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1. Purpose and Conference Agenda

The ECLIPSE Final European Conference “The role of transport in addressing Social
Exclusion” was organised by Polis, partner of the ECLIPSE consortium. The ECLIPSE
consortium is made up of the following partners:

o Transport & Travel Research Ltd (TTR) - Project coordinator

o FIT

e MERSEYTRAVEL
e POLIS

e RATB

The main aim of the conference was to present the findings of ECLIPSE at the end of the
project and to open up the discussion on this issue by involving stakeholders from the
research field to present their findings as well as, local, regional and national authorities to
present their experiences. Some service providers gave presentations on their tools, in
relation to transport and social inclusion.

The morning session started with an attempt to define the issue of transport and social
inclusion (see agenda on the next page), with a presentation on ECLISPE and the results of
two research projects: a more theoretical one on the social consequences of “hypermobility”
and the other on research in mobility and elderly people. The session ended with the policy
response to the problem of transport and social exclusion at the EU, national (for the UK)
and regional (for Flanders Region) levels.

L= —ff 3 The afternoon session started with a session on local
best practices, including examples of transport and
mobility measures to tackle social exclusion in the UK,
Romania and Italy. The session continued with a
| series of presentations dealing with tools to address
| the issue of transport and social inclusion, including
Universal Design of public transport, the Accession
GIS software, public transport network management
and financial schemes.

All of the presentations are available in Annex B.

The conference ended with a roundtable discussion including stakeholders from different
organisations (UITP, Surrey County Council, the UK Department for Transport and TTR),
with questions from the audience as well. (See the list of participants in Annex A).
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The Agenda
9:30 Coffee and Registration

10:00 Morning Session- Chair : Massimo Marciani, FIT Consulting srl

10:00 Welcome and Introduction to the ECLIPSE project
Philip Oxley, Transport & Travel Research Ltd

10:15 Transport and social exclusion: What is at stake?
John Adams, University College London
Heidrun Mollenkopf, University of Heidelberg

11:15 The Policy Response
EU level: Peter Lelie, European Commission, DG for Employment, Social Affairs and Equal
Opportunities
National Level: Tracy Wallace, UK Department for Transport
Regional Level: Frank Van Thillo, Ministry of the Flanders Region, Belgium

Questions and Answers
12:30 Lunch

14:00 Afternoon Session- Chair: Philip Oxley, Transport & Travel Research Ltd

14:00 Transport & Social Inclusion — Local Best Practices
Paula Coppel, Merseytravel
Florin Dragomir, Regia Autonoma de Transport Bucuresti (RATB)
Massimo Marciani, FIT Consulting srl

Questions and Answers

15:00 Toolbox for Transport and Social Inclusion
Universal Design of transport environment, Suzanne Hoadley, Polis
Accession GIS software, Simon Court, Citylabs
Network management and Financial schemes, Ivo Cré, Polis

Questions and Answers
15:45 Coffee

16:00 Stakeholders Round Table
Chair: Philip Oxley, Transport & Travel Research Ltd
Jerdbme Pourbaix, UITP
William Bryans, Surrey County Council, Chair of Polis Working Group on Social and Economic
Issues related to Local Transport,
Tracy Wallace, UK Department for Transport
Anne Sophie Parent, Age Platform (apologised)

Comments from the audience
17:00 End of the Conference and Cocktail
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2. Welcome and Introduction to the ECLIPSE project, Philip Oxley OBE, TTR

Mr Oxley, from the project coordinators TTR, welcomed the attendees to the conference and
explained his own involvement in the area of transport and social inclusion. Mr Oxley started

: his presentation with providing the background to
ECLIPSE, which built on the conclusions from the
preceding project MATISSE.

ECLIPSE (European Cooperation and Learning to
Implement Transport Solutions to Combat Exclusion) is a
project funded by the EC’s Directorate General for
Employment & Social Affairs which runs from September
2005 to August 2007, and involves 5 partners (TTR,
Polis, FIT, Merseytravel and RATB).

The project builds on the following findings of the MATISSE project:

1) the important impact of transport on increasing social inclusion,

2) the limited cooperation of the stakeholders working in transport and social issues,

3) the lack of best practice examples on transport and social inclusion, and the lack of
dissemination of the few existing ones.

Therefore the objectives of the ECLIPSE project are to:

- increase awareness of transport and social inclusion

- disseminate a menu of best practices so that people know what can be done
- promote working strategic partnerships

- promote the inclusion of transport in the National Action Plans (NAPs)

- address the issue at the European level

To reach these objectives, the ECLIPSE Consortium worked at three levels:

1) European level:

The challenge is to re-strengthen social objectives into the transport programme by
addressing the issue at the European Level (EU institutions, European associations...)
through European level briefing meetings, which gather European stakeholders from the
transport and social affairs sector.

2) National level:

The challenge is the limited mention of transport in the National Action Plans (NAPs).
ECLIPSE liaises with Member States to ensure that transport considerations are taken on
board. In addition ECLIPSE aims to create awareness of how important the issue of
transport and its impact on social inclusion is, by a series of events (national workshops and
European conferences) in order to demonstrate the value of working in this area.

3) Local level:

The challenge is the lack of dialogue between social workers and transport professionals,
and ECLIPSE tries to actively engage with transport actors and stakeholders in other sectors
to form sustainable working partnerships to formulate policy on transport and social
exclusion. Examples of good dialogue exist and in ECLIPSE two cities are involved, and
their work is promoted in the project as examples of good practice.

Mr Oxley then explained the importance of the dissemination activities in this project, which
included a leaflet in 5 languages, a website (www.eclipse-eu.net), a contacts database,
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liaising with Polis cities and a Good Practice Guide to disseminate a menu of best practice
measures and to assist transport professionals in combating the issue.

Mr Oxley invited the participants to let the ECLIPSE Consortium know about their own good
practices, so that they could be included in the guide, as it should be as comprehensive as
possible.

Mr Oxley ended his presentation by mentioning different events that ECLIPSE had
organised during its two years of existence, i.e.:

- European level briefing meetings in Brussels (June 2006 and June 2007): they included
MEPs and EC representatives, as well as representatives from European organisations.

- National workshops in Bucharest (June 2006), Rome (October 2006), Liverpool
(December 2006), Budapest (March 2007) and Paris (May 2007).

- International Conferences in Perugia (May 2006) and Brussels (June 2007): these
events were open to stakeholders from across Europe, gathering people and high level
speakers from the research community, service providers, local authorities, the
European Commission, international organisations and networks etc.

Mr Oxley stressed the fact that transport was not an end in itself but a means, and that it was
often difficult to convince public authorities that they would only be successful if they worked
in cooperation with the operators.

He closed his presentation by inviting people to visit the ECLIPSE website
(http://www.eclipse-eu.net/) and to submit their examples of local good practice.



http://www.eclipse-eu.net/

Minutes ECLIPSE Final Conference, Brussels, 27" June 2007

3. Transport and social exclusion: What is at stake?

The social consequences of hypermobility, John Adams, University College
London

Professor Adams started with the premise that mobility was both liberating and empowering;
however he also asked the question as to whether too much mobility was a good thing. With
an increasing number of people exercising their freedom —the consequences of this growth
on the physical environment, the “environmental externalities” — have been much studied but
Professor Adams explained that he had focused on the social consequences of too much
mobility.

Professor Adams started by focusing on one of ideas of ECLIPSE; “ECLIPSE and its
predecessor MATISSE, have 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”.

Professor Adams highlighted two key messages in the sentence above, namely, “An
increasing realisation”, which he understands to -
mean that knowledge about the problems has -
increased but action is lagging behind. Then *if
properly integrated” highlighted the prerequisite to
accomplish this action.

p—

Professor Adams continued with some comments on

the Mid-term review of the European Commission’s
2001 white paper on transport, which although had
rapidly developed since 1992, the general policy
objectives had remained stable. He saw that the
objective of “high level of mobility” in actual fact =
meant “higher level of mobility”.

He looked some of the priorities of the Mid-term Review of the White Paper, where it
mentioned that “the EU must offer the necessary levels of mobility to people and business”.
What could be the impact on the environment? Indeed, the second priority related to
protection (of the environment, energy, labour standards, passengers and citizens).
However, the protection of the environment focused only on the physical environment and
not on the social environment. He then concluded that the general aim of EU policy was to
have more mobility.

Professor Adams presented a graph (see slide in Annex B) that showed the increase in
travel in all modes, and it also indicated the “expected growth” for the future. He asked
whether “expected” growth meant “Desired” growth or would this happen, could nothing be
reversed?

Professor Adams gave an example of this increased growth of mobility: In the past ten
years, in the UK there has been an increase of 6.58 million motor vehicles. In the EU 15, the
increase of car ownership in the UK is “typical’. He showed a graph illustrating the related
problems and the trends for Britain, and the projected future trends, that were common to all
OECD countries, where it is shown that:

* Average mobility levels have increased, and are projected to continue doing so;
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* The democratic and environmentally benign modes of travel are in retreat (decline in
cycling; buses, 50 percent decline - only increasing in London; increase in train around
London for commuters.);

* The elitist and environmentally damaging modes are growing rapidly, and capture the
biggest share of resources devoted to transport (car use increased a lot, and the mode
that increased most is air travel);

» The increase in distances travelled is a result of faster, longer journeys; travel time
budgets have changed very little;

 These trends have profound implications on the way in which we interact with one
another.

According to Mr Adams, if we project back into history we encounter the “hypomobile”
society, the pedestrian peasant village — socially claustrophobic and vulnerable to disease,
crop failure and misunderstandings with neighbours. Professor Adams pointed out that post-
war increases in mobility have been widely welcomed as “progress”, however when can the
continuing increase still be called “progress”™? Mr. Adams believed that at some point there
must be too much mobility which would lead to a “hypermobile” society.

He carried out a study for OECD on the social consequences of “hypermobility”. Below is his
list of the principal social consequences of technological success, which was compiled
by identifying current developments that appeared to be related to increasing mobility, and
projecting them into the future, assuming that mobility would continue to increase and
technology would lead to faster and cheaper transport. The picture of society in these
conditions would be:

more dispersed (more suburban sprawl);

more polarised (greater disparity between rich and poor);

more anonymous and less convivial (fewer people will know their neighbours);
less child-friendly (childrens’ freedoms will be further curtailed by parental fears);
less culturally distinctive (the McCulture will be further advanced);

more dangerous for those not in cars (more metal in motion);

fatter and less fit (less exercise built into daily routines);

more crime ridden (less social cohesion and more fear of crime);

subject to a more Orwellian style of policing (more CCTV surveillance);

less trusting (the rise of the audit/risk-assessment culture);

less democratic (the majority will have less influence over the decisions that govern their
lives).

He illustrated in more detail some of these consequences, for example:

o More dispersed (urban sprawl): Houston, the World’s most car-dependent city, has in its
city centre several big parking spaces to accommodate all the cars.

e Less child-friendly (children’s freedoms will be further curtailed by parental fears) and
more dangerous: Children’s independence has decreased drastically in the past 30
years (e.g. in the “70s children would walk to school alone). There will be more metal (or
carbon fibre) in motion. The increase in danger is not well reflected in accident statistics:
The fact that there are now about one third as many children killed every year in Britain
in road accidents as there were in 1922 when there was hardly any traffic and a nation-
wide 20mph speed limit, does not mean that the roads are now three times safer for
children to play in; they have become so dangerous that children are not allowed out any
more. The decline in the number of pedestrians and cyclists of all ages will continue.

o Subject to a more Orwellian style of policing (more CCTV surveillance), and at the same
time more anonymity: more policing with cameras than policemen (there is less social
control, people are not there to watch and few people know their neighbours). The
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strained relations between the “haves” and “have-nots” will generate more crime and fear
of crime. As with danger on the roads this phenomenon is not reliably captured by crime
statistics. People, especially women, retreat from the areas where they feel threatened,
especially the streets and public transport, and growing numbers of motorists travel with
their doors locked.

o Mistrust: there is a higher perception of risks and increasing measures for caution,
including barriers to separate modes for more defensive transport planning.

o Less democratic (the majority will have less influence over the decisions that govern their
lives): Individuals will have less influence over the decisions that govern their lives. As
we spread ourselves ever wider and thinner in our social and economic activities the
geographical scope of political authority must expand in order to keep up with the
growing size of the problems that require governing. Political authority migrates up the
hierarchy from Town Hall to Whitehall, to Brussels and ultimately to completely
unaccountable institutions like the World Bank and the World Trade Organisation.

Mr Adams wondered if there was any light at the end of the tunnel, and presented three
possible questions for an opinion poll:

1. A question that every transport planner could ask: Would you like a car and unlimited air
miles? The maijority of people would say yes.

2. A question that policy makers would never ask: Would you like to live in the sort of world
that would result if everyone’s wish were granted? There would not be votes here.

3. A more positive question on what do we really want: Would you like to live in a cleaner,
safer, healthier, more sustainable world in which people knew their neighbours, and it
was safe for children to play in the streets? If you can give a convincing choice, a
majority of people would say yes.

The last question invites transport policy makers to view the social consequences of
transport policies not as “externalities”, to be maximised or minimised as far as possible, but
as the primary objectives of policy. Professor Adams hopes that if people could be
persuaded of the impossibility of the whole world gaining the vision embodied in question 1,
and of the undesirability of the world implied by question 2, and that the world encapsulated
by question 3 is achievable — they just might vote for it. According to him only by cherishing
the local, and defending it against the pressures of economic “efficiency” embodied in
conventional cost-benefit analyses, can we hope to achieve it.

The chair of the session, Mr. Massimo Marciani, asked about the link with decoupling traffic
and GDP growth. Professor Adams replied that on the transport side, there was indeed
scope for more efficiency of free movement. On the economic growth aspect of the equation,
his answer was that if the economy continues to grow in the same path as it does now, his
great grandchildren would not be able to spend their money.

Social Participation in Later Life: The Role of Out-of-Home Mobility - Findings
from the MOBILATE project “Enhancing Mobility in Later Life" (2000-2002),
Heidrun Mollenkopf, University of Heidelberg

Ms. Mollenkopf started by saying that the perspective of her presentation was opposite to
Professor Adams’, i.e. the focus of the research was the situation of ageing people and the
role of mobility for social participation for older people. With age, the maintenance of social
participation becomes more difficult due to declining health, increase in the importance of
environmental barriers and unfavourable conditions, e.g. rural areas.

The findings of the research are based on the EU project MOBILATE, which studied how
older people manage to travel and carry out their daily lives in both rural and urban areas



Minutes ECLIPSE Final Conference, Brussels, 27" June 2007

and the conditions they think that hinder or promote their activities. Trip diaries were used
and the research was carried out in five European countries - Finland, Germany, Hungary,
Italy and the Netherlands.

Ms. Mollenkopf highlighted that the regions involved in the study were very diverse in terms
of geography, population density and levels of mechanisation, welfare systems and culture.
The people involved in the research themselves were also different, i.e. they had different
types of impairments, and were subject to permanent change (health status, economic and
social resources, retirement, children leaving home etc), which demanded different actions
for them to remain active in society.

Ms. Mollenkopf explained that the aim of MOBILATE was to
better understand the complex interplay between older
peoples’ personal competencies, resources, aspects of their
physical and social environments, as well as the role of out-
of-home mobility for social participation and quality of life in
old age. The main question was: “Are there characteristic
travel patterns related to personal and structural variables?
Are they dependent on the different environmental
conditions?”

From analysing the travel diaries and travel patterns of older adults in urban and rural areas
in five European countries and the mean number of journeys made, Ms Mollenkopf
explained that the most mobile people were the Finnish, and the least mobile, were
Hungarians who lived in rural areas and the Dutch (which was surprising for the
researchers). In relation to car use, the main way of travelling was by car as a passenger
(except for the car drivers). A graph illustrating the impact of the personal conditions showed
also that those individuals with bad health were less active.

Walking was the main mode of transportation amongst the groups of individuals studied in all
five countries (except for drivers of cars), both in rural and urban areas. There was however
a high proportion of public transport users in urban areas.

Clear differences between men and women and age groups were found, i.e. men aged
between 55 and 74 travelled more by car both in urban and rural areas than women of the
same age and men aged 75 and over. On the other hand public transport was most
important for older people, because many of them did not have a driving licence.

In Hungary, cars were not often available and therefore most people travelled on foot or by
bike, which was very different to the situation in Italy where most households have cars.

The level of satisfaction with public transport was in general, higher in urban areas than in
rural areas, except for the Netherlands, where satisfaction was a little bit higher in rural
areas. This may be explained by the fact that rural areas in The Netherlands are quite
different from the rural areas in the other countries (greater density).

According to this research, the least satisfied, with their mobility were women in rural areas
in ltaly because they depended on someone to drive them.

An analysis to check what has an effect on satisfaction levels with mobility revealed that:
- personal, individual mobility is important;
- the car is important; not only to have (access to) it, but also to be able to drive it, to be

independent;
- satisfaction with public transport is very important

10
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The question then is what impacts do differing conditions in different countries have on older
peoples' out-of-home activities and satisfaction with their possibilities to participate in
activities? Ms. Mollenkopf presented five characteristics of activities that were defined in the
project, i.e. social out-of-home, social indoor, physical, home and cultural activities. Taking
this range of activities into account we see that Finnish people are the most active and
Hungarians and Italians less active, partly due to cultural differences.

If the satisfaction level is compared with leisure possibilities by range of activities, it can be
concluded the least satisfied were people that were still active at home but were unable to
be active outside, whilst the most satisfied were those people that could carry out different
activities.

The main reasons (prevalent in all countries) that prevented people from not carrying out as
many activities as they wished were poor health and public transport. However, when we
look at the reasons hindering out-of-home participation we see that the most significant were
the lack of opportunities available (relatives and friends live far away) the lack of car, bad
connections, difficulty using public transport. This indicated how important external
conditions are. Ms. Mollenkopf explained that income levels were also predictors, but the
most important are conditions related to activity and components of mobility.

Ms. Mollenkopf presented the following conclusions of the research:

e Personal as well as environmental conditions play an important role in maintaining social
participation in old age.

o Conditions differ substantially between European regions.

e Activities are more frequent in urban than in rural areas (except for the West German
areas).

e Older adults who (can) pursue a broad range of activities are more satisfied than those
who can only take part in a limited range.

¢ Good public transportation and access to a car can, to a certain degree, compensate for
declining abilities and help overcome barriers.

o There are two types of environmental obstacles to outdoor mobility: spatial and
technological barriers and impediments caused by a lack of mutual consideration, busy
and hectic traffic, and feared hazards in public spaces.

o High significance of out-of-home mobility and leisure activities in modern society
(besides basic health and economic aspects). Outdoor mobility has high significance for
older people. When the question “What does outdoor mobility mean to you?” was asked
they answered ‘it is joy”; To this question, similar answers were given by people in all
five countries. For older people, mobility is a way of being free, a human being like
everyone else.

e The decline of outdoor mobility in old age is not an entirely voluntary retreat from the
world and ensuring them opportunities for participation in their social, built-up, and
natural environments despite physical handicaps, financial constraints, social barriers,
and technological and spatial barriers would thus greatly contribute to their social
participation and, by this, quality of life and well-being.

There is a need, concluded Ms Mollenkopf, of integrating transport policy and urban and
social planning, which means:

¢ providing fully accessible public transport options;

e providing readily accessible easily reachable shops and services;
e reducing traffic volumes, speed and density;

11
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o applying differentiated interventions (stimulation, training, social services, accompanying
measures);
e and mutual consideration amongst society.

12
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4. The Policy Response

Mr Marciani introduced the session highlighting that we needed to have a vision of how
mobility should be and think about whether basic mobility should be a right.

EU level: Peter Lelie, European Commission, DG for Employment, Social Affairs and
Equal Opportunities

Mr Lelie began by explaining that the focus of his presentation would be on the social
inclusion strategy and he started with a short overview of how transport had been
considered in the strategy, as well as the recent changes to the strategy (in 2006), which
included two main elements:

1) The Lisbon strategy: addressing the three cornerstones of sustainability, the economy the
social agenda and the environment, and their interaction.

2) The open method of cooperation: a voluntary method of cooperation, by agreeing on
common objectives (Nice objectives). Transport is not an objective as such but it is implicit in
the participation in society objective. It includes the National Action Plans (NAPs) on social
inclusion.

Mr Lelie explained that transport was only mentioned in detail in a few of the NAPs (2001-
2006). The mixture of policies in the NAPs aimed at improving access for all with policies
specifically targeting the socially excluded. The general weakness was however the
multidimensional approach and the failure to mainstream social inclusion into transport
policy. Nevertheless, he explained that there were some good practice examples and
enough evidence in reports to suggest that limited access to transport can increase social
exclusion by:

- limiting access to jobs and training opportunities;

- limiting the possibility of flexible working and balancing work and family life;

- limiting access to key services (health, lifelong learning, culture, sports and recreation);

- limiting the possibility of vulnerable groups to access faciliies and maintain social
contacts;

- undermining social capital and forcing people on low
income to have an increasingly local and restricted
lifestyle;

- limiting the possibility of economic and social
regeneration of disadvantaged communities

In relation to the NAPs, Mr Lelie concluded that equal
access to quality services including transport were
identified as a core challenge in the Joint Reports.

Concerning the new EU Social Inclusion Policy Framework 2005/2006 Mr Lelie explained
that in 2004-2005 the results of the Lisbon strategy were reviewed and evaluated, and a
restructured strategy on jobs and growth and OMC (Open Method Coordination) on Social
Protection and Social Inclusion (social inclusion, pensions, health and long term care)

13
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started, including new, streamlined objectives for the OMC (access to health is also relevant
for transport policy). He explained that the reporting cycles for economic growth and social
issues (National reports on Strategies of Social Protection & Social Inclusion 2006-2008 and
2008-2011) were now synchronised to see a better relationship.

In the new guidelines for the Strategies of Social Protection & Social Inclusion 2006-2008,
Member States are now asked to focus on a few of their priorities in greater detail, looking at
monitoring, targets in order to ensure more efficient policies and encourage mutual learning.

Mr. Lelie reported that the most selected strategic priorities were child poverty/ well-being
and active inclusion. In none of the reports was transport selected as one of the strategic
priorities alone and only a few have a separate section on transport. However in almost all
the reports transport is mentioned in one way or another (e.g. implicity mentioned in
priorities like access to services).

Mr. Lelie stated that there was interesting material on which the OMC could build in terms of
access to education and to the labour market; availability of transport services in rural areas;
access to health care and long term care; accessibility of transport for people with disabilities
(one of the aspects where Member States were more committed); road safety and
arrangements with regard to governance (e.g. working together with partners and target
setting with regard to accessibility of services at the local level (UK) or the survey of
stakeholders in preparing for a new NAP, to know what is in place before acting).

Mr Lelie concluded that during 2007 the focus would be on the relevance of transport for the
themes of child poverty and active inclusion, with the identification of best practice and
awareness-raising of the topic will be required. Mr. Lelie invited the ECLIPSE team and
participants to inform the Commission about how transport could contribute to tackling child
poverty and improve active inclusion. He recommended using instruments available in the
context of the OMC, i.e. the European Transnational Exchange project ECLIPSE
(contributing to exploit the results of the project to the maximum), new possible mutual
learning project and peer reviews on social inclusion.

National Level: Tracy Wallace, UK Department for Transport

Ms. Wallace began by talking about the working context of the Department for Transport
(DfT), explaining that Sir Eddington was asked to advise the Government on the long term
links between transport & the UK’s economic productivity & growth. He concluded, last year,
that long-term transport policies should focus on 3 areas — key congested urban areas, inter-
urban corridors, and key international gateways. Social policy did not heavily feature in the
report, although the report mentions promoting an inclusive society, increasing the
accessibility of jobs, and focusing on the needs of users and the whole journey. The report
also recommended that the DfT consider the longer term social pressures it may face and to
assess the full range of social costs and benefits in appraising its transport policies.

According to Ms. Wallace, in the government’s response to the Eddington report (due later
this year) a wider social and accessibility role of transport to help tackle social exclusion
would need to be included.

Ms. Wallace continued by explaining that there were a number of government priorities to

tackle social exclusion and the part that transport could play in would vary. She pointed out

14
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that with the new UK Prime Minister, it would be necessary to see if any different
government approach to tackle social exclusion would be adopted. .

Ms. Wallace explained that there had been a recent cross-government re-focus on improving
outcomes for the most excluded communities, and the former Social Exclusion Unit was now
the Social Exclusion Task Force, located in the heart of the Government — within the Cabinet
Office. The former Unit had focused heavily on commissioning research on particular
exclusion issues — including a report on the links between social exclusion, transport and the
location of services. The new Task Force was trying to ensure that departments deliver on
their targets to reduce social exclusion.

Ms Wallace then talked about the government’s Social Exclusion Action Plan that was
published last year. The Plan had identified particular socially excluded groups whose
multiple needs needed to be addressed (employment, education or training and settled
accommodation). These groups (young adults leaving care, adults leaving prison, adults
leaving secondary mental health services and adults with moderate to severe learning
disabilities