Strathclyde, Britain and Europe. 

The SPT's MTC vehicle is fully accessible to mobility-impaired people and wheelchair users, 
with a tail lift provided at the rear and seating provided internally.  The vehicle is fitted with a 
computerised journey planner (JESS) and a full range of timetable and concessionary travel 
information. 
 
Implementation 
 
The MTC visits locations which are some distance from SPT Travel Centres.  Information 
about this centre can be obtained by the public by telephoning the MTC on 07765 234702 
between 10.00am and 4.00pm on operating days. 
 
Funding 
 
The project is funded by the Rural Transport Initiative. 
 
Results 
 
The Mobile Travel Centre has become established within the communities it serves and has a 
regular clientele. It visits 37 locations in a typical five-week period.  In 2005/2006 15,414 
customers had used the service. 
 
Lessons Learnt 
 
In order to help establish the service with the communities it visits, the importance of working 
closely with local authorities, councillors and community groups is highlighted. 
 
Prospects 
 
The scheme is reported to broaden the scope of information provision within the Strathclyde 
area. 
 

Figure 6.4.3 Mobile Travel Centre, Strathclyde, Scotland 
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Contacts 
 
Michael Hughes, Strathclyde Passenger Transport Executive 
Email: Michael.hughes@spt.co.uk. 
www.spt.co.uk 
 
      
6.4.4 Improved road user information for blind, visually or auditory impaired people in 

Trondheim, Norway6263 
 
The Problem 
 
Careful adaptation of information is thought to be necessary for the future of Public Transport 
and it is claimed that information before and during a trip contributes to increased quality as 
the road-user feels safer and more comfortable. The visually and auditory impaired and the 
elderly have particular needs; they need more time and want personal contact.  Although it is 
thought that these groups do not enjoy using new technology, new technology may improve 
the conditions for these groups.  
 
Objective of Study 
 
The two-year project in Trondheim consisted of several measures aimed at improving the 
road-user information for visually/auditory impaired and for the elderly. The project is 
anchored in the national plan of action for the physically disabled, in the plan for public 
transport in the Trondheim region, and in ‘Trondheim, a functional city’, adopted in May 
1996 by the city council. Although the project geographically was limited to Trondheim, most 
of the measures can be applied in other cities and also to regional public transport. 

Measures 

Automatic stop announcements have been tested as one of many measures in this two-year 
project in Trondheim.  
 
Other measures include:  

·  permanent technical equipment for auditory impaired implemented at Trafikanten Midt-
Norge (TMN)  

·  improvement of Trondheim Traffic Company’s (TT) timetables, with larger format and 
larger print   

·  increased number of large-print timetables printed and improved distribution 
·  websites designed especially for the deaf, visually impaired and blind 
·  testing of CD timetables 
·  making the TMN better known and more available 
·  text telephone for the deaf at TMN  
·  separate fax number for timetable information from TMN  
·  information signs for blind and visually impaired at the Trondheim Central Station.  

                                                 
62 The Norwegian Public Roads Administration 
http://www.aksess.no/vegvesenet/concert/transptele/transptele3_99_eng.html.   
63 ELTIS http://www.eltis.org/en/indexcse.htm 
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The equipment for automatic bus stop announcements was installed in bus driving routes with 
a relatively large share of elderly, blind and deaf passengers; route no. 4, 20 and 36 of TT. 
The service includes a digital voice announcing the next stop and a display showing the name 
of the stop. Each time the bus stops and the front door is opened, the line number and the 
destination is announced from a speaker outside the vehicle.  The system is controlled by a 
bus computer that keeps track of the times of departure, the distance between the stops, and 
the total length of the route. The next stop is announced 300 metres in advance. The bus 
computer is also equipped with a GPS transmitter, which will be helpful, for example, in 
situations when road maintenance work causes detours. The GPS system has not yet been 
implemented in Trondheim, as the coordinates of the bus stops have not been registered, 
although there are long term plans to develop this system. 

In addition to installing equipment and software on the buses, the project has financed 
digitalisation and adaptation of data for the bus computers. System and equipment training 
has also been financed. 50% of the costs are financed through the county authority; the rest is 
financed by the state.  

Partners 

South Trøndelag County Authority was the project owner, and formed the steering committee 
for the project. The project group consisted of representatives for the Norwegian Blind’s 
Association, Trondheim Association for Auditory impaired, Trondheim Deaf Association, the 
Association for the retired, Trondheim Traffic Company, TMN, Trondheim Municipality and 
the Norwegian Public Roads Administration. A reference group was also formed in order to 
obtain direct feedback on problems and measures.  

Future Prospects 

The project in Trondheim presents several possible measures that may give better road-user 
information to elderly and visually/auditory impaired. In a wider sense, the increased 
understanding for this group’s special needs is among the most valuable aspects of the 
project. 

Contact 
 
Email: kate.aasen@stfk.no 
 
6.5 Assurance 
 
The MATISSE project identified a range of transport measures which, as a cocktail, 
customised to local needs can assist in reducing exclusion. Assurance refers to having 
confidence and control in the ability to make journeys and widen travel horizons.  Measures 
related to assurance suggested by the MATISSE project include the following; 
 
·  Take a ‘whole journey’ approach 
·  Civil police presence, neighbourhood wardens, buddy schemes 
·  Telematics security support, CCTV, alarms on vehicle, at stops/interchanges 
·  Secure lighting and visibility on ends-legs and at stops/interchanges 
·  Traffic calming measures 
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·  Road safety and education measures targeting deprived ‘blackspot’ areas; reducing 
exposure 

·  Crime reduction strategies 
·  Mobility training and mentoring 
·  Dedicated staff and training for staff to meet specific needs 
 
ECLIPSE has identified good practice examples where these types of measures have been 
successfully introduced.   A selection of these good practice examples are summarised below. 
 
6.5.1 SAFEMark Awards Scheme, UK64 65 

The SAFE (Supporting A Friendly Environment) Partnership scheme promotes and maintains 
personal safety on all forms of public transport in South Yorkshire. One of targeted areas is 
home-school public transport and, in particular, addressing problem behaviour relating to the 
county’s secondary schools.  

SAFEMark is an awards scheme for secondary schools. It rewards schools for taking public 
transport seriously. Schools participating in SAFEMark enjoy benefits such as:  

·  improved behaviour on school buses and train journeys  
·  reduction in staff time spent reacting to problems  
·  productive partnerships with local bus companies  
·  raised pupil awareness of sustainable transport 

The Problem 
 
The scheme was developed out of SAFE partnership in order to tackle concerns about the 
quality and safety of home to school transport. 
 
Objective of study 
 
The project also aims to:  
 
·  Change long-established behaviour and attitudes 
·  Address the perception that public transport is unsafe 
·  Encourage greater communication between transport providers and schools (staff and 

students). 
 
Implementation 

To qualify for an award, schools must meet a set of standards. The standards have been 
developed in collaboration with schools so that valuable time and effort are channelled into 
achieving goals that are relevant and beneficial. These refer to: 

1. Efficient management of school transport   
2. Improving and regulating behaviour on school transport   
3. Developing and maintaining productive partnerships  
                                                 
64 ‘Transport and Social Inclusion: Good Practice Guide (Metro, 2005) pg. 47. 
65 METRO Website http://www.wymwtro.com/schoolsAndColleges/SAFEMark/ 
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4. Addressing transport in the curriculum    

In general the process below is followed to guide schools through the scheme:  

1. Consultation: Students, teachers, bus drivers and parents (optional) are surveyed to 
highlight key concerns regarding school transport.    

2. Planning: An action plan is drawn up containing steps that need to be taken to address the 
key concerns from consultation.   

3. Implementation: The plan is implemented by the school.  
4. Assessment: Once the plan as been implemented the school are assessed against the 

criteria.    
5. Award: If successful the school are awarded the SAFEMark. 

Schools who qualify for an award receive an engraved SAFEMark plaque and £100 (approx 
� 146) if they complete the award within 1 year.  The award must be renewed after 5 years.  
 
Partners Involved 
 
Partners include South Yorkshire Passenger Transport Executive (SYPTE), Stagecoach 
Supertram, First Group, Yorkshire Traction, Bus Operators Serving South Yorkshire 
(BOSSY), British Transport Police, South Yorkshire Police, and Arriva Trains Northern. 
 
Measures Implemented 
 
Awards are granted to schools which implement a structured response to their pupil transport 
issues. 
 
Results  
 
In 2005, it was reported that 64 out of 72 secondary schools in South Yorkshire were 
participating in the scheme, with 18 of those being awarded a SAFEMark.   By reducing the 
incidents of damage and anti-social behaviour on school services it has been possible to 
provide additional services and improve the quality of vehicles. Operators have also seen 
many benefits from the scheme and are strongly supportive. 
 
Similar projects are now underway in West Yorkshire (Metro), London (Transport for 
London), Newcastle (Nexus) and Hartlepool. 
 
Other benefits of this scheme were: 
 
·  Uniting stakeholders in the objective of improving behaviour and safety on public 

transport. 
·  Improving the profile of school transport. 
·  Increasing modal shift from private car to public transport on the home-to-school journey. 
 
Lessons learnt 
 
It is recommended that careful attention should be paid to the staffing resource needed to fully 
implement the scheme. 
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Contact Information 
 
John Ansari, SYPTE, or Jo Pudney, Metro 
 
6.5.2 Independent Travel Training, Warrington Borough Council 66 
 
Warrington Borough Council has produced an ‘Independent Travel Training Package’, aimed 
at assisting people with learning disabilities, people who are blind or partially sighted, people 
who cannot read and people from ethnic minority and faith communities. Warrington is an 
urban area situated within the largely rural and affluent county of Cheshire, in North-West 
England. The Local Authority is a Unitary Authority, and the set up is such that all aspects 
public transport provision fall under one umbrella, namely an ‘Integrated Passenger Transport 
Unit’, involving one co-ordinator overseeing five main areas, namely: Public transport, Taxi 
and Private Hire, transport for older people and adults with special needs, Fleet operations 
transport and Education transport. In 2001, Warrington itself had a population of 80,661; 
approximately 4,000 are wheelchair users.  
 
Measures 
 
As part of its Independent Travel Training programme the Borough Council put together a 
Travel Training Package, which was originally promoted among special schools and day 
centres.  This contains the elements below: 
 
·  Travel wallet - The travel wallet is a derivative of what was originally used by pensioners 

in Warrington. The wallet contains photographs of the user’s home and key destinations 
normally visited by the user, as well as local landmarks, emergency contact details and the 
number of the local travel information service. It contains details of the main bus routes 
used, with illustrative photographs of the start and finish point and the bus number 
associated with each route. The wallet also alerts the driver to the fact that the user might 
require extra assistance, and confirms that the user is entitled to a concessionary fare. In 
short, the wallet helps the driver and user communicate on the details of a desired trip. 
There is one wallet available per bus route.  

 
·  Real-time information key fob - A key fob is also available to users; this can be used to 

activate real time audio announcements at stops. To date there have been around 100 key 
fobs given out to disabled people; Warrington Disability Information Service is one of the 
distributors of these key fobs and work is currently in progress to provide real time audio 
information at a number of bus stops in the Borough. The bus shelters themselves are 
provided for free by a company called Adshel (for using space for advertising). There are 
currently 150 Real Time Passenger Information (RTPI) bus shelters with the key fob 
facility and this number is set to rise.  

 
·  Training manual 
 
·  Travel game 
 
·  Video and DVD 
                                                 
66 McLeod, P., Dudleston, A., Barham, P., and Rye, T. "Improved Public Transport for Disabled People" 
(Scottish Executive, Research Findings No. 220/2006, May 2006). 
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It is acknowledged that not all of these elements are appropriate for all participants, and the 
approach is for there to be a ‘pick & mix of tools’, according to the needs of the individual. 
 
Materials are available in ‘Makaton’ (a well established language programme for encouraging 
and developing communication using speech, signs and written symbols) if required.  
 
Implementation 
 
Independent Travel Training is targeted at four core target groups: people with learning 
disabilities, people who are blind or partially sighted, people who cannot read, and people 
from ethnic minority and faith communities. 
 
The Borough Council have tried to make links between the Independent Travel Training 
package and other initiatives in Warrington that are in place to help disabled people, and other 
people targeted by the scheme, to travel more easily. These initiatives include; 
 
·  Low floor buses, which are of benefit to wheelchair users, people who have difficulty with 

steps, parents with pushchairs and buggies etc. There are now 46 low floor buses in 
Warrington. 

·  Disability Awareness Training is compulsory for drivers of taxis and Private Hire 
Vehicles. An additional 15 accessible taxis are being added to the Warrington fleet every 
year. Furthermore, a shuffle board is supplied in each hackney carriage to assist all 
wheelchair users to transfer to a seat, if required. 

·  Warrington has its own local version of the national public transport information 
telephone service ‘traveline’.  

·  There are also a number of accessible transport services provided by the Community 
Transport sector, such as Ring and Ride, whose service includes the provision of shuffle 
boards, induction loops etc. 

 
Funding 
 
Funding is derived from the following sources; 
 
·  Warrington Borough Council. 
·  Warrington Disability Forum. 
·  Social Services. 
·  National Health Service 
·  Warrington Borough Transport (an operator at ‘arms length’ from the Council). 
 
There was no designated budget for the Independent Travel Training scheme; it was created 
using resources from a number of budgets. It is understood, however, that each key fob costs 
£15 (approximately � 22), and that each Real Time Passenger Information (RTPI) unit costs 
£3,000 (approximately � 4,400) (the money for the latter being drawn from a £5million 
Government Grant (approximately � 7,317,763).  
 
Results 
 
Whilst it is reported that feedback has generally been ad hoc, the scheme is thought to have 
been well received from the umbrella group for organisations representing the interests of 
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disabled people in the Borough, Warrington Disability Forum. There was also good feedback 
on the scheme during Warrington Disability Awareness Day, which is an annual event held in 
Warrington by, and for, local people. Feedback from day centres and special schools is 
currently being sought.  
 
It is reported that a formal overall evaluation is difficult, due to the time and resource 
requirements and also because there is difficulty in providing an evaluation for a ‘snapshot’ in 
time - any evaluation conducted would be out of date by the time of completion. There has 
therefore been no specific evaluation of the Independent Travel Training package. The 
package has, however, won several awards, including a bus industry award, and demand for 
the services and resources described above already outstrip the resources currently available. 
 
When asked about the issue of usage levels and evaluations of the scheme, it is stated that 
sources within Warrington Borough Council have stressed that the whole travel training 
initiative is based upon the principle of increasing the level of service to existing users and is 
not about increasing the number of users.  
 
Future Prospects 
 
Warrington Borough Council is trying to extend travel training to the road safety area (to 
include children and schools). However, the package in its current format has reached 
something of a plateau, since it has met the objectives that were set out. It is hoped that the 
future creation of a new, fully accessible bus station in Warrington should further promote the 
use of public transport by disabled people in the Borough. 
 
6.5.3 Police and Wardens travelling free on buses and trams, Manchester, UK 67 
 
Objective of study 
 
In order to improve safety and security on Greater Manchester’s buses and trams, the 
objectives of the study were to: 
 
·  create a more visible police presence on public transport 
·  avoid creating the impression that the transport network is a high crime area 
·  encourage the community to use public transport by reducing perceived fears of crime and 

risk to personal safety. 
 
Implementation 
 
Greater Manchester Passenger Transport Executive (GMPTE) brokered a concessionary travel 
agreement between Greater Manchester Bus Operators Association (GMBOA) and Greater 
Manchester Police to allow police officers (on and off duty), special constables and 
community police support officers to travel free on buses and the light rail system, Metrolink. 
 
A further concessionary travel agreement between GMBOA and Greater Manchester 
community / neighbourhood wardens was negotiated to allow the latter to travel on buses free 
of charge whilst in uniform and on duty. GMPTE facilitated both these processes and drafted 
the necessary protocol / policy document. 

                                                 
67 Transport and Social Inclusion: Good Practice Guide (Metro, 2005) pg. 45. 
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Partners Involved 
 
Partners involved in the programme include; GMPTE, GMBOA and Greater Manchester 
Police. 
 
Results  
 
The result of the programme was that there is now an increased police and uniformed 
presence on public transport. 
 
Lessons learnt 
 
To negotiate a police / warden led monitoring survey to assess levels of usage and the benefits 
which police / wardens feel they derive from the initiative. 
 
Contact Information 
 
David McNulty, GMPTE. 
 
6.5.4 VeVe Project – Schoolspotters and Lijnspotters Flanders Region, Belgium 
 
In Belgium, up to 40 children are involved in traffic accidents each day. In addition, there 
were also several incidents on public transport involving young people during 2006.  So, in 
the Flanders Region, the VEVE project and Lijnspotters has been established to link traffic 
safety objectives to insertion into the labour market.  
 
Objectives 
 
VeVe has two-fold objectives:  
 
·  To offer young people an interesting first job experience, including additional training and 

courses. This could provide them with additional skills enabling them to enter the job 
market 

·  To create a safe environment and to increase road safety in home to school trips. 
 
Measures implemented 
 
The VeVe project applies a Belgian law to the promotion of employment for young people 
who have left school and are unemployed or for people of all ages who are long term 
unemployed.  315 of these jobs are assigned to the Flanders Department of Education which 
is involved the VeVe project on Road Safety on school routes. As road safety affects all 
schools in a particular area, people are assigned cities and towns.  
 
The people employed in the VeVe project are involved in the following tasks: 
 
1) Lollipop people (helping children to cross the road) 
2) Supporting traffic lessons 
3) Support bicycle skills training 
4) Supporting bicycle theft prevention schemes 
5) Supporting bicycle maintenance training 
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6) Supporting mobility educational projects in schools 
7) Developing mobility education material and tools 
8) Following up infrastructure and parking around schools 
9) Formal contacts with schools regarding traffic and mobility 
10) Traffic counts and research activities 
 
Specific roles that have been developed are:  
 
“Schoolspotters” 
 
20 people have been appointed as “school spotters” who focus on safety and education of 
public transport use. Their aim is to increase social safety on the public transport system. 
Schoolspotters are deployed in cities where public transport suffers from anti-social behaviour 
from young people on their way to school. They are also involved in accompanying children 
to and from home to school. Antwerp and Gent each have five Schoolspotters and smaller 
cities have two. Schoolspotters have to be younger than 26, unemployed and have no 
secondary education diplomas. The Schoolspotter contract usually lasts two years and during 
this period they will be encouraged to obtain formal educational qualifications.  
 
Lijnspotters 
 
In 1999, the first Lijnspotters started their job for the Flanders regional public transport 
company, de Lijn. Lijnspotters wear a purple uniform and keep an eye on buses, trams and 
interchanges. Their role is to act against aggression and their presence has a clear impact on 
the number of incidents on public transport. They are also there to assist customers and to 
inform the public transport operators of any technical problems.  The Lijnspotters work within 
a job market insertion project and only specific target groups have access to these jobs.  

 
Figure 6.5.4 The team of Lijnspotters (Photo copyright: De Lijn - Stefaan Van Hul) 

 
 
 
 
 
 
 
 
 
 
Contact  
 
Greet Aelter  
Coordinator Social Safety projects 
De Lijn - Centrale Diensten 
Motstraat 20  
2800 Mechelen 
Belgium 
Tel: +32 (0)15 44 08 86  
Fax : +32 (0)15 44 09 96 
greet.aelter@delijn.be  / www.delijn.be        
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6.6 Avoidance 
 
The MATISSE project identified a range of transport measures which, as a cocktail, 
customised to local needs can assist in reducing exclusion.  Measures related to avoidance 
suggested by the MATISSE project include the following; 
 
·  Mobile shops and services 
·  Delivery services and service outreach. 
·  ‘Remote’ working, distance learning local subsidised internet access 
·  ‘Accessible’ land-use planning to reduce travel requirements 
 
ECLIPSE has identified good practice examples where these measures have been successfully 
introduced.   A selection of these good practice examples are summarised below. 
 
6.6.1 Canterbury Rural Street Runner 68 
 
The Canterbury ‘Rural Street Runner’ provides mobile youth activities for young people in 
nine rural villages in the Canterbury area. Starting as a mobile scheme the city council works 
in partnership with parish councils, with the view that responsibility will ultimately lie with 
the parish council in each area.  It aims to provide a safe environment on a casual drop-in 
basis for 10-18 year olds. This project aims to run a ‘mobile youth club’ for young people 
living in isolated rural areas who cannot get to other local youth facilities. It was set up in the 
wake of an existing successful urban scheme operated by Canterbury City Council’s Children 
and Youth team and funded by the Children’s Fund. This was called the Street Runner and 
offered mobile youth facilities to young people living in deprived urban wards. It was 
launched in March 2004. 
 
Measures 
 
A vehicle fitted with seating for three youth workers and equipped with computers, computer 
games, music packages, table top games, sports equipment and arts and craft equipment visits 
village halls and the equipment is unloaded for use during sessions.  The youth workers work 
alongside local adult volunteers provided by the parishes.  
 
Implementation 
 
The Rural Community Development Officer at Canterbury City Council initially contacted all 
the Parish Councils in the area to determine how much interest there was in a rural scheme. 
There was a positive response. The Parish Councils and the City Council then did further 
consultation, including informal interviews with young people in the target areas. This 
confirmed that many of the rural villages surrounding Canterbury were fairly isolated and 
lacking in facilities for young people and that a demand for improved facilities existed. 
 
Canterbury City Council manages the project through its Community Development 
department, while their Children and Youth Team provides two youth workers to run the 
sessions, helped by a volunteer from each parish. Starting as a mobile scheme the city council 

                                                 
68 CA 206 Rural Connections (2005) accessed on 
http://www.countryside.gov.uk/Publications/articles/Publication_tcm2-25222.asp.  
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works in partnership with parish councils, with a view that responsibility ultimately will lie 
with the parish council for each area. A steering group that was formed early on in the project 
also continues to help oversee the project. The service is free and visits a number of set 
locations fortnightly for two-hour sessions.  
 
Results 
 
In its first three months, 234 members had been registered and more than 50 volunteers had 
been recruited from the community. These volunteers help to run the youth sessions, usually 
on a rota basis, as each parish has to provide a local volunteer to assist with the project. 
 
It is reported that the following groups of people benefit from the scheme; 
 
·  the young people using the service 
·  the volunteers involved with the project who are learning new skills 
·  residents, who know that young people now have somewhere to go in the evenings 
·  the parents of the children who are relieved of the need to transport them to other 

activities. 
 
External funding secured from the Countryside Agency covered equipment costs, lease of a 
vehicle, and youth workers’ salaries for two years. During these two years Canterbury City 
Council supported the volunteers of the nine villages with training in child protection, first 
aid, and risk assessments, and assistance with policies such as child protection and equal 
opportunities. 
 
At the end of the funding period the volunteers were sufficiently trained, experienced and 
equipped that all nine villages were able to self-sustain the project on their own. 
������
Funding 
 
The project received grant support from the Countryside Agency. This funding helped 
towards the cost of the lease of a vehicle and salaries for an administrative worker and the 
youth workers to run the sessions. Support in kind was given by Canterbury City Council in 
accommodation and project management. In addition, Parish Councils fund the costs of the 
hall hire and parish volunteers provide unpaid assistance at each session. 
 
Timescale 
 
Work started on the project in December 2003, and it was launched in March 2004. It has 
been granted funded for two years: 2004 to 2005 and 2005 to 2006, with funding ending at the 
end of March 2006. The original cost per user, including the start-up costs, is £31.22 
(approximately � 45.80) for the period December 2003 to March 2004. Subsequently, unit 
costs for April – August 2004 came down to £9.14 (approximately � 13.40), of which £8 
(approximately � 11.73) is the amount of grant aid per individual.  
 
Factors of Success 
 
It is thought that the following factors added to the success of the scheme: 
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·  The existence of the Urban Street Runner provided a model for the rural project and also 
meant the Children and Youth Team had staff already experienced in running similar 
projects. 

·  Canterbury City Council undertook detailed research to establish the need for the project 
and to meet these needs as far as possible. The project manager spent nearly a year on 
preparatory work before the project started. 

·  Getting the parish councils on board early as key players helped ensure their commitment 
to its ongoing operation. 

·  The project has benefited from partnership working between Canterbury City Council, the 
parish councils and the rural community council. It has also helped foster new inter-parish 
working. 

·  The exit strategy is integral to the whole design of the project. By aiming to build capacity 
of local parish councils to run their own youth facilities from the outset, it is thought that 
the likelihood of overall success is increased. 

 
Lessons Learnt 
 
It is reported that the urban pilot has ensured that the project has set out with a clear vision in 
mind. The introduction early on of a membership scheme for young people attending is the 
only significant change to the project’s operation. Initially, demand immediately exceeded 
supply and it was so high in the early stages in some parishes that some young people had to 
be turned away. 
 
Contact 
 
Amanda Sparkes, Community Development Officer, Canterbury City Council, Military Road, 
Canterbury, Kent CT1 1YW, UK 
Tel : +44 (0)1227 862518 
Email: amanda.sparkes@canterbury.gov.uk 
 
 
6.6.2 Wiltshire Food Bank, UK 69 
 
Wiltshire Food Bank is a mobile service providing emergency food parcels to people living in 
rural areas around Salisbury in south Wiltshire in the UK who have hit a short term crisis in 
their lives.  The project aims to reduce poverty and social exclusion in South Wiltshire by 
using a vehicle to deliver emergency food boxes which include information on debt, 
education, workshops, healthcare and other issues to families in need and a link to other 
welfare organisations.   
 
The Problem 
 
Based on Wiltshire County Council’s indices of deprivation, 2001, the Trust estimated that 
Salisbury District contained at least 20,000 people who were income-deprived.  This includes 
7,620 people living in Salisbury wards and more than 12,500 living in rural south Wiltshire. 
 

                                                 
69 CA 206 Rural Connections (2005) accessed on 
http://www.countryside.gov.uk/Publications/articles/Publication_tcm2-25222.asp. Last accessed on 4/04/06. 
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Objective 
 
The aim was to build on an existing urban food bank project by providing a rural food 
distribution service for those in need, as well as a befriending service for people living in the 
countryside. 
 
Measures 
 
Food is donated from a variety of sources including schools, churches, collections from the 
public outside supermarkets and industrial food producers.  A team of volunteers packs it into 
emergency food boxes in the Food Bank warehouse in Salisbury and these are then distributed 
to people in need using a van funded by the Countryside Agency grant.  
 
People in crisis can secure a food box voucher from a wide range of care professionals and 
agencies working in the area. They can also ring the Trust directly or walk into the Food Bank 
Centre in Salisbury, but will usually be referred to a care professional before being given a 
voucher. 
 
Implementation 
 
On average, people receive 2.5 boxes, each with sufficient food for 10 meals over three days.  
This support can continue up to eight weeks, after which other support via social services 
should become available. The project has a full-time coordinator to ensure its smooth day-to-
day running. 
 
Partners 
 
The project is led and managed by Trussell Trust.  It won Rural Transport Partnership funding 
from the Countryside Agency in July 2003. 
 
Funding 
 
A number of partners contribute financially; Esmee Fairburn Trust, which provided one-off 
grant funding; Fiat, which provides a garage discount for the vehicle; South Wiltshire Primary 
Care Trust, which is providing funding in year 1 and 2; and Wiltshire County Council Adult 
and Community Services, providing funding for years 1-3.  The Trussell Trust received grant 
approval from the Countryside Agency for £47,870 (approximately � 70,185) (72.85% 
expenditure) in July 2003.  In addition, provisional approval was given for a grant of £31,180 
(approximately � 45,713) (69.01% expenditure) for the following year.  Project funding ran 
until March 2005. 
 
Results 
 
The Rural Food Bank has helped a growing number of people in crises with emergency food 
boxes. In 2003/2004 the project collected 17.8 tonnes of food, an increase over the total 
collected in 2002 and 2001. 
 
Others who benefit are thought to be the distributors themselves (e.g. social workers and 
health workers) who say the food boxes allow them to provide immediate help for people in 
crises, while giving a short breathing space in which to tackle the real problem. 
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Factors of Success 
 
The Food Bank rural initiative started slowly but it is reported that the distribution of 
emergency food boxes is growing.  The factors of success are reported to include: 
 
·  A determined leader who clearly motivates staff and is highly committed to the project.   

Close attention to detail and a readiness to adopt good management systems was 
important.  This was apparent in the projects approach to researching the best means for 
securing food donations, managing volunteers, and experimenting with different formula 
in terms of running the project 

·  The strong volunteer base which is central to the running of the project 
·  Being open to scrutiny and suggestion as a means of improving the project 
·  Representing a good cause; it is believed that people seem ready to respond to calls for 

food donation 
·  The promotion of the idea of community self-help, particularly through the slogan 

‘Wiltshire people helping Wiltshire people’. 
 
Lessons Learnt 
 
It is stated that publicity about the Food Bank’s services needs to be sent out regularly to 
distributors for the emergency food boxes. The project managers have produced a distributor 
handbook which provides all the information required to use the project, and ‘Bite Size 
News’, a one-sheet briefing that is sent regularly to distributors. They also make regular 
monthly phone calls to distributors to ensure that they are aware of any staff changes.   
 
It is thought to take longer to build this type of service in rural areas than in urban areas 
because rural communities tend to see themselves as self-sufficient which is believed to result 
in less readiness among distributors working in rural areas to get involved with the project 
and a reticence among those in need to ask for help. 
 
Future Prospects 
 
Funding from the Countryside Agency ended in spring 2005 and the Trussell Trust began to 
consider ways of meeting its future needs.  Several options identified include: 
 
·  building up its current work salvaging clothes, toys and other goods and to build income 

from these sales 
·  seeking charitable grants from funding bodies 
·  attracting funding from the local council 
 
Contacts 
 
Patrick Henderson, the Trussell Trust, 25 Middleton Road, Salisbury, Wiltshire, SP2 7AY, 
UK. 
Tel: +44 (0)1722 411244. 
Email: patrick.henderson@trusselltrust.org 
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6.6.3 Widening Access, Bristol, UK70 
 
Objectives 
 
Widening Access is a package of measures designed to improve electronic access to services 
and learning opportunities, which in turn will improve social inclusion and reduce the need 
for journeys. They were designed to achieve the following objectives:  
 

·  Improve on-line access to services and learning 
·  Target vulnerable groups and areas of deprivation   
·  Reduce the number and length of journeys 
·  Promote sustainable transport 
 
Widening Access involved three new cross-cutting initiatives – a Home Shopping trial, a 
wireless hotspot zone and a GIS based Learning Map.   
 
Measures implemented 
 
Home shopping trial 
 
The trial was designed to enable housebound clients of Social Services to shop independently. 
Previous studies had shown that people wanted an alternative to Internet shopping, so Brunel 
University manufactured a low technology bar code reader and computer known as the 
Companion, for the trial. 
 
People taking part in the trial were provided with the bar code reader and a catalogue of 
products stocked by Somerfield. They used the Companion to scan the bar codes in the 
catalogue and products on their shelves. From this, Companion produced an electronic 
shopping list that was automatically transmitted to Somerfield as an email, who then delivered 
the shopping to people’s homes.  
 
Wireless Hotspots 
 
A wireless hotspot was implemented in Knowle enabling local residents to connect to the 
internet without a fixed connection. In this way, people can access to e-learning and other 
online services either by using their own equipment, recycled PCs funded through the project 
or local build IT initiatives. People in the community have been participating in a Build IT 
course that recycles PCs that have been donated by the Council and Avon and Somerset 
Police. 
 
GIS Learning Map 
 
A GIS based map has been designed to enable people with access to the internet to gain 
information about education available in the local community and how to get there using 
public transport. The issue of transport provision to centres of learning is a key barrier to 
access to learning. This measure will enable people who have used wireless hotspot to learn 
online or to access local education courses.  

                                                 
70 Found on ELTIS website (http://www.eltis.org), originally from European Platform of Mobility Management 
(http://www.epomm.org)   
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Partners 
 
Widening Access was coordinated and managed by Bristol City Council, working in 
partnership with several other organisations.  The Home Shopping Trial has been 
implemented in partnership with the Somerfield supermarket, Brunel University and a local 
charity, the Dolphin Society.  
 
Contact  
 
Tim Hapgood 
Transport Planning 
Floor 3, Wilder House 
Wilder Street 
Bristol 
BS2 8PH 
tim.hapgood@bristol.gov.uk 
Tel: +44 117 9036553 
Fax: +44 117 9036540 
 
6.6.4 Knowsley Veggie Van, Merseyside, UK71 
 
A survey of retail outlets confirmed anecdotal evidence that it was hard to buy fresh fruit and 
vegetables in certain parts of the Borough of Knowsley.  One response was to set up a mobile 
service so that people could have access to fresh produce.    
 
The Veggie Van is funded by Knowsley Primary Care Trust, as part of its work to improve 
health in the Borough.  It is managed by Health in Knowsley (Health inK), a community-led 
charity. 
 
Objectives 
 
The aim of the Knowsley Veggie Van is to support healthy lifestyles by making fresh fruit 
and vegetables accessible to everyone in the area. This is also a good service for people who 
do not have/cannot access public transport.  
 
Measures implemented 
 
The Veggie Van service goes throughout the Knowsley area selling fresh fruit and vegetables 
on street, home deliveries and other schemes. On street, the van stops at predetermined points. 
People are able to book the home delivery service by telephone. The Veggie Van buys its 
produce from Liverpool Fruit and Vegetable Market.  
 
Success 
 
The Veggie Van has become a familiar and popular sight in Knowsley, using a combination 
of licensed street trading, group schemes and home deliveries to reach areas underserved by 
food shops.  Customers can use Healthy Start vouchers to pay for fruit and veg.  For some 
older people who cannot travel easily to the shops, the van can be a lifeline and they like the 

                                                 
71 Information from “Within Reach”, produced by the UK Department for Transport 
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personal service.  The Veggie Van also delivers fruit for school tuck shops and fruit on desk 
schemes in offices.  
 
A second van has now been added, enabling the Veggie Van to serve more customers.  As 
more resources become available, there will also be cooking sessions and opportunities for 
training and volunteering.  
 
In the long-term, the aim is for the Veggie Van to minimise the need for external funding by 
increasing sales.  
 
Partners 
 
Health InK receives expert advice and support from a range of partners.  These include the 
Public Health Team, the Council’s Trading Standards, Licensing and Environmental Health 
sections and the Chamber of Commerce.  
 
Factors for success and lessons learnt 
 
·  Access to expert advice and  support; 
·  Income for the scheme was drawn from more than one source; 
·  The Veggie Van serves a range of customers including individuals, schools and 

businesses;  
·  It is seen as a lifeline for elderly/immobile people.  
 
Applicability 
 
The case study could be applicable to authorities looking for innovative approaches to access 
fresh goods as well as access to a variety of services.  
 

Figure 6.6.4 The Knowsley Veggie Van 
 
 
 
 
 
 
 
 
 
 
 
 
Contact 
 
For information on the initial survey of access to fresh fruit and vegetables contact: 
 
Mary Farrell 
Public Health Development Manager 
Knowsley Public Health Team 
Health and Social Care Headquarters 
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Nutgrove Villa 
Westmorland Road 
Huyton 
Merseyside 
L36 6GA 
Tel: +44 (0)151 443 4988 
Email: mary.farrell@knowsley.gov.uk 
 
For information on the Veggie Van service contact:     
 
Health inK 
Louise Melton  
Veggie Van Co-ordinator      
The Old Schoolhouse 
St. Johns road 
Huyton 
Merseyside 
L36 0U 
Tel: +44 (0)151 290 0193 
Email: veggie.van@virgin.net 
 
http://www.healthink.co.uk/veggievan.html 
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7 CONCLUSION 
 
This European Good Practice Report has reviewed current European policy, provided an 
overview of National Action Plans and also provided a selection of good practice examples 
from across Europe in the field of transport and social inclusion.    
 
The review of European policy shows an increasing awareness of the effect of transport on 
social exclusion.  However, in this respect there is little regulation and the preferred approach 
adopted by the European institutions is to address this issue by funding research and 
demonstration programmes at the local level. This deliverable shows that a number of 
European-funded projects are being carried out at the local level.  It is vital that results and 
findings of these projects are widely disseminated and that the research in this sector moves 
forward.  
 
The review of National Action Plans (NAPs) has shown that only a small number of countries 
recognise the importance of transport in addressing social exclusion and that there is still a 
lack of awareness and a lack of ‘comprehensive and strategic approaches’ in this area. 
ECLIPSE established contact with NAP representatives in all of the Member States, with 
varying success.  It is apparent that transport does not often feature in the National Action 
Plans as those that draft them may not be aware or understand the potential impact transport 
measures could have on improving social inclusion.  In addition, transport does not feature as 
one of the topics/priorities to be covered in the NAP so this may be one of the reasons that it 
is not mentioned within the NAP, especially given the limited length of the NAP and the 
number of issues that need to be addressed.  Many NAP representatives, although recognising 
the importance of transport and mobility in improving social inclusion stated that this topic 
would always be marginal when compared to other issues such as reducing child poverty.  It 
is therefore important to highlight how transport measures could help meet more pressing 
policy objectives such as improving peoples’ employment opportunities. It is thought that 
through the ECLIPSE events and contact with NAP representatives this has been achieved to 
some extent.  It is also expected that this report, with examples of effective local initiatives 
can show and raise awareness amongst a range of stakeholders the potential for transport 
measures to help improve social inclusion.  
 
Through carrying out research into initiatives at the regional and local level, it is clear that 
there are many good practice examples where transport solutions are being used to address 
social exclusion throughout Europe. However, it was apparent that some of these measures 
could be more widely communicated and disseminated for others to learn from.  It is expected 
that this menu of good practices will provide useful guidance to those wishing to use transport 
solutions as a tool to address social exclusion.  
 
The following ideas/findings also emerged from this research into local good practice:  
 
·  Physical Accessibility: The majority of good practice examples identified within ECLIPSE 

focused on the idea of physical accessibility in space and time and many examples were 
found where public transport was being made more physically accessible to disabled people 
and older people and demand responsive services were becoming increasingly more 
common. This may be due to there being legislation governing this area. Nevertheless, 
there is a greater awareness that transport barriers are not always physical but can be 
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psychological and there are measures such as transport training which targets particular 
groups to help them expand their travel horizons etc.  

 
·  Need for partnership: Many of the initiatives have succeeded as they have sought to 

involve a wide range of partners and stakeholders. As transport is a tool which is used to 
deal with issues in other sectors, it is necessary to build partnerships and close cooperation 
with the relevant actors.   
 

·  Need for comprehensive evaluation of measures: It also became apparent that many 
initiatives are not comprehensively evaluated.  This is often due to lack of funding.  In this 
respect it would be useful to establish a series of benchmarks by which the effectiveness of 
measures could be measured and compared.   

 
·  Securing funding: The issue of funding is very important for local authorities; often it is 

possible to secure funding for the short-term of the initiative but keeping the 
service/initiative in the long term is a challenge. The example of Drin Bus in Genoa 
(included in this report) demonstrates that it is possible for measures to become financially 
self-sufficient.  

 
·  Transfer of knowledge: An important consideration for future work and/or research would 

be to investigate methods of disseminating knowledge and experience between different 
cities. For example, it could be valuable for local authorities to find out what measures have 
been successful in other areas.  In order to aid the dissemination of good practice examples, 
a selection of the examples from this report are being made available in the ECLIPSE good 
practice brochure and also on the project website.   

 
 
 
 
 
  


