o WYCA relies on the findings of the 2013 Nexus study to inform its
assumptions. This study is out of date, inapplicable to the West
Yorkshire context and—in any case—was subsequently
discredited through expert review.

o WYCA has likely under-estimated the extent of fares
simplification which can be achieved under an ambitious
enhanced partnership, which in turn distorts the appraisal in
favour of Franchising.

o WYCA provides no evidence to substantiate its argument that
fares reductions enabled through fares and ticketing
simplification would be revenue neutral.

3.5 Non-monetised benefits

WYCA has confirmed that ‘no other interventions in the network are
assumed under EP+ or Franchising for the purposes of the
Assessment’.'®> Despite this, in its economic case, WYCA also outlines its
view of the non-monetised benefits expected from the two options
considered. These impacts—and WYCA's Assessment of them—are set
out in the Table 3.4 Non-monetised benefits in WYCA's below.

165 Email from WYCA dated 9 November 2023.
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First Bus question (quote)

WYCA response (quote)

Oxera comment

We also note that other franchising Assessments have
provided substantially more detail. For example, the
Manchester Assessment provided a clear breakdown of
the exogenous drivers of demand on the unconstrained
forecasts and we therefore do not accept your
response to Qé that ‘Consideration of whether these
individual assumptions are appropriate in isolation is
not valid’.

The West Yorkshire Assessment has been completed in
line with the requirements of the legislation and has
been through a statutory audit process. The fact that
other Assessments completed by different authorities
provided more or less information in some cases does
not mean that we have not provided appropriate

information.

We note that it is not possible for First Bus or other
consultees to effectively scrutinise WYCA's forecasts
due to alack of information on the assumptions
provided. It remains unclear why WYCA deem:s it ‘not
valid’ for these assumptions to be considered by

consultees.
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A3 Bus reform objectives

Table A3.1 WYCA busreform objectives

Objectives

Measures

Economy: supporting an infegrated fransport system
which provides reliable and improved connectivity to the
places where customers need to travel to for work,

education, leisure and access to services.

Improved public transport network access to:

° housing;

° employment;

° education/training;

° healthcare;

° leisure and shopping.

Within the first three years of implementation.

Environment: establishing a transport network that helps
to reduce the overall impact of fransport on carbon
emissions and air quality, and increases our resilience
against climate change, including via zero-emission

buses.

Increased bus mode share in the period up to 2040.
Decreased car mode share in the period up to 2040.
Decreased transport carbon emissions in line with the
Carbon Emission Reduction Pathways to realise net zero
by 2038.

People and place: enabling a tfransport system that
increases accessin a safe, inclusive way that encourages

use of bus as part of a multi-modal network.

Increased accessibility of facilities within the first three
years of implementation. Improved affordability of bus
fares within the first three years of implementation.
Improved access to culture and green spaces within the
first three years of implementation. Improved customer
satisfaction with personal safety within the first three

years of implementation.

Network: faking people where they need to go, when they
need to go, and catering for the complexity of modern

fravel patterns.

Improvement in core network coverage in the first three
years of implementation. Improvement in service
frequency in the first three years of implementation.
Improvement in network integration (between and within

modes) in the first three years of implementation.

Fares and ticketing: making paying for bus travel more

affordable, easier, convenient and flexible

Increased satisfaction with value for money within the
first year of implementation. Improved simplicity in fare
structure within the first year of implementation (number
of different fares available). Improved access to
contactless and integrated ticketing within the first year

of implementation.

Customer service and information: providing passengers
with the right tools to fravel with confidence and help

should their journey not go to plan

Improved satisfaction with passenger facilities within the

first three years of implementation. Increase in real time
provision within the first three years of implementation.
Improved satisfaction with information provision within

the first three years of implementation.
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Objectives Measures

Bus priority: journeying by bus is quicker, and a viable Improved service reliability within the first three years of
alternative to the private car. implementation. Improved service punctuality within the
first three years of implementation. Decreased journey

tfime within the first three years of implementation.

Green and better vehicles: improving the onboard Increase in the number of zero-emission buses working
experience and making bus a sustainable choice for travel towards a zero-emission fleet by 2036.
in West Yorkshire.

Source: Oxera, based on West Yorkshire Combined Authority (2023), ‘Bus Reform
Assessment Strategic Case’, September, Section 8.
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A4 Cost estimates of frequency uplifts

Table A4.1 Cost estimates of frequency uplifts assumed by WYCA under EP+ and Franchising (2021-22 prices)

Service Route Operator Stated current Proposed freq. Hours PVR  Freq uplift % Hours change PVR Change Est cost (000s)
freq.
503 Halifax— First Halifax 15 10 CONFIDENTIAL [...]
Huddersfield
521 Halifax-lllingworth  First Halifax 15 10 CONFIDENTIAL [...]
circular
576 Halifax—Bradford First Halifax 15 10 CONFIDENTIAL [...]
579 Halifax-Sowerby First Halifax 20 15 CONFIDENTIAL [...]
590 Halifox-Rochdale  First Halifax combined 15 combined 10 CONFIDENTIAL [...]
184 Huddersfield— First CONFIDENTIAL [...]
Oldham Huddersfiel
d combined 30 combined 15
185 Huddersfield— First CONFIDENTIAL [...]
Marsden Dirker Huddersfiel
d
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Service Route Operator Stated current Proposed freq. Hours PVR Freq uplift % Hours change PVR Change Est cost (000s)
freq.
301, 302 Huddersfield— First combined 15 combined 10 CONFIDENTIAL [...]
Golcar circular  Huddersfiel
d
324 Huddersfield— First 15 12 CONFIDENTIAL [...]
Meltham Huddersfiel
d
328 Balmoral- First 15 10 CONFIDENTIAL [...]
Huddersfield— Huddersfiel
Bradley d
X63 Bradford- First 15 10 CONFIDENTIAL [...]
Huddersfield Huddersfiel
d
72 Leeds-Bradford  First 15 10 CONFIDENTIAL [...]
Bradford
645 Buttershaw— First 15 12 CONFIDENTIAL [...]
Greengates circular Bradford
607 Bradford-Thornton First 15 12 CONFIDENTIAL [...]
Bradford
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Service Route Operator Stated current Proposed freq. Hours PVR Freq uplift % Hours change PVR Change Est cost (000s)

freq.

608 Bradford-Holme First 15 12 CONFIDENTIAL [...]
Wood circular Bradford

620 Haworth Road- First 15 10 CONFIDENTIAL [...]
Bierley circular Bradford

622 Bradford-Bingley First 30 20 CONFIDENTIAL [...]

Bradford
626 Bradford-Baildon First 30 20 CONFIDENTIAL [...]
Bradford

1B Beeston— First Leeds 30 20 CONFIDENTIAL [...]
Headingley Campus

1 Beeston-Otley Road First Leeds 30 20 CONFIDENTIAL [...]
West Park

2 Thorpe Lane— First Leeds 15 10 CONFIDENTIAL [...]
Harehills Shops

3 White Rose Centre— First Leeds 15 10 CONFIDENTIAL [...]
Harehills Shops

3A White Rose Centre— First Leeds 15 10 CONFIDENTIAL [...]
Harehills Shops
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Service Route Operator Stated current Proposed freq. Hours PVR Freq uplift % Hours change PVR Change Est cost (000s)
freq.
12 White Rose Centre— First Leeds 15 10 CONFIDENTIAL [...]
Chapel Allerton
Hospital
13 Thorpe Lane— First Leeds 15 10 CONFIDENTIAL [...]
Chapel Allerton
Hospital
13A Thorpe Lane— First Leeds 15 10 CONFIDENTIAL [...]
Chapel Allerton
Hospital
4 Seacroft-Pudsey  First Leeds 30 20 CONFIDENTIAL [...]
4F Seacroft-Pudsey  First Leeds 30 20 CONFIDENTIAL [...]
5 Leeds—Halton Moor First Leeds 15 10 CONFIDENTIAL [...]
circular
6 Leeds—Holt Park First Leeds 15 10 CONFIDENTIAL [...]
8 Leeds—Holt Park First Leeds 15 10 CONFIDENTIAL [...]
16 Pudsey—-Whinmoor  First Leeds 15 10 CONFIDENTIAL [...]

Shopping Centre
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Service Route Operator Stated current Proposed freq. Hours PVR Freq uplift % Hours change PVR Change Est cost (000s)

freq.
49 Bramley Centre— First Leeds 15 10 CONFIDENTIAL [...]
Monkswood Gate
50 Horsforth Green—  First Leeds 24 20 CONFIDENTIAL [...]
Seacroft Bus Station
50A Horsforth Green—  First Leeds 24 20 CONFIDENTIAL [...]
Seacroft Bus Station
56 Whinmoor Shopping First Leeds 12 10 CONFIDENTIAL [...]
Centre-Moor
Grange
X84 llkley Bus Station—  First Leeds 30 30 CONFIDENTIAL [...]
Otley-Leeds
148,149 Wakefield- Arriva 15 10 - - - - - -
Knottingley Yorkshire
110 Wakefield-Leeds Arriva 15 10 - - - - - -
Yorkshire
163 Leeds—Castleford  Arriva 15 10 - - - - - -
Yorkshire
268 Dewsbury-Bradford Arriva 15 10 - - - - - -
Yorkshire
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Service Route Operator Stated current Proposed freq. Hours PVR Freq uplift % Hours change PVR Change Est cost (000s)
freq.
126 Wakefield— Arriva 15 10 - - - - - _
Dewsbury Yorkshire
189 Wakefield- Arriva 15 10 - - - - - _
Castleford Yorkshire
425 Wakefield-Bradford Arriva 30 15 - - - - - _
Yorkshire
254 Brighouse-Leeds  Arriva 60 (Brighouse), 30 on full route - - - - - _
Yorkshire 30 (Cleckheaton)
255 Halifax-Leeds Arriva 60 30 - - - - - _
Yorkshire
202,203 Leeds—Huddersfield Arriva 15 10 - - - - - _
Yorkshire
662 Keighley-Bradford  Transdev 15 10 - - - - - _
(Keighley
Bus
Company)
D1 Huddersfield-Denby Transdev 30 20 - - - - - _

Dale

(Team

Pennine)
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Service Route Operator Stated current Proposed freq. Hours PVR Freq uplift % Hours change PVR Change Est cost (000s)

freq.
360 Bradley Boulevard- Transdev 30 20 - - - - - -
Huddersfield Royal (Team
Infirmary Pennine)
7 Harrogate- Transdev 60 30 - - - - - -
Wetherby-Leeds (Harrogate
Bus
Company)
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Bus Reform Questionnaire —Long Version

Data protection

Please tick to confirm that you have read and understood our privacy notice
which can be viewed at the end of this survey.

Yes, | have read and understood the privacy notice X

How are you responding to this survey? (Please tick one box only)

| am a member of the public, giving my views as an individual ]
X

| am responding on behalf of, or as a representative of, a
business or organisation

[If selected business/organisation] — What is the name of your business or
organisation? What is your position/title?

Andrew Cullen, Managing Director.
First West Yorkshire Limited.

There are two versions of the consultation questionnaire. You are welcome to
fill out whichever questionnaire you wish and you don’t have to answer all of
the questions.

The short version which contains the ten questions that are set out throughout the
Executive Summary (see section 1). These are focused on key areas discussed in
the Consultation Document. If you choose to answer this questionnaire, you should
find all the relevant information in the Executive Summary and are not required to
read the whole document.

The long version contains 47 questions. These questions are set out throughout the
Consultation Document following the Executive Summary, referenced in the relevant
text. The long version may be more appropriate for respondents who have a good
level of knowledge and interest in the bus market as it contains more questions -
some of which are more complex.

This is the Long Questionnaire

You may include additional papers should the space not be sufficient for your
answers.



Long Questionnaire

Section 1: Description of the Proposed Franchising Scheme

Q1. Do you have any comments on the proposal that the Proposed
Franchising Scheme should apply to the entire West Yorkshire region?

See Section 3.2 of the Consultation Document for information to support
answering this question.

It would be appropriate to apply the Proposed Franchising Scheme (the “Scheme”)
across the whole geography of West Yorkshire (“WY?”). This would ensure alignment
with transport policies, aims and objectives, which are specified and applicable
across the entire region.

Q2. Do you have any comments on the proposal to split the geographical
area of the Proposed Franchising Scheme into ten zones to be procured
across three rounds?

See Section 3.3 of the Consultation Document for information to support
answering this question.

The ten zones are sensibly aligned with local authority boundaries but may prevent
optimal operational efficiency of the WY bus network.

Please see our response to Q23 for more information.




Q3. Do you have any comments on the local services that are proposed to be
franchised?

See Section 3.4 of the Consultation Document for information to support
answering this question.

It would be appropriate to apply the Scheme to all services, including school
services. We note some exclusions from the schools services list and believe this to
be erroneous.

The WY Combined Authority (the “CA”) takes the opportunity within the Scheme to
address perceived shortcomings in the design of the current network and/ or service
patterns. There is evidence to suggest these proposed enhancements are
underpinned by optimistic assumptions such that to deliver them, resources would
need to be diverted from delivering other bus services in WY (potentially resulting in
a material number of existing services needing to be suspended), or alternatively,
these enhancements would not be deliverable within the current outlined Scheme
costs. Please see Section 3.3 ‘Service patterns and network enhancements’ of
Annex A of First Bus West Yorkshire’s consultation response (“Oxera’s report”),
written by Oxera Consulting LLP, which First Bus commissioned to support in
considering the published Assessment.

FWY notes reference to the use of operator data to inform ‘level of service assumed
in the model’, per the CA’s letter to FWY received 03/01/24, ‘we confirmed that the
level of service assumed in the model is based on data provided by all operators
with some adjustments made for consistency with the network operated in late
2022. FWY offers a follow-up meeting with the CA to support on this topic, to ensure
correct interpretation of operator data regards service levels.

Q4. Do you have any comments on the services which are exempt from
regulation under the Proposed Franchising Scheme?

See Section 3.4 of the Consultation Document for information to support
answering this question.

Clarity is required on express services and works services operated in a similar
manner to closed door schools contracts. It is unclear how other “exceptional”
services (e.g., football ‘specials’ and Leeds Festival) are to be treated.




Q5. Do you have any comments on the date on which the Proposed
Franchising Scheme is currently proposed to be made, 14 March 20247

See Section 3.5 of the Consultation Document for information to support
answering this question.

FWY queries whether 9 weeks provides sufficient time for the CA and its auditors to
conduct detailed reviews of consultation responses, to adequately inform the
decision-making process.

Q6. Do you have any comments on the date on which it is proposed that the
first franchise contracts would be entered into, 28 June 20267

See Section 3.5 of the Consultation Document for information to support
answering this question.

The timescale is considered reasonable, given the mobilisation process required.




Q7. Do you have any comments on the nine-month period it is proposed will
expire between entering into a franchise contract and the start of a service
under such a contract (mobilisation period)?

See Section 3.5 of the Consultation Document for information to support
answering this question.

FWY understands that the CA intends to own all assets, which reduces some onus
on operators regards mobilisation. Electrification of depots which are currently not
‘electric vehicle-ready’ is a key implementation consideration, which doesn’t appear
to be fully addressed within the consultation documents.

As detailed within FWY’s pre-market engagement response, we would estimate a
mobilisation period of less than 6 months in the case that there’s an existing depot,
and no requirements for additional staff, vehicles, or other equipment.

Q8. Do you have any comments on the proposals for how the Combined
Authority would consult on how well the Proposed Franchising Scheme is
working?

See Section 3.6 of the Consultation Document for information to support
answering this question.

Between procurement rounds, FWY suggests a reflective review process to include
all stakeholders, to ensure continuous improvement.

Seeking views on the operation of the Scheme ‘within 24 months’ of its
commencement is too long a period to wait. The review process should begin at 6
months from the start of services under franchising contracts and be repeated every
6 months until all services are mobilised and have been for at least 24 months.

Section 2: Assessment Summary - Strategic Case

Q9. The Strategic Case sets out the challenges facing the West Yorkshire
bus system and says it is not performing as well as it could. Do you have
any comments on this?

See Section 4.1.3 of the Consultation Document for information to support
answering this question.




Section 4.1.3 of the Consultation Document misleads the reader on several topics
and should be rewritten in an objective manner based on up-to-date facts and
reference material. The following items need to be addressed:

Detail of the proportion of tendered services (i.e., the size of the referenced
‘plug’ that the CA provides the current bus network), and the profitability (%
margin) of these services for WY operators. This detail can be provided by
operators to the CA for publication.

Evidence of the ‘increasing reliance of operators on public funding.’

Results of a survey from a statistically significant sample size that provides
detail on ‘inconvenient routes.’

Provision to consultees of the ‘commercial review [undertaken] by the
Combined Authority, in September 2022’ that deemed ‘11% of the bus
network [...] not financially viable.’

The CA should provide the data that underpins the statement that ‘bus
network mileage declin[ed] 23% over the past 12 years.” Data up to March
2023 should be considered as a minimum requirement.

Removal of the inaccurate reference to a rise of bus travel ‘by 87.13% over
the past 10 years,” which includes modes beyond bus and is not specific to
WY.

Removal of the reference to the ‘cost of living crisis’ as a ‘challenge for the
customer with the current system,’ given that the cost-of-living crisis is a
national economic issue that applies to all bus operating models.

Evidence of WY’s ‘slow recovery from the Covid-19 pandemic,” given recent
detail shared within the CA’s published Transport Committee papers, which
states: ‘Whilst the bus network has reduced over the last decade in West
Yorkshire to 79% of previous levels, as a result of the collaboration that has
taken place with bus operators, the size of the network has not reduced by
as much as the majority of other major conurbations (South Yorkshire 73%,
Merseyside 70% and Greater Manchester 68%).” Source: (Public
Pack)Agenda Document for Transport Committee, 19/09/2023 15:00
(moderngov.co.uk).

Evidence that the sample of the population (specifically responding to
questions relating to transport and the WY bus network) for the ‘West
Yorkshire Annual Yorkshire Residents Perception of Transport Survey 2022-
23’ is statistically significant.

Clarity for the reader regards the ownership of (highway) policy and funding
for bus priority measures.

Rewrite of this sentence from the ‘green and better vehicles’ section, to
ensure a clear link between modal shift and zero emission buses (which is
not evident within the current version): “zero emission buses and modal shift:
bus has an important role to play in encouraging modal shift away from the
private car, falling patronage suggests the bus currently isn't a viable
alternative to the private car.” Further, the section on ‘integration’ is unrelated
to ‘green and better vehicles’ & should be deleted or moved to another part
of the consultation materials.
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https://westyorkshire.moderngov.co.uk/documents/g1312/Public%20reports%20pack%2019th-Sep-2023%2015.00%20Transport%20Committee.pdf?T=10

e Evidence that supports the statement that ‘delivery in partnership [and
funding for zero emission vehicles] is risking operator investment,” given that
FWY has committed to electrifying its whole WY fleet sooner than the CA’s
climate change target under an EP+ model.

It should also be noted that challenges with punctuality and reliability, a key root
cause of dissatisfaction as referenced within Section 4.1.3, will not be solved by
implementing a franchising model. Congestion, management of highways, the
management of roadworks and infrastructure projects, and the provision of bus
lanes are all heavily influenced or entirely managed by the CA or the WY District
Councils. It is acknowledged within the consultation documents that bus priority is
limited. The need and ability to address this is not dependent upon the bus operating
model; A comprehensive approach to bus priority would yield great benefits to bus
passengers and deliver modal shift irrespective of wider bus reform.

Current WY bus operators have tried but struggled to successfully influence
substantial progress in this area. FWY notes that despite the criticality of bus priority
to improving customer satisfaction with the bus network, the consultation materials
do not assume any impact from bus priority under franchising (as is also the case it
the appraisal of EP and EP+). This is despite reference to ‘better complementing
Key Route Network powers’ within the Consultation Document.

Lastly, an area which is mentioned but requires more thorough consideration under
any future model is that of bus stop accessibility. Some bus stops do not currently
allow level boarding and alighting, others lack basic facilities such as hardstanding,
and there is often no accessible route between the bus stop and other local facilities.

Q10. The Strategic Case suggests that reforming the bus market is the right
thing to do to address the challenges facing the local bus market. Do you
have any comments on this?

See Section 4.1.4 of the Consultation Document for information to support
answering this question.




FWY wants the best outcomes for the people of WY and is supportive of further
improvements to bus operations within the Authority area. Some of the justification
for reform, articulated within Section 4.1.4, should be rewritten to ensure consultees
are sufficiently informed, such as to include:

Evidence to support the statement that ‘network investment is very much
determined by public funding’ and that the network ‘does not deliver all of
the connectivity that bus customers need.’

Clarification regards ‘competing ticketing schemes.” There are no competing
ticketing schemes in WY. Instead, there are single operator schemes and
the multi operator Metro card, with daily and weekly capping available from
many operators.

More transparency on the topic of bus priority. Section 4.1.4 states that the
CA has limited power “to take enforcement action on operator punctuality
and reliability.” Enforcement action upon operators alone would not resolve
these challenges. Please see our response to Q9 regards bus priority.
Explanation within the ‘greener and better vehicles’ section that within all
proposed operating models, investment in greener buses is reliant on public
funding. It should also be noted that FWY has committed to decarbonising
its fleet by 2035 irrespective of public funding.




Q11. Do you have any comments on the Combined Authority’s objectives as
set out in the Strategic Case?

See Section 4.1.5 of the Consultation Document for information to support
answering this question.

FWY is supportive of the objectives outlined within Section 4.1.5 of the Consultation
Document, as well as the CA’s Transport Strategy 2040 and BSIP.

Some of the sub-objectives do not appear to be measurable or would only be
measurable with significant resource to support (i.e., the measurement of network
integration between and within modes). It is also noted that many measures are
applied ‘within the first three years of implementation’ which is a significant, lengthy
period in which to deliver bus network improvements. FWY considers that
improvements need to be demonstrable to customers and stakeholders within 6
months from the start of services under franchising contracts, and that
measurements should be repeated and publicised every 6 months for the lifetime of
the Scheme.

We note that accessibility of facilities is not proposed to be measured as part of the
Scheme and consider this should be included.

Q12. Do you have any comments on how the Proposed Franchising Scheme
could deliver the impacts set out in the Strategic Case and therefore
contribute to bus reform objectives?

See Section 4.1.6 of the Consultation Document for information to support
answering this question.

Under the Transport Act 2000, the CA is required to consider whether the Scheme
would contribute to the implementation of the Authority’s local transport policies. On
this topic, please see Section 6.1 of Oxera’s report ‘Franchising is unable to achieve
WYCA'’s transport policy targets.’

In line with the requirements of the Transport Act 2000, the Management Case
considers the implementation risks associated with Franchising and EP+. Please
see Section 6.2 of Oxera’s report ‘WYCA is likely to have underestimated the
implementation risks of Franchising,’ which details Oxera’s review of the risk
assessment undertaken. As a result of an inadequate risk assessment, the
deliverability of the impacts set out in the Strategic Case could be impeded.

See also our response to Q38.




Q13. Do you have any comments on how the EP+ could deliver the impacts
set out in the Strategic Case and therefore contribute to bus reform
objectives?

See Section 4.1.6 of the Consultation Document for information to support
answering this question.

The EP+ can deliver the impacts set out in the Strategic Case at less risk, lower cost
and greater speed than franchising. Pertinent details relating to the EP+ are omitted
from Section 4.1.6. such as:

I.  Proactive data sharing with the CA, creating transparency of route
performance and patronage levels.

II.  The goal of contactless multi operator capping, which is under development
with the joint Project Coral/ TTWM project.

lll.  Details of the ‘new working groups,’ such as:

a. the CA-led Network Management Group comprising CA officials and
WY operators, which would recommend network development and
changes, agree the approach to reinvestment of saved resources and
jointly address network performance issues.

b. a new Bus Priority Oversight Group to identify and prioritise
interventions supported by enhanced data sharing and provision of
resource into the Urban Traffic Control to better manage disruption.

IV. Delivery of a unified brand for bus services in WY.

V. New ‘Green Excellence Transport Hubs’ to promote multi-use charging and
support for green skills and employment, and a Green Team Taskforce to
work with academic partners to support analysis and shared practice.

VI. A single point of contact for customers.

FWY also notes that by contrast with the commentary for the franchising option,
under EP+ it is stated that the Key Route Network powers ‘could enhance the
planning of interventions.’ It is unclear why these would be of lesser benefit under
the EP+ model than under franchising.

These details should be corrected to fully inform consultees of the EP+’s ability to
deliver the impacts set out in the Strategic Case and therefore contribute to bus
reform objectives.

Whilst the consultation documents omit some key details relating to the EP+, some
of the changes to fares and network enhancements proposed under the EP+ option
do not align with the content of the discussions held with, and proposals put forward
by, operators. Please see Section 3.3 ‘Service patterns and network enhancements’
of Oxera’s report on this matter.

Q14. The Strategic Case concludes that the Proposed Franchising Scheme is
the best option for the Combined Authority to meet its strategic objectives
for bus in the region. Do you have any comments on this?




See Section 4.1.8 of the Consultation Document for information to support
answering this question.

Please see Section 7 of Oxera’s report ‘Conclusions,’ to support FWY’s response
to this question. In summary, Oxera’s analysis concludes that:

e The value-for-money assessment undertaken overstates the benefits and
understates the costs of franchising.

e Evidence suggests the Scheme is unaffordable.

e The risk assessment undertaken is flawed.

e The strategic benefits of franchising are overstated.

Based upon the evidence presented, FWY is therefore unable to agree with the
conclusion that the Scheme is the best option for the CA to meet its strategic
objectives for bus in the region.

Alongside, FWY believes the impacts set out in the Strategic Case (and therefore
the bus reform objectives) are deliverable:

e Much more quickly under the EP+ than under the Scheme.
e With much less risk to the CA, to operators and to WY bus users.’
e With less cost to the CA and therefore to the public purse.

Q15. Do you have any comments on the impacts of the Proposed
Franchising Scheme on passengers, as set out in the Economic Case?

See Section 4.2.2 of the Consultation Document for information to support
answering this question.

Within Section 4.2.2. of the Consultation Document, the impacts of the Scheme on
passengers are said to be an increase in the number of bus services operating
(enabled due to the assumption of a reduced operating margin), enhanced
connectivity, a reduction in journey times (enabled by increasing service frequencies
on existing routes, and the introduction of new routes), improving interchange
between bus and other modes, fare capping and ticketing initiatives.

Please see Section 3 of Oxera’s report ‘WYCA’s value-for-money Assessment
overstates the benefits and understates the costs of Franchising’, which supports
FWY’s review of the impacts of the Scheme on passengers, as set out in the
Economic Case.

In summary, Oxera concludes that the modelling undertaken:

¢ Over-estimates margins for commercial services in WY.

e Makes unrealistic assumptions regarding service patterns.

e Overstates the impact that fares and ticketing simplification is likely to have
within the franchising model in WY.




FWY notes reference to the use of operator data to inform margin assumptions, per
the CA’s letter to FWY received 03/01/24, ‘As set out in paragraph 2.2.0 of the
Economic Case the margins within the modelling are consistent with the data
provided by operators under the process defined by the Act. Footnote 8 of the
Economic Case explains that adjustments to the operator data have been made to
represent patronage recovery and growth since the period the data covers.” FWY
offers a follow-up meeting with the CA to support on this topic, to ensure correct
interpretation of operator data. This is on the basis that FWY has a majority market
share in WY and does not achieve the margins quoted within the Assessment.

Bearing the above in mind, FWY cannot conclude that there will be positive impact
on passengers of the Scheme; FWY does not accept the conclusions presented in
the Economic Case.

Other considerations are:

e The benefits for passengers from simplified ticketing and capping will be
delivered by the multi operator capped ticketing that the EP will deliver before
franchising is “live,” and as such should not be included in the assessment of
impacts resulting from the Scheme.

e According to the modelling, bus demand is expected to decline under the EP,
the EP+ and the Scheme. This supports the notion that the performance of
the current network and its improvement into the future is significantly
dependent upon exogenous factors (such as demand management for car
trips (road pricing, parking policy, development control), and bus priority
measures).

e Sections 6.1 and 6.3 of Oxera’s report ‘Franchising is unable to achieve
WYCA'’s transport policy targets’ and ‘WYCA has not provided sufficient
evidence for the strategic benefits of Franchising’ should be referred to,
regards the impacts of the Scheme on passengers.

e Additional concessionary schemes (with appropriate reimbursement) could
deliver targeted fares initiatives where these are needed most — such as for
those on low incomes, or to extend the hours applicable to ENCTS
concessionary travel. The detail regards the Scheme is silent on this point,
and FWY therefore assumes this isn’'t to be included under a franchising
model.

Q16. Do you have any comments on the impacts of the Proposed
Franchising Scheme on operators, as set out in the Economic Case?

See Section 4.2.2 of the Consultation Document for information to support
answering this question.




1 Any other Black, African, or Caribbean background, please state:

Mixed or Multiple ethnic groups:

0 White and Black Caribbean 0 White and Black African

0 White and Asian

1 Any other Mixed or Multiple ethnic background, please state:

White:

v O Irish
English, Welsh, Scottish. Northern Irish

or British

(1 Gypsy or Irish Traveller [1 Roma

1 Any other White background, please state:

Other:

1 Arab 1 Prefer not to say

1 Any other ethnic group, please state:

Disability: Do you have any physical or mental health conditions or
illnesses lasting or expected to last 12 months or more?

] vV O
Yes No Prefer not to say

Do any of your conditions or illnesses reduce your ability to carry out day-
to-day activities?

O O O O
Yes, limited a lot Yes, limited a little No Prefer not
to say

Sexual orientation: How would you describe your sexual orientation?

] O O Vv
Heterosexual or Gay man or gay Bisexual Prefer not to say
straight woman / lesbian

[1 1 self-describe my sexual orientation as:

Religion or belief: What is your religion or belief?

V' No religion (including atheist) [ Christian (including Church of
England, Catholic, Protestant, and all
other Christian denominations)




0 Buddhist O Hindu

] Jewish 0 Muslim

[1 Sikh 1 Prefer not to say

[1 Other (specify, if you wish):

THANK YOU FOR COMPLETING THIS SURVEY

If you are interested in receiving more information from us in the future regarding bus
reform, please provide a preferred method of contact below.

Please select your preferred method of contact and add your details below:

Email v Post [

Email: trish@tlctravelltd.co.uk

Name: Trish lambert

Address line 1: TLC Travel Ltd

Address line 2: Springmill St

Town/City: Bradford Postcode: BD5 7HF

How to mail your completed survey to us:
Please return your completed survey by the closing date of 7 January 2024 to:

Freepost CONSULTATION TEAM (WYCA)
Please note you do not need to pay for or add a stamp to the envelope you use

when you post your survey back to us. The Royal Mail will deliver your post for free,
and the cost is covered by the West Yorkshire Combined Authority.


mailto:trish@tlctravelltd.co.uk

Privacy Notice

For the purposes of the Data Protection Act (2018) and the General Data Protection
Regulations (GDPR), the ‘controller’ of the personal data which you provide in the
attached form is the West Yorkshire Combined Authority (“the Combined Authority”,
“‘we”, “us”) of Wellington House, 40-50 Wellington St, Leeds LS1 2DE (Tel: 0113 251
7272). The Combined Authority is registered with the Information Commissioner’s
Office with registration number ZA051694.

The Combined Authority is collecting this data and will process it for the purpose of
understanding and identifying information surrounding the future of Bus travel and
Bus Franchising. The purpose of this engagement exercise is to meet, and exceed,
the Statutory requirements of making a franchising scheme as set out in The Bus
Services Act 2017.

Questions regarding some of your personal data and some special category data are
asked as we recognise that the needs of different customer groups can vary and we
are committed to improving transport services for all customers within the region. In
addition, the online survey will capture your IP address when you complete an online
survey, however we will not process this data further.

We publish comments/feedback you provide in the consultation’s outcome reports
available on the Your Voice page, to demonstrate the feedback we have taken into
account. This does not contain any of your identifiable information.

The Combined Authority will share the data, comments, feedback and/or opinions
obtained during the consultation with DJS Research who will provide analysis of the
data for the Combined Authority Data for the purpose stated above.

Where you request a response to a question from the project team, we will share
your name and contact information with the project team at the Combined Authority
and with DJS Research.

We will not share your information with any other organisation or third party other
than those named above. However, there may be other circumstances in which we
may share or use certain information about you, which are:
e if we have a legal obligation to do so or if we are required or requested to do
so by a competent authority such as the police or a court;
e if we need to use or disclose your information to obtain legal advice or in
connection with legal proceedings;
e if we need to share your information to protect your vital interests if you are
unable to give us consent or it is unreasonable for us to ask for your consent
in the circumstances (e.qg. if you are injured).

We will retain your information for the duration of the project in accordance with our
information retention policy and on the expiration of such period we will safely delete
it.



Information provided to the Combined Authority will be processed on the basis of
Article 6(1)(e) of the UK GDPR which states that processing is necessary for the
purposes of a task carried out in the public interest.

As a data subject you have a number of rights under the DPA. These include the
right to access the information which we hold about you. In some cases you may
have a right to have your personal data rectified, erased or restricted, and to object
to certain use of your data.

This would not affect the legality of what we do with your personal data before you
make such a request and would not stop us from continuing to use your data to the
extent that we do not require your consent. It would stop us from further using data
for purposes which require your consent (e.g. marketing).

If you are unsatisfied with the manner in which we collect or handle your personal
data you have a right to make a complaint to the Information Commissioner’s Office.
Information about how to make complaints can be found on the ICO’s website at
https://ico.org.uk

We act in accordance with our corporate privacy notice, which provides further
information on personal data processing and how to contact us to make a request:
https://www.westyorks-ca.gov.uk/footer/privacy-notice-and-cookie-policy/

The Combined Authority’s Data Protection Officer can be contacted at
DPO@westyorks-ca.gov.uk



https://ico.org.uk/
https://www.westyorks-ca.gov.uk/footer/privacy-notice-and-cookie-policy/
mailto:DPO@westyorks-ca.gov.uk
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5 January 2024 |
WYCA Bus Reform Team

Dear Sir

Bus Reform Consultation Response

On behalf of Transdev Blazefield Ltd, (parent of Burnley and Pendle Travel Ltd,
Harrogate & District Travel Ltd, Keighley & District Travel Ltd, Rossendale
Transport Ltd, Team Pennine Ltd and Yorkshire Coastliner Ltd) I am pleased to
share our response to the bus reform consultation.

Summary

Transdev welcomes the Bus Reform Objectives. These objectives give the
foundation of better collaboration. As a global public transport operator we
welcome a stronger public private partnerships in order to bring added value to
our passengers, our stakeholder and positive synergies (economic, social and
environmental) to our local environment.

An increase of cooperation is always a win to improve a public transport network
where buses play a key role in structuring it.

We have participated actively and constructively in the development of the EP+
model and we recommend it is given strong consideration.

We both seek to create a trend that will bring a positive customer experience, a
better management of our passenger satisfaction, and an increased attractivity to
the Public Transport Service.

We are still today affected by the latest shocks that impacted the bus market.
Covid has created a massive instability in the way our passenger travel, work, and
socialize. Brexit has put pressure on our staff contributing to driver and mechanic
shortages, inflation, spare part supply chain problems, and other layers of
uncertainty.

The different government funds, which have supported the Public Transport
industry have helped us to partially absorb these variations. These variations are
still important today, and the passenger Origin and Destination patterns are not
stabilised today.

The EP+ aim to give the best of two worlds, a commercial bus service that aims at
more cost control, flexibility and sustainability and a fully regulated environment
that aims at creating social and environmental benefits for its inhabitants.

The EP+ brings the required flexibility to rebuilt efficiently, in a cost effective way
and progressively these patterns. Much more stability is needed to fix a fully
control system such as a franchise.

We do understand that there is a desire for change and a feel that full control is
vital, however that does bring substantial risk, not least that the use of that control
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is not done in the best interest of the bus user. All the 3 models described and
proposed in the document are presenting a progressive reduction in passenger and
in service provided. It does not shows ambitions, and clearly does not address
today’s challenges.

Publicly controlled transport operations are far from secure and free from financial,
industrial relations or other impacts and not a panacea. EP+ gives a balance of
control and retains the experience and expertise of West Yorkshire operators.

We believe that we have strong added value that we can continue to bring to WYCA
as an Operator in any contractual environment and we will accompany you in the
development and implementation of the contractual scheme that you believe the
best for West Yorkshire.

We however hope the Mayor seeks further validation of the assumptions in the
document before making her decision and seeks to a more ambitious plan for WY
that will continue the positive trend that has started since the introduction of the
£2 fare.

Detailed Response
We have answered each of the 47 detailed questions below. We have grouped
some for convenience.

Questions about the Proposed Franchising Scheme

1. Do you have any comments on the proposal that the Proposed Franchising
Scheme should apply to the entire West Yorkshire region?

A unique Franchise contractual framework is feasible in West Yorkshire region but
it does not seem adapted to the specificities of the different urban and rural areas.
A solution for a City like Leeds cannot be the same model than for Keighley. The
type of operation are different, the impact of the operation is different, the
complementary policies that will sustain the network are different. Bringing a
similar working environment between urban, interurban and rural areas are usually
counter productive in term of performance. As an example: The measure of the
performance (Punctuality, Satisfaction, etc.) of a 5km length service mixed with
other services in a concentrated urban centre cannot have the same rules than a
50km service.

A unigue model also raise the question in the case of a budget reduction of which
lines, or region will be affected first in term of KM reduction. A multi model offer
allow to reduce this risks.

2. Do you have any comments on the proposal to split the geographical area of
the Proposed Franchising Scheme into ten zones to be procured across three
rounds?

We are supportive of this approach.

3. Do you have any comments on the local services that are proposed

to be franchised?

We believe that the network requires to be fully revised when implementing a
Franchise. The difficulties of doing that today is that travel patterns are not
stabilised. It also requires to think about a Hierarchization of the services (feeders,
Trunk lines, Rural, Express, etc).
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Both of these points are not mentioned in the proposal. This is a major weakness
identified in the Manchester project and will end up in important inefficiencies. The
Change mechanism in this particular project is also an issue.

4. Do you have any comments on the services which are exempt from regulation
under the Proposed Franchising Scheme?

We feel there is some confusion here as to whether existing WYCA contracted
school buses will be within or outside the franchised scheme as most appear to be
captured under the definition of an excepted service, but most schools are also
listed in Annex 2.

5. Do you have any comments on the date on which the Proposed Franchising
Scheme is currently proposed to be made, 14 March 2024?
It is a very early date if changes to the proposition need to be done. It is such an
important change, that we do not understand the rush here.

If London is not really an example, in a Year Manchester will be fully implemented.
This will give us (WYCA, Operators, Stakeholder) all the learning feedback
necessary to propose something better for our passenger and public transport
system. Waiting and learning from this will correct most issues from the beginning.
It is like when purchasing a new bus, you never want to be the first one to do it if
you look for efficiency and getting the best product for money.

6. Do you have any comments on the date on which it is proposed that the first
franchise contracts would be entered into, 28 June 2026?
No particular comments here.

7. Do you have any comments on the nine-month period it is proposed will expire
between entering into a franchise contract and the start of a service under such
a contract (mobilisation period)?

Nine month is too short and recommend a 12 + 6 (emergency extension) months
period to mobilise for the initial contracts given the large and complex tasks
required to procure depots and new fleets. Additional time is required if depots are
not fully available or electric buses are a requirements.

8. Do you have any comments on the proposals for how the Combined Authority
would consult on how well the Proposed Franchising Scheme is working?
No particular comments here.

Questions about the Assessment

9. The Strategic Case sets out the challenges facing the West Yorkshire bus
system and says it is not performing as well as it could. Do you have any
comments on this?

We agree that the bus system is today not performing optimally. The bus system
has been supported during these last years and we have been working with a 3 to
6 months visibility in term of support.

Most contracts in WY do not include protection in a high inflation environment (I.e.
No Indexation).



Blackburn 24,0 Burniey rosso Kesghley ::1 = Harrogate ..., Coastliner Yorik \ Q

It makes the system strongly unstable and therefore it does not perform as it
could. The £2 fare has been a massive impact for our passenger but it distorted
lines usage, distortion that is very difficult to predict once it will end.

It is impossible without stability to reinvest, to recruit, to propose new type of
services, to reshape lines according to our passenger requirement in such
environment.

Reasons for that include things outside the industry’s control locally and nationally.
It is not clear from the assessment as to how these can be resolved. For example
it states “Bus priority lacks consistency across the network, with a lack of
consistent highway policy resulting in differing measures across bus priority,
parking and enforcement”. This is correct but is in the hands of the local authorities
and WYCA to resolve. Experience of recent projects in Bradford for example where
the council and combined authority are not aligned are examples of where the
public sector needs to deliver improvements.

Within the bus sector there have been significant improvements and achievements
in recent years that many felt unachievable before. In particular there is a uniform
maximum single fare - something felt to be impossible under the deregulated
market, yet collaborative working and a willingness to challenge historic thinking
has delivered that. There is much less duplicative resource in the network than
historically.

Engagement has improved with much greater involvement of WYCA officers in
decision making.

10. The Strategic Case suggests that reforming the bus market is the right thing
to do to address the challenges facing the local bus market. Do you have any
comments on this?

We agree change is needed, but the evidence presented appears to be merely
slowing an expected decline in public transport use. This has arguably been the
status quo since the 1950s when the end of fuel rationing led to a continuous rise
in public car ownership and use in the UK. Other than periodic small interventions
such as free concessionary travel, accessible buses, park and ride, new rail
stations, or the current fares subvention, there has no local or national policy
aimed at radically reducing private car use in over 70 years. Until authorities are
willing to consider road user pricing, work placed parking levies etc, mere
organisational change will not address the fundamental issues in the local bus
market.

11. Do you have any comments on the Combined Authority’s objectives as set out
in the Strategic Case?

They are straightforward and logical, but lack the scope to substantially and
radically change the market place as they lack any restraint measures for private
modes.

12. Do you have any comments on how the Proposed Franchising Scheme could
deliver the impacts set out in the Strategic Case and therefore contribute to bus
reform objectives?

13. Do you have any comments on how the EP+ could deliver the impacts set out
in the Strategic Case and therefore contribute to bus reform objectives?
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14. The Strategic Case concludes that the Proposed Franchising Scheme is the
best option for the Combined Authority to meet its strategic objectives for bus in
the region. Do you have any comments on this?

Taking these together we believe both Franchising and EP+ would deliver the bus
reform objectives. Both schemes broadly deliver the same level of public control
and influence over the network. We believe the EP+ is the less disruptive, more
flexible, faster and has the least financial risk to the public sector. The shear scale
of revenue risk which franchising transfers to a hard pressed public sector should
not be underestimated.

The Franchise model takes years (>10) to mature. It is a long process for our
PTA’s team, for our legal working environment, for our staff, for our passenger. A
wrongly organized franchise environment ends up in a concentration of reduced
amount of Operators that become too big to fail for the system. It also decrease
the contact of the passengers to the Operator creating important increase of Anti-
social behaviours.

15. Do you have any comments on the impacts of the Proposed Franchising
Scheme on passengers, as set out in the Economic Case?

16. Do you have any comments on the impacts of the Proposed Franchising
Scheme on operators, as set out in the Economic Case?

17. Do you have any comments on the impacts of the Proposed Franchising
Scheme on the Combined Authority, as set out in the Economic Case?

18. Do you have any comments on the impacts of the EP+ on passengers, as set
out in the Economic Case?

19. Do you have any comments on the impacts of the EP+ on operators, as set
out in the Economic Case?

20. Do you have any comments on the impacts of the EP+ on the Combined
Authority, as set out in the Economic Case?

We believe the impact on passengers of the franchising scheme is overstated. The
case states “the most fundamental economic impact is the assumption of a
reduced operating margin that will allow an increase in the number of bus services
operating, bringing a variety of passenger benefits” and “The Combined Authority
has assumed that an operating margin of 7.5% will be charged by operators for
all franchised services”. Transdev has not achieved a margin of 7.5% in its West
Yorkshire operations before or since covid and is not targeting that level as part of
the EP or EP+. We therefore believe there is significant risk in the assumption that
franchising will reduce profits made. The assumption also assumes that the unit
costs remain similar, whereas we have seen anecdotally increase in driver costs in
Greater Manchester so far that outstrip those in neighbouring areas. A 3% margin
reduction will never cover not even close the increase of costs that the franchise
will generates (Legal, Human, cost of the Assets, that will increase) on one side
and a revenue generated by KM that will certainly decrease on the other. Franchise
has benefits, but better value for money for the PTA, Operator Margin reduction
are far from obvious compared to the EP+ model that we propose.

What Franchise does it that it better distributes the risk taken today by the
Operator which is positive, and create a form of stability for us, especially given
what the industry had to face during this last 4 years.

We also believe franchising will have a significant impact on the operator
community. Small operators are understandably very concerned and experience
in Manchester has shown all franchises have been awarded to operators with a
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license for over 100 vehicles. The sole SME awarded, Vision, cannot really be
described as small as it holds a license for 170 buses - larger than many of the
depots involved.

The Combined Authority will be exposed to substantial ongoing financial risk as a
result of franchising. We understand it is currently having substantial budget
pressures currently and some of the constituent authorities are also in financial
difficulties. Absorbing the risk of a £150mn bus network presents a significant
increase in WYCA’s revenue risk. We also believe it exposes services to risk of
reduction in the event of financial difficulties as experienced by Birmingham and
Nottingham authorities recently.

21. Do you have any comments on the conclusion of the Economic Case that the
Proposed Franchising Scheme will offer value for money to the public sector?
We note that both franchising and EP+ offer value for money. "Overall, both the
Proposed Franchising Scheme and the EP+ were judged to have 'very high’ value
for money (following DfT guidance), taking into account the economic assessment.
Compared to the EP Reference Case, both bus reform options were forecast to
generate economic benefits considerably and robustly higher than the costs
required to implement each option” .

The document also suggests “The advantages of the Proposed Franchising Scheme
are primarily through the greater control the Combined Authority would have over
specifying the bus network, in terms of service frequencies and extents, but also
the roll out of Zero Emission Buses (ZEBs)...., whilst the impacts of the EP+ are
more uncertain in the long term as any agreement would require negotiation
between the Combined Authority and operators”. This is very subjective - as
indeed surely under franchising any change will need negotiation between the
combined authority and the contracted operator to determine the cost impacts so
as to vary the contract.

It also implies that because franchising removes the ability of operators to act
unilaterally against the objectives of the CA, that this is removes the uncertainty
of self interest from decision making. This is not necessarily the case as there is
no guarantee that the CA officers and elected members will consistently take the
most beneficial decision in the round when faced with options. Local influences
may be considered as we have seen examples of bus priority schemes downgraded
as a result of local member pressure due to loss of parking outside shops;
supported services retained due to ‘political pressure’ when they are far from
economic and the released resources could be deployed better elsewhere.

22. Do you have any comments on the Commercial Success Factors outlined in
the Commercial Case?

No they seem logical. Though we challenge the notion that a periodic tendering
exercise, especially for a tightly specified contract “facilitates strong competition”.
There appears little scope for operators to differentiate, innovate and therefore
compete significantly in the procurement exercise.

23. Do you have any comments on the lotting strategy for franchising contracts
as set out in the Commercial Case?

Only that WYCA must ensure that individual bidders cannot win all lots or a
majority of lots in one bidding tranche especially if a stronger Competitive
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environment is an objective Too big to fail is a reality in other franchised public
transport network and create important competitive distortions.

24. Do you have any comments on the length of franchise contracts under the
Proposed Franchising Scheme, as set out in the Commercial Case?
No

25. Do you have any comments on the approach to fleet under the Proposed
Franchising Scheme, as set out in the Commercial Case?

We are surprised WYCA intends to own all vehicles from day one as this removes
an element of advantage a bidder may have through using its own procurement
channels and therefore reduces the ability to differentiate and compete in the
bidding process.

The bus model is based on a full eBUs procurement and a permanent Zebra funding
which is impossible to control. A 15 Year management of a bus is complex, and
moving eBus from a service to another is not neutral. The end life management of
the eBus is also uncertain. At this stage the performance of a electric double decker
is a question mark, and number of providers that can produce this bus is very
limited (3).

Within 2023 economic environment (inflation, interest rates, production
availability, Electricity provider DNQO’s uncontrollable cost and regulations, reduced
number of provider) the eBus is at the best of the best as economical than a diesel
bus with the Zebra funds. Electrification is a solution, but a solution that requires
a long term plan and changes of regulation.

26. Do you have any comments on the approach to depots under the Proposed
Franchising Scheme, as set out in the Commercial Case?

We note that WYCA purchasing depots from incumbents is a significant transitional
risk and presents challenges in bidding if the depot site is not secured before the
bidding process starts. It is to note that when looking at the investment proposed
for the depots, the values seems very under evaluated (Purchase costs and
improvement costs, including potential electrification of the depots)

27. Do you have any comments on the proposed allocation of risk and
responsibilities between the Combined Authority and bus operators under the
Proposed Franchising Scheme, as set out in the Commercial Case?

No, it is one of the strength of the Franchise.

28. Do you have any comments on the Combined Authority’s approach to
procuring franchise contracts under the Proposed Franchising Scheme, as set out
in the Commercial Case?

No additional comments

29. Do you have any comments on the Combined Authority’s approach to
facilitating the involvement of small and medium sized operators, as set out in
the Commercial Case?

The most significant barrier in Greater Manchester has been the scale and process
of bidding even for small franchises and this process is probably what is most likely
to prevent SME’s bidding.
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30. Do you have any comments on the impacts of the Proposed Franchising
Scheme on the achievement of the objectives of neighbouring transport
authorities, as set out in the Commercial Case?
No - we believe these should be complimentary

31. Do you have any comments on the potential impact that the Proposed
Franchising Scheme would have on employment and pensions, as set out in the
Commercial Case?

32. Do you have any comments on how the Proposed Franchising Scheme could
support the Commercial Success Factors, as set out in the Commercial Case?

33. Do you have any comments on how the EP+ could support the Commercial
Success Factors, as set out in the Commercial Case?

34. The Commaercial Case concludes that the Combined Authority would be better
able to meet its Commercial Success Factors through the Proposed Franchising
Scheme compared to the EP+. Do you have any comments on this?

We believe that both would support the success factors, but that the statement
“there is a risk with EP+ that the benefits can only be achieved by negotiation”
overstates the likelihood that operators will be diverging from the objectives set
out. The EP+ is simply designed to achieve what franchising would but at lower
cost. We therefore disagree that franchising enables the authority to better meet
its factors.

35. The Financial Case sets out the potential sources of funding available to the
Combined Authority to deliver the Proposed Franchising Scheme.
Do you have any comments?

No additional comments.

36. The Financial Case concludes that the Combined Authority could afford to
introduce and operate the Proposed Franchising Scheme. Do you have any
comments?

No additional comments.

37. Do you have any comments on the conclusion of the Financial Case about the
affordability of the EP+?

We do not agree with the statement about EP+ "“if the bus service is to remain
affordable, there would need to be a reduction in services, which will lead to a
reduction in passengers carried” is logical. There is scope to use resources more
effectively to carry more customers than currently and that any different approach
advocated for network design in franchising is equally deliverable under EP+

38. The Financial Case concludes that the Proposed Franchising Scheme carries
more direct financial risk to the Combined Authority compared to an Enhanced
Partnership but offers the Combined Authority greater control over the way buses
are run, resulting in greater benefits. Do you have any comments on the
Combined Authority taking on this financial risk?

We believe it is fundamentally incorrect to conclude that greater control will deliver
greater benefits as there are no guarantees that that control will be deployed in a
manner that maximises benefits, especially if funding becomes an issue. We don't
believe that this offsets the risk taken on.

39. The Management Case sets out how the Combined Authority would manage
the Proposed Franchising Scheme. Do you have any comments?



‘\
Blac:kbun (0580 Kesghley : Harrogate ::.... Coastliner Yok \ \

40. Do you have any comments on the approach to the transition and
implementation of the Proposed Franchising Scheme, as set out in the
Management Case?

41. Do you have any comments on the proposed approach to managing the EP+,
as set out in the Management Case?

No additional comments.

42. The Management Case concludes that with the additional competencies and
resources the Combined Authority would be able to manage the Proposed
Franchising Scheme through its existing organisational structure. Do you have
any comments?

No additional comments.

Questions about the conclusion of the Assessment

43. The Assessment concludes that the Proposed Franchising Scheme is the best
way to achieve the strategic objectives of the Combined Authority. Do you have
any comments on this?

We believe this conclusion is predicated on an incorrect assumption on profitability,
an incorrect assumption that franchising and EP+ would deliver a significantly
different network and that control directly leads to more benefits. Therefore we
are not convinced Franchising is the best way to achieve the strategic objectives
of the CA.

44. Overall, to what extent do you support or oppose the introduction of the
Proposed Franchising Scheme? Why do you say this?

Our position is agnostic. We will work with WYCA on the Franchising Scheme and
manage any transition professionally and for the benefit of the community. We will
seek opportunities to develop our business through franchising. We are equally
permitted to develop and grow should an EP+ be adopted.

45. Are there any changes that you think would improve the Proposed
Franchising Scheme?
No additional comments.

46. Do you have any further comments?
No additional comments.

Question about the Equality Impact Assessment

47. The Combined Authority’s draft Equality Impact Assessment identifies the
potential impact of the Proposed Franchising Scheme on persons with
protected characteristics. Do you have any comments on it?

No additional comments.

Yours sincerely

Paul Turner
Commercial Director
Transdev Blazefield Ltd
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West Yorkshire Combined Authority Bus Franchising Consultation
Response from Transport Focus

Introduction

Transport Focus is the independent consumer watchdog promoting the interests of bus, coach and
tram passengers across England, outside London; rail passengers throughout Great Britain; and
users of the Strategic Road Network in England. This submission specifically responds to the plans
for bus franchising in West Yorkshire and is based around the Assessment, the consultation
document and the short questionnaire (with one additional question from the long questionnaire).
This should not be used to infer views on franchising plans or proposals in other areas.

Q1 The Strategic Case sets out the challenges facing the West Yorkshire bus system and
says it is not performing as well as it could. Do you have any comments on this?

Transport Focus has carried out extensive research into passengers’ and non-users’ needs and
priorities for local bus services and their attitudes towards them. While some of this research has
been carried out at a national level and some very specific studies were conducted some years
ago, we believe they are still valid and we have extensive evidence that relates specifically to West
Yorkshire and the way in which local bus services are performing there. We set out below the main
conclusions from our evidence base.

Unfortunately, the first set of results from our new Your Bus Journey survey will not be available
until March. Early indications show an emerging picture of declining passenger satisfaction across
headline measures, with improved scores for value for money and the bus driver. Satisfaction
levels are generally below the average for all areas in England and several key measures below
the average for urban metropolitan areas, including punctuality, with waiting time significantly so.
We recommend that WYCA review passenger satisfaction with the performance of local bus
services in more detail against the new data once it is available.

Ahead of our new survey results, we have relied on evidence from our Bus Passenger Survey
(BPS) which gathered bus passenger satisfaction data for many years up to and including 2019.
Transport Focus consulted almost 50,000 passengers annually to produce the BPS?. This
measured passengers’ satisfaction with their local bus service for a representative sample of
journeys. Passengers were asked to rate their satisfaction with the bus journey they were making,
across a wide range of aspects.

Results in West Yorkshire from 2014 to 2019 (including peak and off-peak services, weekdays and
weekends) are in the table below:

1 Bus Passenger Survey. Transport Focus
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) 2014 2015 2016 2017 2018 2019
Overall satisfaction with journey 86 87 82 83 85 85
Punctuality of bus 77 74 67 71 72 70
Satisfaction with journey time 83 86 81 80 82 82
3:??;;;2’; "(‘)’:H; )" R 63 61 57 62 61 62
Overall satisfaction with bus stop 83 79 77 81 82 81
Information provided at bus stop 76 74 70 75 74 75
Personal safety whilst at bus stop 80 76 74 76 78 77
Bus driver helpfulness / attitude 68 71 69 71 74 72
Information provided inside bus 67 65 61 61 62 64
Comfort of the seats 75 75 74 73 74 74
Personal security whilst on the bus 84 83 81 81 82 81

These results show a slight increase in passenger satisfaction with bus driver helpfulness/attitude,
but with most other scores relatively stable across the period, or falling, as with punctuality. The
value for money score has remained low throughout. Passenger satisfaction scores for 2023
derived from our new Your Bus Journey survey will not be available until mid-March.

Key drivers of satisfaction
Analysis of BPS looks in more depth at the key driving factors behind fare paying passengers’

overall journey satisfaction, which have been grouped into 10 themes based upon a statistical
analysis of the responses. Analysis for the West Yorkshire area is below:

What makes a satisfactory journey? What makes a great journey?

Timeliness Value for money Bus driver Timeliness
33% 17% 40% 13%

5%

Bus driver

5 H Walue
On bus environment and Bus cleanliness & |
comfort information on- money
25% - . board .
lourney time On bus environment and

5% 10%

Bus cleanliness &
information on-board

3%

Bus step condition .

Made with infogram Made with infogram

On the left are themes which make the difference between ‘not satisfied’ and ‘satisfied’ overall —
making a journey ‘satisfactory’. On the right are themes which make the difference between ‘fairly’
and ‘very’ satisfied overall — making a ‘great’ journey.
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This analysis demonstrates that the key factor for a satisfactory journey experience is timeliness —
satisfaction with punctuality and waiting time. Whilst the key to a great journey is the bus driver —
the greeting, helpfulness, time to get to a seat, driving style and safety.

Punctuality and journey time

Buses arriving on time at the stop is the third highest priority for improvement. Passenger
satisfaction with punctuality remained fairly stable during this period, although it had fallen from
higher figures in 2014 and 2015. Looking in more detail shows distinct differences in satisfaction
with waiting time and punctuality at different times of day, with lower satisfaction at peak times
compared with off-peak and weekends. This was most marked in the morning peak, with a higher
level of dissatisfaction particularly for punctuality with 30 per cent of passengers being fairly or very
dissatisfied. Set against higher figures in 2015, this suggested increasing pressure from
congestion.

Waiting waiting time and punctuality by travel time

Satisfaction with waiting time
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Passenger satisfaction with journey time showed some relative stability over this period, and
slightly higher than satisfaction with punctuality. However looking at different times of day, the
figures for 2019 show a significant drop in satisfaction in the peak periods and increase in off-peak
satisfaction. Passengers told us that congestion was the main contributing factor to the length of
time the journey took.
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On the bus journey time by travel time

Satisfaction with on-bus journey time Total very and fairly satisfied
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Value for money

Passengers judge value for money against a range of aspects, especially core service elements,
that the service delivers in return for the price of their ticket. Passenger satisfaction with value for
money remained low throughout this period.

Post-pandemic, our national research into measures for getting passengers back on buses? looked
into priorities for encouraging those who have reduced their bus travel to use the bus more. This
found that value for money is towards the top of the priority order for those aged 20 to 64, who are
most likely to be fare payers.

The findings continue to show that ticket discounts and special offers will encourage a large share
of lapsed users to use the bus more than now, especially the younger ones. Half of lapsed users
agreed that special ticket offers would encourage them to use the bus more and a third agreed that
they would return to using the bus sooner if their first trip were at a reduced price. This shows
value for money being a strong factor for lapsed and non-users, with measures such as ‘Mayors
fares’ being a good initiative in helping to address poor satisfaction and to encourage patronage
growth.

2 The route ahead: getting passengers back on buses. Transport Focus. June 2021
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Overall e perience satisfaction with value for money .
( F )trend overtime gL

West Yorkshire Total very and fairly satisfied

W Very satisfied | Fairly satisfied Neither sat. nor dissat. [ Fairly dissatisfied W Very dissatisfied
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Bus passenger priorities for improvement

Passengers across the country were asked to rank a series of possible improvements to their bus
service in order of priority. As well as getting the rank order of priorities, the research® also gives a
sense of relativity — in other words how much more, or less, important is one factor compared to
another. The table below shows the relative scores for the different aspects of service and their
order of importance nationally and in West Yorkshire. From this we can see that frequency,
punctuality, the network and value for money are particularly high priorities. Differences can also
be seen against the overall rankings, with passengers in West Yorkshire placing higher importance
for aspects including more stops with shelters and seats, more audio-visual next stop
announcements and more widely available free wi-fi.

3 Bus passenger priorities for improvement. Transport Focus. September 2020
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Buses running more often than they do now
More buses arriving on time at your bus stop

Buses going to more places you want them to

Better value for money from bus journeys

More journeys on buses running to time

More effort made to tackle any anti-social behaviour

Faster journey times

More bus stops with next bus displays

Better quality information at bus stops

More bus stops having shelters/seats

Cleaner and better maintained buses

Drivers allowing more time for passengers to get to their seats
More space for wheelchairs and buggies

Being told of delays whilst on board

Free Wi-Fi more widely available

More tickets which allow travel on all local buses

More audio-visual announcements of which stop is next

More apps showing live arrival/running times

Improved ventilation and temperature control

More buses accepting contactless/smartcard or mobile to pay fares
More comfortable seats

Drivers showing more consideration for passengers

Better safety/security at bus stops

More personal space (whether seated or standing)

Improved route number/destinations shown on buses

A smoother ride with less sudden braking or jolting

A more suitable range of tickets for how and when you use buses
Making it easier to step onto and off of buses

Drivers communicating better with passengers

Better maintained bus stops

West Yorkshire

Rank
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Non-users’ priorities for improvement

All ages

Overall
Aspect of bus service Importance Scores

(all ages all areas)

Buses going to more places people want them to 302
Better value for money from bus journeys 217
Buses running more often than they do now 209
More bus services running on time 169
Buses stops closer to home/destination 158
Faster journey times 157
More effort made to tackle anti-social behaviour on buses 125
Live bus times available on a smartphone 86
Buses running earlier/later in the day 83
Paying fares by mobile/contactless card 57
Easier to get info on bus routes and timetables 50
More comfort on buses 47
Cleaner buses 44
Drivers showing more consideration to passengers 41
Easier to get onto and off buses 40
Easier to get fares information 38
Special fares for teenagers 28
More technology on board (Wifi and charging) 25
Bus companies getting more involved in the local area 25
Ages 20-34

Rank age 20- Importance All ages
Aspect of bus service (all areas) Scores age Allages rank importance  Difference

20-34 Scores

34

Buses going to more places people want them to 1 266 1 302 -36
Better value for money from bus journeys 2 227 2 217 10
Buses running more often than they do now 3 199 3 209 -11
Faster journey times 4 178 6 157 21
More bus services running on time 5 178 4 169 9
More effort made to tackle anti-social behaviour on buses 6 123 7 125 -2
Buses stops closer to home/destination 7 119 5 158 -39
Live bus times available on a smartphone 8 116 8 86 30
Buses running earlier/later in the day 9 88 9 83 5
Paying fares by mobile/contactless card 10 76 10 57 19
Easier to get info on bus routes and timetables 11 54 11 50 4
Cleaner buses 12 47 13 44 2
More comfort on buses 13 46 12 47 -1
Easier to get fares information 14 40 16 38 2
Drivers showing more consideration to passengers 15 37 14 41 -4
Easier to get onto and off buses 16 32 15 40 -7
More technology on board (Wifi and charging) 17 29 18 25 4
Bus companies getting more involved in the local area 18 23 19 25 -2
Special fares for teenagers 19 22 17 28 -6
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Bus passenger trust

In 2016, we researched* the levels of trust passengers have with the bus company they mainly
use. This showed attitudes in West Yorkshire were broadly similar to the overall picture. Overall
scores were not particularly high, especially for aspects such as providing value for money, caring
about their place in the local community, doing the best when things don’t run to plan, appreciating
passengers, caring what passengers think about the service and welcoming contact from
passengers. However, bus drivers scored positively for being considerate. In West Yorkshire, the
biggest negative difference was for providing good value for money, drivers who care about the
standard of their driving, doing their best for you when services don’t run to plan and caring what
passengers think of their service. Making it easy for you to stay up to date with timetables and
fares was the only element with a positive difference. The relative importance that passengers give
to each matter are set out in the second table, with the following chart combining the levels of trust
with their importance.

Whilst we understand that the picture may have changed since this research, the key finding is that
the better the operator runs the service, the higher the levels of trust generated. Being unreliable or
inconsistent has a large detrimental impact on levels of trust. Trust is the base level that must be
achieved before a relationship can be built up between passengers and operators. However, it is
the more emotionally engaging factors that build real affinity. This includes things like staff going
the extra mile, and feeling like the company really does care what happens to you.

Agreement levels

West
Overall Yorkshire

Can be relied on to get you where you want to go on time 56% 54%
Can be relied on to turn up when they say they will 52% 49%
Try their best to make the journey a pleasant experience 51% 47%
Provide good value for money 44% 39%
Look like they are professionally managed 57% 56%
Give the impression of being good employers 42% 41%
Are honest with passengers when there are problems 44% 41%
Care about their place in the local community 39% 35%
Have drivers who care about the standard of their driving 60% 55%
Have drivers who are considerate to passengers 63% 61%
Have drivers who keep an eye on what's happening on the bus 56% 53%
Do their best for you when services don't run to plan 36% 31%
Show they appreciate you choosing to travel with them 30% 28%
Make it easy for you to stay up to date with timetables and fares 53% 57%
Care what passengers think of their service 44% 39%
Use technology well for passengers benefit 44% 43%
Welcome contact from passengers 38% 35%

4 Bus passengers have their say: Trust, what to improve and using buses more. Transport Focus. March
2016



https://www.transportfocus.org.uk/publication/bus-passengers-have-their-say/

Trust impact

Can be relied on to get you where you want to go on time

Can be relied on to turn up when they say they will

Try their best to make the journey a pleasant experience

Provide good value for money

Look like they are professionally managed
Give the impression of being good employers

Are honest with passengers when there are problems

Care about their place in the local community

Have drivers who care about the standard of their driving

Have drivers who are considerate to passengers

Have drivers who keep an eye on what's happening on the bus

Do their best for you when services don't run to plan

Show they appreciate you choosing to travel with them

Make it easy for you to stay up to date with timetables and fares

Care what passengers think of their service
Use technology well for passengers benefit
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Overall West Yorkshire

Delivering the essentials 36% 34%
11% 5%
9% 7%
6% 12%
10% 9%
Identity/organisation 28% 28%
11% 7%
6% 3%
4% 4%
% 14%
Valuing passengers 19% 20%
3% 3%
4% 3%
3% 5%
4% 5%
5% 3%
Engagement 17% 18%
3% 5%
% 5%
3% 4%
4% 5%

Welcome contact from passengers

Priority matrix for improving bus company trust: West Yorks bus users

Average agreement = 45%
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Average impact = 6%

Lower impact,
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Barriers to using buses more

It is even more important to understand the barriers to making more journeys by bus — what is it
that actually prevents people from doing so Our research® shows that for non-users in general the
main reasons are very practical: along with a preference for the car and its relative convenience,
their perception is that bus journeys take too long (26 per cent), buses don’t run where or when
they want them to (25 per cent) and they are too unreliable (18 per cent).

Which of the following reasons best describes why you do not
use local buses? (Top 12)

| prefer to travel by car 70%

Because using a bus is less convenient than the
alternatives are

Door-to-door journeys take too long by bus

| do not enjoy time spent on buses

The buses don’t run where or when | want them to
| prefer other types of transport

| don't think they are reliable enough

Buses are too expensive compared to the
alternatives
| am unable to use buses because of my
physical/mental health
| am concerned about other passengers' poor
behaviour (unrelated to Covid)
There are no buses/bus stops in my area/close to
where | live
Because, in terms of coronavirus, | believe that
using a bus is less safe than alternatives

mMar-23

This work also shows the measures that would encourage more bus use. Better value fares, and
more frequent and reliable services would encourage former users to use the bus once again. The
chart below shows opinions of those who do not currently use buses but used to.

5 Motivations and barriers to bus use. Transport Focus. June 2023
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Whichfive of the following would encourage you to use your local bus service once again? (Top 12)
All those who do not use buses but used to

If buses fares were better value 27%
If buses were more frequent 23%

If buses were more reliable 25%

If buses went to more destinations / went directly to destinations | want to go to

If | lived closer to a bus stop

If the place(s) that | want to visit were available to me

If buses were |ess crowded

If more was done on buses and at bus stops to protect against anti-social behaviour

If | was more aware of, and/or more confident about local bus routes, timetables, fares etc.

If more was done on buses and at bus stops to protect against anti-social behaviour

Nothing would encourage me to use buses 25%

= Mar-23

Improved frequency, reliability and value for money would encourage those using the bus less
frequently to do so more, along with going to more places. The chart below shows measures for
those who are currently using buses less frequently than they did a year ago.

Whichfive reasons would most encourage you to use buses more in future? (Top 12)

If buses were more frequent 37%
If buses were more reliable 35%
If bus fares were better value 35%
If buses went to more destinations / went directly to destinations | want to go to 34%

If tickets could be used with other forms of transport (e.g. trains)

If | was more aware of/confident about local bus routes, timetables, fares, etc 17%

If buses were less crowded 16%
If tickets could be used with different bus companies 13%
If there was a group trip or leisure activity / outing | especially wanted to go to 13%
If the bus stops hear me had better facilities (e.g. somewhere to sit, provided.. 12%

If there were fewer short notice cancellations 11%

'If the restrictions around the times that a free pass can be used were removed 11%

Network stability

We know from the BPS® results that one in five passengers in West Yorkshire do not check
timetable information, so are potentially caught out when services do change, which together with
the major work required to update information at bus stops, are big issues that will require
addressing.

6 Bus Passenger Survey. Transport Focus
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Passengers checking bus arrival times (%)

1 results What checked % of all those checking beforehand
B Wherelif checked bus arrival times (n=1693) Checked bus arrival time: before setting off (n=706)
Checked before leaving an::‘tgtp Paper timetable 20
Online timetable 35
Only checked at stop
Live position updates 38

Only checking before leaving Disruption updates

Those not checking at all Other 1@

" ter: Hierarchical Filter = h(: hire - Year = 201
Filter: Hierarchical Filter = West Yorkshire - Year = 2019 Filter: Hierarchical Filter = West Yorkshire - Year = 2019

1 results for reference

B Wherefif checked bus arrival times (n=1743) Checked bus arrival time: before setting off (n=584)
Checked before leaving andtat Paper timetable 23
stop
Online timetable 42
Only checked at stop
Live position updates 36
Only checking before leaving -_ Disruption updates
Those not checking at all Other £8

Filter: Hierarchical Filter = West Yorkshire - Year = 2018 Filter: Hierarchical Filter = West Yorkshire - Year = 2018
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Itis clear from our research that the ‘core product’ is very important to passengers — the essence
being that they have a stable service that they can depend on. This stability takes two forms: the
reliability of the actual services themselves and the frequency with which timetables can be
chopped and changed.

Bus priority measures will be instrumental in increasing reliability. It will be important, however, that
these measures are enforced/’policed’, or else the potential benefits to passengers risk being
diluted. We would also ask what steps will be taken to co-ordinate feeder routes into the core area
to ensure that end-to-end journeys are equally reliable.

In our Bus Service Changes report’ we drew attention to passengers’ attitudes to service changes.
Two-thirds did not think it acceptable to make changes to bus services more than twice a year and
more than six out of ten (62 per cent) wanted to be given at least four weeks’ notice of major
changes. Our research also showed that the best place to inform passengers of changes is at the
bus stop itself: 75 per cent of passengers wanted information at the bus stop, 61 per cent wanted it
on board. This research was carried out in 2010 and we accept that passengers’ expectations and
preferences may have developed in the intervening period — however, the importance of
information at bus stops should not be underestimated.

Limiting timetable changes to agreed dates and sufficient providing notice of registration changes
are important. So too is restricting the number of times a specific service can be changed in a
given period — to avoid the impression of a service constantly being ‘tinkered’ with — alongside a
clear process for consulting with and informing passengers of changes.

7 Bus Service Changes. Passenger Focus. September 2010
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We have also reported on the impact on passengers of cuts to rural services. In ‘Bus service
reductions — the impact on passengers’® we identified four main impacts:
» Passengers could not travel like they used to: they made fewer discretionary trips
» Dependency on others increased: awkwardness to ask for lifts and their travel plans now
being contingent on others
* Sometimes the passenger paid instead: passengers bore some of the costs by using taxis
or other paid means of transport
» Lack of spontaneity: fewer services on fewer days reduced the opportunity to decide on the
day to go out.

Our research® shows a desire from passengers that punctuality and reliability figures are made
public. It found that passengers should have access to information about the performance of their
bus services and to key actions being taken by operators and local authorities to improve this. The
research indicates that publishing this information is regarded as a right in principle and is good for
trust because ‘it helps keeps the industry honest’. This was the case even if individuals had little
personal appetite in seeking it out — the fact that others are looking at it can often be enough.

Given the importance of punctuality we also conducted further work to build a better understanding
about when, where and why buses are delayed and what can be done to help them run on time?°.
Our case studies highlighted the challenge of setting timetables to reflect variable patterns of traffic
and patronage and threw up a number of recurrent reasons for delays, including traffic and
parking, boarding and alighting, inadequate recovery time between services and perhaps most
surprisingly, exiting bus stations. This also highlighted the need for robust and consistent
monitoring of services.

Simplified and integrated fares

Better value for money is one of passengers’ highest priorities for improvement. It is also linked to
getting a punctual, reliable service and a seat in return for payment. Our research'! has found that
passengers often have poor information on fares and ticketing and types of tickets, often relying on
word or mouth or the bus driver. Younger passengers have distinct needs relying heavily on bus
travel. They require service flexibility but also resent paying adult fares. Smart ticketing can help
with some of these issues. New arrangements should:

* Provide a central source of pre-journey information on fares, ticket types (including smart

ticket availability) and bus routes
+ ldentify specific policies for 16-18 year olds, such as the range of tickets and price.

Our report on bus passenger views on value for money?*? looked in more depth at what had the
biggest influence on value for money perception and, importantly, what might help to improve
things. The key findings again emphasise the ‘core’ product. When passengers buy a ticket, they
expect a punctual, reliable service and a seat in return. Focusing on performance should further
improve perceptions of value for money.

Better access to information on fares and ticketing is also essential. Passengers often relied on
word of mouth and the bus driver for information on times, routes and fares. All of which begs the
guestion of how much business is lost because potential passengers simply don’t know how to use
the bus or because people can’t find the ideal ticket for their needs. It also found that many
passengers didn’t realise what ticket types existed, how they could buy them or where they could

8 Bus service reductions — the impact on passengers Passenger Focus. September 2012

9 What's the holdup Exploring bus service punctuality. Passenger Focus. December 2014

10 How late is late — What bus passengers think about punctuality and timetables. Passenger Focus. January
2014

11 Bus passenger views on value for money. Passenger Focus. October 2013

12 Bus passenger views on value for money. Passenger Focus. October 2013
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find out the information they needed. The research found a very strong desire for more centralised
sources of information, for example, websites, apps and notices on the bus.

Younger passengers also have very distinct needs. They rely on buses, need more flexibility (to
balance work, education and seeing friends) and often take journeys spontaneously. They also
resent paying adult fares when they are still at school/college or on low (or no) incomes. They want
this reflected in the fares that they pay — with adult fares only kicking in from 18 onwards.

There have been considerable developments in the use of smart ticketing. Our research on smart
ticketing®® ** demonstrates passenger support for new forms of ticketing — in particular in having to
avoid carrying the ‘exact change’ and in reducing the time it takes to pay. It also shows a
desire/expectation that smart ticketing facilitates the introduction of new types of tickets — indeed
this was felt to be essential to encourage uptake. Will passengers switch from a paper ticket to a
plastic version, if the ticket type and cost is the same We know that one of the key reasons that
passengers get a smartcard is that they are able to choose from more flexible types of tickets,
which will be better suited to their own travel patterns, so saving money and time. It also stands to
reason that facilities and procedures for switching to smart must be easy to use and well explained.
Here again, we accept that there have been some significant developments in ticketing since our
research was carried out, in particular the introduction of contactless payments.

We would also urge caution when it comes to removing a cash option altogether. There are those
who will only travel occasionally and who will not ‘join’ a smartcard scheme or use contactless — it
will be important that this doesn’t create a new barrier to travel.

Customer e perience

Young people’s e perience

Young people use the bus more than any other single group of passengers. Yet despite the
importance of bus to younger people we know from our BPS that they are the least satisfied group
of passengers. So, for this important group, there is a clear challenge to Government, bus
operators and local authorities to make the bus a better experience.

Our research with young people'® shows they are starting to travel to more places independently
but have key concerns. Many of these come from lack of confidence or not understanding ‘the
system’ and bring anxieties about ‘getting it right’. The report details key points to address:
» Building confidence — making it stress-free and easy to use, teaching the skills they need,
empower and support drivers in their role
* Get the basic service right — young people are put off by poor quality. Focus on the core
elements of the journey and ensure consistent reliability
» Engage with them through technology — with a centralised source of information and
ticketing and details of fares, discounts and passes widely available. Learn from the
successes of other industries and sectors
+ Simplify fares, make them consistent and reward loyalty — a young people’s concession,
fare deals that are easy to find, with loyalty rewards, more tailored offerings and targeted
communication.

People who have a disability
Our analysis of the Bus Passenger Survey shows that almost a quarter of bus journeys are made

by those who have a disability. Although the prevalence of disability increased with age, mental
health had a high proportion in middle age and in our work with young people, a fifth said they had

13 Smart Ticketing: Oxford SmartZone. Passenger Focus. September 2013
14 Smart ticketing in Norfolk: what do passengers think Passenger Focus. March 2015
15 Using the bus: what young people think. Transport Focus. February 2018
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a disability, which may be hidden, needing even more support. Those with a disability were
generally less satisfied. Key points from their experience:
» Greater dissatisfaction with smoothness of ride and personal safety and security
* More concern about other passengers’ behaviour — particularly the younger age groups and
in the peak. Those whose disabilities have a higher impact on travel have much higher
levels of concern.
+ Passengers’ comments also highlight the importance of: allowing time to get to seat;
lowering access ramps; seats for the disabled being taken by others; and the
wheelchair/buggy contention.

Our research in 2021 dug a little deeper into the views and experiences of disabled passengers
with members of our Transport User Panel'®. This found that disabled people don't find it as easy
to use public transport in their area. 54 per cent of non-disabled respondents said it was very easy,
compared with 37 per cent of disabled respondents. A higher proportion of disabled respondents
said it was difficult. The reasons they gave included the distance to the bus stop being too far for
them to manage and greater complexity for journeys with more than one part.

We also wanted to understand how public transport affects access to work and other opportunities
for disabled people. In our panel 26 per cent of disabled passengers agreed that local public
transport provision limited their access to employment opportunities compared with 18 per cent of
non-disabled panellists. In addition, a significantly higher proportion of disabled panellists reported
that public transport limits their ability to go places. This means that they do not use public
transport as often as they would like. They would also go to many more places if public transport
was easier for them to use.

Q The Strategic Case concludes that the Proposed Franchising Scheme is the best option
for the Combined Authority to meet its strategic objectives for bus in the region. Do you
have any comments on this?

The objectives set out in section 1.2.1 of the consultation document reflect passengers’ concerns:
this is a great set of objectives. But that is what they are - objectives. It is suggested that
franchising will better enable WYCA to achieve them than other delivery options, such as
enhanced partnership. But will you achieve them

The consultation focuses on a largely theoretical model of franchising compared with a largely
theoretical model of an enhanced partnership. Neither has been closely defined in terms of what it
is expected to deliver. It is up to the current and future Mayors to determine the degree of priority to
give to improving bus services and it is up to the various funding bodies to determine how much
support to offer. Demand and funding scenarios have been provided, but they do little to clarify the
situation. What the bus operators are prepared to offer under an enhanced partnership, beyond the
existing partnership, is not yet known, so a comparison has been made with a notional Enhanced
Partnership+.

By way of comparison, we note that under their franchising scheme, Greater Manchester is aiming
to provide more frequent services — at least every 12 minutes on key orbital and radial routes and a
twice hourly service within 400 metres of 90 per cent of the population. People in the most built-up
areas of Greater Manchester would have at least five buses per hour within 400 metres of their
front door. They also aim to provide 90 per cent of the entire Greater Manchester population with a
30-minute frequency bus or Metrolink service on weekdays within 400 metres of their home.
Proposed infrastructure improvements include creating 500 more accessible stops and installing
Real Time Customer Information displays at 300 stops to give people greater confidence when
travelling.

16 Accessible transport: unlocking a better normal. Transport Focus. July 2021
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Could you please clarify more precisely what standards of service you are expecting to deliver in
the West Yorkshire under (a) franchising, and (b) the enhanced partnership+ comparison

From Transport Focus’s perspective the key challenge is whether the WYCA'’s proposal reflects the
needs and priorities of both existing and potential passengers. The closer that the specifications
and targets reflect people’s needs, the better the chance that they will deliver the type of services
that people want and value and will draw in new users to grow the market. Transport Focus’s
research gives good understanding of the expectations and aspirations of transport users against
which the proposal can be reviewed. We note that the commercial case includes a performance
incentive regime (1.2.3). This is welcome, but to have full confidence that it will enable you to
achieve your objectives, we would need more information on the details of this regime, any
associated monitoring regime and the process for reviewing performance against targets and
modifying services to respond to shortcomings.

Q3 Do you have any comments on the conclusion of the Economic Case that the Proposed
Franchising Scheme will offer value for money to the public sector?

It is difficult for Transport Focus to form a judgement, as we are reliant on the information provided.
Much will depend on what tangible improvements franchising delivers to local services and this is
not entirely clear, as explained in our answer to 2 above.

Q4 The Commercial Case sets out how the Proposed Franchising would be run
commercially. Do you have any comments on this?

We have no comments, other than those we made about the performance incentive regime, set out
in our answer to 2 above.

Q5 The Financial Case concludes that the Combined Authority could afford to introduce and
operate the Proposed Franchising Scheme, but this carries additional financial risk. Do you
have any comments on this?

Improving local services will cost money, and this could present a challenge when seen against the
backdrop of falling patronage which WYCA’s Assessment predicts.

We are concerned that there is a risk that fares may have to rise to pay for improvements or cuts to
services will be needed if patronage falls, as expected. We note the admission that under all
options, and reflective of the Economic Case assumptions of passenger decline, a continual
reduction in bus services would be required to account for reducing passenger fares revenue and
there would be a need to only spend within the limited funds available to run buses. This is
disappointing (see our response to 8 below) and we would urge WYCA to set more ambitious
targets for patronage growth.

Having said that, based on your Assessment, we believe one of the ‘tests’ for the future model is
how well it copes with a drop in revenue and its ability to maintain investment and subsidies. To
this end it could be argued that the franchising model, with its wider resources and sources of
funding, does offer a larger ‘safety net’ at such time and as a result offers more stability for
passengers. In saying this we are talking from a purely passenger perspective — we acknowledge
that the risks from a taxpayer perspective are different.
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Q6 The anagement Case sets out how the Combined Authority would manage the
Proposed Franchising Scheme. Do you have any comments?

Table 4 in the Assessment management case suggests that complaints handling functions would
transfer from the operators to WYCA. However, there is little detail. Your proposal raises a number
of questions:
¢ what assessment have you done of the performance of the bus operators in complaints
handling
¢ what do you see as the advantages of taking over complaints handling and what would be
the challenges
¢ how would appeals be handled
¢ how would you analyse and use complaints data to improve services

8 in the long questionnaire poses a more detailed question about one particular aspect of the
proposal addressed by the management case: “Do you have any comments on the proposals for
how the Combined Authority would consult on how well the Proposed Franchising Scheme is
working ”

We welcome the proposal that this would include consultation during transition, and
implementation, as well as during ongoing operation and in the event of any proposed changes to
the scheme.

There is a little more detail in section 5.3 of the Assessment management case, but it is clear that
plans are still at a very early stage. In paragraph 5.3.2 it is stated that "the Combined Authority will
undertake regular, in depth, consultations both during Transition, as the lotting strategy is being
implemented, and once all franchise agreements have been awarded. Consultation planning and
implementation is likely to include:

e The identification of stakeholders to be included within the consultation.

¢ The consultation approach to be adopted (e.g. written surveys, user groups, on-street

surveys, focused meetings with individual stakeholders).
¢ How the outcomes of consultation will be reported on.”

This is a good start. However, we would welcome an opportunity to work with WYCA as more
detailed plans are developed. In particular, we would like more explicit confirmation about how
passengers and their representatives can have a say in the standards set out in contracts.

Q7 The Combined Authority’s draft Equality Impact Assessment identifies the potential
impact of the Proposed Franchising Scheme on persons with protected characteristics. Do
you have any comments on it?

Section 3 of the draft Equality Impact Assessment (analysis of the evidence) indicates that
franchising would give control of decisions to WYCA. However, how the Combined Authority would
use this control for the benefit of persons with protected characteristics has yet to be determined.
The commitment to further consultation with protected groups is welcome.

Action to make bus services more accessible should be closely defined. In Greater Manchester,
new buses are to be rolled out across the network over the next few years. They will be fully
inclusive, with two wheelchair bays, hearing induction loops, audio and visual announcement
systems and anti-slip flooring. The existing bus fleet will also continue to be properly equipped
under a comprehensive renewal programme.
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Q Overall, to what e tent do you support or oppose the introduction of the Proposed
Franchising Scheme? Why do you say this?

Transport Focus agrees that the proposed franchising scheme could deliver benefits for
passengers although the test will be in assessing the delivery of resulting services.

It would seem to provide additional flexibility when specifying routes and times and through this
help address ‘gaps’ in the network that impact on existing users and act as a barrier to new users.

Franchising would also seem to provide the most flexibility when it comes to providing a simplified
and integrated fares and ticketing structure — another key passenger aspiration.

The franchising proposal could also deliver benefits when it comes to customer experience —
though we acknowledge that some of these could also be provided through the partnership
options. The chief benefit of franchising in this regard would be the opportunity of setting a
consistent set of standards across all routes and services. It could also facilitate a more unified
real-time passenger information service.

However, it is less clear how proposals will influence the key drivers of satisfaction in tackling
punctuality and reliability. People see transport as a public service and an enabler for supporting
personal mobility. The scheme needs to include robust measures for providing the reassurance of
consistently reliable and punctual journeys across modes and from door to door, to be able to
deliver an attractive network that fosters growth and trust.

The expected decline in bus patronage set out in the Assessment under all models — franchising,
an enhanced partnership+, and the reference case — comes as something of a shock. Table 6 in
the Economic Case (page 72) shows passenger journeys under franchising falling to 66 million per
annum by 2041/42, compared with 64 million for EP+ and 57 million for the reference case, from
around 100 million today.

By way of comparison, a new Bus Strategy in Greater Manchester Combined Authority (GMCA)
sets out an ambition for a 30 per cent increase in bus patronage by 2030. Could you please
explain why you are expecting such a steep decline in patronage over the next 20 years and why
franchising appears to make relatively little difference to this decline when compared with the
forecasts under an enhanced partnership+ and the reference case

We can see how the proposed franchising scheme presents opportunities and flexibilities to
improve local bus services which are not available through other delivery models. We would like to
believe that franchising can have a transformative effect on local bus services in West Yorkshire.
We are not yet convinced by the evidence presented in your documentation that this will be the
case — the forecast drop in bus patronage set out in your Assessment suggests otherwise.

We also have concerns about the transition period and prospect for further network deterioration,
that raise questions about how opportunities to support service provision and modal shift towards
an attractive network that promotes growth can best be taken.

Q Arethere any changes that you think would improve the Proposed Franchising Scheme?

No.
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Q1 Do you have any further comments?

Franchising would give WYCA more control over bus services, and provide some opportunity for
enhanced public accountability at the ballot box. We welcome the plan to consult users on how
well franchising is working. However, a key question for Transport Focus is how will passengers be
given more say than they have currently and would have under an enhanced partnership For
example, what mechanisms will there be to enable passengers to comment on the network of
routes and frequencies and service standards and feed into the broad content of contracts
Without understanding these in more detail, are consultees being invited to sign a blank cheque

Transport Focus has been represented on the West Yorkshire Bus Alliance for many years and we
would be keen to discuss how we could continue to play a ‘critical friend’ role, to strongly articulate
the passenger voice, should a franchising scheme be made. We would be happy to continue to
advise WYCA on monitoring of your bus passenger charter and any revisions to it. More widely, we
would be happy to advise WYCA on the best ways of capturing the voice of local passengers and
non-users as well as commenting directly on behalf of passengers on detailed proposals to
improve local bus services.

Conclusion

If properly funded and more closely defined, the proposed scheme has the potential to improve the
bus journey experience, making local bus services more attractive to users and non-users and
raising satisfaction levels. Transport Focus’s research can prioritise the improvements that are
important to passengers and thus realise that potential.

There is much in the proposed scheme that aligns with the needs and aspirations of transport
users in West Yorkshire. It focuses on many of the outputs that matter to passengers. We would,
however like to see more clarity about what will be delivered. The Enhanced Partnership+ could
also potentially deliver some, but not all of the improvements passengers want to see.

We would like to believe that franchising can have a transformative effect on local bus services in
West Yorkshire. We are not yet convinced by the evidence presented in your documentation that
this will be the case — the forecast drop in bus patronage set out in your Assessment suggests
otherwise.

The acid test for the proposal will be what benefits it will bring to passengers and how it will
improve the delivery of services. The ten actions to benefit passengers, set out in Appendix 1,
represent a checklist for assessing how the proposed scheme specifications and targets measure
up to what passengers want and need.

We will be pleased to discuss the points raised in our submission in greater detail and to work with
WY CA to support and underpin passengers’ interests.

January 4

Transport Focus, 7»Floor Piccadilly Gate, Store Street, Manchester, M1 2WD
www.transportfocus.org.uk
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Appendi 1
Ten actions to benefit passengers

1. Improving punctuality and reliability
Bus passengers rank punctuality and running on time highly as priorities for improvement.
Lateness of a bus arriving at a stop to start the journey causes more anxiety than a bus arriving
late at the destination. Passengers can tolerate the arrival at the bus stop of departure up to five
minutes late. After that satisfaction with punctuality decreases markedly, and again after 10
minutes. The new arrangements should:

* Have clear punctuality targets

+ Targets for improving average bus journey speeds

* Include a statement on monitoring performance and publishing data.

. Ensuring frequency and stability of bus times
Alongside punctuality, passengers want to know that the timetable doesn’t change too frequently.
Our research found that passengers did not think it was acceptable to make changes to services
more than twice a year and more than six out of ten wanted to be given at least four weeks’ notice
of a major change. The new arrangements should ensure:
* There are minimal changes to timetables
» There is a clear process for consulting and informing passengers of changes.

3. Building trust engagement and consultation

Buses need to run on time, be reliable, deal well with disruption and offer value for money. Our
research shows that building a relationship with passengers helps build loyalty and repeated use of
services. Passengers should feel that the company really cares about what happens to them,
especially during disruption, and is not remote and aloof. Drivers have an important role in showing
empathy and care (see 7 below). The new arrangements should require operators to produce a
passenger engagement strategy.

4. onitoring passenger satisfaction to make improvements

It is important for operators and authorities to research (quantitatively and qualitatively) how
satisfied passengers are with services both on the bus and at the stop. Transport Focus'’s Your Bus
Journey survey provides such an independent assessment which could be used providing vital
feedback on critical factors such as punctuality and cleanliness. New arrangements should
establish targets for service quality, how they will be measured and results published.

5. Passenger information in real-time
Real-time information displays are valuable in indicating to passengers when their bus will arrive,
so reducing stress and anxiety and enabling them to make alternative plans when things go wrong.

The Bus Services Act has made more data available for public use, so new arrangements should
set out, through an action plan, how real-time customer information will be provided — especially at
bus stops and through developing apps.

6. Improving fares and ticketing
Better value for money is one of passengers’ highest priorities for improvement. It is also linked to
getting a punctual, reliable service and a seat in return for payment. Our research has found that
passengers often have poor information on fares and ticketing and types of tickets, often relying on
word or mouth or the bus driver. Younger passengers have distinct needs relying heavily on bus
travel. They require service flexibility but also resent paying adult fares. Smart ticketing can help
with some of these issues and the new arrangements should:

» Provide a central source of pre-journey information on fares, ticket types (including smart

ticket availability) and bus routes
» Identify specific policies for 16-18 year olds, such as the range of tickets and price.
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7. Boosting the role of bus drivers
They are the ‘face of the company’ providing the main contact with passengers. For a good
passenger experience, they should provide a pleasant and professional service whether by
providing information on disruption, delays, or ticket types, or settling disputes. Their role is
essential. The new arrangements should therefore:

» Set standards of behaviour for drivers

» Provide training courses programmes that include customer service.

. Customer care and satisfaction

Despite the best intentions, things will go wrong from time to time. An effective complaints system
makes it easy for passengers to know who to contact and a range of ways to do so; has efficient
handling systems; and uses the resulting data to make improvements. The new arrangements
should set out

* Clear complaint handling processes and lines of responsibility

» How contact details will be publicised

* What response times will be and how they will be reported upon

* Clear guidance on where, when and how compensation will be offered.

. Improving personal security
This features in our research both on the bus and at the stop, particularly for those with disabilities.
The new arrangements should ensure that partners work together to deal with anti-social
behaviour and that security is included in design guidelines for buses and stops.

1 . Encouraging non and infrequent users

Our research shows why current non-users don'’t use the bus: poor punctuality, failure to provide
services when people want to travel (such as for work or a night out), length of journey and not
knowing 'the system’. We found that 28 per cent of non-users would support a bus service.
Therefore, operators should produce a strategy for boosting bus use.
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Consultation Response
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Tens of thousands of working people use buses every day. They represent our ability to get
to work, to see loved ones, and to access vital services.

They provide employment for countless bus drivers, office staff and engineers, jobs in the
bus building industry, fitting, maintenance, and a supply chain that represents jobs and
livelihoods for entire communities.

This consultation’s financial case highlights that full franchising vastly strengthens West
Yorkshire's ability to improve the network, providing the instruments and infrastructure to
seize the opportunities of a better transport system.

On the other hand, market-based solutions to bus services have been failing us now for four
decades. Bus usage has been falling, with a negative impact on congestion, air quality and
the West Yorkshire economy.

Working people cannot afford for this to continue. In this response, we at the TUC highlight
the risks associated with insufficiently radical and extensive solutions to serious and
extensive problems.

An Enhanced Partnership+ could fail to meaningfully enhance bus services, wasting funding
while bus usage continues to decline. A failed EP+ also risks creating disillusionment with
bus services and potential for positive change, making future improvement impossible.

Buses are vital to achieving a sustainable future, and a just transition towards a zero-carbon
economy that meets the challenge of the climate emergency, leaving no worker behind.

We support the conclusion that franchising is the better option for bus services in West
Yorkshire — for the environment, for passengers, and for working people.

Liz Blackshaw
Regional Secretary
TUC North East, Yorkshire and Humber
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The challenge: public transport in decline

Market-based solutions will always fail to meet the challenge of a modern,
integrated transport network.

The decline of bus services in the UK, particularly outside London, reflects the stark
disconnect between Westminster politics and the needs of people in the north of England,
including West Yorkshire.

While London enjoys the benefits of a publicly controlled, integrated bus service, other
regions have had their public transport open to market forces.

This means that English regions have lacked the capacity for proper investment, strategic
direction, or the infrastructure to support it. Since Margaret Thatcher's era of bus
deregulation, the number of bus journeys in the UK, excluding Greater London, has been in
decline.

Privatisation was supposed to be a plan
for increasing competition, and therefore
improving services. However, like so many
examples of such privatisation, this has
led to a significant drop in services — in
this case ridership — with a more than 50%
decline since the 1980s. Car ownership
has risen in response.

There is a clear precedent for an
alternative: in contrast, London's
regulated system has thrived, seeing
ridership double in the same period.

The inadequacy of the current system is further evidenced by the shrinking of bus networks
in many regions, especially post-Covid, by up to half. Less profitable routes have been cut
and subsidies reduced due to government underfunding.

In West Yorkshire, this has resulted in bus companies cutting schedules as fine as possible,
resulting in overcrowding at peak times and putting off potential bus passengers, further
driving down public transport use.

The TUC's member unions have told us that at peak times, bus workers now regularly receive
abuse from potential passengers who intend to travel, but are unable to board a bus when it
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arrives. Frontline workers are effectively being forced to deal with the consequences of the
current system, and incompetence from their management at the private operators.

Years of profit-seeking by these operating companies has led to a decline in drivers' real pay
and conditions, sparking a retention crisis and affecting service delivery.

Comparatively, public control in European cities often includes diverse representation on
transport boards, including trade unions representing workers.

This model fundamentally contrasts with the UK's approach, where such committees often
lack any worker or diverse representation. The opportunity for a collaborative approach with
trade unions has been rejected time and time again, and as a result, opportunities for
improvement have been squandered.
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Meeting West Yorkshire’s objectives

Setting out the benefits of a franchised bus service run in the interests of
working people in West Yorkshire.

The consultation document sets out key benefits and risks to both franchising and the EP+
model. However, some important benefits to a fully franchised, publicly controlled bus
network have been missed or understated — especially those that are less quantifiable like
building public trust and confidence.

A strong economic case

Bus franchising provides the opportunity for the greatest possible level of public control and
strategic direction for West Yorkshire's buses.

In the medium term, that means a franchised
service will allow the authority to focus on
improved public transport access to Housing,
Employment, Education, Healthcare, and
Leisure.

It will mean the ability to take a longer view —
where bus routes might previously have
been limited by the exigencies of running the
most profitable service, wider public need
would be considered. Over time, this can
lead to greater trust and confidence in bus
services, increasing ridership and
progressively improving the cost-benefit of the network as a whole.

It is the TUC's view that the consultation document is too pessimistic in its view that
franchised services would only help stem the decline in bus journeys: The example of
London'’s franchised system is that a well-run, publicly accountable bus service can lead to an
uptake in ridership, and the opportunity for expanding services further.

Those further improvements, through even greater public transport access, could build
momentum towards further economic growth and provide the basis for mutually reinforcing
positive change.

The consultation document already sets out a detailed economic appraisal for West
Yorkshire demonstrating that franchising has the potential to provide major economic
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benefits compared to EP+, translating to a service that provides excellent value for public
money.

We strongly agree with this conclusion, particularly that a well-supported bus network that is
accessible and enjoyable to ride will bring major economic benefits to the region that are
currently difficult to quantify. These will, without doubt, make West Yorkshire a better place
to live and work.

Tackling the climate emergency

The TUC is committed to a just transition, for worker-friendly climate action that protects the
planet and future-proofs jobs.

Better public transport is a key component of this approach: particularly in securing
investment in future-proofed infrastructure, industries, and jobs.

In this context, success will mean converting as many potential car and van journeys to
public transport. Emissions produced by one bus for the equivalent number of cars is very
significantly lower, and across a whole network,
the potential climate benefit is very substantial.

For example, latest DEFRA figures show that
over 100km, average diesel and petrol cars
release 17 and 16 kilograms of CO2e (carbon
dioxide equivalent). Per bus passenger, that
falls to 11kg CO2e. For London buses, which
have had the benefit of franchising and public
investment into more sustainable hybrid,
electric and hydrogen vehicles, the figure falls
to just 7kg per passenger.

Therefore, even utilising West Yorkshire's current stock of more polluting buses, a popular
and integrated bus network would significantly reduce the region’s contribution to the
climate emergency and reduce instances of respiratory diseases. With the potential benefit of
investment in bus fleet and infrastructure that franchising provides, we have the opportunity
to multiply that positive change.

The consultation document clearly states that franchising would be a better option than EP+
for ensuring a higher number of journeys are taken by bus, whether this is through
stemming decline, or the TUC's view, which is that that decline could be reversed.

It is prima facie the case that franchising is therefore a better option for the environment.
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Trade unions and workers are also ready to play an active role in a just transition: helping
their organisations make sustainable change, cutting emissions and protecting the
environment. However, private bus operators do not take advantage of the potential for a
collaborative approach.

West Yorkshire could only pursue this advantage through franchising, providing a direct
relationship with bus workers that could inform and improve our response to the climate
crisis.

Additionally, franchising would lead to greater control of infrastructure and supply chains,
including a say in the procurement process. There will be countless opportunities here to put
the focus on greener and more sustainable delivery that is not currently quantified in the
consultation document.

What's more, good public procurement can contribute to a just transition that ensures the
highest standards of working conditions and decent pay for workers who service the bus
industry. It is vital that new green jobs are also good jobs, and only franchising provides
West Yorkshire with the levers to achieve this.

Enabling safe, inclusive transport

There are three key benefits we would highlight to a fully franchised bus network in terms of
creating opportunities for safer, open, and inclusive transport:

e The opportunity for safety interventions on public transport. One noted problem with
public transport is the potential for negative social interaction between passengers,
particularly discrimination or gender-based violence/harassment.

Tackling this issue requires social, cultural and political change, and the opportunity
of a franchised system would be greater capacity to run strategic campaigns to
achieve this. It would also mean greater control over policing and security
arrangements on buses compared to EP+.

For example, in Greater Manchester, it has been planned to re-introduce the role of
bus ticket inspectors. Apart from ensuring fares are paid, inspectors provide a
physical presence that has the potential to deter anti-social behaviour and sexual
violence/harassment. The role of ticket inspectors has completely diminished under

the current deregulated system, resulting in a negative impact on passenger safety
and customer service. Only franchising would provide West Yorkshire with the
opportunity to re-introduce these vital public-sector roles that would help eliminate
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discrimination or gender-based violence/harassment on the bus network.

e Franchising means greater control over the bus fleet, procedures for drivers and the
provision of bus stations. This provides the opportunity for greater inclusivity for
disabled passengers and workers, ensuring appropriate adaptations can be made and
that the network can draw from the widest range of talent to deliver the best possible
service.

e Greater control over fares and pricing would necessarily make for a more inclusive
bus network, where lower fares would mean a greater level of access for working
people of every background. The authority has already made great strides on fair and
affordable pricing, but franchising is the only way forward to secure a more inclusive
bus network well into the future.

A better-connected West Yorkshire

In a franchised system, the combined authority would set the routes and core network
coverage across West Yorkshire.

This is one of the core benefits of franchising. With EP+, there will always be a negotiation
with bus operators over how and where they provide coverage, and the necessity to maintain
their profit margin will always inform that discussion.

With franchising, the need for those discussions ceases — the authority will be able to ensure
more isolated parts of West Yorkshire receive reliable, regular services like never before.

Local councils have already called for their own franchising powers to deal with this issue.

The greater opportunity for strategic investment, where the authority will have direct control
over how and where money is spent, would also mean the chance to immediately improve
service frequency,

Finally, franchising means the chance to improve network integration. A planned bus
network would allow the authority to look at the region’s transport system holistically and
respond to passenger activity and trends with all the available information, instead of the
sometimes haphazard and often overly-cautious attitude adopted by private operators.

In combination with integrated fares and ticketing, this would allow West Yorkshire to follow
the example of planned and integrated transport systems around the world, bringing the
region up to a modern standard.



https://www.urbantransportgroup.org/system/files/general-docs/UTG%20Report%20-%20A%20Smoother%20Ride%20FINAL_2.pdf
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A more affordable bus network

The consultation document makes clear how the cost of bus travel is one of the key reasons
not to travel by bus, and remains important to travelling customers.

Under the current system,
fares have increased
compared to the cost of car
ownership, and increasingly
complex ticketing
arrangements have been
created.

S lotemd
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Fares in West Yorkshire has y SaEgs / B
gone some way to tackle these

issues, and as the consultation

document states, both EP+
and the proposed franchising
system provide for affordable
bus routes.

\

However, we would highlight

the increased level of control and democratic accountability franchising provides. Looking
beyond the immediate case, a franchised system safeguards against future fare rises, and is
likely to lead to increased satisfaction with value for money.

The National Audit Office has demonstrated how franchising offers the greatest possible
flexibility when it comes to setting ticket prices.

In a much more immediate sense, a franchised system would provide levers for the authority
to immediately simplify the fare structure and provide access to contactless and integrated
ticketing, without negotiation.

A franchised system would remove the incentive, that would still exist under EP+, for
competing bus companies to lobby for alternative fare arrangements and find new ways to
find profit margin.

It can’t be overstressed how beneficial consistent pricing and integrated ticketing could be to
delivering an affordable, effective network that provides value for money. Here the example
of many systems around the world — most relevant being the London’s Oyster and



https://www.nao.org.uk/wp-content/uploads/2020/10/Improving-local-bus-services-in-England-outside-London.pdf
https://tfl.gov.uk/info-for/media/press-releases/2013/July/tfls-famous-oyster-card-celebrates-ten-successful-years-making-journeys-easier-for-customers#%3A~%3Atext%3DIn%20the%20ten%20years%20since%2Cin%20response%20to%20customers%27%20needs
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contactless travel — show that when transport ticketing is accessible, it gives passengers
confidence to make journeys by bus. The same would apply in West Yorkshire.

A passenger-focused network

The difference between a fully franchised bus network and the EP+ is a fundamentally
different relationship between the West Yorkshire Combined Authority and bus operators.

Transport unions have consistently found in dealings with bus and rail operators that a
continuous need to maintain profit results in attempts to reduce staffing numbers and
provide only the most basic standard of customer service.

The only solution to providing passenger safety, decent real-time provision and good, high-
quality information at stations is to ensure safe and appropriate staffing levels. Staff will only
be able to provide a decent service where they are valued members of the workforce, with
decent pay and collective bargaining
arrangements in place.

This has simply not been the case for bus
provision in the UK. The existing,
deregulated model means that bus
companies can take advantage of
bargaining taking place on a depot-by-
depot basis, driving down pay and
conditions. In some cases, bus workers at
the same company and the same region
have differing rates of pay.

In West Yorkshire, Unite bus workers have
reported that the highest hourly rate of pay at the First Leeds Hunslet Park depot is £13 per
hour, while in Bradford the hourly rate at the same company is £14.

We have seen reports of bus drivers forced to use food banks to support their families. It is
impossible in these circumstances to expect bus workers to provide the highest levels of
customer service if they are constantly concerned about the cost of living.

Another concern for many drivers is the potential of losing their jobs, or reduced pay and
conditions, during a change of operator. Protections against this are too limited within EP+,
but at least within franchising, there would be a requirement to maintain a certain standard
of service that will necessitate appropriate staffing levels.



https://tfl.gov.uk/info-for/media/press-releases/2022/december/tfl-celebrates-a-decade-of-contactless-payment-on-london-s-buses
https://www.unitetheunion.org/news-events/news/2021/september/stagecoach-north-east-bosses-divide-and-rule-tactics-on-pay-prompts-strike-ballot-by-drivers
https://www.unitetheunion.org/news-events/news/2021/september/stagecoach-north-east-bosses-divide-and-rule-tactics-on-pay-prompts-strike-ballot-by-drivers
https://www.unitetheunion.org/media/5049/bus-workers-newsletter-issue-2.pdf
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However, even under franchising, there will be a requirement for TUPE transfer arrangements
during changes of contract. Under that scenario, trade unions have concerns around pension
protections for bus workers, which are not secured under law. This is a conversation which
must be addressed, whatever decision is made as a result of this consultation.

More generally, under the procurement process, there might also be a risk of a ‘race to the
bottom’ in terms and conditions, which will have knock-on impacts on passenger standards.

There are ways to safeguard against this, and trade unions would be open to discussion on
how to ensure procurement does not diminish service standards or workers' pay, terms or
conditions.

However, we strongly recommend that if franchising is pursued by the Combined Authority,
that consideration is given to a publicly-owned Direct Labour Organisation, placing bus
workers under one organisation for collective bargaining purposes and — therefore — leaving
only management to private operators.

It is also our view that in the long term, the best option for bus workers and passengers
would be full public ownership of the network — a publicly owned bus company operating all
routes set by the West Yorkshire Combined Authority.

Only under franchising would the Authority have the option to 'direct award’ bus contracts,
and avoid a tendering process altogether: saving time, money and smoothing the transition
to a fully publicly-owned bus network.

No matter the route West Yorkshire takes, franchising would allow for a much higher level of
collective bargaining across the whole of the region — starting the process to get bus workers
to consistent, decent pay and conditions, and significantly improving customer satisfaction
as a result.

Faster buses and more efficient routes

Neither franchising nor EP+ are necessarily preconditions for improved bus routes that
reduce travel times and make public transport more competitive with car driving.

However, it is undoubtedly the case that greater public control provides for a holistic
approach to West Yorkshire's transport, that would facilitate more efficient bus routes,
shorter travel time and therefore increased bus journeys overall.

Across the passenger transport sector, trade unions have found private operators have
sought to drive down pay and conditions for engineers as well as other bus workers. This has

had a significant knock-on impact on both service reliability and punctuality.



https://www.unitetheunion.org/news-events/news/2022/december/go-north-east-bus-engineers-to-strike-in-christmas-week
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As with customer service, a major benefit of a franchising arrangement in West Yorkshire
would be the opportunity for collective bargaining arrangements and a positive,
collaborative approach with trade unions.

This approach would deliver more with less: better paid and supported bus engineers pay
dividends in the increased reliability of a bus fleet, lessening the need for repairs and costly
emergency provision. It is the TUC's view that the counterproductive approach of many
private operators could be best overcome through franchising.

Similarly, we would strongly recommend that if franchising is pursued, the Authority
investigates the feasibility of a Direct Labour Organisation to place bus workers under one
organisation for collective bargaining purposes, in order to guarantee terms and conditions
and therefore future reliability of the bus network.

The wider approach to planning that is available through franchising would also allow for
better, more efficient journeys.

The example of other major cities, most notably London, show that a consistent, franchised
network gives the authority and local councils the confidence to invest in bus lanes, bus-
specific infrastructure, and investment around stops and stations to make the whole network
more effective and efficient.

The confidence to make bold planning decisions, through franchising, can deliver the
decreased journey times the authority seeks in its strategic objectives.

Finally, under this approach, we would strongly recommend taking the opportunity of
franchising to place bus infrastructure into public ownership, either directly through the
Authority, via member Councils, or in a publicly owned bus company. Control of
infrastructure would give the authority more of a say over its use, greater flexibility and the
opportunity to fix things directly if they go wrong.

All these changes would benefit the overall reliability of the network.

Greener vehicles to tackle the climate crisis and improve air quality

It is our view that private operators have in many cases dragged their heels over the need to
transition to greener and more efficient vehicles.

In the franchised London system, there are 3,835 hybrid buses, 950 battery electric buses,
and 20 hydrogen fuel cell buses out of a total bus fleet of 8,643. This represents around 56%
of the bus fleet.
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By comparison, a recent report by the House of Commons Transport Committee shows that
an extraordinary 91 per cent of buses in England - outside London - are diesel. Despite many
good words, private operators have, for decades, fundamentally failed in their duty to tackle
climate change.

It is patently clear that only franchising provides better options for strategic investment and
intervention in the bus network.

With these powers, London has been able to invest in better vehicles, setting their design
and fuel type. This means that pollute less, do not impact on air quality in the same way, and
contribute far less to the climate emergency.

West Yorkshire must not miss the opportunity to take up franchising, working towards a fully
electric or hydrogen-based fleet.
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The clear choice for West Yorkshire

On every important metric, franchising secures a better future for West
Yorkshire’'s bus network. We cannot risk failing to take meaningful change.

It is imperative to address the urgent needs of working people who are directly impacted by
the state of bus services in West Yorkshire.

The suggestion of EP+, championed by private bus operators, risks adopting half-measures
and insufficiently radical solutions to the complex and extensive problems facing our bus
services. The stakes are high, and workers cannot afford the continuation of inadequate
provision.

The economic benefits of a franchised system are clear. It enables the authority to provide
broader and more reliable access to essential services like housing, employment, education,
healthcare, and leisure. This approach not only meets immediate transportation needs but
also fosters long-term public trust and
confidence, potentially increasing
ridership and enhancing the overall cost-
effectiveness of the bus network.

Franchising is pivotal in addressing the
climate emergency. By facilitating a shift
from individual car journeys to public
transport, it significantly reduces
emissions, contributing to a healthier
environment. The franchised model also
offers the flexibility to incorporate
cleaner, greener buses, further mitigating \
environmental impact.

Inclusivity and safety are at the heart of the franchised model. It allows for more strategic
interventions to ensure safe and welcoming public transport experiences for all passengers,
particularly addressing concerns like discrimination and gender-based harassment.
Additionally, this model ensures that the bus network is accessible to disabled passengers
and provides fair, affordable fares, enhancing accessibility for everyone.

Furthermore, the franchising system promises a better-connected West Yorkshire. It
empowers the combined authority to determine routes and coverage, ensuring even the
most isolated areas receive consistent service. This level of control extends to strategic
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investments in service frequency and network integration, ultimately leading to a more
efficient and user-friendly public transport system.

Lastly, the impact on workforce welfare cannot be overstated. Franchising would help
facilitate fair pay and conditions for bus workers through collective bargaining, directly
correlating to improved customer service and satisfaction. It also allows for a more robust
response to the climate crisis, involving workers in the journey towards sustainable change.

We believe that only a fully franchised, publicly controlled bus network can effectively meet
the challenges and fulfil the needs of West Yorkshire. This approach is not just a solution; it's
a necessary step towards a more equitable, efficient, and sustainable public transport system.
By adopting a franchised model, we can ensure that the bus network serves the broader
public interest rather than being constrained by the limitations of profit-centric models.

Moreover, the franchised system is pivotal in addressing the pressing issues of climate
change and social equity. It enables strategic investments in greener, more efficient transport
options, contributing significantly to environmental sustainability. It also ensures inclusivity
and safety in public transport, making it accessible to all, regardless of background.

The decision to transition to a franchised bus network is more than a policy choice; it is a
commitment to the well-being and future of working people in West Yorkshire. It is an
acknowledgment that half-measures and underwhelming solutions are no longer acceptable.

The working population deserves and urgently needs a public transport system that is not
only efficient and sustainable but also fair and inclusive. Adopting a franchised model is the
key to realising this vision and ensuring a prosperous, equitable future for all in West
Yorkshire.




TUC Creative and Leisure Industries Committee

Dear Mesdames and Sirs

| am e-mailing on behalf to the TUC Yorkshire and the Humber Creative and Leisure Industries
Committee (TUC YH CLIC) with our response to the consultation on the reform of West Yorkshire
Bus Services.

TUC YH CLIC aims to build links between entertainment unions and unions organising workers in
libraries, museums, art galleries and other cultural organisations and to develop inter-union support
and solidarity.

An important area of TUC YH CLIC's work is to draft the Regional TUC's Cultural Manifesto. This can
be downloaded from: https://www.tuc.org.uk/TUCYorksCulturalManifesto. Tracy Brabin MP pledged
her support for the Cultural Manifesto in 2019. TUC YH policy is that West Yorkshire Mayor Brabin
and West Yorkshire Local Authority Cabinet members for Culture should both pledge their support
for the manifesto and do all that is within their powers to implement the manifesto's policies.

TUC YH CLIC has declared a Climate Emergency and our declaration can be downloaded
from https://www.tuc.org.uk/news/climate-emergency.

In Summer 2023, as part of it's Climate Emergency work, TUC YH CLIC held an online event: 'Carry
On Touring Sustainably!" This meeting considered the following issues - Musicians, performing
artists, creatives and their supporting workers need to tour to take their work to audiences and to
make a living. In the Climate Emergency, how can we reduce the carbon footprint of touring and tread

lightly on our planet? Can tours be scheduled to reduce the mileage that needs to be travelled? Can we
reduce the amount of air travel involved in touring? What can we do to minimise the environmental impact of
audience travel to venues? A video recording of this meeting can be viewed

at https://www.tuc.org.uk/video/carry-touring-sustainably.

It is within this context that TUC YH CLIC submits the following response to the West Y orkshire Bus
Services reform consultation:

Deregulation and handing bus services over to private operators has led to drastic cuts to services
(particularly where these are regarded as unprofitable), unreliable services, higher fares and far too
often to appaling pay and working conditions for bus workers.

West Yorkshire's citizens are currently being failed by services that are run at the whim of private
bus companies and any "Enhanced Partnership" with existing bus operators is likely to bring little
improvement.



https://eur01.safelinks.protection.outlook.com/?url=https%3A%2F%2Fwww.tuc.org.uk%2FTUCYorksCulturalManifesto&data=05%7C02%7C%7C147a5103798049a20f1708dc0fda5c91%7C34e93bfcee664345a4fe805b67e480c0%7C0%7C1%7C638402677732215484%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C62000%7C%7C%7C&sdata=NYzYsxX%2FcBeq3b8c4TK%2FWSACx4SZQGERpjXZgwlT49c%3D&reserved=0
https://eur01.safelinks.protection.outlook.com/?url=https%3A%2F%2Fwww.tuc.org.uk%2Fnews%2Fclimate-emergency&data=05%7C02%7C%7C147a5103798049a20f1708dc0fda5c91%7C34e93bfcee664345a4fe805b67e480c0%7C0%7C1%7C638402677732215484%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C62000%7C%7C%7C&sdata=UwXk7eaG5M3tWfJnMN9fivKhhc337c2QEkUmu4%2FPQTU%3D&reserved=0
https://eur01.safelinks.protection.outlook.com/?url=https%3A%2F%2Fwww.tuc.org.uk%2Fvideo%2Fcarry-touring-sustainably&data=05%7C02%7C%7C147a5103798049a20f1708dc0fda5c91%7C34e93bfcee664345a4fe805b67e480c0%7C0%7C1%7C638402677732215484%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C62000%7C%7C%7C&sdata=qzValGbMCr8btBjFx4afbHZAgActlwxpuc6ketZQeLs%3D&reserved=0

In responding to the climate emergency, West Yorkshire (and the country as a

whole) needs reliable, good quality, integrated, co-ordinated cheap or free to use public transport.
The provision of such public transport will hopefully bring about a reduction in private motor traffic
which will be conducive towards the achievement of net zero carbon emissions.

Under the restrictions of existing legislation, it appears that bus franchising is the only way in which
the good quality bus services that West Yorkshire needs can be provided. TUC YH CLIC therefore

strongly supports the implementation of bus franchising as the consultation recommends. We are
concerned that it has taken so long for WYCA to embrace franchising. As far as TUC YH CLIC is
concerned, bus franchising cannot come soon enough and we call on the West Yorkshire Mayor and
Combined Authority to bring bus franchising into effect in the county as rapidly as possible.

In line with the Mayor and WYCA's Fair Work Charter, bus franchising must not be implemented in
such a way as to perpetuate the bad employment practices currently endured by far too many bus
workers. Under bus franchising bus workers must receive decent pay and conditions at work. This
policy is also crucial to the recruitment and retention of the bus workers needed to run the
expanded bus services that should be provided as a result of bus franchising.

Bus franchising must be implemented in such a way that meaningful democratic control over the
future of West Yorkshire's bus services is established. Such democratic structures need to include
effective representation from disability groups, bus workers, and bus users.

The trades union movement has long supported bringing bus services back into public ownership. The West
Yorkshire Mayor and Combined Authority should lobby for legislative change to give them the
powers both to establish municipal bus services and to bring private bus companies into public
ownership.

TUC YH CLIC trusts these views will be taken into account in analysing the West Yorkshire Bus
Services consultation and reiterates our call on the Mayor and WYCA to implement bus franchising
without delay.
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4t January 2024

Dear Sir/Madam

Bus Reform Consultation
Consultation Response
Unite the Union — North East Yorkshire and Humber

Unite the Union represent thousands of members working in the bus industry across West
Yorkshire, from bus drivers, cleaners, office staff, engineers, customer service and maintenance
to name but a few.

Our response to the consultation process is based following consultation and recommendation
by the Unions regional industrial sector committee, a committee made up of senior union
representatives from across the region representing a wide variety of companies involved in public
transport across the region.

The main focus of our response is in relation to our members and their employment going forward.
We have seen a continuation of managed decline by companies whose focus is on profit,
companies who see no value in the communities they serve (or don’t). The cutting of services
does nothing to help the most vulnerable in society or the public yet hides the issue of driver
shortages, with decisions made on the profitability of specific routes!! Our communities, working
people and our members in the bus industry cannot afford for this to continue.

Whilst the Union’s aim is to have a publicly owned bus infrastructure, we accept this has to be a
longer term goal. We have no confidence in an Enhanced partnership + proposal. We observe
that the bus operating companies have been actively seeking support for the EP/EP+ options.
We believe that this is because they recognise that they are under pressure which itself
demonstrates the benefits of the franchising model.

We do however have concerns regarding the Franchising model.

Numerous TUPE Transfers
Operator Contract Length
T&C’s — Race to the bottom
Pensions

Collective Bargaining

One of the fears bus workers have is the negative impact frequent TUPE transfers will have on
our members, their job security, pay, terms and conditions and could allow for employers to
continue a race to the bottom approach. We consider that a Direct Labour Organisation to employ
drivers, staff, engineering, and maintenance staff would be beneficial to reduce repeat TUPE
costs, to guarantee equality across the whole franchised system, and to guarantee pension
security for staff. In the absence of a DLO, we ask that the franchising terms include standardised

Sharon Graham www.unitetheunion.org
General Secretary
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pay, terms and conditions, including pensions and that these conditions are done to highest
standard currently and not the lower.

The need for pension protection through TUPE could be removed by central employment of all
drivers and maintenance staff. This would remove the need for regular TUPE and would ensure
that all drivers were on common pay, terms and conditions, as would all bus workers. This seems
to us to be an obvious omission in the proposals. We would urge the Combined Authority to
explore this option both now and as the first round of contracts come to an end (by which time the
commercial case for an expanding service as modal shift begins to accelerate (or not) will be
clear).

Additionally contract lengths could be longer providing further security for our members with a
minimum contract length of 8 years.

Collective bargaining is a pre requisite for our members, having the ability to negotiate pay,
terms/conditions and schedules for all bus workers with franchisee’s, it would be expected
recognition covers existing and new employees. Where we have existing recognition agreements
these would transfer with guarantees in place that any such recognition agreement would not be
amended or changed without prior agreement with the trade union.

If Franchising is the chosen method, then we request further input into the items mentioned above
including Terms & Conditions, contracts of employment, schedules that promote work life balance.
For far too long traditional operators have chosen a more for less approach, maximising working
hours, split shifts and creating impossible schedules, schedules that are almost impossible to
attain, creating issues for the bus users who in turn vent their frustrations on drivers. Mental health
of bus workers has increasingly become an issue and this can be attributed in part to schedules.

Whilst out preferred option has and will always be public ownership of buses, the committee have
agreed that the Franchising model is a step in the right direction and we support the
implementation of the Franchising model for West Yorkshire.

Yours faithfully

ol
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DARREN RUSHWORTH NIGEL ATKINSON
Regional Officer Chairman
Unite the Union Passenger Regional Industrial Sector Committee

North East Yorkshire & Humber North East Yorkshire & Humber



wakefieldcouncll
workingforyou

Mayor of West Yorkshire Leader of Wakefield Council
Town Hall

Wood Street

Wakefield

WFI 2HQ

e: dieffery@wakefield.qov.uk

11 January 2024
Dear Tracy,

BUS REFORM CONSULTATION 2023-4

Thank you for the opportunity to provide the Council's formal view on the Combined Authority's Bus
Reform proposals.

I can confirm that the Bus Reform proposals have been given consideration through the Council's
internal Cabinet Member Briefing process for Planning and Highways. The meeting took place on 10" o
January 2024. This has been the first Cabinet Member Briefing meeting available to discuss the officer
report.

Following consideration, | can confirm that Wakefield Council is in support of the Combined Authority's
proposal for the introduction of an asset ownership-based bus franchising scheme; acknowledging that
the Combined Authority have commissioned an independent formal assessment which has concluded
that this is the preferred option for Bus Reform in West Yorkshire; and as such to achieve the objectives
of the Bus Services Improvement Plan.

I have enclosed for your reference a copy of the internal report which was considered at Cabinet
Member Briefing.

Yours Sincerely,

-

Councillor Denise Jeffery Councillor Matthew Morley JP
Leader of Wakefield Council Cabinet Member for Planning and Highways

Enc.
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THIS REPORT AND ALL APPENDICES ARE OPEN TO INSPECTION BY
MEMBERS OF THE PUBLIC.

Report to: Cabinet Member Briefing

Date: 10™ January 2024

Title: Bus Reform

Portfolio: Planning and Highways

Report of: Service Director for Planning, Transportation and Strategic
Highways

Affected Wards: | All

Corporate Plan “Places to be proud”

Priorities:

Key Decision: [0 Yes - significant expenditure or savings
[1 Yes - significantly affects more than one ward
[1 No — Key Decision procedure doesn’t apply

1. What is the purpose of this report?

The purpose of the report is to formally capture the Council’s view with
regard to its response to the current West Yorkshire Combined Authority
(WYCA) consultation on Bus Reform.

2. What are the recommendations to the decision-maker?

2.1 That the Portfolio Holder is asked to provide a view on the Council’s
preferred way forward which should be fed into the WYCA consultation.

2.2 In advance of the current consultation exercise, WYCA have commissioned
a detailed externally conducted assessment to help them determine their
preferred option. This has led to the consultation being framed around
their preferred option to introduce an asset ownership based bus
franchising scheme.

2.3 It is recommended to support the WYCA preferred option of introducing an
asset ownership based bus franchising scheme in West Yorkshire.




3.1

3.2

3.3

4.1

Why do we need to make this decision?

West Yorkshire Combined Authority (WYCA) are currently consulting on Bus
Reform for West Yorkshire. This consultation is due to conclude in early
January 2024 and will directly inform a Mayoral decision due to take place
in March 2024. The consultation is seeking views from members of the
public, a wide range of stakeholders, and partner district councils.
Therefore, Wakefield Council needs to formally agree and communicate its
view on the matter.

A formal view needs to be captured and communicated to WYCA by way of
letter from the Leader of the Council.

The council has passed motions on 28™ June 2023 and 29" November
2023 expressing support for the introduction of a bus franchising scheme.

What are the options?

The options which directly arise from the consultation are:

4.1.1 The introduction of an asset ownership-based bus franchising
scheme. Under this scheme, WYCA would take responsibility for defining
the bus network, setting timetables, setting fares and contractualising the
operation of bus services on a client /contractor basis. WYCA would also
own the assets associated with a bus network; including vehicles and
depot facilities. The formal assessment commissioned by WYCA has
concluded that this is their preferred option for Bus Reform; and as such to
achieve the objectives of their Bus Services Improvement Plan (BSIP).

4.1.2 The introduction of an “Enhanced Partnership Plus” Scheme. This
scheme has been put forward by the Bus Operators of West Yorkshire, as
a vehicle for enhancing, extending and strengthening the existing
Enhanced Partnership scheme. This has been put forward on the basis
that the approach could deliver objectives arising from the BSIP with many
of the inherent risks; including commercial ones, sitting with the bus
operators; and benefits arising from its interventions could be realised
sooner than for a franchising scheme.

4.1.3 “Do nothing” scenario: Whilst the assessment concluded there
was a “case for change” to move away from the current deregulated market
and existing (standard) Enhanced Partnership agreement; the consultation
provides retaining current arrangements as an implicit option.

4.1.4 It should be noted that the WYCA assessment and development
processes did not conclude that introducing a franchising scheme based on
contracting service providers to run a service using the contactors’ own



5.1

6.1

6.1.1

6.1.2

6.1.3

6.2
6.2.1

6.2.2

fleet and depot facilities as being an option to progress. Therefore, this is
not presented as an option.

How do the recommendations support or promote Corporate Plan
Priorities and outcomes?

“Places to be proud” is one of the five objectives in the council’s current
Corporate Plan. This objective includes “improving transport links”.

What are the corporate implications?

Resource implications

Direct resource implications for the council include existing commitments to
contributing and inputting into the bus governance and development
agenda.

However, the resource implications for WYCA are significant. The range of
implications are set out in the consultation document. This includes
financial requirements to set up the scheme and manage the scheme. The
resource implications for WYCA include the purchase of extensive bus
fleets and the establishment of depot facilities in each of its ten contract
areas. WYCA have set out that they may need to pay incumbent bus
operators who are not successful in securing local franchise contracts for
the purchase of their depot and other operational facilities which may
become redundant “dead assets”.

Given the intrinsic governance relationship between district councils and
WYCA, there is a need to consider the level of risk which WYCA are
potentially exposing their organisation to; and indirectly its district council
partners.

Legal and Governance implications

The legal contracts associated with putting a franchising scheme in place
will be set up by WYCA and they will enter into a series of contracts with
their selector service provider or providers.

Wakefield Council members serve on the West Yorkshire Combined
Authority and its Transport Committee, who will be involved in key decision
making.



6.3
6.3.1

6.3.2

6.3.3

6.4

Risk management

The current deregulated bus market places a significant amount of the risk
associated with the local bus network with the existing commercial
operators. Whilst the eventual contractor or contractors will own many of
the day to day operational risks in a franchised environment; some
significant risks will lie with the commissioning body (WYCA).

WYCA as the commissioning body will own the commercial risks. This
means that the bus network and its component parts will need to be
commercially and financially sustainable. The local bus network in West
Yorkshire is extensive and serves diverse needs; with different parts of the
network producing variable levels of commercial returns. The main
variables which can impact on whether a bus network can achieve
commercial sustainability include levels of patronage generation, fare
levels, decisions about contraction of the parts of the network which
generate lower levels of commercial return, and highway measures to
support bus efficiency, and levels of network subsidy from public funds.
Most of these hold the propensity to prove highly contentious.

The introduction of a franchising scheme would place higher levels of
political and reputational risk on WYCA and its district council partners than
is the case at present.

Other corporate implications considered

A strong and effective public transport network will help the council and its
partners to achieve its transport policy objectives (emerging Wakefield
Transport Strategy and the emerging West Yorkshire Local Transport
Plan); along with Climate Change objectives.

What are the equality implications?

WY CA have undertaken an Equality Impact Assessment as part of their
Case for Change. This is contained within their consultation prospectus.
This concludes that the introduction of Bus Reform will have positive
impacts for several protected characteristic groupings.

What consultation and engagement has taken place?

WYCA are currently consulting on Bus Reform for West Yorkshire. This
consultation is due to conclude in early January 2024 and the outcome will
help to directly inform a Mayoral decision due to take place in March 2024.



The consultation is seeking views from members of the public, a wide
range of stakeholders, and partner district councils.

9. What are the reasons for the recommendations?

WYCA have commissioned a detailed externally conducted assessment to
help them determine their preferred option. This has led to the consultation
being framed around their preferred option to introduce an asset ownership
based franchising scheme.

10. How is success going to be measured?

The Bus Reform scheme which is finally selected through WYCA's decision
making processes will be subject to an extensive monitoring and evaluation

regime.

Key Officers:

Post title Directorate | Name Contact Details
Service | Service Regeneration Joe Jenkinson joejenkinson @wakefield.gov.uk
Director | Director; and Economic Wakefield One,
Planning, Growth Burton Street,
Transportation Wakefield.
and Strategic WF1 2EB
Highways
Lead Principal Regeneration Janet Ward jward @wakefield.gov.uk
Officer Project Leader | and Economic Wakefield One,
for Growth Burton Street,
public Wakefield.
to WF1 2EB
contact
Appendices:
Appendix no | Title or description of document Open to inspection
by the public?
N/A

Background Papers:

Date Title or description of document Open to inspection
by the public?
October 2023 | West Yorkshire Bus Reform Consultation Yes
Document
October 2023 | West Yorkshire Bus Reform Questionnaire Yes
Documents
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Relevgnt Overview and Scrutiny Management Board
overview and Adults, Public Health and the NHS
scrutiny Children and Young People

committee:

Climate Change and Environmental Wellbeing
Regeneration, Employment and Skills

Open for call-in: Yes
No — urgent decision
No — call-in doesn’t apply (for example, Council or

regulatory committee, officer decision)
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1.Introduction

1.1

1.2

The following sets out the response from West Yorkshire Combined Authority (the Combined
Authority) following the submission of information from First West Yorkshire forming their
response to the Bus Reform Consultation.

This document is structured across five key issues identified through First West Yorkshire's
response and relates to the their response which can be found in Appendix 4. The five key issues
identifies are:

e Fares and ticketing simplification benefits

e Network enhancements

Margins

Fleet

Risk

2.Fares and ticketing simplification benefits

2.1.

2.2.

2.3.

2.4,

2.5.

2.6.

This response refers to point 4 ‘Impact of fares and ticketing simplification’ of First West
Yorkshire’s Cover Letter, parts of First West Yorkshire’s response to question 15 of the Bus
Reform Consultation Questionnaire, and section 3.4 of Oxera’s WYCA Bus Reform Assessment
Review.

As set out in paragraphs 4.2.32 to 4.2.35 of the Economic Case, a key element of both
Franchising and EP+ options are measures to improve and simplify bus ticketing in West
Yorkshire. Specifically, this is with regards to:

e [Fares for multi-operator ticket products

e Fare capping

e Additional concessionary schemes

e Single sales channels/apps

Representing and estimating the impact of simplified and improved ticketing and fares is a key
part of the Economic Case, in particular because there are legislative differences as to what can
be achieved under the different options; therefore modelling assumptions on the
passenger/demand response to changes under EP+ and Franchising are required.

Existing ticketing simplification under EP

As part of its response to Question 15 of the consultation questionnaire First West Yorkshire
states “The benefits for passengers from simplified ticketing and capping will be delivered by the
multi operator capped ticketing that the EP will deliver before franchising is “live,” and as such
should not be included in the assessment of impacts resulting from the Scheme.” It is important to
distinguish that the simplified fares and ticketing benefits included for EP+ and Franchising are
additional, and different, to those included in the existing EP. As such these additional benefits
are valid for inclusion in the Assessment.

Paragraph 4.2.34 and Table 1 of the Economic Case present the differences between the fares
and ticketing interventions assumed under the Reference Case, EP+, and Franchising. Under the
Reference Case this includes ‘Mayor’s Fares’ fare capping, but no other changes to fares
ticketing. The EP+ includes fare reductions for multi-operator ticketing, additional fare capping,
and additional concessionary schemes. Under the Franchising option the Combined Authority
would have full control of fares and ticketing, allowing the introduction of a single sales channel or
app which, crucially, is not part of the EP+ scheme.

Evidence source and literature re-review

Paragraph 4.2.32 of the Economic Case cited research undertaken for Nexus that found bus
passengers willingness-to-pay benefit equated to an uplift in demand of 2.5% of extensive ticket
simplification, with this value used in the Combined Authority’s Assessment as the demand
response to fares and ticketing and simplification under Franchising.
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2.7.

2.8.

2.9.

2.10.

2.11.

2.12.

2.13.

In section 3.4.2 of its report Oxera comments that “WYCA provides no evidence to support the
assumption that a lower level of simplification can be achieved under EP+ compared with that
which can be delivered under Franchising”. As per the previous section of this response, and iin
paragraph 4.2.35 of the Economic Case this point is addressed, with Franchising allowing the
introduction of a single sales channel or app which, crucially, is not part of the EP+ scheme. For
the purposes of the Assessment and defining the reform options it was assumed to be highly
unlikely that operators would have stopped using their national apps and sales channels in West
Yorkshire under an EP+ scenario.

No specific “evidence” is required to support the valuation of this important differentiation between

the EP+ and Franchising options, it is one of a number of qualitative differences between the

options.

In section 3.4.1 of its report Oxera states that “WYCA’s assumption regarding the impact of fares

and ticketing simplification rely on questionable evidence” and describes issues that its 2014

study found with the 2013 Nexus Simplified ticketing research. These points are acknowledged

and were not known of by the Combined Authority or its advisors at the time of developing the

Assessment. However, it is important to note that the points Oxera refer to in this part of its report

do not mean:

e That the Nexus research has no use in informing this part of the modelling which underpins
the Assessment. Oxera notes that its earlier review of the Nexus research concluded that the
Nexus research confirmed a favourable attitude towards simplified ticketing.

e That benefits of simplified fares and ticketing cannot be included in the Assessment, nor that
the single sales channel is not an important difference between Franchising and EP+ that
would be expected to generate additional benefits over and above those the EP+
simplification and improvements would deliver.

The points that Oxera refers to in its report do increase the level of uncertainty relating to this

assumption used in the modelling and appraisal of the reform options. Uncertainty in modelling

assumptions is not unique to the West Yorkshire Assessment, and is a feature across all transport
demand forecasting, modelling, and economic appraisal exercises. The robust approach taken to
dealing with uncertainty in the Assessment is described in the ‘Modelling sensitivity tests’ section
below.

In consideration of the points raised in Oxera’s report an additional review of existing literature has

been undertaken. In March 2017 Steer was commissioned by West Yorkshire Combined Authority

to undertake Stated Preference research regarding bus passengers’ willingness-to-pay for
improvements in various aspects of bus services, including simplified ticketing. With regards to
ticketing passengers were asked questions to value “A simpler range of tickets that are valid on all
buses. The same fare for a journey, no matter which bus company runs the service. Payment
using contactless bank card or smart card.” The research recommended a ticketing willingness-to-
pay value of £0.07 per passenger, compared to an average existing fare of £1.90 for passengers
that were surveyed. In terms of a demand uplift value comparable to the 2.5% Nexus figure used

in the West Yorkshire Assessment, this £0.07 value (3.7% of £1.90), suggests an uplift of 2.9%

(assuming an elasticity of -0.8 (Rand (2008)). This is of a similar order of magnitude to the 2.5%

used in the West Yorkshire Assessment. While this research and report was known of by the

Combined Authority’s advisors, the Nexus report — which was within the public domain — was

referenced, with its ‘more prudent’ uplift.

Greater Manchester Combined Authority’s Bus Franchising Assessment included a benefit of

‘interoperable’(multi-operator) ticketing as part of its Economic Case. The Economic Case

element of the Assessment includes the benefit that passengers experience “when period tickets

become interoperable and can be used on all operators’ buses under franchising™. The
willingness-to-pay benefit, which ranges from 9.8p to 11.4p? depending on the level of operator
competition in the corridor, was informed by research completed in 2016. The GM Bus

Franchising Assessment Economic Case shows that the direct® user benefits generated by this

interoperability impact represented 15.4% of the total user benefits.

Whilst the specific change to ticketing in Greater Manchester is also not identical to the measures

discussed in the West Yorkshire Assessment, it is a helpful indication of research showing the

scale of benefit that improved ticketing under Franchising could generate.

1 https://greatermanchester-ca.gov.uk/media/2390/01-economic-case-supporting-paper-web.pdf, Appendix 1

2 Stated in comparable terms, the lower value of 9.8p divided by a contemporary £2.30 average fare suggests a
revenue uplift of 4.2%

8 The inclusion of this benefit would also have attracted additional passengers to bus, which would have also
increased the total of other sources of benefit


https://greatermanchester-ca.gov.uk/media/2390/01-economic-case-supporting-paper-web.pdf
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2.14.

2.15.

2.16.

2.17.

2.18.

The conclusion of the literature re-review, is that — in comparison to values from other reasonable
sources, the choice of demand uplift applied within the West Yorkshire Assessment is
appropriately prudent. Oxera’s questioning of the source of this assumption does not support a
conclusion that the value applied should be reduced, or that the differential between options is
unjustifiable.

Modelling sensitivity tests and functionality

The purpose of carrying out sensitivity tests in the Economic Case of the Assessment is to reflect
uncertainty in certain modelling assumptions and parameters, and test if and how the key results
and conclusions change as those assumptions are varied. Under point 4 of its covering letter First
West Yorkshire’s states that, in response to sensitivity test results provided by the Combined
Authority on the 3 January, “However, the fact that the NPV of EP+ increases in response to a
reduction in demand is highly counter-intuitive, and suggests that something within the modelling
suite is not functioning correctly.” Whilst we acknowledge that the NPV of the EP+ option
increasing when the impact of fares and ticketing simplification is reduced appears counter-
intuitive on initial viewing, this should not be taken to mean that the modelling and appraisal suite
is not functioning appropriately.

Alongside the sensitivity test results the Combined Authority letter dated 3 January explained, the
NPV results are a reflection of the fares/ticketing benefit assumption interacting with the service
cutting processes included in the modelling. Paragraph 3.2.29 of the Economic Case explains that
the model applies the cutting process by lot, in order of commercial profit starting with the most
profitable area; and that remaining/surplus funding is transferred downwards to other zones.
Detailed review of the sensitivity test results within the modelling suite show that, under EP+, as
fewer services are being supported in the more profitable zones (compared to the central case, as
a result of lower bus demand under this sensitivity) additional budget is passed down, and more
services are able to be supported in other (less commercial) zones. Depending on exactly which
services are/are not being supported, the level of patronage, and therefore user benefit, at a
network-wide level fluctuates by a small (relative to the network-wide total patronage/user benefit)
amount.

To further investigate this area of uncertainty and provide further reassurance on the functionality
of the modelling suite, additional sensitivity tests relating to the fares/ticketing simplification benefit
have been completed. The sensitivity test that relates to point 4 in First West Yorkshire’s covering
letter tested the impact of halving the fares and ticketing simplification benefit for both Franchising
and EP+. Further tests have been run to show the impact on the appraisal results of the benefit
being reduced to 70%, 60%, 40% and 30% of the benefit assumed in the Assessment’s central
case. NPVs for both options, under the central case and all five sensitivity tests are shown below.
These tests, and the model results that underpin them, confirm the findings discussed above.
They show that for both options the NPV varies under each sensitivity, with a mixture of increases
and decreases relative to the central case NPV. The maximum change in the NPV of the EP+
option is 3.2%. The variation is higher for the Franchising option, which is expected since it has a
higher absolute level of benefit in the central case and therefore each of the changes above is
larger in absolute terms in comparison to EP+ tests. In section 3.4.4 of its report Oxera comments
that “there is insufficient information available to enable estimation of how the NPV ranking of the
options would change if both options reflected the same demand uplift arising from simplification”.
This information is available in the chart above, by comparing the central case result for EP+ with
the 50% benefit result for Franchising. These results show that Franchising has a NPV £117m
higher than EP+ - when the same level of assumed benefit is applied to each option.
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2.19. This detailed review shows that the model, in terms of applying the cutting process, is behaving in
the way that it was constructed, and does not show that the whole modelling suite is not
functioning correctly. In summary, reading across the tests in the chart above, Franchising, with a
higher absolute value of ticketing simplification benefits, is — as would be expected — more
sensitive to proportionate reductions in this value than EP+. However, the conclusion of the
Economic Case that both options represent Value for Money, is not affected by there being
uncertainty in this assumption.

2.20. The review of the modelling suite for the purpose of these sensitivity tests shows that this variation
in patronage and bus user benefits is at its highest in the final six years (2040 — 2045 inclusive) of
the model forecast period. As set out in section 7.2 of the Economic Case, for the purposes of the
40 year appraisal period the demand, revenue, and costs forecast are extrapolated from between
2040 and 2044 to the end of the appraisal period. This means that changes (between sensitivity
tests) that occur in this period have a relatively high influence on the headline appraisal results
(including the NPV). To show this impact, the chart below shows the level of monetised user
benefit under EP+ for the model period, 2027 to 2045.
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2.21.

2.22.

2.23.

Central case 70% benefit 60% benefit 50% benefit 40% benefit 30% benefit

These results show that when the level of fares and ticketing benefit assumed under EP+
reduces, the total level of monetised user benefit decreases overall, when comparing the central
case to the ‘30% benefit result above. There are still some increases between individual tests for
the reasons relating to the cutting process discussed above. However the overall pattern of
reduction which is more directly in line with the level of benefit assumed than the NPV results
discussed above is an important finding. This confirms that the influence of the latter modelled
years which are extrapolated for the purposes of appraisal, is to an extent, masking/flattening the
impact of changing the assumption, which is partly what the Combined Authority assumes has led
Oxera to its conclusion.

The additional sensitivity tests performed, and review of the results at a detailed level and of the
appraisal construct, demonstrate that the model is behaving in a rational way and that the
Combined Authority can have confidence that it is reacting appropriately, and as would be
expected, to changes in the ticketing simplification benefit assumptions employed.

Revenue impacts of fares and ticketing simplification

With respect to Oxera’s point raised in 3.4.3 of its report, that there has been no evidence that the
fare simplification is revenue neutral, this suggests a misunderstanding of what is proposed. The
fares and ticketing proposals under both options are not aimed at changing the range of fares
available (which with Mayor’s fares in place is presently quite consistent). What would change is
that all tickets would be available on all buses in West Yorkshire, including any bought in advance
on an app, and removing duplicate single-operator day tickets. This would have benefits for
passengers, but would not in itself affect the level of revenue received.

3.Network enhancements

3.1

This response refers to point 3 “Network enhancements” in First West Yorkshire’s Cover Letter,
parts of First West Yorkshire’s response to question 3 of the Bus Reform Questionnaire, and
section 3.3 of Oxera’s WYCA Bus Reform Assessment Review.

Operating costs of frequency increases
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3.2.

3.3.

3.4.

3.5.

3.6.

Under section 3.3 of Oxera’s report it comments that “The frequency uplifts assumed by WYCA
under both EP+ and Franchising would appear to require substantial additional costs”. This is not
disputed and it can be confirmed that the costs of the frequency uplifts are included in the
modelling and appraisal that inform the Economic Case of the Assessment. This was confirmed in
writing by the Combined Authority to First West Yorkshire on 1 December 2023.

Oxera has provided cost estimates of the frequency uplifts included for both EP+ and Franchising.
These cover services operated by First West Yorkshire only, for a single year (2021/22). It is
noted that Oxera’s cost estimates, being based on unit-rates per bus hour operated, have been
developed in a different way to those in the Assessment, which uses changes in mileage and
PVR. However, the scale of change in operating cost can be expected to be broadly consistent.

In Appendix A4 of its report Oxera presents a total cost estimate for frequency enhancements on
First West Yorkshire -operated services of £19.6 million (2021/22 prices). For the same services,
and also in 2021/22 prices the Assessment uses an incremental cost of £16.8 million. The
difference between these estimates is to be expected given the separate methodologies applied,
for scale, it is 1.7% of the base year total network-wide operating cost (shown in Figure 12 of the
Economic Case as £165.1 million (2021/22 prices)). A relatively small change to the operating
cost impact of frequency increases is expected to make a limited difference to the model outputs.
Given the same frequency increases are included in both the EP+ and Franchising options, there
can be a high level of confidence that this difference would have no effect on the relative Value for
Money position of the options, nor on the conclusions of the Economic Case.

Capital cost and PVR requirements of service frequency increases

In section 3.3.1 of its report Oxera states that “there are also questions as to whether WYCA has
underestimated CAPEX costs needed to deliver these frequency enhancements” and “WYCA’s
modelling also does not account for the increase in depot capacity which would be required to
accommodate additional vehicles”.

The frequency increases included within the Assessment relate to reintroducing a level of service
which was cut back during the Covid-19 Pandemic. Neither does the required PVR for either of
EP+ or Franchising (when introduced) exceed the base year PVR (and driver requirement), which
confirms that additional depot space would not be required to facilitate the frequency increases.
The estimate of the additional number of vehicles required to deliver the frequency increase which
was included in the Assessment modelling, is of a very similar size to that put forward by Oxera.
The capital costs associated with these vehicles are included within the Assessment.

Impact of service frequency increases

3.7.

3.8.

3.9.

In the second bullet point of page 47 of its report Oxera states that “delivery of these services will
require offsetting cuts to other services within West Yorkshire — which are not presently accounted
for within WYCA’s modelling”. The first part of this sentence is correct, as was confirmed by the
Combined Authority in writing to First West Yorkshire on 1 December 2023:

e Additional operating costs (with vehicles and drivers) have been included within the
Assessment to deliver the frequency uplift on the listed services

e However, the ‘all service’ PVR and headcount does not increase, once the cutting and
trimming processes have completed

o In effect the modelling illustrates a reallocation of present resources onto these services

The second part of the quote from Oxera’s report above is therefore not correct, in that the
impacts on other services of delivering service frequency increases are accounted for within the
modelling and appraisal used to inform the Assessment when the cutting and trimming
mechanism responds to the PVR allocated to the frequency increases. It is noted that the impact
in terms of overall service-level that is affected is smaller than implied in Oxera’s report; the
additional subsidy required in support of frequency uplifts on reasonably performing commercial
services, is smaller in scale than that to support marginal services (eg per service km). Therefore
the passenger impacts of the resulting service reductions are smaller than the impact implied in
this part of Oxera’s report.

The balance between impacting existing services and increasing service frequencies and their
respective impacts on bus passengers in terms of journey time impacts and fare revenue, as well
as operating cost, are reflected in the economic appraisal results for both options, and the
conclusions of the Economic Case.
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3.10.

3.11.

3.12.

3.13.

3.14.

3.15.

3.16.

3.17.

Operating cost impact of increasing traffic flows

On page 47 of its report Oxera states that “WYCA’s Assessment does not appear to consider the
impact which increasing traffic flows might have on costs of delivering frequency
improvements...it is likely that the frequency uplifts assumed by WYCA will result in slower and
more variable services”. We dispute the significance of this impact for two reasons:

The decline in patronage on services which are trimmed/cut is at least partially counteracted by a
growth in patronage (some of which will be abstracted from private car travel) as a result of the
network interventions

Of the 50% of passengers* on a cut service that are assumed to no longer travel by bus, TAG
diversion factors state that only 30% of these would travel by private car, with another 12% travelling
by taxi.

Given the reasons above, it is not considered proportionate to estimate the potential operating cost
impacts resulting from additional private car/taxi travel as a result of service cuts and trimming,
specifically as a result of the frequency increases included for both options.

Other network interventions
Impact of service rationalisation

In section 3.3.2 of its report Oxera comments that “Information from First Bus suggests that in
practice, no material resource savings are likely to be achieved through the timetable coordination
and rationalisations assumed by WYCA under EP+ and Franchising”. This is not disputed, and for
the service rationalisations that are listed in paragraphs 2.2.5 and 2.2.8 of the Economic Case, no
cost savings are assumed in the modelling. Instead, a demand uplift of 2.3% was applied to the
services which are proposed to be changed. This figure has been informed by analysis of typical
wait times for services in West Yorkshire, in combination with the same demand elasticities used
in the wider modelling.

The analysis of the fares and ticketing sensitivities above shows the relatively small impact of an
assumption of this scale, with the rationalisation impact being smaller than the fares/ticketing
benefit as it only applies to a select number of services rather than the whole network.

For the remaining two network interventions (service duplication and cancellation of supported
service tenders) no demand response is assumed, but a relatively modest level of cost saving is
assumed for the purpose of the modelling.

e For the service duplication benefits a total reduction in PVR of 3 has been used for the
modelling. This represents a small saving in relation to the operating costs of the whole network.
e For cancelled tenders under Franchising a PVR saving of 7 has been used in the modelling.
Again, this represents a very small saving in relation to the operating costs of the whole network.

Transition costs and benefits

In section 3.3.3 of its report Oxera states that “Any benefits stemming from the proposed network
enhancements would take time to materialise” and that “There is well established evidence that
new routes or major route revisions can take up to several years to build mature demand and
revenue levels...Pure frequency increases on existing busy routes will also have a lead time of
several months to reach demand and revenue maturity.”

None of the network interventions discussed either above or in Chapter 2 of the Economic Case
are “new routes” or “major route revisions”. Instead, the frequency increases (which have the
biggest, yet still relatively small, impact on the modelling and appraisal) are those described in the
second half of the Oxera quote above.

The modelling approach for the demand response to network interventions is as follows:

e The short-run demand impact is applied in the year that the network interventions are
introduced, with the demand response quantified using the same short-run elasticity that Oxera
references in footnote 137 of its report

e The long-run demand impact is then applied using the long-run elasticity that Oxera
references in footnote 137

e The modelling approach allows the full demand impact to build up over ten model years

This approach aligns with Oxera’s suggestion in the third paragraph of page 52 of its report that “It
is possible that the Authority’s demand forecasts factor in a gradual increase in frequencies, to
take account of this lag.” Oxera’s suggestion in the same paragraph that “This [Oxera’s

4 This assumption is defined in paragraph 12.4.14 of the Economic Case.
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conclusions on the approach taken] suggests WYCA’s modelling assumes its proposed route and
frequency increases will reach demand and revenue maturity immediately” is not the case.

4.Margins

4.1.

4.2.

4.3.

4.4.

4.5.

4.6.

4.7.

4.8.

This response refers to point 1 ‘Margins of First West Yorkshire’s Cover Letter, parts of First West
Yorkshire’s response to questions 15 and 21 of the Bus Reform Consultation Questionnaire, and
section 4.1 of Oxera’s WYCA Bus Reform Assessment Review.

Commercial Service Margin (Assessment)

In the Assessment, a representation of margin is required to forecast the financial impact on
operators of continuing under the Reference Case (or EP+ option), in particular the margin earned
on Commercial Services.

The base year margin for commercial services set out in the Assessment® of between 12% and
13% was not an assumption, but was derived from data provided by operators in response to the
Franchising Scheme data request sent by the West Yorkshire Combined Authority in June 2022.
This number was derived by bringing together bus passenger revenue and operating costs at a
service level (separate data was provided for each) for those routes which are operated
commercially, with operators taking revenue risk on these services. Care was taken in bringing
these separate data sets together, with adjustments needing to be made to ensure consistency
and comparability in the data (for example where cost and revenue data reflected different time
periods, there being some situations where a service did not operate for the entire year).

Public sector funding for bus services (BSOG, ENCTS, supported services payments and
CBSSG) were also considered, given that the base year data represented a year when Covid-19
impacts were still evident, DfT was paying recovery grant, and other funding was being or had
been maintained at pre-Covid levels (when eg more services were run and more ENCTS trips
made).

Consistency checks were made across services and Franchise Zones, to identify services where
the margin calculated was outside the usual range, whether high or low. Comparisons were made
with depot level accounts data, where this was available. For these services, or groups of
services, additional checks were made and adjustments or corrections were made, to ensure that
revenue and cost data were compatible (on an annual basis).

A further comparison was made between the base year margin and the forecast year 2 margin,
which included a representation of revenue recovery (from 70% to 80% of pre-Covid-19 demand
based on DfT/local aggregate demand data, as described in the Assessment®, and the withdrawal
of specific Covid-19 Support (CBSSG) funding. As explained to FWY and its advisors, Oxera’, the
net result of these changes was a small (less than 1%) increase in the margin returned. This was
taken as evidence of reasonableness of the balance in changes in passenger revenue/public
sector support made.

The data was taken to represent operations at a depot level; that the level of margin reported
within statutory accounts is lower than this is expected, with this including the impact of additional
group charges/overheads and accounting treatments.

Commercial Services Margin (First West Yorkshire Consultation Response)

First West Yorkshire and its consultants Oxera, have responded to consultation noting that the
actual margin earned on commercial services is lower than the 12% - 13% used in the
Assessment. In evidencing this, First West Yorkshire has undertaken analysis which:

e Uses Statutory Accounts for the three largest bus operators in the Region (First West
Yorkshire, Arriva Yorkshire Limited and Keighley and District Travel Limited) to estimate
margins (for commercial and supported services)

e However, given the analysis is to estimate margin on commercial services only, First West
Yorkshire requires to split the data between commercial and supported services. In the
absence of this data in Statutory Accounts from other Operators, First West Yorkshire has

5> Economic Case: paragraph 2.2.2
6 Economic Case: paragraph 3.8.4-3.8.8
7 See Table A2.5 of Oxera’s Report of 15 December
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applied an estimate based on its split of commercial and supported services to the three
operators in scope of its analysis

4.9, There are a number of reasons that this analysis is not “like for like” with the approach taken to
estimate margin in the Assessment:

e The analysis undertaken by First West Yorkshire is calculated based on statutory accounts
which include_additional group level costs and overheads - the Assessment is based on actual
cost and revenue data provided by Operators

e The analysis undertaken by First West Yorkshire is not specific to all routes in scope of the
Assessment (considering just three operators in the region). The analysis also includes
operators which operate cross-boundary services which are not included in the Assessment.

4.10. Table 3.2 of Oxera’s report sets out its estimate of margin on WY commercial services, based on
statutory accounts (as described above). Its analysis (for example Figure 3.2) shows that, as was
anticipated, the Covid-19 Pandemic had a significant impact on margins reported over the five
years from 2018-2022—- reporting an average of 6.3% for that period, whereas the average for ten
years it reports was 8.6% (and therefore the average for 2013-2017 arithmetically must be higher
than this). It would not be right to assume that operators would be content to continue to operate
with the level of margin reported during the Pandemic, and First West Yorkshire is clear in its
reporting that it has a target of 10% margin (as would be reported in statutory accounts). Given
the differences described above in the derivation of the margin within the Assessment, Oxera’s
argument that the analysis is flawed because the advantage of Franchising has been
overestimated should not be given undue weight.

4.11. Notwithstanding the fact that Oxera’s point on the margin being overestimated is rejected, it is
noted that a sensitivity test was included within the Assessment which represented the impact of a
reduced margin advantage than was included in the Central Case®. Under the Higher Margin test,
the NPV of the Franchising Option remains strongly positive.

5.Fleet

5.1.  This response refers to point 2 ‘Fleet requirements’ of First West Yorkshire’s Cover Letter, parts of
First West Yorkshire’s response to question 25 of the Bus Reform Consultation Questionnaire,
and section 4.2 of Oxera’s WYCA Bus Reform Assessment Review.

The Current Fleet in West Yorkshire

5.2.  The Commercial Case of the Assessment (Table 2, page 357 of the full PDF) quotes a total
number of vehicles for operators in West Yorkshire of 1,755, being based on data provided by
operators in response to the Franchising Scheme data request sent by the West Yorkshire
Combined Authority in June 2022. It should be noted that not all of the vehicles included within
this list are used for the operation of registered bus services, for example this includes school
buses used for closed school services, and vehicles used for other purposes such as driver
training and for other services/hires. Not all of the remaining vehicles are used on services which
are included within the proposed West Yorkshire Franchising Scheme, which excludes cross-
boundary and outside-boundary services. The number of vehicles which relates to services
included within the proposed Franchising Scheme is lower than the total number of vehicles
reported above.

The Fleet Assumed Under Franchising

5.3. In contrast to the above, the size of the Fleet referred to in the Lotting Strategy is stated in terms
of the Peak Vehicle Requirement (PVR) — which is the maximum vehicles being operated on
services at any time. PVR is a key building block of operating costs. PVR per service was also
requested from operators in June 2022 — however there were some gaps in the data returned
(particularly for small operators) and so approximations had to be made for some services. The
estimated total PVR for services where the Combined Authority would purchase vehicles was 930.

8 Economic Case: Tables 29/30; note that although this test was constructed to represent an increase in the margin charged
by operators on Franchised Services, this would have the same effect as a reduction in the observed Base Year Margin — it
being the step between them which is relevant here.

10
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5.4.

5.5.

5.6.

5.7.

5.8.

As was explained to FWY/Oxera in earlier responses®, the PVR of 893 quoted in the Lotting
Strategy was an earlier estimate which was later updated. This number was derived from the
service level data provided by operators, summed across the services which were included within
the proposed Franchising Scheme.

Oxera references the number of vehicles to be purchased, as specified in the Financial Case, of
868 (third bullet after paragraph 7.3.17) which is explained there as being based on 62 ZEB being
purchased each year of the [financial] appraisal period. The 62 ZEB per year assumption is based
on the 930 base-year PVR quoted above, divided by the assumed 15 year’s vehicle life
expectancy (but with only 14 of those years being captured within the financial model, by which
time the entire fleet would be zero-emission — taking into account the vehicles, secured by
operators, which are or already will be ZEB* by the first year of Franchising).The implicit
assumption is that investing in a fleet at the scale of the base year PVR would be more than
sufficient, allowing for operational and maintenance spares, by the end of the fifteen-year ZEB
investment cycle.

In addition to the PVR, operators have additional vehicles in their fleets to allow for replacement in
cases of unanticipated vehicle unavailability (such as breakdown or damage) and to allow for
planned maintenance activities. . A typical allowance for spares would be in the range 10%-15%,
depending on the number of vehicles required to run a particular service or group of services.
Oxera’s report suggests a 12%?** spare vehicle requirement as being typical, which is within this
range. Within the Economic Case of the Assessment (paragraph 5.4.8) it is explained that an
additional 10% uplift in PVR was included in operating costs, to allow for charging opportunities on
services as necessary, for example where the daily mileage exceeds current battery bus range
and reliable layover times are insufficient for the time taken to charge. However, as can be seen in
the graphs included in Section 6.4 of the Assessment, the level of service provided in West
Yorkshire is forecast to have reduced considerably by the point that the fleet is entirely ZEB. The
data which underpins these graphs, which was made available for the consultation, shows that the
overall real-terms operating cost of the network has reduced by around 30% by 2039/40 (fourteen
years after Franchising). It is reasonable to assume that the reduction in PVR will be of a broad
similar order.

lllustratively, 930 Base Year PVR would therefore reduce to 650 PVR requirement by 2039/40.
Allowing for 10% additional ZEB (relative to diesels) and 15% spares would give a required fleet
size of around 790 vehicles — less than the 868 purchased during Franchising. Given that there
was some uncertainty in the approximation of PVR on services where operators did not provide
this detail, the prudent assumption of not reducing the scale of vehicle fleet required was taken.
The number of vehicles planned to be purchased is more than is forecast to be needed at the
point the entire fleet is zero-emission. This allows flexibility to adjust the procurement rate of
vehicles if the decision is taken to Franchise, based on outturn data.

Service operating costs to represent ZEB differ by component, for example: energy costs reduce;
insurance and depreciation increase (because of the assumed additional 10% of vehicles); and
engineering/other costs increase, including allowing for the impact of mid-life battery
replacement.

In relation to ZEBRA funding, the Authority does not believe the assumption that ZEBRA funding
will continue until the point that the cost of vehicles (diesel and ZEV) normalise is unreasonable,
on the basis that ZEBRA funding has been available historically to support Government's policy
commitments to meet Net Zero, it isand therefore it is reasonable to assume these will continue.
In the event that ZEBRA funding did end, this would apply to all options and result in either
operators or the Authority needing to reconsider the approach to ZEV (for example, increasing
financial capacity for a higher financing requirement, or to reprofile acquisition profiles).

6.RiIsk

6.1.

Overall Combined Authority appraoch to Risk Management

As set out in Section 8.5 of the Consultation Response, the Combined Authority recognises - as
highlighted by consultees across comments relating to all five cases of the Assessment - the
significant risk involved in delivery of the Proposed Franchising Scheme. To this end, the

9 As part of email communication between Simon Warburton and Kayleigh Ingham dated 1 December 2023.
10 paragraph 6.7.3 of the Strategic Case references 136 ZEB which are being funded through DfT’s ZEBRA programme
11 page 46 of its WYCA Bus Reform Assessment Review (15 December 2023)
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Combined Authority detailed its approach to risk management, as well as identification of risks
and associated mitigations under both options, within Section 6 of the Management Case, ‘Risk’.
This included a summary of its Corporate Risk Management Strategy (2020) which was also
provided in full as Appendix 5.4 to the Assessment.

6.2. Further emphasising the Combined Authority's consideration and awareness of risk, key risks
were specifically highlighted in the Assessment Conclusion, alongside the recommendation to
proceed with the Proposed Franchising Scheme. These were:

Budget risk and responsibility for farebox revenue.

Management of market transition and procurement of services.

Fleet purchase and depot acquisition.
e New skills and resources required for delivery.

6.3.  The Combined Authority recognises that any approach to risk management cannot fully mitigate
all risks, and that different organisations may follow different approaches to risk management. The
Assessment is underpinned by a robust approach to risk analysis which assesses the impact of
key risks on the ranking of regulatory options, including scenario and sensitivity analysis.

6.4. Scenario analysis is used in the Economic and Financial Cases to test the impact of changes to
the external environment on the relativity of options - including risks relating to the level of
demand and level of funding available to the Authority for bus

6.5. Sensitivity analysis has been undertaken in the Economic and Financial cases to stress test the
impact of the Authority’s key identified risks occurring and assess the impact on the relativity of
options. These risks include the cost risk associated with the acquisition of fleet, cost risk
associated with the acquisition of depots, impact of increased operational costs and impacts on
the changes to the margin charged / earned by Operators.

6.6. In addition to this robust analysis of risk in the assessment, the Combined Authority has already
developed a detailed programme risk register which sets out the key implementation and
operational risks associated with the both the Proposed Franchising Scheme and the EP+, which
it will use as a tool to manage risks associated with the selected Bus Reform option.

6.7.  Therisk register RAG rates each identified risk and appoints a nhominated individual who is
responsible for managing each risk. For each risk the register identifies the nature of the risk, its
causes and consequences, probability of occurrence and potential impact and then identifies any
consequential actions and mitigations required. This risk register then supports active
management and mitigation of risk within the Bus Reform project with the ability to escalate risks
to the Bus Reform and Internal Leadership boards as well as the Transport Committee and the
Combined Authority, in line with the programme’s agreed governance arrangements. These
Boards and Committees are responsible for deciding whether risks have been sufficiently
mitigated that the Combined Authority can manage them within the Bus Reform programme or
whether further or alternative courses of action are required. Bus Reform Board reviews and will
review the risks monthly, with the other boards and committees viewing them as escalated by the
Bus Reform Board.

6.8.  The Combined Authority believes the level of detail associated with each risk in the programme
risk register has been thoroughly developed to an extent that is appropriate to the level of risk and
current stage of the programme (i.e. business case development) and in line with HMT Green
Book Guidance.

6.9. The programme has also approached developing the detail and quantification of risks in a way
that is appropriate to the context of assessing a binary decision on whether to implement the
Proposed Franchising Scheme which it is acknowledged would disrupt a market that provides a
socially necessary service through a course of action that cannot easily be revoked.

6.10. The risk registers for both the Proposed Franchising Scheme and EP+ have been updated on a
regular basis during the Assessment — including following consideration of the consultation
feedback - and would continue to be updated for the preferred option throughout the
implementation and operational periods of the Preferred Option to ensure that the Authority’s
overarching approach to risk management (as set out the Corporate Risk Management Strategy)
is employed.

6.11. Following a decision on Bus Reform the programme’s risk register (which will reflect the risk
register for the preferred option) and review of this by Bus Reform Board would remain its primary

mechanism to manage associated risks. Section 7 of the Management Case recognises that
programme management and governance structures will ‘necessarily evolve through Transition

12
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6.12.

6.13.

6.14.

6.15.

6.16.

6.17.

6.18.

6.19.

6.20.

6.21.

6.22.

and into steady state of either option, however, the same base principles will apply’ — this includes
their central role in managing risks.

At a corporate level, the Chief Executive and Directors retain management and oversight of the
Authority’s strategic risks captured in the Authority’s corporate risk register, in accordance with the
Authority’s Risk Management Strategy.

In addition, the Governance and Audit Committee of the Combined Authority which has an
independent chair, reviews the corporate risk register at each committee meeting and is able to
scrutinise any element of the register and seek further information as required to satisfy itself as to
the risk management measures in place. A snapshot of the corporate risk register is published on
the Combined Authority’s website and updated on a quarterly basis.

Bus reform has been included as a programme-level risk within the Combined Authority’s
corporate risk register, with the risk identified relating specifically to the potential lack of resource
to make the case for and implement bus reform. The mitigations identified, and which have been
put in place, include additional resource, the appointment of external experts to work alongside
the internal team and development of a transition plan to enable the Authority to implement either
an Enhanced Partnership Plus or the Proposed Franchising Scheme. Following a decision, the
risk in the corporate risk registered will be updated to be specific to the implementation of the
preferred option.

Overall, the Combined Authority considers that it has appropriately considered the identification
and management of risks as part of its overall Assessment and recommendation on the preferred
way forward - including those associated with management of the scheme, as well other financial,
commercial, and strategic risks. Risk has also been appropriately considered and included as part
of the economic and financial modelling. Furthermore, the Assessment has set out the Combined
Authority’s approach to risk management — at both a programme and corporate level - which will
provide a robust way to implement and manage risks within the selected option going forward.

Specific Points raised by First West Yorkshire
There are a number of specific points made on risk First West Yorkshire makes:

Flexibility of Asset Demobilisation

Under the scenario where Operators are providing fleet that require demobilisation, there are
many ways that this would be dealt with in the design, and process of negotiation for Franchise
contracts, and the options for Operators would not be different to current options for excess fleet
(second-hand market).

The Combined Authority could look to support Operators in demobilising assets, however at this
time, the Combined Authority believes the assumptions that have been applied are appropriate.

From an Authority asset utilisation perspective, a similar approach would apply where there are
numerous options available (moving assets around the network, leasing or sale to other
Authorities pursuing the same, breaking leasing agreements with leasing companies or sale on
second-hand market).

Risk Reserve

As noted previously, the intention of the earmarked reserve was not to size the risk associated
with assets, rather to set aside any savings made from a lower cost of public sector borrowing.
The risk of increased cost of assets (fleet and depot) has been tested through the sensitivity
analysis and illustrated no change to the ranking of Options.

Furthermore, the risk management of the Combined Authority that the reserve fits into is
explained above.

Risk Assessment based on pessimistic forecasts

First West Yorkshire notes that “the risk assessment is based on pessimistic forecasts for which
limited details are available” — the Combined Authority has had numerous correspondence with
First West Yorkshire during which there has been no further details on the specific forecasts which
are deemed to be pessimistic in order for the Combined Authority to comment. The analysis has
assessed multiple different funding and demand scenarios to illustrate the ranking of options
should there be a fundamental change to forecast demand. Under each of these scenarios, the

13
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6.23.

6.24.

ranking of options remains unchanged. This approach has been undertaken by the Authority to
mitigate the risk that demand or funding forecasts are too optimistic or pessimistic.

Risk Analysis Timing
First West Yorkshire has commented on a point that risk analysis was only conducted subsequent
to the Grant Thornton audit.

The approach to risk analysis in the Assessment was to undertake sensitivity analysis to assess
the impact of risks occurring on the relative ranking of options. This was carried out prior to the
Grant Thornton audit process.

14
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Appendix 4 — Equality Impact Assessment

Having established in the Stage 1 analysis that your scheme is relevant to equality, diversity and inclusion issues, Stage 2 of the
EqlA allows you to undertake a more in-depth analysis of the impact on those with Protected Characteristics. Where these impacts
are negative, it allows the opportunity to amend the scheme to mitigate these. Where the impact is positive, it allows you to identify
the most pro-active ways to further our duties.

Points to consider

What relevant equality information do | have available and where can | get this from?
Who can support me/am | relying on to gather data?
Does my data display a blend of quantitative and qualitative evidence?

Can | use data from national and/or local research reports, the Census, ward profiles, customer profile or feedback data,
complaints, recommendations from inspections/audits etc?

What previous data collection/research/engagement exercises can | draw on?
Have | gathered as thorough a body of relevant evidence as possible?

Do | have any gaps in my data and what can | do to fill these?

Will a desk-top research exercise fill the gaps?

Will a focused engagement process fill the gaps?

Reminder:

If you have gaps in your information that can’t be easily filled, consider what longer term measures you will take to fill these gaps.
Ensure that actions to achieve this are referenced in the EqIA action plan.
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Analysing the equality information

» Using the evidence that you have gathered, you should now be able to interrogate it to answer the question, “If | take action
X, what will the actual or potential outcomes of this activity be on equality?”

> Itis important that your EqlA specifically identifies disproportionate impacts on equality; an impact that affects all customers
in the same way, regardless of whether they have a protected characteristic of not, would not be a disproportionate impact.
The test is, “Does this scheme affect different groups of people differently?”

» Where your EqlA identifies a disproportionate impact, it will be important for you to state the nature of this impact and identify
any actions to be taken in response; this might mean adjusting some aspects of the scheme or could involve signposting to
other services.

Following your analysis, your EqlA will be able to identify

Which characteristics will be impacted and how, including an analysis of cumulative/cross-characteristic impacts where
applicable,

Which aims of the equality duty relate to your scheme and how they are affected

How any disproportionate impacts can be mitigated as required

Documenting your conclusions

The conclusions of your analysis should be recorded on the EqIA. Be aware that this document will be published and so it should:

Provide the context and detail of your scheme clearly, in a way that a member of the public can relate to

Demonstrate your point clearly, evidencing how the data was analysed and what it told you

Where actions have arisen from your EqlA, ensure that these are recorded on the EqIA Action Plan, or that you indicate which

other action plan if elsewhere.
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Monitor and evaluate

It is important to monitor the impacts that your EqlA has highlighted and to evaluate whether the actions in your EqlA Action Plan
have been implemented and are effective. Where actions have not been effective, they should be revisited and revised accordingly.

It is recommended that your EqlA review takes place 12 months after the scheme that was originally being assessed has become
implemented. Your EqIA Action Plan should timetable this review in.
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S AL

1. About your scheme

Briefly describe the key The National Bus Strategy required all Local Transport Authorities in England (LTAS) to establish an
delivery objectives of the Enhanced Partnership (EP) or franchising scheme in their areas to receive long-term government funding to
scheme being assessed. improve their bus networks.

The Combined Authority undertook a twin track approach to assessing options for bus reform. Firstly, to
guarantee government funding, the Combined Authority agreed and entered an Enhanced Partnership with
operators in April 2022.

Secondly, the Combined Authority approved a notice of intent to prepare a franchising scheme and the
assessment process commenced.

Through the Bus Reform Assessment, the Combined Authority undertook an analysis of three methods of
administering a bus network to ascertain which would best meet the objectives of bus reform.

Bus reform objectives:

e Improved experience for bus customers, maximising deliverability of the Combined Authority’s
Bus Service Improvement Plan by 2030.

e The wider journey — objectives that demonstrate the contribution that bus makes towards the
Combined Authority’s Transport Strategy 2040 and wider organisational policy structured around
economy, environment and social issues in the region.

e A value for money and affordable option that ensures a governance model that presents value for
money for public spending and an affordable option for the Combined Authority.

The options considered were:
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Enhanced Partnership (EP) — this provided the basis against which the other reform options were
compared. It is a statutory partnership between the Combined Authority and bus operators that sets out how
they will deliver the BSIP.

Enhanced Partnership plus (EP+) — this scheme aims to build on the agreements made in the EP and
push more control in the partnership to the Combined Authority, subject to operator agreement.

Franchising — this scheme would give the Combined Authority control over the bus network, fares and
ticketing, customer service and information, bus priority and the ability to set standards over fleet.

A decision to franchise the West Yorkshire bus network in of itself would have a limited immediate impact on
how passengers with protected characteristics experience the system.

However, recognising that a decision to franchise the bus network would give the Combined Authority
control and decision making over the bus network, fares and ticketing, customer service and information, bus
priority and the ability to set standards over fleet, the EqIA has identified areas where Combined Authority
control could address issues related to protected characteristics. In particular, the EqIA has identified
access, safety and air quality as pertinent issues.

Should a decision be taken to franchise the bus network, further detailed equality impact assessments will
be undertaken to conduct in-depth analysis of the impact of any subsequent changes to the bus network on
those with Protected Characteristics.

This equality impact assessment uses existing research to understand how protected characteristics can
affect someone’s experience of the bus. It identifies the people most likely to rely on the bus and therefore
disproportionately be affected by a change in how the bus network is governed.

It identifies no negative impacts but highlights how control over decision making could lead to positive
outcomes.

What are the desired The desired outcomes for franchising are based around the West Yorkshire Bus Service Improvement Plan
outcomes from this scheme? | (BSIP) delivery areas of:

e A radically enhanced, fully inclusive and more cohesive bus and public transport network — which
takes people where they need to go, when they need to go, and caters for the complexity of modern
travel patterns.
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¢ Clear and simple fares— to make paying for bus travel more affordable, easier, convenient and
¢ Improved, more inclusive customer service and support — so all passengers have the right tools to
travel with confidence and help they need if their journey does not go to plan.

o Priority for buses on our road — so journeys by bus are quicker, with less time spent stuck in traffic,
and are a viable alternative to the private car.

¢ More green and better vehicles — to improve the onboard experience and make bus the sustainable
choice for travel in West Yorkshire.

2. About the people and communities who use the scheme

Do you currently have existing data, completed consultations and engagements about the scheme in relation to each

protected characteristic?

If Yes, what information has been
analysed to inform the content of
this EqIA?

If No, please explain why this is the
case and / or note how you will
prioritise gathering this equality data —
who will you consult with and how?

How did you/are you planning to
consult them?
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Please include details of any data
compiled by the service, any
research that has been undertaken,
any engagement that was carried
out etc.

Date and method of planned
consultation

Age

Older age groups (based on

national data):

e Research by Age UK shows us
that:

- the most frequent reasons
for not using public transport
among those aged 65 and
over are that it is not
convenient and does not go
where you want.

- Older people in rural areas
don’t have sufficient access
to public transport. Just 20%
of those aged 70-74 living in
rural areas use public
transport weekly, compared
to 38% of those who live in
an urban setting.

- 18% of those over 65 living
in rural areas don’t use
public transport because
none is available, compared
to 2% of those living in urban
areas.

- 32% of those 65 and over
never use public transport,
whilst another 27% use it

The Combined Authority will launch a
public consultation of the proposals
to reform the West Yorkshire bus
network, should it decide to proceed
to that stage in the process set out by
legislation.

The consultation approach will aim
for engagement with a proportional
representation of protected groups.



https://westyorksca.sharepoint.com/sites/BusStrategy/Deloitte%20Shared%20Area/WYCA%20Bus%20Reform%20-%20Shared%20Area/12.%20Miscellaneous/EqIA/Age%20UK%20–%20The%20future%20of%20transport%20in%20an%20ageing%20society
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once a month or less. The
proportion of older people
who regularly use public
transport is highest amongst
the 70-74 age group, before
declining with age.

- The proportion of men aged
50-59 who use public
transport steadily increased,
from 15% in 2006 to 20% in
2012.

- Approximately 35,000
people aged 65-84 in
England are restricted to
using public transport and
have difficulty walking even
a short distance, yet more
than half (approximately
20,500 people) do not use
public transport. Among the
over 85s, even more people
- 50,000 - are restricted to
using public transport and
have difficulty walking a
short distance and even
more, 80% (approximately
40,000 people), do not use
it. This indicates that current
public transport provision is
not meeting the needs of
those who need it most.

- The proportion of women
over 50 using public
transport at least once week
is higher than that of older
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men. Less than 30% of men
in their 70s use public
transport once a week,
compared to 35% of women
in their 70s.

e The Centre for Ageing Better
published research that explains
how travel options become more
limited with age with an
increased reliance on often
limited public or community
transport provision. Equity in
access to transport options
across rural and urban areas
also needs to be considered.

® In 2020 there were 74,000
seniors making daily bus
journeys in West Yorkshire, 16%
of the total daily passengers.

Younger age groups (based on
national data):

Research from Urban
Transport Group has shown
that women, those without
access to a car, young people
and people with lower skill levels
are particularly dependent on
bus services.
- Young people are among
the biggest users of bus
services.



https://ageing-better.org.uk/sites/default/files/2019-09/Ageing-and-mobility-grand-challenge.pdf
https://www.urbantransportgroup.org/system/files/general-docs/UTG%20%E2%80%93%20Bus%20Sector%20Benefits%20report%20WEB.pdf
https://www.urbantransportgroup.org/system/files/general-docs/UTG%20%E2%80%93%20Bus%20Sector%20Benefits%20report%20WEB.pdf
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- Bus use declines after the
age of around 20 but
increases again as people
enter their 60s.

Government annual bus usage
statistics display that the total
concessionary journeys (elderly
or disabled, and youth
concessions) in the financial
year ending 2022 made up
32.7% (928 million passengers
journeys) of all local bus
passenger journeys in England.

Further government research
indicates that young people,
particularly those under the age
of 16, are less likely to have
alternative modes of transport
e.g. private car to travel.

In 2020 34,000 (7% of total)
under 26/students and 101,000
(22%) of total, daily bus
passengers in West Yorkshire
(Bus operator ticket data, March
2020 as found in Bus Reform
Compelling case for change
document).

West Yorkshire Public

perceptions of transport survey

results 2022/23:

15% of 16 - 34 year olds
recorded themselves as being
dissatisfied with bus



https://www.gov.uk/government/statistics/annual-bus-statistics-year-ending-march-2022/annual-bus-statistics-year-ending-march-2022#passenger-journeys
https://www.gov.uk/government/statistics/annual-bus-statistics-year-ending-march-2022/annual-bus-statistics-year-ending-march-2022#passenger-journeys
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/728547/inclusive-transport-strategy.pdf
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frequencies, compared to 34%
who recorded themselves as
satisfied.

o 20% of 35 - 64 year olds
recorded themselves as being
dissatisfied with bus
frequencies, compared to 34%
who recorded themselves as
satisfied.

o 21% of 16 — 34 year olds
recorded themselves as being
dissatisfied with bus punctuality,
compared to 28% who recorded
themselves as satisfied.

o 20% of 35— 64 year olds
recorded themselves as being
dissatisfied with bus punctuality,
compared to 34% who recorded
themselves as satisfied.

e 17% of those aged 65+
recorded themselves as being
dissatisfied with bus punctuality,
compared to 45% who recorded
themselves as satisfied.

e 2.8% of those aged 16 to 34
recorded themselves as being
dissatisfied with ease of
purchasing bus tickets,
compared to 63% who recorded
themselves as satisfied.

o 1% of people aged 35 — 64
recorded themselves as being
dissatisfied with ease of
purchasing bus tickets,




Appendix 4 — Equality Impact Assessment

West
Yorkshire

Combined
Authority

compared to 80% who recorded
themselves as satisfied.

e Less than 1% of people aged
65+ recorded themselves as
being dissatisfied with ease of
purchasing bus tickets,
compared to 45% who recorded
themselves as satisfied.

o 12.72% of 16 — 34 year olds
recorded themselves as
dissatisfied with bus ticket
prices, compared to 36% who
recorded themselves as
satisfied.

o 21.94% of 35 — 64 year olds
recorded themselves as
dissatisfied with bus ticket
prices, compared to 54% who
recorded themselves as
satisfied.

e 9% of people aged 65+
recorded themselves as
dissatisfied with bus ticket
prices, compared to 50% who
recorded themselves as
satisfied.

® Those aged 65+ were identified
as a group that felt unsafe when
travelling by bus after dark.

Disability

Centre for Ageing Better — Ageing

and mobility: A grand challenge:



https://ageing-better.org.uk/sites/default/files/2019-09/Ageing-and-mobility-grand-challenge.pdf
https://ageing-better.org.uk/sites/default/files/2019-09/Ageing-and-mobility-grand-challenge.pdf
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o People with a mobility disability
might find it difficult to walk to
the bus stop, while visual
decline will stop some people
from being able to drive
anymore, highlighting the
importance of access to bus
stops and the potential of
increased reliance on the bus
network.

Urban Transport Group — The
cross-sector benefits of backing
the bus:

e The bus is the most commonly
used form of public transport
among disabled people.

e Disabled people are less likely
to have access to a car, and
more likely to use bus services
than non-disabled people.

Governments annual bus usage
statistics:

e Total concessionary journeys
(elderly or disabled, and youth
concessions) in the financial
year ending 2022 made up
32.7% (928 million passenger
journeys) of all local bus
passenger journeys in England.



https://www.urbantransportgroup.org/system/files/general-docs/UTG%20%E2%80%93%20Bus%20Sector%20Benefits%20report%20WEB.pdf
https://www.urbantransportgroup.org/system/files/general-docs/UTG%20%E2%80%93%20Bus%20Sector%20Benefits%20report%20WEB.pdf
https://www.urbantransportgroup.org/system/files/general-docs/UTG%20%E2%80%93%20Bus%20Sector%20Benefits%20report%20WEB.pdf
https://www.gov.uk/government/statistics/annual-bus-statistics-year-ending-march-2022/annual-bus-statistics-year-ending-march-2022#passenger-journeys
https://www.gov.uk/government/statistics/annual-bus-statistics-year-ending-march-2022/annual-bus-statistics-year-ending-march-2022#passenger-journeys
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Adults with mobility issues
typically use local buses less
than those who do not.

UK government — The Inclusive

Transport Strategy: achieving

equal access for disabled people:

This strategy explains the legal
requirements of operators and
local authorities to provide bus
services, including
infrastructure, to a standard
which makes it accessible to
people with a disability.

The government’s long-term
plan is for all passengers to be
able to plan journeys which
meet their needs as easily as
non-disabled passengers do at
present.

Accessibility standards on buses
are expected to keep pace with
the evolving need of disabled
people and the mobility aids
they use.

Between January and March
2023, the employment rate of
disabled people was 53.7% (this
statistic is reflected in the WYCA
EqglA toolkit which highlights
people with a disability as more
likely to be unemployed and
more likely to be reliant on
public transport to access



https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/728547/inclusive-transport-strategy.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/728547/inclusive-transport-strategy.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/728547/inclusive-transport-strategy.pdf
https://westyorksca.sharepoint.com/sites/Legalandgovernanceservices/SiteAssets/Forms/AllItems.aspx?id=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments%2F2841523071EqlA%20Toolkit%20%2D%20March2022%2Epdf&parent=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments
https://westyorksca.sharepoint.com/sites/Legalandgovernanceservices/SiteAssets/Forms/AllItems.aspx?id=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments%2F2841523071EqlA%20Toolkit%20%2D%20March2022%2Epdf&parent=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments
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employment and educational
opportunities) significantly lower
than the rate for non-disabled
people — 82.7%.

Bus operator ticket data (March

2020):
e 2020 bus operator data informs
us that 29,000
disabled/companion passengers
accessed the bus, accounting
for 6% of the daily passengers in
West Yorkshire.

The Transport Accessibility Gap:
e Disabled adults make 38%

fewer trips than those with non-
disabled adults, and travel just
46% of the distance travelled by
the latter.

Transport: disability and

accessibility statistics, England:

2019 to 2020:

e Disabled adults undertook 26%
fewer trips by public transport
than those with non-disabled
adults. They are more reliant on
trips by taxi and trips as car
passengers.

Disabled people’s travel behaviour
and attitudes to travel:

e Interms of public transport use,
disabled people are more likely



https://www.motabilityfoundation.org.uk/media/iwaidhxk/motability_transport-accessibility-gap-report_march-2022_final.pdf
https://www.gov.uk/government/statistics/transport-disability-and-accessibility-statistics-england-2019-to-2020#:~:text=Analysis%20of%20the%20National%20Travel,5%20trips%20for%20both%20groups.
https://www.gov.uk/government/statistics/transport-disability-and-accessibility-statistics-england-2019-to-2020#:~:text=Analysis%20of%20the%20National%20Travel,5%20trips%20for%20both%20groups.
https://www.gov.uk/government/statistics/transport-disability-and-accessibility-statistics-england-2019-to-2020#:~:text=Analysis%20of%20the%20National%20Travel,5%20trips%20for%20both%20groups.
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/647703/disabled-peoples-travel-behaviour-and-attitudes-to-travel.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/647703/disabled-peoples-travel-behaviour-and-attitudes-to-travel.pdf
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to use the bus and less likely to
use rail.

West Yorkshire Public
perceptions of transport survey
results 2022/23:

o 22% of people who disclosed
they had a ‘little disability’
recorded themselves as being
dissatisfied with current bus
frequencies, compared with 37%
who reported being satisfied.

o 24% of people who disclosed
they had ‘a lot of disability’
recorded themselves as being
dissatisfied with current bus
frequencies, compared with 30%
who reported being satisfied.

e 23% of people who disclosed
they had ‘a little disability’
recorded themselves as
dissatisfied with current bus
punctuality, compared to 32%
who recorded themselves as
satisfied.

e 31% of people who disclosed
they had ‘a lot of disability’
recorded themselves as
dissatisfied with current bus
punctuality, compared to 29%
who recorded themselves as
satisfied.

o 4% of people who disclosed
they had ‘a little disability’
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recorded themselves as
dissatisfied with ease of buying
a bus ticket, compared to 62%
who reported being satisfied.
Less than 1% of people who
disclosed they had ‘ a lot of
disability’ recorded themselves
as dissatisfied with ease of
buying a bus ticket, compared to
57% who recorded themselves
as satisfied.

13% of people who disclosed
they had ‘a little disability’
recorded themselves as
dissatisfied with price of a bus
ticket, compared to 39% who
recorded themselves as
satisfied.

7% of people who disclosed
they had ‘a lot of disability’
recorded themselves as
dissatisfied with price of a bus
ticket, compared to 47% who
recorded themselves as
satisfied.

Mayor’s Big Bus Chat:

11% of people who responded
agreed that bus shelters are well
designed for disabled people.
70% of people who are limited a
lot by a disability disagreed that
bus shelters are well designed
for disabled people.
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West Yorkshire state of the region
report (2022):

e Females, people from some
ethnic minority groups and
disabled people face a greater
exposure to access inequality
due to a combination of reasons,
including higher likelihood of
living in a deprived area, lack of
access to a car and greater
reliance on the bus network.

Gender
reassignment

National LGBT Survey Research
Report (2018):

e 68.7% of trans women who
responded to the survey
avoided being open about
their gender identity on public
transport for fear of a
negative reaction from others.

e 58.7% of trans men who
responded to the survey
avoided being open about
their gender identity on public
transport for fear of a
negative reaction from others.

e 67.8% on non-binary people
who responded to the survey
avoided being open about
their gender identity on public

In addition to the following
information, post-assessment we will
also run a statutory public
consultation on franchising to enable
us to gather primary data and
statistics on public perceptions and
attitudes towards bus franchising. EDI
is embedded in our public
consultations by design, both in terms
of how we reach our local population
and in terms of the type questions
that we ask. As part of our
stakeholder engagement we will seek
to engage with various local
stakeholders that are representatives
of protected characteristic groups to
ensure that any decision taken on is



https://www.westyorks-ca.gov.uk/media/9625/state-of-the-region-2022-edi-report.pdf
https://www.westyorks-ca.gov.uk/media/9625/state-of-the-region-2022-edi-report.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/721704/LGBT-survey-research-report.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/721704/LGBT-survey-research-report.pdf
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transport for fear of a
negative reaction from others.

inclusive of all members of our
community.

Race

Women’s Budget Group —
Towards gender-inclusive and
sustainable transport systems

e The WBG report identified that
BAME women are twice as likely
as white workers to have
insecure work, largely including
low-paid health and social care
jobs and are therefore
disproportionately affected by
transport systems that do not
adequately enable care-related
journeys, as they are built to
optimise long distance radial
journeys into city centres during
peak hours.

West Yorkshire Combined
Authority EqlA toolkit:

® [Females, ethnic minorities and
people who are disabled are
less likely to be in employment —
but may be more reliant on
public transport to access
employment and educational
opportunities.



https://wbg.org.uk/wp-content/uploads/2021/06/Gender-inclusive-transport-systems-V3.pdf
https://wbg.org.uk/wp-content/uploads/2021/06/Gender-inclusive-transport-systems-V3.pdf
https://wbg.org.uk/wp-content/uploads/2021/06/Gender-inclusive-transport-systems-V3.pdf
https://westyorksca.sharepoint.com/sites/Legalandgovernanceservices/SiteAssets/Forms/AllItems.aspx?id=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments%2F2841523071EqlA%20Toolkit%20%2D%20March2022%2Epdf&parent=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments
https://westyorksca.sharepoint.com/sites/Legalandgovernanceservices/SiteAssets/Forms/AllItems.aspx?id=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments%2F2841523071EqlA%20Toolkit%20%2D%20March2022%2Epdf&parent=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments
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English indices of deprivation

2019:

The most disadvantaged areas
in West Yorkshire are clustered
around town and city centres
and their periphery. A key issue
of concern is that a third of
residents in the most deprived
areas are from an Ethnic
Minority group.

West Yorkshire Public

perceptions of transport survey

results 2022/23:

14% of people who categorised
as an ethnic minority recorded
themselves as dissatisfied with
bus frequencies, compared to
39% who recorded themselves
as satisfied.

20% of white British people
recorded themselves as
dissatisfied with bus
frequencies, compared to 35%
who recorded themselves as
satisfied.

15% of people who categorised
as an ethnic minority recorded
themselves as dissatisfied with
bus punctuality, compared to
37% who recorded themselves
as satisfied.



https://www.gov.uk/government/statistics/english-indices-of-deprivation-2019
https://www.gov.uk/government/statistics/english-indices-of-deprivation-2019
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o 21% of white British people
recorded themselves as
dissatisfied with bus punctuality,
compared to 34% who recorded
themselves as satisfied.

e 3% of people who categorised
as an ethnic minority recorded
themselves as dissatisfied with
ease of buying a bus ticket,
compared to 66% who recorded
themselves as satisfied.

o 1.44% of white British people
recorded themselves as
dissatisfied with ease of buying
a bus ticket, compared to 72%
who recorded themselves as
satisfied.

e 10% of people who categorised
as an ethnic minority recorded
themselves as dissatisfied with
price of bus tickets, compared to
37% who recorded themselves
as satisfied.

e 8% of white British people
recorded themselves as
dissatisfied with price of bus
tickets, compared to 51% who
recorded themselves as
satisfied.

Car or van ownership, Gov.uk
statistics:



https://www.ethnicity-facts-figures.service.gov.uk/culture-and-community/transport/car-or-van-ownership/latest
https://www.ethnicity-facts-figures.service.gov.uk/culture-and-community/transport/car-or-van-ownership/latest
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In most ethnic minority groups, a
higher proportion of adults live in
households without access to a
car or a van than is the case for
the white group. For example,
only 17% of white adults live in a
household without access to a
car or van, increasing to 22% for
Asian / Asian British and 39%
for Black / African / Caribbean /
Black British groups.

Travel by distance, trips, type of

transport and purpose:

Data on the average number of
trips on local bus services made
per person by ethnicity shows
that Asian and White groups
take significantly fewer trips via
this mode. Nationally, people
from the black and mixed groups
made the highest average
number of trips by local bus at
55 and 51 per annum
respectively, compared with a
figure of 36 for the white group
and an average for all ethnic
groups of 36.

West Yorkshire state of the region

report (2022):

Females, people from some
ethnic minority groups and
disabled people face a greater
exposure to access inequality



https://www.ethnicity-facts-figures.service.gov.uk/culture-and-community/transport/travel-by-distance-trips-type-of-transport-and-purpose/latest
https://www.ethnicity-facts-figures.service.gov.uk/culture-and-community/transport/travel-by-distance-trips-type-of-transport-and-purpose/latest
https://www.westyorks-ca.gov.uk/media/9625/state-of-the-region-2022-edi-report.pdf
https://www.westyorks-ca.gov.uk/media/9625/state-of-the-region-2022-edi-report.pdf
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due to a combination of reasons,
including higher likelihood of
living in a deprived area, lack of
access to a car and greater
reliance on the bus network.

e In most ethnic minority groups a
higher proportion of adults live in
households without access to a
car or a van than is the case for
the White group. For example,
whereas only 17% of White
adults live in a household
without access to a car / van,
the proportion increases to 22%
for Asian / Asian British and
39% for Black / African /
Caribbean / Black British
groups.

The evidence gathered from the above
source indicates changing the
governance of the bus service would
have a disproportionate impact on the
people as above due to an existing
reliance on the network.

Religion or
belief (or lack

of)

Sex

Age UK — The future of transport
in an ageing society:



https://www.ageuk.org.uk/globalassets/age-uk/documents/reports-and-publications/reports-and-briefings/active-communities/rb_june15_the_future_of_transport_in_an_ageing_society.pdf
https://www.ageuk.org.uk/globalassets/age-uk/documents/reports-and-publications/reports-and-briefings/active-communities/rb_june15_the_future_of_transport_in_an_ageing_society.pdf
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e \Women, those with lower
incomes, and those without a
car were less likely to state that
public transport was
inconvenient.

® The proportion of men aged 50-
59 who use public transport
steadily increased, from 15% in
2006 to 20% in 2012.

® There are differences in the use
of public transport between
women and men with older
women tending to use public
transport more regularly (35% of
women in their 70s use public
transport at least weekly
compared to less than 30% of
men).

e Public transport usage is highest
for both women and men in the
70-79 age group (35% and 28%
respsectively).

Urban Transport Group — The
cross-sector benefits of backing
the bus:
e Women are less likely hold a full
driving licence and more likely to
use the bus than men.

'Invisible Women' by Caroline
Criado-Perez (2019):



https://www.urbantransportgroup.org/system/files/general-docs/UTG%20%E2%80%93%20Bus%20Sector%20Benefits%20report%20WEB.pdf
https://www.urbantransportgroup.org/system/files/general-docs/UTG%20%E2%80%93%20Bus%20Sector%20Benefits%20report%20WEB.pdf
https://www.urbantransportgroup.org/system/files/general-docs/UTG%20%E2%80%93%20Bus%20Sector%20Benefits%20report%20WEB.pdf
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The book highlights inequalities
within the transport network -
specifically that women are
more likely to use buses than
men, yet public transport
networks are geared towards
centres of employment and
around traditional peak hour
working patterns, not the more
complex (and challenging to
serve) trip patterns of many
women.

National Federation of Women’s

Institute — A new route for local

bus services:

Women are more likely than
men to have caregiving duties
and be in part-time work which
can mean taking multiple short
journeys during the day.

Just 18% of the people who
responded to the survey said
that they had access to a
frequent, reliable bus service,
compared with 50% in non-rural
areas.

Women are hesitant to rely on
evening bus services as a result
of few and irregular services.
When asked how comfortable
they would feel using the bus
after 5pm, 43% of female



https://www.thewi.org.uk/__data/assets/pdf_file/0007/533419/WI_A_New_Route.pdf
https://www.thewi.org.uk/__data/assets/pdf_file/0007/533419/WI_A_New_Route.pdf
https://www.thewi.org.uk/__data/assets/pdf_file/0007/533419/WI_A_New_Route.pdf
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respondents said ‘not
comfortable’ or ‘very
uncomfortable’. This has
significantly affected those who
work part-time or have caring
responsibilities, which often fall
outside of the peak 9am-5pm
hours. 50% said more bus
services would encourage them
to use the bus more, and 36%
said bus timetables that meet
their needs.

Women’s Budget Group —

Towards gender-inclusive and

sustainable transport systems

The WBG report identified that
BAME women are twice as likely
as white workers to have
insecure work, largely including
low-paid health and social care
jobs and are therefore
disproportionately affected by
transport systems that do not
adequately enable care-related
journeys, as they are built to
optimise long distance radial
journeys into city centres during
peak hours.

West Yorkshire Combined

Authority EqlA toolkit:



https://wbg.org.uk/wp-content/uploads/2021/06/Gender-inclusive-transport-systems-V3.pdf
https://wbg.org.uk/wp-content/uploads/2021/06/Gender-inclusive-transport-systems-V3.pdf
https://wbg.org.uk/wp-content/uploads/2021/06/Gender-inclusive-transport-systems-V3.pdf
https://westyorksca.sharepoint.com/sites/Legalandgovernanceservices/SiteAssets/Forms/AllItems.aspx?id=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments%2F2841523071EqlA%20Toolkit%20%2D%20March2022%2Epdf&parent=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments
https://westyorksca.sharepoint.com/sites/Legalandgovernanceservices/SiteAssets/Forms/AllItems.aspx?id=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments%2F2841523071EqlA%20Toolkit%20%2D%20March2022%2Epdf&parent=%2Fsites%2FLegalandgovernanceservices%2FSiteAssets%2FSitePages%2FEquality%2DImpact%2DAssessments
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Women are statistically more
likely to use public transport
than men.

Females, ethnic minorities and
people who are disabled are

less likely to be in employment —

but may be more reliant on
public transport to access
employment and educational
opportunities.

West Yorkshire Public

perceptions of transport survey

results 2022/23:

20% of females recorded
themselves as dissatisfied with
bus frequency, compared with
35% who recorded themselves
as satisfied.

16% of males recorded
themselves as dissatisfied with
bus frequency, compared with
39% who recorded themselves
as satisfied.

19% of females recorded
themselves as dissatisfied with
bus punctuality, compared with
35% who recorded themselves
as satisfied.

19% of males recorded
themselves as dissatisfied with
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bus punctuality, compared with
35% who recorded themselves
as satisfied.

e Less than 1% of females
recorded themselves as
dissatisfied with ease of buying
a bus ticket, compared with 74%
who recorded themselves as
satisfied.

e 3% of males recorded
themselves as dissatisfied with
ease of buying a bus ticket,
compared with 66% who
recorded themselves as
satisfied.

e 5% of females recorded
themselves as dissatisfied with
cost of bus tickets, compared
with 51% who recorded
themselves as satisfied.

e 12% of males recorded
themselves as dissatisfied with
cost of bus tickets, compared
with 41% who recorded
themselves as satisfied.

e 43% of females reported feeling
confident about personal safety
while using a bus in the dark,
compared with 69% for males.

West Yorkshire state of the region
report (2022):

e Females, people from some
ethnic minority groups and
disabled people face a greater



https://www.westyorks-ca.gov.uk/media/9625/state-of-the-region-2022-edi-report.pdf
https://www.westyorks-ca.gov.uk/media/9625/state-of-the-region-2022-edi-report.pdf

Appendix 4 — Equality Impact Assessment

West
Yorkshire

Combined
Authority

exposure to access inequality
due to a combination of reasons,
including higher likelihood of
living in a deprived area, lack of
access to a car and greater
reliance on the bus network.

Sexual
orientation

National LGBT Survey Research

Report (2018):

70% of respondents with a
minority sexual orientation
said they avoided being open
about their sexual orientation
for fear of a negative reaction
from others. The most
commonly cited locations for
this were on public transport
and in the workplace.

Public spaces considered
unsafe and therefor
sometimes avoided
altogether by respondents
included public transport,
such as trains and buses.
Gay and lesbian respondents
were more likely to avoid
being open about their sexual
orientation, for example, on
public transport (71%).



https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/721704/LGBT-survey-research-report.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/721704/LGBT-survey-research-report.pdf
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Marriage and
civil
partnership

Pregnancy
and maternity

Transport Scotland Equalities
Impact Assessment (2022):

e Pregnant women are more
vulnerable to the adverse
effects of air pollution including
an increasing risk of
miscarriage as well as
premature births and low birth
weights.

London Sustainable Transport
Walking and Cycling draft EQIA
(2021)

e Evidence shows that women
are likely than men to be
travelling with buggies and/or
shopping, and often find that
travelling with children and
buggies can be difficult and
stressful at times, especially
on buses. Qualitative
research by Transport for
London on the experience of
people travelling with
buggies on buses found that
they often experienced
overcrowding, which can
make it difficult to manoeuvre



https://westyorksca.sharepoint.com/sites/BusStrategy/Deloitte%20Shared%20Area/WYCA%20Bus%20Reform%20-%20Shared%20Area/12.%20Miscellaneous/EqIA/SPR2%20Report%20Template%20for%20Accessibility%20(transport.gov.scot)
https://westyorksca.sharepoint.com/sites/BusStrategy/Deloitte%20Shared%20Area/WYCA%20Bus%20Reform%20-%20Shared%20Area/12.%20Miscellaneous/EqIA/SPR2%20Report%20Template%20for%20Accessibility%20(transport.gov.scot)
https://ehq-production-europe.s3.eu-west-1.amazonaws.com/429528d5a0db12f368a83ec29d3f1abc2fd55854/original/1632938625/a00cd132583e5cdc3b2c4ee6fe6de2fc_Sustainable_Transport_Walking_and_Cycling_Draft_EqIA.pdf?X-Amz-Algorithm=AWS4-HMAC-SHA256&X-Amz-Credential=AKIA4KKNQAKICO37GBEP%2F20230813%2Feu-west-1%2Fs3%2Faws4_request&X-Amz-Date=20230813T161333Z&X-Amz-Expires=300&X-Amz-SignedHeaders=host&X-Amz-Signature=0722b0e85c46f9a95433c8fd7d180708b957b6ce071d4968f320c05aa982e446
https://ehq-production-europe.s3.eu-west-1.amazonaws.com/429528d5a0db12f368a83ec29d3f1abc2fd55854/original/1632938625/a00cd132583e5cdc3b2c4ee6fe6de2fc_Sustainable_Transport_Walking_and_Cycling_Draft_EqIA.pdf?X-Amz-Algorithm=AWS4-HMAC-SHA256&X-Amz-Credential=AKIA4KKNQAKICO37GBEP%2F20230813%2Feu-west-1%2Fs3%2Faws4_request&X-Amz-Date=20230813T161333Z&X-Amz-Expires=300&X-Amz-SignedHeaders=host&X-Amz-Signature=0722b0e85c46f9a95433c8fd7d180708b957b6ce071d4968f320c05aa982e446
https://ehq-production-europe.s3.eu-west-1.amazonaws.com/429528d5a0db12f368a83ec29d3f1abc2fd55854/original/1632938625/a00cd132583e5cdc3b2c4ee6fe6de2fc_Sustainable_Transport_Walking_and_Cycling_Draft_EqIA.pdf?X-Amz-Algorithm=AWS4-HMAC-SHA256&X-Amz-Credential=AKIA4KKNQAKICO37GBEP%2F20230813%2Feu-west-1%2Fs3%2Faws4_request&X-Amz-Date=20230813T161333Z&X-Amz-Expires=300&X-Amz-SignedHeaders=host&X-Amz-Signature=0722b0e85c46f9a95433c8fd7d180708b957b6ce071d4968f320c05aa982e446
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a buggy and keep their
child/children safe. They also
cite negative attitudes of
other passengers, difficulties
getting on and off the bus
and drivers refusing to allow
buggies on as barriers.

3. Analysis of the evidence

Does your analysis indicate a
disproportionate impact
relating to Age?

What does the data tell you?

Describe the nature of any
disproportionate impact/s or
potential impacts as indicated
by the data.

If no impact is identified, please
explain your rationale based on
the data.

The data tells us that franchising the bus system will have a disproportionate impact on younger and
older people in West Yorkshire because they rely on the existing bus network the most. The data
speculates why this might be.

Older people have identified barriers to bus use:

- Services do not go where older people need them to go
- There is not enough access to bus services in rural areas

The data also demonstrates that there is a disparity in older people using the bus network between
men and women with any potential changes impacting older women to a greater degree.

Franchising the bus network would give control of decisions of where the network runs and fleet
standards to the Combined Authority.

What can you do?

Franchising could give the Combined Authority more control to plan bus services and fare incentives
that support young and old people to travel by bus.

Yorkshire

o 4
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Negative impacts - What are
the potential actions you can
take to avoid, reduce or
mitigate any negative
impacts/potential negative
impacts?

Are there opportunities to:

e Advance equality of
opportunity

e Foster good relations
between people in any
protected group and those
who are not? (See
guidance)

Franchising will give the Combined Authority more control over the onboard offer and provide a
consistent onboard service.

Franchising the bus service will allow the Combined Authority to create a single point of contact for

customers, helping to make bus system more navigable. Customer complaints could be streamlined.

The Combined Authority will need to be conscious of services it provides - technology should be
suitable for older/younger people. However, franchising will help customers navigate the bus system
more easily.

The data illustrated that older people feel more unsafe when travelling by bus after dark. A greater
focus on marketing the bus safety feedback tool to this group would give the Combined Authority a
greater understanding of the safety experience of this group and approach improvements
appropriately.

Increased after-dark services could be considered with control over the network. This will benefit
younger people. UK statistics show that over 40% of night-time workers are under 24.

What are your next steps?

Please indicate what actions
will be taken to address these
impacts.

The possible impact franchising the bus network could have on protected characteristics will be
considered as part of the bus reform assessment. Further steps to collecting data and
understanding how franchising may affect different groups of people will be taken as part of the
formal statutory consultation if agreed to proceed.

Furthermore, understanding the needs of customers is key to the development of franchising. Future
opportunities to collect passenger feedback will be considered, in particular the need for continual
engagement to ensure the benefits of greater control and certainty over the bus network are fully
realised in regard to customers. Whilst future engagements are still to be determined the Combined
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Authority could look to existing panels, such as the Bus Futures Group to better understand impacts
on people with protected characteristics.

In 2022 the Combined Authority piloted a bus safety feedback tool that allows passengers to report
what types of things are making them feel unsafe and where and when that is happening. Further
analysis of this data will be explored, and actions planned appropriately.

Does your analysis indicate a
disproportionate impact
relating to Disability?

\{ N

What does the data tell you?

Describe the nature of any
disproportionate impact/s or
potential impacts as indicated
by the data.

If no impact is identified, please
explain your rationale based on
the data.

Bus is the most used form of public transport for people with a disability. But people with a long-term
illness or a disability reported feeling unsafe when travelling by bus after dark.

There are legal requirements for operators to provide accessible bus services, but there is little
appetite to go above and beyond this outside of London due to existing governance structures.

The data collected does not differentiate between different types of disability. The Combined
Authority could seek to capture this data through public consultation.

What can you do?

Negative impacts - What are
the potential actions you can
take to avoid, reduce or
mitigate any negative

Journey and bus information should have accessibility assurances attached, so those with visual
and cognitive conditions can easily access information.

Franchising would provide the Combined Authority with control over the accessibility of the bus fleet
through ownership of vehicles and allow for a consistent onboard offer with adequate space for
wheelchairs. Through Franchising, the Combined Authority would look to introduce a standardised
fleet so that those facing accessibility challenges were offered a consistent service.
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impacts/potential negative The Combined Authority would have control over the information offer in the event of a decision to
impacts? franchise the bus system. The offer could then be made consistent, ensuring passengers

. understand the accessibility standards and support available across the region.
Are there opportunities to:

Franchising would give the Combined Authority control over the network and the ability to consider

* Advance equality of social implications of decisions more widely.

opportunity

_ Franchising would give the Combined Authority control over the bus fleet and where buses run.
e Foster good relations

between people in any
protected group and those
who are not? (See
guidance)

What are your next steps? The possible impact franchising the bus network would have on protected characteristics will be
considered as part of the bus reform assessment. While the existing data does help to illustrate the
experience of using the bus for people with disabilities, further steps could be taken to further
understand different types of disability and how that impacts experience of the bus system.

Please indicate what actions
will be taken to address these
impacts.

Furthermore, understanding the needs of customers is key to the development of franchising. Future
opportunities to collect passenger feedback will be considered, in particular the need for continual
engagement to ensure the benefits of greater control and certainty over the bus network are fully
realised in regard to customers. Whilst future engagements are still to be determined the Combined
Authority could look to existing panels, such as the Bus Futures Group to better understand impacts
on people with protected characteristics.

In 2022 the Combined Authority piloted a bus safety feedback tool that allows passengers to report
what types of things are making them feel unsafe and where and when that is happening. Further
analysis of this data will be explored, and actions planned appropriately.

Does your analysis indicate a M N
disproportionate impact
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relating to Gender
Reassignment?

What does the data tell you? | UK government research indicates that trans people feel unsafe being open about their gender

i identity for fear of a negative reaction from others on public transport.
Describe the nature of any y 9 P p

disproportionate impact/s or
potential impacts as indicated
by the data.

If no impact is identified, please
explain your rationale based on
the data.

What can you do? Franchising the bus system would give the Combined Authority the ability to design a network that
aligns to the Bus Service Improvement Plan objective to provide a fully inclusive network — this

Negative impacts - What are includes the onboard offer and customer service.

the potential actions you can
take to avoid, reduce or
mitigate any negative
impacts/potential negative
impacts?

Are there opportunities to:

e Advance equality of
opportunity

e Foster good relations
between people in any
protected group and those
who are not? (See
guidance)
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What are your next steps? The possible impact franchising the bus network would have on protected characteristics will be
considered as part of the bus reform assessment. Further steps to collecting data and
understanding how franchising may affect different groups of people could be taken as part of the
formal statutory consultation if agreed to proceed.

Please indicate what actions
will be taken to address these
impacts.

Furthermore, understanding the needs of customers is key to the development of franchising. Future
opportunities to collect passenger feedback will be considered, in particular the need for continual
engagement to ensure the benefits of greater control and certainty over the bus network are fully
realised in regard to customers. Whilst future engagements are still to be determined the Combined
Authority could look to existing panels, such as the Bus Futures Group to better understand impacts
on people with protected characteristics.

In 2022 the Combined Authority piloted a bus safety feedback tool that allows passengers to report
what types of things are making them feel unsafe and where and when that is happening. Further
analysis of this data will be explored, and actions planned appropriately.

Does your analysis indicate a M N
disproportionate impact
relating to Race?

What does the data tell you? | The data illustrates that the impact of franchising the bus network is likely to have a greater impact
on people depending on their ethnicity.

Ethnic minorities are more likely to be reliant on public transport links to access education and

Describe the nature of any employment opportunities.

disproportionate impact/s or
potential impacts as indicated Generally, in West Yorkshire, people from an Ethnic Minority background reported higher levels of
by the data. satisfaction with bus punctuality and reliability than White British people.

However, White British bus passengers reported more satisfaction with the ease of buying a bus

. . - ticket and the cost of a bus ticket than passengers from an Ethnic Minority.
If no impact is identified, please

explain your rationale based on | The NUS has reported that Black and Asian communities are disproportionately facing higher levels
the data. of air pollution, which is then linked to higher risk of respiratory and cardiovascular diseases.
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What can you do? Franchising the bus system would give the Combined Authority control over network and the ability
to design a network that aligns to the Bus Service Improvement Plan objective to provide a fully
inclusive network.

Negative impacts - What are
the potential actions you can
take to avoid, reduce or
mitigate any negative
impacts/potential negative Franchising would give the Combined Authority control over the bus fleet and where buses run. A
impacts? zero emission fleet could be expedited and deployed in areas worse affected by poor air quality.

Franchising the bus system would give the Combined Authority autonomy over fares and ticketing
policy. Action could be taken to address differences in satisfaction in ticketing between White British
and Ethnic Minority bus passengers.

Are there opportunities to:

e Advance equality of
opportunity

e Foster good relations
between people in any
protected group and those
who are not? (See
guidance)

What are your next steps? The possible impact franchising the bus network will have on protected characteristics will be
considered as part of the bus reform assessment. Further steps to collecting data and
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Please indicate what actions understanding how franchising may affect different groups of people could be taken as part of the
will be taken to address these formal statutory consultation if agreed to proceed.
impacts.

Furthermore, understanding the needs of customers is key to the development of franchising. Future
opportunities to collect passenger feedback will be considered, in particular the need for continual
engagement to ensure the benefits of greater control and certainty over the bus network are fully
realised in regard to customers. Whilst future engagements are still to be determined the Combined
Authority could look to existing panels, such as the Bus Futures Group to better understand impacts
on people with protected characteristics.

Does your analysis indicate a Y N
disproportionate impact
relating to Religion or belief
(or lack of)?

What does the data tell you? | Evidence suggests that individuals who identify with particular religions or beliefs in the UK have
faced marginalisation due to ethno-religious identities and migratory backgrounds. This may mean

Describe the nature of any that they face multiple deprivation.
disproportionate impact/s or

potential impacts as indicated
by the data.

If no impact is identified, please
explain your rationale based on
the data.

What can you do? If the bus system was franchised, the Combined Authority would have control over comms,

. marketing and customer service, all of which could be inclusive of this protected characteristic.
Negative impacts - What are

the potential actions you can
take to avoid, reduce or
mitigate any negative
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impacts/potential negative
impacts?

Are there opportunities to:

e Advance equality of
opportunity

e Foster good relations
between people in any
protected group and those
who are not? (See
guidance)

What are your next steps? The possible impact franchising the bus network will have on protected characteristics will be
considered as part of the bus reform assessment. Further steps to collecting data and
understanding how franchising may affect different groups of people could be taken as part of the
formal statutory consultation if agreed to proceed.

Please indicate what actions
will be taken to address these
impacts.

Furthermore, understanding the needs of customers is key to the development of franchising. Future
opportunities to collect passenger feedback will be considered, in particular the need for continual
engagement to ensure the benefits of greater control and certainty over the bus network are fully
realised in regard to customers. Whilst future engagements are still to be determined the Combined
Authority could look to existing panels, such as the Bus Futures Group to better understand impacts
on people with protected characteristics.

Does your analysis indicate a )1 N
disproportionate impact
relating to Sex?
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What does the data tell you?

Describe the nature of any
disproportionate impact/s or
potential impacts as indicated
by the data.

If no impact is identified, please
explain your rationale based on
the data.

The data indicates that women are more likely to use public transport and buses than men, but
existing bus networks are not designed for the more complex (and challenging to serve) trip patterns
of many women.

This is true of older women, with older women using public transport more frequently than older
men.

Women are also less likely to use evening bus services due to safety concerns.

What can you do?

Negative impacts - What are
the potential actions you can
take to avoid, reduce or
mitigate any negative
impacts/potential negative
impacts?

Are there opportunities to:

e Advance equality of
opportunity

e Foster good relations
between people in any
protected group and those

Franchising the bus system would give the Combined Authority control over fares and ticketing. The
Combined Authority could investigate fares and ticketing that would make travel easier and more
affordable for many women making multiple trips. The ability franchising gives to determine services
and frequencies can also help create a more cohesive network which would allow for easier
interchange.

There is also the ability to recognise the barriers to older women travelling, who make up a more
significant proportion of older people travelling. There are particular barriers to note that cut across
the protected characteristics of age and sex.

Franchising the bus system would give the Combined Authority more ability to introduce the Bus
Service Improvement Plan’s aim to deliver an inclusive and safe bus system. A key element of the
BSIP and have more ability to influence this across the bus system under franchising due to the
potential standardisation of the bus offer

Franchising the bus network would allow to standardise customer service training to all drivers.
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who are not? (See
guidance)

What are your next steps?

Please indicate what actions
will be taken to address these
impacts.

The possible impact franchising the bus network will have on protected characteristics will be
considered as part of the bus reform assessment. Further steps to collecting data and
understanding how franchising may affect different groups of people could be taken as part of the
formal statutory consultation if agreed to proceed.

Furthermore, understanding the needs of customers is key to the development of franchising. Future
opportunities to collect passenger feedback will be considered, in particular the need for continual
engagement to ensure the benefits of greater control and certainty over the bus network are fully
realised in regard to customers. Whilst future engagements are still to be determined the Combined
Authority could look to existing panels, such as the Bus Futures Group to better understand impacts
on people with protected characteristics.

In 2022 the Combined Authority piloted a bus safety feedback tool that allows passengers to report
what types of things are making them feel unsafe and where and when that is happening. Further
analysis of this data will be explored, and actions planned appropriately.

Does your analysis indicate a
disproportionate impact
relating to sexual orientation?

M N

What does the data tell you?

Describe the nature of any
disproportionate impact/s or
potential impacts as indicated
by the data.

The 2018 Equalities Office report on experiences of LGBT people found that 65% of respondents
said they hid their sexual orientation on public transport. For all respondents, public transport was
sometimes avoided because of safety fears and concern about negative reactions from others.
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If no impact is identified, please
explain your rationale based on
the data.
What can you do? Franchising the bus network would allow the Combined Authority to design a bus network more
. closely aligned to the Bus Service Improvement Plan objective to create a fully inclusive bus
Negative impacts - What are
. : network.
the potential actions you can
take to avoid, reduce or
mitigate any negative
impacts/potential negative
impacts?
Are there opportunities to:
e Advance equality of
opportunity
e Foster good relations
between people in any
protected group and those
who are not? (See
guidance)
What are your next steps? The possible impact franchising the bus network will have on protected characteristics will be
considered as part of the bus reform assessment. Further steps to collecting data and
understanding how franchising may affect different groups of people could be taken as part of the
Please indicate what actions formal statutory consultation if agreed to proceed.
W'” be taken to address these Furthermore, understanding the needs of customers is key to the development of franchising. Future
impacts. o : ) . : :
opportunities to collect passenger feedback will be considered, in particular the need for continual
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engagement to ensure the benefits of greater control and certainty over the bus network are fully
realised in regard to customers. Whilst future engagements are still to be determined the Combined
Authority could look to existing panels, such as the Bus Futures Group to better understand impacts
on people with protected characteristics.

In 2022 the Combined Authority piloted a bus safety feedback tool that allows passengers to report
what types of things are making them feel unsafe and where and when that is happening. Further
analysis of this data will be explored, and actions planned appropriately.

It could be beneficial for the Combined Authority to commission independent research to understand
more greatly how LGBTQ+ people in West Yorkshire experience the bus network, similar to_the
study Transport for London published in 2012.

Does your analysis indicate a Y N
disproportionate impact
relating to marriage and civil
partnership?

What does the data tell you? | There is no data to suggest franchising the bus network would have a disproportionate impact on
people with this protected characteristic.

Describe the nature of any
disproportionate impact/s or
potential impacts as indicated
by the data.

If no impact is identified, please
explain your rationale based on
the data.



https://content.tfl.gov.uk/LGB-community.pdf
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What can you do?

Negative impacts - What are
the potential actions you can
take to avoid, reduce or
mitigate any negative
impacts/potential negative
impacts?

Are there opportunities to:

e Advance equality of
opportunity

e Foster good relations
between people in any
protected group and those
who are not? (See
guidance)

What are your next steps?

Please indicate what actions
will be taken to address these
impacts.

The possible impact franchising the bus network will have on protected characteristics will be
considered as part of the bus reform assessment. Further steps to collecting data and
understanding how franchising may affect different groups of people could be taken as part of the
formal statutory consultation if agreed to proceed.

Furthermore, understanding the needs of customers is key to the development of franchising. Future
opportunities to collect passenger feedback will be considered, in particular the need for continual
engagement to ensure the benefits of greater control and certainty over the bus network are fully
realised in regard to customers. Whilst future engagements are still to be determined the Combined
Authority could look to existing panels, such as the Bus Futures Group to better understand impacts
on people with protected characteristics.
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In 2022 the Combined Authority piloted a bus safety feedback tool that allows passengers to report
what types of things are making them feel unsafe and where and when that is happening. Further
analysis of this data will be explored, and actions planned appropriately.

Does your analysis indicate a
disproportionate impact
relating to pregnancy and
maternity?

M1 N

What does the data tell you?

Describe the nature of any
disproportionate impact/s or
potential impacts as indicated
by the data.

If no impact is identified, please
explain your rationale based on
the data.

Pregnant women may be mobility restricted, particularly at later stages of pregnancy. Whilst
pregnancy and maternity transect all of society, pregnant women from more deprived backgrounds
are less likely to have access to a car and more reliant on public transport.

Improvements in air quality are likely to disproportionately benefit pregnant people. Polluted air is
harmful for babies in the womb and can cause premature birth or low birth weight — factors
associated with infant mortality. New-born babies and infants, who are more vulnerable to pollution
due to their developing airways and rapid breathing, are also likely to disproportionately benefit from
improved air quality.

Evidence shows that women are more likely than men to be travelling with buggies and/or shopping,
and often find that travelling with children and buggies can be difficult and stressful at times,
especially on buses. Qualitative research by Transport for London on the experience of people
travelling with buggies on buses found that they often experienced overcrowding, which can make it
difficult to manoeuvre a buggy and keep their child/children safe. They also cite negative attitudes of
other passengers, difficulties getting on and off the bus and drivers refusing to allow buggies on as
barriers.

What can you do?

Negative impacts - What are
the potential actions you can
take to avoid, reduce or
mitigate any negative

Under franchising the Combined Authority would have control over the bus fleet and would have
more autonomy to ensure there is enough pram space on buses. Franchising the bus network would
also give the Combined Authority more control over the timescales to achieving a 100% zero
emissions bus fleet.
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impacts/potential negative In addition to greater autonomy over physical infrastructure, franchising the bus system would give
impacts? the Combined Authority control over the network and could seek to improve accessibility to medical

. facilities for pregnant women.

Are there opportunities to: preg

e Advance equality of
opportunity

e Foster good relations
between people in any
protected group and those
who are not? (See

guidance)

What are your next steps? The possible impact franchising the bus network will have on protected characteristics will be
considered as part of the bus reform assessment. Further steps to collecting data and
understanding how franchising may affect different groups of people could be taken as part of the

Please indicate what actions formal statutory consultation if agreed to proceed.

mlg)gst;aken to address these Furthermore, understanding the needs of customers is key to the development of franchising. Future

opportunities to collect passenger feedback will be considered, in particular the need for continual
engagement to ensure the benefits of greater control and certainty over the bus network are fully
realised in regard to customers. Whilst future engagements are still to be determined the Combined
Authority could look to existing panels, such as the Bus Futures Group to better understand impacts
on people with protected characteristics.

In 2022 the Combined Authority piloted a bus safety feedback tool that allows passengers to report
what types of things are making them feel unsafe and where and when that is happening. Further
analysis of this data will be explored, and actions planned appropriately.
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Seek approval and confidence in the impacts and mitigation detailed by Head of Service sign off:

Name: Alexander Clarke Date: 29.02.2024

Service: Bus Reform Signature:




3. SMO Paper

The following paper sets out how, in conducting the procurement process for the provision of local services,
the Combined Authority will facilitate the involvement of small and medium-sized operators in the provision of
local services.
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Facilitating Involvement

Commercial Succes Factors

As part of assessing the commercial case for bus reform, the Combined Authority highlighted
the need to facilitate involvement of small and medium operators (SMOs) as part of the
commercial success factors. The Authority has been clear that any model must facilitate the
participation of small and medium sized operators and new entrants to the market by removing
unnecessary barriers to entry, encouraging competition to enable quality and value for the
Authority. A plan has been developed to ensure that this can be achieved.

Lotting Strategy

The lotting strategy has been drafted to include smaller lots that are specifically designed for
small and medium sized operators. The smaller lots will typically have a peak vehicle
requirement of between 1 and 45. The contract length of these smaller lots will be determined
on a contract-by-contract basis and may be shorter in length, with the option to extend to 7
years.

The Combined Authority may take the decision to disqualify any of these smaller lots from being
run from the same depot as the larger lots, which would remove a tendering advantage from the
larger operators.

Ticketing

In the current deregulated market SMOs can have difficulty growing their businesses because
larger Operators encourage customer loyalty through discounted, single operator tickets.
Therefore, it can be uneconomic for customers to occasionally use a smaller operator, and this
can make it difficult for them to grow and compete.

Under Franchising all operators under franchised agreements would be providing services for
WYCA and therefore the ticketing structure would not affect the ability for operators to compete
for the franchise contracts, thereby removing this barrier to growth for SMOs or entrants of new
SMOs.

Growth of SMOs

The above proposals allow SMOs to consolidate and enter the market but WYCA also intends
to put in place additional measures to help SMOs to grow.

Part of this could be by offering larger packages under B lots which would allow a paced level of
growth. This could be by combining lots or moving certain services from A lots into B lots over
time.

Procurement

WY CA intend to use the procurement process to maximise the value for money of the services
procured under the franchising scheme and ensure that: the involvement of small and medium
sized operators is facilitated; competition is driven for franchises; a continuing viable market is
developed; the risk allocation described in this Assessment is reflected in the contracts; and
WYCA and operators can successfully adapt to the reality of implementation of Franchising
across West Yorkshire with risks of transition mitigated so far as possible for all parties.
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The approach to procurement will reflect and support the lotting strategy, mitigating risks from
procurement and aiding transition from the current deregulated environment to a franchised
environment.

WYCA is mindful that this will become a continuing process, with new franchise contracts let on
a rolling basis once franchising is fully implemented. Therefore, the approach taken must not
only allow for effective procurement of the initial local service contracts, but also allow for
efficient procurement on an ongoing basis, enabling the creation and retention of a competitive
franchising market to ensure value for money can continued to be delivered. In particular, the
strategy should support effective bidding by small and medium sized operators in the
franchising process.

For the Lot B and Lot C contracts, WYCA is mindful of the need to ensure that the process does
not accidentally exclude SMOs through placing an onerous burden on them in terms of bid costs
and time. Therefore, whilst WYCA may use a simplified version of the competitive flexible
procedure for larger Lot B contracts it expects that for most Lot B and Lot C contracts it will
make use of the open procedure, with very specific minimum requirements for compliant
tenders, similar to those currently required for secured service contracts of a similar scale. This
will allow the Combined Authority to draw on best practice from its current secured services and
schools procurements in procuring these lots, but also ensure that there are limited process
changes for SMOs bidding for these franchise contracts, compared to the tenders they currently
make for secured services, lowering the barrier to entry, and ensuring that they can focus on
putting forward good tenders, rather than adapting to a new procurement process. For similar
reasons the intent is that the contract structure for these contracts will be similar to those which
operators are used to in the existing secured service market, again allowing them to focus on
quality bids rather than having to adapt to a wholly new contract model.

This approach would not give SMOs an advantage in bidding, as all operators will be tendering
on the same level playing field, but it does ensure that they are not disadvantaged by being
unable to access larger bidding teams with experience of responses to wider public tenders,
which could otherwise have been a disadvantage for such smaller operators without access to
experienced bid teams.

Learning Lessons

It is important that the procurement process does not remain static and adapts to ensure that it
continues to deliver value for money. This will include responding to the way that bidders
(including SMOs, large incumbent operators, and any new entrants) react to the tendering
process; engaging with the market to understand what factors impact the value of their tenders;
carrying out lessons learnt sessions both during and after each procurement; and re-visiting this
in the context of contractual performance, to ensure that procurements are driving best value
and reflecting the outcomes aspired to by the procurement process.

Once the first round of franchises has been let and there has been a full transition to the
franchised bus market, WYCA will be able to consider changes to the procurement approach
based on its contracted market, drawing on practical experience of franchised services in
practice, allowing testing of elements of the contract and procurement strategy that have driven
value for money, and identifying areas where improvements could be made either for WYCA or
bidders. This will also allow continued analysis as to whether the procurement strategy
continues to provide opportunities for SMOs, and to ensure that it continues to drive a vibrant
market for bus operators, by responding to market inputs. This information will be brought to the
Combined Authority as part of the performance monitoring of the roll-out of a franchising
scheme.
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Response from Consultees

The proposals for bus reform were published for public consultation. There were several
responses regarding the proposals and their potential impacts, highlighting both opportunities
and concerns, on the participation of SMOs. The full response to these queries can be found in
the consultation report.

General comments on the impact on SMOs included the importance of smaller operators within
the market which give the current market diversity. It was noted that if the PFS was pursued, it
would be important to fully ensure appropriate market opportunities for SMOs and community
transport.

Concerns Raised

During consultation, points were raised about the security of the future of small and medium
sized operators if they were to be unsuccessful in tendering. Similarly concerns that if smaller
operators are unable to compete for enough lots there is a risk that SMOs might exit the market.
The Combined Authority recognises the importance of SMOs within a healthy bus market and
remains of the view that the Proposed Franchising Scheme provides opportunities through a
lotting strategy that supports smaller lots. It is important to note that we will continue to review
lessons learnt which can be incorporated into contract design if the decision to proceed with the
Proposed Franchising Scheme is made.

Concerns were raised about EV infrastructure and the potential impact on SMOs. Many SMOs
lease their depots, and this restricts their ability to install high voltage charging equipment due to
fire risk and it could be that SMO depots can’t support electric vehicles. If this is a common
issue for SMOs, then this will need to be addressed if ZEBs are to be rolled out across all West
Yorkshire services under any of the options, as is considered in the objectives set out in the
Strategic Case. Introduction of franchising potentially offers the opportunity to explore solutions
regarding provision of infrastructure and vehicles to operators in a way which is less likely to
distort competition than where this was provided in the current deregulated market. The staged
process of letting and reletting franchise agreements will also allow the Combined Authority to
consider when is the best time to seek to roll out ZEBs on Lot B and C contracts, so that this
can take into account the extent to which some of these risks become more manageable as
technology and its use matures.

The Combined Authority received responses asking for assurance that the SMOs were not
financially disadvantaged through the Proposed Franchising Scheme, particularly through the
loss of depots should an SMO not win a particular lot. As many SMOs lease their premises,
providing a flexible availability of depots to the SMO market in West Yorkshire, SMOs should
not be disadvantaged as part of franchising, nor should the absence of a depot prevent them for
bidding for the lot B and lot C contracts. .

Concerns on the ability of operators, but particularly SMOs, to compete were raised by several
incumbent operators, citing specific concerns on the barrier of the scale and process of bidding.
J&B raised a concern that further larger operators may enter the market, with the loss of SMOs.

Several SMOs raised concerns around their ability to manage particular working practices and
negotiations with unions and bus groups. TUPE issues were raised as a particular concern from
SMOs. The issue on recruitment could also limit SMOs ability to improve the network without
significant additional resources. . A more detailed plan for the application of TUPE will need to
be developed in due course, including a communication and engagement strategy with
employers and employees throughout the procurement and mobilisation of franchised contracts.
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Opportunities Identified

Several respondents noted that the Proposed Franchising Scheme presents flexibility to
operators and would be beneficial to competition, particularly for new operators or SMOs. It was
noted that SMO participation helps to moderate competition through the bidding process. In
addition, several responses noted that opportunities for SMOs were included in the lotting
strategy.

Support was given to the approach taken on lot size, with consultees believing that the lotting
strategy would facilitate competition and allow SMOs to participate.

Some smaller operators gave positive comments on the possibility of negotiation on contract
length contained within the Commercial Case allowing SMOs to extend B and C lot contracts to
7 years and this will allow greater investment in services.

Conclusion

The Combined Authority has produced a plan for including small and medium operators in its
proposed franchising system. Consideration has been given to the points raised during
consultation and the Combined Authority is comfortable that the proposals in the assessment
have already mitigated many of the concerns raised, and understanding these issues will allow
the Combined Authority to mitigate many of these risks through its contract and procurement
strategy as the detail is developed. The commercial levers that will be used to help facilitate and
continue SMO participation in the market including how contracts and lotting will be managed
were set out earlier in this report and as such, the Combined Authority believes that its plans for
franchising will provide a solid basis for small and medium operators to be involved.
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The West Yorkshire Franchising Scheme for Buses 2024

A

The Transport Act 2000 (as amended) (2000 Act) makes provision for a franchising authority
to make a franchising scheme covering the whole or any part of its area. WYCA is a
franchising authority as defined in the 2000 Act.

WY CA gave notice of its intention to prepare an assessment of a proposed scheme in
accordance with sections 123B and section 123C(4) of the 2000 Act on 24 June 2021. Having
complied with the process as set out in the Act, WYCA may determine to make the scheme in
accordance with sections 123G and 123H of the 2000 Act.

Now, therefore, the Mayor on behalf of WYCA, in exercise of the powers conferred by sections 123G
and 123H of the 2000 Act, and of all other enabling powers, hereby makes the following
franchising scheme (Scheme):

1.1

1.2

Citation and commencement

This Scheme may be cited as the West Yorkshire Franchising Scheme for Buses 2024 and is
made on 2024.

This Scheme shall come into operation on 28 March 2027 and shall remain in operation
thereafter unless varied or revoked in accordance with the 2000 Act.

Interpretation

In this Scheme:

1985 Act means the Transport Act 1985.

2000 Act has the meaning given to it in recital A.

EP Plan means The West Yorkshire Enhanced Partnership Plan made on 31 March 2022 by
WY CA, City of Bradford Metropolitan District Council, Calderdale Metropolitan Borough
Council, Kirklees Council, Leeds City Council and City of Wakefield Metropolitan District
Council pursuant to section 138A of the 2000 Act.

EP Schemes means each enhanced partnership scheme which is associated with the EP
Plan and made by WYCA, City of Bradford Metropolitan District Council, Calderdale
Metropolitan Borough Council, Kirklees Council, Leeds City Council and City of Wakefield
Metropolitan District Council pursuant to section 138A of the 2000 Act, including:

(a) The West Yorkshire Enhanced Partnership made on 31 March 2022;

(b) The West Yorkshire Enhanced Partnership made on 1 November 2022,

and EP Scheme shall be construed accordingly.

Franchising Scheme Area means the WYCA Area.

Local Service Contract has the same meaning as in section 123A(5) of the 2000 Act.

Local Services has the same meaning as in section 2 of the 7985 Act.
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3.1

41

4.2

4.3

5.1

7.1

Scholars' Service means a Local Service providing transport for pupils to and/or from
schools within the Franchising Scheme Area which does not provide transport to the general
public.

WYCA means the West Yorkshire Combined Authority.

WYCA Area means the area consisting of the areas of the metropolitan borough councils for

the local government areas of Bradford, Calderdale, Kirklees, Leeds and Wakefield (as shown
for illustrative purposes only in the plan at Annex 4).

The Franchising Scheme Area

The WYCA Area is hereby designated as the area to which the Scheme relates.

Entry into Local Service Contracts

The date on which a Local Service Contract to provide a Local Service may first be entered
into shall be 28 June 2026. 2

The minimum period that is to expire between the date on which a Local Service Contract is
entered into and the provision of a Local Service under that Local Service Contract shall be a
period of nine (9) months3.

The date on which a Local Service may first be provided under a Local Service Contract shall
be 28 March 2027.

Services under Local Service Contracts

Subject to article 6, the Local Services that are appropriate, and are intended, to be provided
under Local Service Contracts are those specified in Annex 1 and Annex 2 to this Scheme*.

Exceptions from the Scheme

The Local Services excepted from regulation arising because of the Scheme are those listed
in Annex 3.

Scheme facilities
The additional facilities that WYCA consider appropriate to provide in the WYCA Area are:
(a) such depots as may facilitate the letting of the Local Service Contracts; and

(b) such zero emission buses as may facilitate the letting of Local Service Contracts.

Section 123H(2)(a).
Section 123H(2)(c).
Section 123H(2)(d)
Section 123H(2)(b).
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8.1

8.2

8.3

8.4

9.1

Plan for consulting on operation of the Scheme

WY CA will consult such organisations being those that appear to WYCA to be representative
of users of Local Services, and may consult other organisations and persons, as WYCA
thinks fit.

The purpose of any consultation undertaken in accordance with this article 8 is to seek the
views of the users of Local Services on how well the Scheme is working®. WYCA will consult
in accordance with this article 8 within a period of 24 months from the date set out in

article 4.3 and at such other times periodically as WYCA considers appropriate.

Any consultations carried out in accordance with this article 8 shall last for such period of time
as WY CA thinks fit so as to ensure that those organisations and persons described in
article 8.1 have sufficient time to respond.

WY CA will make available to the public its response to any consultation carried out in
accordance with this article 8.

Variation and Revocation of the Enhanced Partnership

Immediately after the dates on which subsections (2) and (3) of section 123J of the 2000 Act
apply to the Franchising Scheme Area, the EP Plan and each EP Scheme shall be revoked in
respect of the Franchising Scheme Area.®

THE MAYOR OF WEST YORKSHIRE

2024

Section 123(A)(9).
Section 123(H)(6)(b).
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Annex 1 - Services included (article 5)

Lodge

Origin Via Destination
Aberford Barwick in Elmet & Leeds
Cross Gates
Adel Headingley Leeds
Almondbury Moldgreen Huddersfield
Alverthorpe Flanshaw Wakefield
Alwoodley Chapel Allerton Leeds
Alwoodley Moortown Leeds
Ashenhurst Lowerhouses Huddersfield
Baildon Shipley Bradford
Bankfoot Bradford Royal Shipley
Infirmary
Bankfoot East Bowling Bradford
Barkisland Greetland & Elland Brighouse
Beaumont Park Huddersfield
Beeston Leeds & Headingley Lawnswood
Ben Ryhdding Hebers Ghyll lIkley
Bingley Shipley Bradford
Fieldhead Batley Dewsbury
Black Hill Keighley
Blackmoorfoot Linthwaite & Thornton | Huddersfield

Blackshaw Head

Slack & Heptonstall

Hebden Bridge

Boulderclough

Sowerby

Halifax

Bracken Bank Keighley
Brackenhall Huddersfield & Birkby | Bradley
Brackenhall Sheepridge & Bradley | Huddersfield
Bar
Bradford Stanningley & Armley | Leeds
Bradford Pudsey Leeds
Bradford Royal Infirmary Heaton Bradford
Brighouse Wyke Bradford
Brighouse Cleckheaton Leeds
Brighouse Scholes, Cleckheaton | Bradford
& East Bierley
Brighouse West Vale & Copley Halifax
Brighouse Southowram Halifax
Brockholes Holme Valley Hospital | Holmfirth
& Thongsbridge
Broomhill Keighley
Buttershaw Wibsey Bradford
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Roberttown & Mirfield

Buttershaw Bradford, Five Lane Shipley
Ends & Thackley
Buttershaw Wibsey, Bradford & Greengates
Eccleshill
Carr House Highcroft Todmorden
Castleford Normanton Wakefield
Castleford Cross Gates, Garforth | Leeds
& Kippax
Castleford Woodlesford & Leeds
Swillington
Castleford Woodlesford, Garforth, | Wakefield
& Ledsham
Chequerfield Pontefract
Claremount Halifax
Clayton Scholemoor Bradford
Cleckheaton Heckmondwike Batley
Cleckheaton Kirkheaton & Huddersfield
Roberttown
Commons Sowerby Bridge, Halifax
Ripponden &
Rishworth
Cottingley Allerton Bradford
Cottingley Shipley Bradford
Cottingley Holbeck Leeds
Cragg Vale Mythomlroyd Hebden Bridge
Crimsworth Dodd Naze, Old Town | Hebden Bridge
& Pecket Well
Crosland Moor Huddersfield Bradley
Cross Gates Scholes Seacroft
Cross Gates Seacroft & Scholes Leeds
Cross Lee Todmorden
Cullingworth East Morton, Bingley & | Keighley
Wilsden
Dalton Moldgreen & Lindley
Huddersfield
Dalton Moldgreen Huddersfield
Darrington Pontefract
Deighton Bar Wetherby & Leeds
Collingham
Deighton Bar Wetherby & East Leeds
Keswick
Denby Dale Skelmanthorpe & Huddersfield
Kirkburton
Denby Dale Shepley Huddersfield
Dewsbury Cleckheaton, Bradford
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Dewsbury Chickenley & Ossett Wakefield

Dewsbury Morley Pudsey

Dewsbury Dewsbury Moor Heckmondwike

Dewsbury Batley & Birstall Bradford

Dewsbury Batley, Howden Bradford
Clough & Birstall

Dewsbury Woodkirk Wakefield

Dewsbury and District Hospital

Pinderfields Hospital

Pontefract Hospital

Dewsbury Moor

Dewsbury

Shaw Cross

Dewsbury, Bus Station

Dewsbury, Church

Street
East Brierly Cleckheaton Brighouse
East End Park Cross Green Leeds
Eastmoor Wakefield
Eldwick Allteron, Wilsden & Bradford
Bingley
Elland Lower Edge & Brighouse
Woodhouse
Elland Lower Edge & Rastrick | Brighouse
Elland Road Park and Ride Leeds
Esholt Shipley
Euroway Industrial Estate Bierley Bradford
Fagley Bradford Brighouse
Fagley Bradford Scholes
Fearnville St James Hospital & Old Farnley
Leeds
Fell Lane Oakworth Road Keighley
Ferry Fryston Airedale Castleford
Fountainhead Pellon Halifax
Garforth Halton & Leeds Tinshill
Gawthorpe Ossett Wakefield
Gildersome Morley, White Rose Leeds
Centre &Holbeck
Golcar Milnsbridge Huddersfield
Grange Moor Thornhill Dewsbury
Greetland Hullen Edge & Elland | Elland
Greetland West Vale & Elland Brighouse
Guard House West Lane Keighley
Guard House North Dean Keighley
Guiseley Yeadon Westfield
Guiseley Yeadon, Horsforth & Leeds
Headingley
Hade Edge Thongsbridge Huddersfield
Hade Edge Wooldale & Hepworth | Holmfirth
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Halifax Shelf Bradford

Halifax Wyke, Scholes & Leeds
Cleckheaton

Halifax West Vale, Elland & Huddersfield
Lindley

Halifax Shelf, Odsal & Leeds
Stanningley

Halifax West Vale & Stainland | Huddersfield

Halifax Queensbury Bradford

Halifax Elland Huddersfield

Halifax Blackley, Elland & Huddersfield
Greetland

Halifax Stainland & Elland Huddersfield

Halifax Rastrick,Brighouse & | Huddersfield
Hipperholme

Hall Green Kettlethorpe Wakefield

Halton Moor Leeds General Leeds
Infirmary

Halton Moor Harehills, Headingley | Pudsey
& Kirkstall

Havercroft South Hiendley Hemsworth

Hawarth Leeming & Oxenhope | Keighley

Hawarth Hainworth & Keighley
Oxenhope

Hawarth Haworth, Stanbury & Keighley
Oakworth

Healey Ossett Wakefield

Heaton Bradford Bierley

Heaton Bradford & East Bierley
Bowling

Hebden Bridge Mytholmroyd

Hebden Bridge Ripponden, Barkisland | Huddersfield
& Krumlin

Hebden Bridge Ripponden Barkisland | Huddersfield
& Stainland

Hebden Bridge Oxenhope Keighley

Hebden Bridge, Eaves Fairfield Hebden Bridge

Heckmondwike

White Rose Centre,
Morley & Batley

Leeds

Heckmondwike Kirkheaton, Mirfield & | Huddersfield
Roberttown

Hemsworth Crofton, Ryhill & South | Wakefield
Hiendley

Hepworth Honley Bridge, Huddersfield
Holmfirth & Scholes

Highroad Well King Cross Halifax
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Hirst Wood Shipley
Holmbridge Burnlee Holmfirth
Holme Holmfirth, New Mill & Huddersfield
Honley Bridge
Holme Valley Hospital Thongsbridge Huddersfield
Holme Wood Bradford & Royal Allerton
Infirmary
Holme Wood Bradford Laisterdyke
Holmfirth Netherthong, Meltham | Wilberlee
& Slaithwaite
Holmfirth Meltham Halifax
Holmfirth Shepley, Denby Dale | Wakefield
& Skelmanthorpe
Holmfirth Newsome, Honley & Huddersfield
Netherthong
Holt Park Cookridge Horsforth
Holt Park Pool Otley
Holt Park Cookridge & Leeds
Headingley
Holt Park Headingley Leeds
Honley Netherthong Holmfirth
Honley Bridge Berry Brow Huddersfield
Horsforth Pudsey White Rose Centre
Horsforth Horsforth Vale Pudsey
Huddersfield White Rose Centre, Leeds
Dewsbury & Mirfield
Huddersfield Heckmondwike & Leeds
Birstall
Huddersfield Grange Moor & Wakefield
Netherton
Huddersfield Emley & Overton Wakefield
Huddersfield Brighouse, Wyke & Bradford
Odsal
Huddersfield New College Huddersfield

Huddersfield, Bus Station

Huddersfield, Railway
Station

Huddersfeld Royal Infirmary Huddersfield & Bradley
Fartown
Hunslet Leeds Leeds University
likley Addingham, Silsden & | Keighley
Steeton
lIkley Otley Leeds
lllingworth Ovenden Halifax
Ireland Wood Halton & Leeds Garforth
Jagger Green Blackley Elland
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Keighley Cullingworth & Bradford
Denholme

Keighley Cullingworth & Halifax
Denholme

Keighley Bingley & Shipley Bradford

Keighley Rodley, Greengates & | Leeds
Shipley

Keighley Rodley & Greengates | Leeds

Kippax Thorpe Park Leeds

Knottingley Pontefract & New Wakefield
Sharlston

Knottingley Ferrybridge,Pontefract | Wakefield
& Sharlston

Knottingley Ferrybridge & Fryston | Castleford
Village

Laisterdyke Bradford

Lawnswood Leeds

Laycock Braithwaite Keighley

Leeds Beckett University Headingley Leeds

Leeds Bradford Airport Horsforth & Kirkstall Leeds

Liversedge Heckmondwike

Longfield Todmorden

Longwood Paddock Huddersfield

Mankinholes Walsden & Lumbutts Todmorden

Marsden Marsden, Railway Hey Green
Station

Marsden Meltham Honley

Marsden Slaithwaite Blackmoorfoot

Marsden Dirker Slaithwaite Huddersfield

Marten Nest Netherton Huddersfield

Meanwood Moortown, Alwoodley | Otley
& Pool Bridge

Meltham Netherton & Marten Huddersfield
Nest

Meltham Netherton Huddersfield

Meltham Blackmoorfoot, & Wilberlee
Slaithwaite

Meltham Honley Thurstonland

Meltham Meltham, Morrisons Meltham, Westfield

Avenue

Middlestown Waterloo & National Huddersfield
Coal Mining Museum

Middleton Leeds & Chapel Roundhay Park
Allerton

Middleton Leeds Brackenwood
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Middleton Leeds Gledhow

Middleton Hunslet Leeds

Middleton Parkwood, Beeston & | Leeds
Holbeck

Middleton Holbeck, Armley & Rodley
Bramley

Midgley Luddenden & Booth Halifax

Mixenden Wheatley Halifax

Mixenden Wheatley & Pellon Halifax

Mixenden Ovenden Halifax

Mixenden Mount Tabor Halifax

Monkswood St James's Hospital & | Bramley
Leeds

Moor Allerton Meanwood Leeds

Morley Elland Road Leeds

Mount Oakes Huddersfield

Mount Oakes & Huddersfield | Huddersfield
Royal Infirmary

Newall Wharfedale Hospital Otley, Bus Station

Newstead Crofton Wakefield

Northowram Stump Cross Halifax

Norton Tower King Cross Halifax

Norwood Green Hipperholme Halifax

Oakworth Exley Head Keighley

Oakworth Haworth Keighley

Old Farnley Armley Leeds

Old Farnley Bramley, Rodley & Pudsey
Farsley

Ossett Gawthorpe Batley

Otley Leeds Bradford Bradford
Airport, Shipley &
Guiseley

Otley Kirkstall, Horsforth & Leeds
Guiseley

Otley Burley in Wharfedale likley

Otley, Bus Station Otley, Cambridge Drive

Parkhead Honley Bridge, New Huddersfield
Mill & Holmfirth

Pellon Halifax

Pinderfields Hospital Eastmoor Wakefield

Pinderfields Hospital Wakefield

Pontefract Castleford & Jct 32 Leeds

Pontefract Featherstone & Ackton | Castleford
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Pontefract Featherstone, Wakefield
Normanton &
Pinderfields Hospital

Pontefract Altofts Wakefield

Pontefract Knottingley

Pool Otley & Shipley Bradford

Portobello Wakefield

Primley Park Chapel Allerton Leeds

Primley Park Carr Manor Leeds

Pudsey Bramley Leeds

Pudsey Leysholme, Swinnow | Leeds
& Troydale

Rastrick Brighouse Halifax

Rawthorpe Moldgreen & Lindley
Huddersfield

Ripponden Sowerby Bridge, Halifax
Barkisland & Copley

Ripponden Copley, Barkisland & Halifax
Sowerby Bridge

Rishworth Stainland, Barkisland | Huddersfield
& Ripponden

Sandal Kettlethorpe Wakefield

Scapegoat Hill Milnsbridge & Golcar | Huddersfield

Scholes Wooldale Holmfirth

Seacroft Scholes Leeds

Seacroft Gipton & Leeds Pudsey

Seacroft Gipton, Leeds & Fartown
Pudsey

Seacroft Cross Gates Halton

Seacroft Cross Gates & Castleford
Rothwell

Seacroft Cross Gates Leeds

Seacroft Leeds Horsforth

Shadwell Moortown Leeds

Shadwell Scott Hall Leeds

Shelf Brighouse & Halifax
Southowram

Shelf Ovenden, Bradshaw & | Halifax
Queensbury

Shipley Bolton Woods Bradford

Shipley Bolton Woods Bradford

Shipley Five Lane Ends Bradford

Shipley Four Lane Ends & Bradford
Cottingley

Shipley Bradford West Bowling
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Ackworth

Shipley Nab Wood Cottingley

Shipley Glen Idle Bradford

Siddal Halifax

Silsden Airedale Hospital, Keighley
Steeton & Addingham

Skircoat Moor King Cross Halifax

Slaithwaite Milnsbridge & Huddersfield
Wellhouse

South Crosland Netherton & Marten Huddersfield
Nest

South Crosland Lockwood & Netherton | Huddersfield

South Elmsall Crofton, Ackworth & Wakefield
Upton

South Hiendley Hemsworth & South Pontefract
Elmsall

South Hiendley South Elmsall & Low Pontefract

South Leeds Stadium

Hunslet & East End
Park

St James Hospital

Wheatley

Sowerby Sowerby Bridge Halifax
Stanbury Haworth Keighley
Stanley Wrenthorpe Wakefield
Stocksmoor Almondbury & Farnley | Huddersfield
Tyas
Storthes Hall Park Waterloo Huddersfield University
Storthes Hall Park Huddersfield & Huddersfield University
Waterloo
Stourton Park and Ride Leeds
Taylor Hill Newsome Huddersfield
Temple Green Park and Ride Leeds
Thornhill Dewsbury
Thornton Four Lane Ends Bradford
Thorpe Audlin Darrington & Pontefract
Wentbridge
Thwaites Brow Keighley
Tingley Mills Elland Road & Morley | Leeds
Tinshill Leeds Garforth
Tyersal Laisterdyke Bradford
Upperthong Holmfirth
Upton Hemsworth & South Pontefract
Elmsall
Upton South Elmsall Wakefield
Wainstalls Pellon, Mixenden & Halifax
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Wakefield Robin Hood & Leeds
Outwood

Wakefield Ossett & White Rose Leeds
Centre

Wakefield Rothwell, Carlton, Leeds
Stanley & Pinderfields

Wakefield Rothwell, Leeds
Woodlesford, Stanley
& Pinderfields

Wakefield Dewsbury, Bradford
Heckmondwike &
Cleckheaton

Wakefield East Ardsley, Morley & | Bradford
Drighlington

Wakefield Belle Isle Wakefield, Westgate

Railway Station

Walsden Mankinholes, Todmorden
Lumbutts & Walsden

Warley Highroad Well Halifax

West Bowling Bradford & Five Lane | Thorpe Edge
Ends

Wetherby Boston Spa, Aberford, | Wakefield
Garforth, Woodlesford
& Outwood

Whinmoor Seacroft, Leeds & Pudsey
Bramley

Whinmoor Seacroft, Leeds, Pudsey
Bramley & Rodley

Whinmoor Swarcliffe, Cross Moor Grange

Gates, Leeds &
Woodhouse Moor

White Rose Centre Middleton, Morley & Leeds
Cottingley

White Rose Centre Holbeck & Cottingley | Leeds

White Rose Centre Leeds & Chapel Brackenwood
Allerton

White Rose Centre Leeds & Chapel Gledhow
Allerton

White Rose Centre Rothwell, Garforth & Horsforth
Seacroft

White Rose Centre Rothwell Seacroft

White Rose Centre Middleton & Leeds Chapeltown

White Rose Centre East Ardsley & Wakefield
Wrenthorpe

Wibsey Buttershaw Bradford
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Wilberlee Milnsbridge, Huddersfield
Wellhouse &
Slaithwaite

Wilberlee Slaithwaite Huddersfield
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Annex 2 - Services to schools (article 5)

Abbey Grange Academy

All Saints Catholic College
Appleton Academy

Batley Girls High

Beckfoot Oakbank School
Beckfoot School

Beckfoot Thornton Academy
Beckfoot Upper Heaton

Belle Vue Girls' School

Benton Park High School
Bingley Grammar School
Bishop Young Academy
Boston Spa Academy
Brighouse High School
Brigshaw High School

Bronte Girls Academy
Brooksbank School

Bruntcliffe Academy

Calder High School

Cardinal Heenan Catholic High School
Carleton High School

Carr Manor Community School
Castleford Academy

Cockburn Laurence Calvert Academy
Cockburn School

Colne Valley High School
Co-op Academy Prieshorpe
Corpus Christi Catholic College
Crawshaw Academy

Crofton Academy

Crossley Heath School

Dixons Allerton Academy
Dixons Cottingley Academy
Farnley Academy
Featherstone Academy
Feversham College
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Garforth Academy

Guiseley School

Heckmondwike Grammar
Holmfirth High School

Honley High School

Horbury School

llkley Grammar School

John Smeaton Academy
Kettlethorpe High School

King James's School

King's School

Kirkburton Middle School
Lawnswood High School

Leeds City Academy

Leeds East Academy

Leeds West Academy

Lightcliffe Academy

Minsthorpe Community College
Mirfield Free Grammar School
Morley Academy

Mount St Mary's Catholic High School
Netherhall Learning Campus
Newsome High School & Sports College
North Halifax Grammar School
Oulton Academy

Outwood Academy Hemsworth
Outwood Grange Academy
Park Lane Academy

Parkside School

Pontefract New College

Prince Henry's Grammar School
Ralph Thoresby High School
Rastrick High School

Rodillian Academy

Ryburn Valley High School
Salendine Nook High School
Scissett Middle School

Shelley College

St Bede's & St Joseph's Catholic College
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St John Fisher Catholic High School, Dewsbury

St Mary's Menston Voluntary Academy

St Thomas A Becket Catholic Secondary School

St Wilfrid's Catholic High School

Tadcaster Grammar School

Titus Salt School

Todmorden High School

Tong School

Trinity Academy Bradford

Trinity Academy Grammar

Trinity Academy Halifax

Wakefield College (Glasshoughton Campus)

Wetherby High School

Whitcliffe Mount School

Woodkirk Academy
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Annex 3 - Excepted services (article 6)

1 The following Local Services shall be excepted from regulation arising because of the
Scheme (as further set out below, as applicable):

1.1 a Scholars' Service;

1.2 a Local Service provided where a railway service has been temporarily interrupted;
and

1.3 any Local Service specified in Annex 1 or Annex 2 to this Scheme up until the
effective time of the first Local Service Contract in which such Local Service is
specified.
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Annex 4 -West Yorkshire Bus Franchising Scheme Area
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All information correct at time of writing



