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Department for Transport Consultation paper

‘POSSIBLE CHANGES TO THE ADMINISTRATION OF CONCESSIONARY TRAVEL’

TravelWatch SouthWest

TravelWatch SouthWest (TWSW) was established in 2001 as The South West Public Transport Users’ Forum (SWPTUF) to promote the interests of public transport users in the South West of England government region (comprising the counties of Cornwall, Devon, Dorset, Gloucestershire, Somerset and Wiltshire and the unitary authorities of Bath and North East Somerset, Bournemouth, Bristol, North Somerset, Plymouth, Poole, South Gloucestershire, Swindon and Torbay) – the Forum became a Community Interest Company, limited by guarantee, in August 2005. SWPTUF adopted the trading name of TravelWatch SouthWest in June 2006 and the Community Interest Company changed name to TravelWatch SouthWest CIC in November 2008.

Membership of the TravelWatch SouthWest CIC is open to every ‘not-for-profit’ organisation in the South West England government region whose sole or principal purpose is to represent the users of any public transport service or to promote the development of public transport services – membership is also open to other ‘not-for-profit’ organisations’ in the South West England government region who represent the interests of special and potential classes of public transport users e.g. the disabled or the elderly. TWSW currently has over ninety members.

TWSW, which is a social enterprise company, acts as an advocate for passengers to lobby for the improvement of public transport in the region and works closely with the South West Regional Assembly and with the South West Regional Development Agency – with the dissolution of the former Rail Passengers Committee for Western England in July 2005, TWSW is the sole representative body for public transport users throughout the South West England region. TWSW is currently funded by the South West Councils, South West Regional Development Agency, local authorities and a number of public transport operators. 

1. The principles behind, format of and conclusion of this response

This response is from an organisation representing passengers; hence we welcome the statement at 9.1 and this response concentrates on the enhancement of the concessionary passengers' experience.

“9.1 In considering possible changes to the administration of concessionary fares the Government wishes not only to address some of the problems of current arrangements but also to ensure that the experience of the concessionary passenger is enhanced and that the system is administered as efficiently as possible and is sustainable in the longer term.”

The consultation paper doesn’t highlight what these enhancements are likely to be but we make suggestions that are essential to deliver this aspiration. Two-way interactions between mandatory and discretionary concessions are mentioned at 8.18 but from an administrative viewpoint, not that of the concessionary passenger. The mention of a link between the two at 8.2 is, understandably, from the same viewpoint. The experience of the concessionary passenger in each locality derives from a three-way interaction between mandatory concessions, discretionary concessions and the sparsity/adequacy of the public transport network/timetable in a locality. It is this three-way interaction that must be understood and managed if the government’s wish to enhance the experience of the concessionary passenger is to be delivered.

At 1.9 we see that a long-term not interim solution is sought, supporting the long-term sustainability mentioned in 9.1. This is seen as desirable for bus operators and TCAs. It would also be desirable to deliver a long-term solution that dealt with concessionary passenger experience. This requires recognition of the three-way interaction above and acceptance that some discretionary concessions in some localities are in fact ’essential’ discretions (see 2 below). Where a local network is limited the use of what little network exists by concession passengers should not be unduly constrained by rigid adherence to the mandatory scheme. The scheme is largely funded from national resources and equity across the nation is therefore required. If this opportunity is not taken to deliver a degree of equity across the nation, it will not be a long-term solution. 

Concession passengers who pay and /or have paid national taxes will not accept a high level of inequity.

The over 60s in the Southwest are glad to see visitors to their area using their bus passes, as they do themselves in areas with adequate post 0930 bus network/timetables. However, they are perplexed to find that leisure use after 0930 by visitors is allowed but essential travel by some Southwest pass holders without an adequate post 0930 bus network is denied on pre 0930 buses and local rail. They are not placated when told of the subtle bureaucratic difference between discretionary and mandatory concessions. If a long-term solution is required it would not be advisable to leave this discontent to simmer. They are further perplexed when some of these discretionary concessions are allowed in some Southwest TCAs and not others. Guidance on the targeted use of discretionary concessions is needed to remove these anomalies if a long-term solution is desired.

At 1.2 we learn that concession fares are part of the government’s focus on social inclusion. At 2.1 this is repeated and concession fares are also stated to be part of maintaining well being of older and disabled people. The additional older and disabled people who would be socially included and whose well being was maintained by the suggestions made here for discretionary concessions is small. However, the point about social inclusion is not to exclude even small groups of people, especially when there is a simple and inexpensive way to include them.

The consultation document invites response in the form of answers to the eleven questions or in free format. This response first makes general observations, highlighting the major issues identified from a passengers’ point of view and then goes on to answer the questions. Not all of the major issues highlighted in the first part of the response are precisely covered by the questions. We therefore ask that the whole response is considered.

We support the government preference to move mandatory and discretionary concessions to higher tier TCAs but subject to the issuing of guidance as at Appendix 3 about discretionary concessions. Without such guidance some current TCAs are frustrating delivery of the government’s wish to enhance the concessionary passenger experience. Such guidance is essential for social inclusion and a sustainable solution.

2. Discretionary concessions are essential for some passengers to have an enhanced experience

The reasoning behind splitting mandatory and discretionary concessions in this consultation is understood, as is the preference to administer them together. In rural areas with sparse bus services some discretionary concessions are essential to enhancing the experience of concessionary passengers. One (of many) examples is a village (Bere Ferrers) with only one AM bus at 0915, there is one PM return journey from Tavistock. Unless discretionary pre-0930 use of the pass is allowed, the residents of that village are effectively removed from the national concession scheme. 

Discretion to remove a community from the national concession scheme should only be used in exceptional circumstances. There is currently no guidance on the use of discretionary concessions and the TCA concerned has decided to effectively remove that community from the scheme.

In some areas there is no direct bus service to a nearby larger settlement with the full range of NHS and retail services. In the Southwest there are 12 settlements/stations on 6 rail lines that have a direct train link to a larger settlement where the rail journey time is less than half the time of the bus journey that requires one or more changes of bus. Exclusion of such stations/rail lines from the concession scheme does not enhance concessionary passenger experience. Appendix 1 & 2 list the stations/lines in the Southwest which if offering discretionary rail concessions would enhance the concessionary passenger experience.

Funding for discretionary concessions in the areas in the examples above is not a problem (see 8 below). However, some form of guidance from DfT to TCAs with sparse bus networks in parts of their area is required (see 5 below). 

The essential nature of some discretionary concessions should be explained in guidance if the concessionary passenger experience is to be enhanced.

3. Rationalisation of discretionary concessions

There are administration advantages to be gained in restricting discretionary powers to the same tier as the mandatory TCA. At 8.10 it is noted that the higher tier TCA taking on both roles could “rationalise” discretionary concessions. 

Rationalisation of some aspects of discretionary fares, such as the inclusion (or not) of carers across a higher tier TCA, would bring clarity. However, if all pre 0930 buses were excluded in the name of rationalisation, some settlements (such as Bere Ferrers in the example above) would not have an enhanced experience of concession fares; they would have no concession scheme at all. If all local rail services were included in the name of rationalisation there could be funding and overcrowding problems. However, if all local rail services are excluded in a rationalisation, the 12 settlements in Appendix 1 & 2 would have no or a reduced, not enhanced, experience of concession fares. 

Guidance should explain that application of discretionary concessions needs to consider the interaction with mandatory concessions and the public transport network in each locality within a TCA, rather than have rationalisation as a blanket goal across the TCA

4. Granularity and tailoring discretions to local circumstances

At 7.10 it is noted that the current system “allows a high level of granularity in terms of discretions”. At 8.6 an advantage of the current system is described thus, “Local Authorities would be able to reflect their own local circumstances in tailoring their schemes”.

It is essential that guidance suggest that the use of discretionary concessions reflect local (sub higher tier TCA) circumstances in bus timetables and lack of direct bus services to larger settlements with a full range of NHS and retail facilities.

5. Guidance on balance between granularity and rationalisation of discretionary concessions and clear objectives for concessionary fares schemes

Given the issues highlighted above it would be appropriate for DfT to offer guidance on the balance between granularity and rationalisation. Rationalisation is helpful with clarity for pass holders and operators but discretions should aim to enhance concession passenger experience by making the concession scheme available in localities where the mandatory scheme would exclude local residents from the scheme or produce a poor experience of the scheme.

In regard to pre 0930 use of the pass it would seem appropriate for guidance to encourage use on pre 0930 buses from a settlement if there is no bus between 0930 and (say) 1100. In regard to inclusion of local rail it would be appropriate for guidance to seek inclusion (after 0930) where there is no bus alternative or where the bus journey to a larger settlement with the full range of NHS and retail facilities, requires a change of bus and more than doubles the direct train journey time. Appendix 1 & 2 list such examples in the Southwest.

The consultation document makes clear that government see concession fares as part of the social inclusion agenda, that they want to enhance the concessionary passengers experience and that concession fares maintain the well being of older and disabled people. These objectives must be carried forward from the consultation document into guidance to TCAs. A clear objective on allowing pass holders on an inadequate part of the bus network to reach a larger settlement with a full compliments of NHS, retail and leisure facilities is needed.

Appendix 3 defines the elements required in such guidance. A key objective for the use of discretionary concessions should be to enhance concessionary passenger experience and increase equity across a TCA, compensating for variation in the public transport network across the TCA. 

TWSW’s endorsement of government’s preference in this consultation is subject to the issuing of guidance as outlined at Appendix 3.

The previous government stance has been that local variations are a matter for purely local decision and funding from the TCA’s own resources. It is shown that the discretionary concessions highlighted here are low cost and can be funded from excess mandatory concession grant. If government’s declared aims on social inclusion and enhancing concessionary passenger experience are to be delivered this stance is inadequate.

Whilst local decisions on discretionary concession is appropriate, guidance on the role of these discretions is essentail.

6. Smart concession ticketing and regional level TCA

TWSW has supported a concept of a voluntary regional consortium for concession fares that would speed delivery of smart ticketing. The reasons (need for primary legislation and no formal regional body to transfer funds to) for not seeing a regional TCA, as the current answer have to be accepted. 

However, TWSW believe that in the Southwest the best chance of delivering smart concession ticketing would be via a regional consortium.

7. Coterminousity of TCA and TA boundaries

The problems of having different TCA and TA boundaries is illustrated using the Bere Ferrers example above (of the only AM bus at 0915), the TCA used to allow a 0900 start to their concession scheme. The 0915 bus is subsidised by the TA. The TCA withdrew the discretionary concession and went for the 0930 mandatory start. They asked the TA to move the bus to after 0930. The bus was within a larger contract and changing it would have cost money from an already fully committed TA budget.

This illustrates the need for a TCA to understand the wider transport function of a TA. One tier trying to provide public transport that another tier then renders less useful to concession passengers is clearly unacceptable.

Another example is provided at Feniton where local residents asked for a direct subsidised bus to Exeter. The commercial service requires a change of bus and extended journey time.  The TA refused this, as it would duplicate the direct and faster train service. However, the TCA have declined to include local rail as a discretionary concession. If the TA and the TCA were the same authority they would have the option of meeting local demand and equity by either paying for a direct bus or allowing a discretionary concession from that specific station. One authority would be responsible for the travel needs of pass holders in Feniton and could be held accountable. This again illustrates why TCA and TA boundaries must be coterminous.

It is essential that the boundary of a TCA is coterminous with that of a TA.

8. Funding

It is understood why full discussion of funding transfer has to await later consultation but it is noted (10.3) that “It is nevertheless possible to discuss the likely mechanism behind such a transfer.”

All current concession funding should be transferred to any new structure. To remove any funding would exacerbate the war of words between local and central government on this issue. Some of the surplus mandatory funding is needed for ‘essential’ discretionary concessions.

The funding for discretionary concessions are (10.8) described as funded from a TCA's own resources. Many TCAs in the Southwest receive more government grant for the mandatory scheme than they spend. Some divert this from the concession fares function but others use their excess mandatory concession grant to fund discretionary concessions. Given the three-way interaction (see 1 above) and the essential nature of some discretionary concessions (see 2 to 4 above) this central funding stream must not be lost to concession travel.

In areas with a sparse or unattractive bus services, use by concession passengers will be lower and hence costs to the TCA will be lower. The grant allocation doesn’t and shouldn’t reflect this. A mechanism must be found to fund the needs of the local population for concession fares but ensure that where the three way interaction between mandatory concessions, discretionary concessions and the local public transport network requires it, that ‘essential’ discretions are delivered and funded.

It is essential that all current funding be retained for concession fares. Overfunding for the mandatory scheme in areas with sparse bus networks must be aggregated to a higher tier TCA but with guidance issued to use that funding for discretionary concession to deliver social inclusion and an enhanced experience for concessionary passengers in parts of the TCA with less adequate bus networks.

9. Cost of discretionary concessions

There are few areas with a bus pre 0930 but then no bus between 0930 and (say) 1100. Such areas would have small populations. The cost of a targeted pre 0930 bus concession would therefore be low and a vanishingly small % of total concession costs. Many TCAs (e.g. Cornwall) find a TCA wide earlier start affordable.

The population (see appendix 1 & 2) of areas with a train service but an inadequate bus service will be low and hence the cost of such discretion will be low. If a low flat fare rather than a free fare is offered cost could be constrained at introduction to observe use levels and cost. Consideration of a lower flat or free fare could be made later.

The same analysis nationally as for Appendix 1 & 2 (details on request) produces 63 stations on 32 lines. As with the Southwest (Appendix 1 & 2) the populations around those stations would be low, as a reasonable bus service has not been justified. The Tamar Valley Line has been surveyed for the proportion of passengers over 60 using Bere Ferrers and Bere Alston stations and estimates of the cost of a local rail concession to the TCA concerned made at about £10,000 pa. If the average population around such stations is the same average of Bere Ferrers and Bere Alston and the proportion of over 60s the same, the national cost would be £315,000. This is 0.03% of the £1 billion spent on concession fares.

TCAs currently offering a discretionary concession on local rail limit it to their local residents. It is suggested that this practise is retained in any extension of the practise to contain cost. The reason for limiting it to local residents is to offer essential journeys at concession rates not to widen the leisure use of concession passes.

Avoidance of targeted use of pre-0930 bus and local rail discretionary concessions on cost grounds would be completely unjustified.

.

ANSWERS TO SPECIFIC QUESTIONS IN CONSULTATION PAPER

It is realised that questions 1 to 6 relate to the mandatory scheme and questions 7 to 9 relate to discretionary concessions. At 8.18 and its table the issue of interaction between the two types of concession are considered. However, the formal questions do not invite comment on these interactions. TWSW believe that from the passengers’ point of view these interactions are significant, as is their interaction with the local public transport network. The questions below are answered with regard to those interactions and not exclusively within a mandatory or discretionary bunker.

Question 1: Are there other problems, stemming from current administrative arrangements that are not covered by this list? 

ANSWER 1: No, but defining “variation” exclusively as a problem (6.2 to 6.5) is a concern. Some variation within a higher tier TCA will be necessary to deliver an enhanced experience to concessionary passengers that (9.1) is a Government aspiration. Seeing variation as a problem would also work against the social inclusion focus of government (1.2 & 2.1) and not maintain the well being of older and disabled people. Where there are no or few buses between 0930 and 1200 in some parts of a TCA, it will be essential to encourage a local variation to include a pre 0930 bus if one exists. If a local train offers a direct link to a larger settlement with the full range of NHS and retail services but there is no or an inadequate bus link, then local variations to include some local rail where the bus service is deficient will be necessary to deliver the governments wish of enhanced concessionary passenger experience, social inclusion and maintaining well being of older and disabled people. This point is more fully explained (with examples) at Sections 2 to 4 above. 

Concession fares are part of the government’s focus on social inclusion. The government believe that the concession fares help maintain the well being of older and disabled people. These outcomes are delivered by both mandatory and discretionary concessions. Where, in some areas of a TCA, the interaction between mandatory concessions and the public transport network/timetable in a locality fails to deliver social inclusion; the role of discretionary concessions should be reviewed to help deliver that social inclusion.

Guidance should be offered by DfT (see Section 5 above) on where variation is not a problem but a necessity to deliver he government’s wish of enhanced experience for concession passengers (see Appendix 3).

Question 2: Do you think that the current level of administration is the most appropriate?

ANSWER 2: For the mandatory scheme the current level is not the most appropriate. It has potential (but not certainty) to be the most appropriate level for discretionary concessions (see sections 2 to 4 above). If guidance is offered to help a higher tier TCA be locally sensitive within its area, then the current level would also not be the most appropriate for discretionary concessions.

Question 3: Do you think a system of ‘higher-tier’ administration would be the most appropriate? 

ANSWER 3: Yes, coterminousity (see 7 above) of TA and TCA boundaries is essential. However, if the local knowledge and granularity of lower tier input to discretionary concessions is to be lost it will be necessary to issue the guidance defined at 5 above, if the government wish for enhanced concessionary passenger experience and social inclusion is to be delivered. 

Question 4: Do you think a centrally administered statutory minimum concession would be most appropriate at this time? 

ANSWER 4: Only if the central administration also delivered locally sensitive discretions in line with the guidance defined at 5 above and in Appendix 3

.

Question 5: Do you think a regional tier of administration might ultimately be most appropriate? 

ANSWER 5: If Counties or consortiums of counties cannot deliver smart ticketing for concession fares, then a regional solution may be needed. However, there would be greater problems in regard to local discretions but this could be overcome in the manner suggested in answer 4.

Question 6: Are there other options for administering the statutory minimum concession that are missing from this list? 

ANSWER 6: No

Question 7: Should all local authorities retain the ability to establish discretionary travel concessions using powers under the 1985 Transport Act as now? 

ANSWER 7: Yes, unless the guidance defined at 5 above is issued.

Question 8: Should the ability to establish discretionary travel concessions using powers under the 1985 Transport Act be limited to upper tier authorities only? 

ANSWER 8: Yes, but only if the guidance defined at 5 above is issued.

Question 9: Should lower tier authorities ability to establish discretionary travel concessions using powers under the 1985 Transport Act be limited to circumstances where they had to act jointly with upper tier authorities only? 

ANSWER 9: If the guidance outlined in Appendix 3 is issued, lower tier authorities should be limited to making representations to encourage the higher tier to deliver discretionary concession travel within that guidance.

Question 10: Do you have any relevant data that could inform the cost/benefit estimates that will be used in the final Impact Assessment? 

ANSWER 10: No

Question 11: Bearing in mind that there would be a separate consultation on the funding implications of any changes to the administration of concessionary fares, are there any other issues around funding that are not considered here?

ANSWER 11: Section 8 above explains more fully TWSW views on funding.

It is essential that all the funds currently applied to concession fares are still applied to any new administrative structure. Any removal of funds will lead to further dispute between local and central government that have detracted from the benefits of concessionary fares to passengers.

In the Southwest funding for discretionary concessions comes from excess mandatory grant not the TCA's own resources. These discretions are essential to the delivery of the governments wish for enhanced experience of the concession passenger, delivery of the governments focus on social inclusion and maintenance of the well being of older and disable people. The current funding mechanisms must be aggregated to the higher tier TCAs but the excess mandatory funding should be the subject of guidance seeking its application to ‘essential’ discretionary concessions.

APPENDIX 1

List of Southwest locations where the rail journey offers considerably better connectivity than bus.

	Destination station
	Origin station
	 (Direct) train journey 
	(Indirect) bus journey
	Comments

	
	
	Frequency (per hour)
	Journey time (mins)
	Interchange(s) (where / how many changes?)
	Journey time (mins)
	

	Plymouth
	Calstock
	0.5
	33
	Tavistock
	100
	

	
	Bere Alston
	0.5
	24
	Tavistock
	90
	

	
	Bere Ferrers
	0.5
	19
	Tavistock
	104
	The only AM bus runs before 0930. The only PM bus limits stay in Plymouth to 1 hour.

	
	
	
	
	
	
	

	Exeter
	Whimple
	0.5
	15
	Various
	48 / 67
	

	
	Feniton
	0.5
	20
	Various
	70 / 99
	

	
	
	
	
	
	
	

	Bristol
	Dursley
	1
	22
	Woodfield
	128
	Bus only runs every two hours.

	
	
	
	
	
	
	

	Gloucester
	Dursley
	1
	20
	2
	72
	

	
	
	
	
	
	
	

	Swindon
	Kemble
	1
	16
	2/3/4
	140 /171
	

	
	
	
	
	
	
	

	Bournemouth
	Hinton Admiral
	1
	13
	Somerford
	56
	

	
	Sway
	1
	22
	Old Milton
	131 / 164
	Some changes required at Lymington.

	
	
	
	
	
	
	

	Salisbury
	Templecombe
	1
	41
	Shaftsbury
	150 / 210
	

	
	Gillingham
	1
	33
	Shaftsbury
	61 / 119
	

	
	Dunbridge
	0.5
	18
	2
	169/118
	First bus of day not until 1301.


APPENDIX 2

Analysis of (sections) of lines justifying concession fares to allow ’essential’ journeys

From Appendix 1, of journeys by direct rail with an inadequate bus service, TravelWatch SouthWest argues that the following application of concession fares to local rail is justified. 

1. Tamar Valley line, Calstock, Bere Alston and Bere Ferrers into Plymouth.

2. Salisbury to Exeter Line, Feniton and Whimple stations into Exeter plus Templecombe and Gillingham into Salisbury

3. Birmingham to Bristol Line, Cam & Dursley into either Bristol or Gloucester

4. Gloucester to Swindon Line, Kemble into Swindon.

5. Weymouth to Southampton Line, Hinton Admiral & Sway both into Bournemouth

6. Salisbury to Southampton Line, Dunbridge into at least one of Romsey, Southampton or Salisbury.

Appendix 3 – Elements needed in Guidance on Discretionary Concessions

1. Funding for the mandatory scheme is based on population need

2. Localities with a sparse bus network see less use of that network by concession pass holders and costs to the TCA are therefore lower

3. Funding is not reduced to reflect this lower use.

4. This will produce excess funding for the mandatory scheme in some TCAs that they are free to spend how they wish. One such use could be discretionary concessions.

5. Some discretionary concessions, such as inclusion of carers and a TCA wide inclusion of pre-0930 buses and local rail, are clearly matters purely for the TCA and funding from their own resources. However, in areas with less comprehensive public transport provision the rigid application of the mandatory concession scheme will fail to deliver government objectives in those areas. Carefully targeted discretionary concessions can remedy this problem.

6. Moving the concessionary travel function and funding to higher level TCAs offers a chance to rationalise discretionary concessions inherited from lower tier TCAs. However, there is a need for balance between rationalisation and the need for targeted use of discretionary concessions in parts of the TCA with less comprehensive bus networks and timetables.

7. In localities with a sparse bus network use of discretionary concessions may be required to deliver a worthwhile benefit for those concession pass holders. Discretionary concessions in such areas should seek to deliver a degree of equity for residents of that area with concession pass holders in parts of the TCA with a more comprehensive bus network/timetable. Local knowledge is needed to target discretionary concessions. One key objective for the use of discretionary concessions should be to enhance concessionary passenger experience and help equalise the utility of the concession scheme and public transport network across the TCA.

8. The government wants to enhance the experience of the concessionary passenger and has not therefore reduced funding to areas with sparse bus networks. Concession fares are part of the government’s focus on social inclusion. The government believe that the concession fares help maintain the well being of older and disabled people. These outcomes are delivered by both mandatory and discretionary concessions. Another key objective for concessionary fares is social inclusion. Where, in some areas of a TCA, the interaction between mandatory concessions and the public transport network/timetable in a locality fails to deliver social inclusion; the role of discretionary concessions should be reviewed to help deliver that social inclusion.

9. TCAs currently offering discretionary concessions usually limit them to local residents. This practise helps contain cost. The reason highlighted here for offering discretionary concession is to allow ‘essential’ journeys for residents not to widen the leisure use of passes by visitors. Continuation of the practise of limiting discretionary concessions to residents would be prudent.

10. In localities with a bus before 0930 but then no bus between 0930 and (say) 1100, the benefit of a concessions scheme would be greatly enhanced if pre 0930 use were allowed on specific buses in such areas. Many TCAs have a TCA wide use of pre 0930 buses, but this becomes more important in areas with few buses after 0930.

11. In some localities the bus journey to a nearby larger settlement with a full range of NHS and retail facilities may require a change of bus and extended journey time. If that locality has a local rail service that creates the link directly and at least halves the journey time by the two buses, the inclusion of that local rail service would be of great benefit to the local population.

12. TCAs covering 46% of the English population add local rail to their concession scheme. Allowing such discretion would therefore not be unusual. Many of those TCAs charge a low flat fare for concessions on local rail rather than making it free. This constrains cost in a TCA wide discretion but may not be as necessary in a targeted discretionary concession for local rail. However, a TCA implementing targeted local rail discretionary concessions may prefer to start with a low flat fare to constrain cost whilst take up levels are observed.

13. Sometimes the bus option restricts the stay time, or choice of stay times, at the larger settlement. If a local rail option enhances the stay time experience of pass holders it may be worthwhile considering such a discretionary concession. The same may be true if a pre 0930 bus is included.

14. Government want to be sure that TCAs understand their objectives for concession fares

a. The scheme is part of the social inclusion agenda

b. It maintains the well being of older and disabled people.

c. The current changes to the administration of schemes is intended to enhance the concessionary passengers experience

d. In areas with less adequate or comprehensive post 0930 bus networks/timetables TCAs should include alternatives such as pre 0930 buses and local rail for residents if this helps deliver 14a to 14c above by allowing access to a larger settlement with a full range of NHS, retail and leisure facilities.
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