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Response by Bus Users to the call for evidence on - 

Future of Transport: Rural Strategy February 2021 

 

Background 

 Rural buses vary greatly from their urban counterparts, particularly in terms of how they are 

used and the benefits they bring to society and local communities. In this paper we directly 

compare rural areas to the DfT’s Future of Transport: Towns and Cities 2019. 

 In larger, urban areas, buses work alongside rail as systems of mass transit that boost local 

economies. They are also increasingly seen as fundamental to clear air and Net Zero policies. 

 In rural areas buses carry fewer people but make a vital contribution to the communities 

they serve. They are a lifeline, providing access to work, training, education, shops, leisure 

facilities and health services. Evidence shows that improving transport for rural communities 

reduces social isolation and improves mental health,1 particularly among young adults2.    

 Rural transport is simply not sustainable under the current ‘one-size-fits-all’ approach to 

regulations and funding, so the Future of Transport: Rural Strategy must take full account of 

these differences.  

 Without reform, rural transport will no longer be socially and commercially viable, rural 

authorities will struggle to achieve their Net Zero legal requirements, and the cost to the 

Treasury of social exclusion and poor mental health will be huge. 

 Our responses in this submission relate to passenger transport services only.  

 

Your questions answered 

1 Do you have any evidence for the issues mentioned? 

a. Dependence on the private car. This is clearly the case at present but it can change. The 

regulatory requirements have put up costs of providing public transport in rural areas at 

a time when local authority funding has been constrained. With funding for public 

transport discretionary, services have inevitably been withdrawn and closed. Cuts to 

central government funding have resulted in an average 30% cut in bus service budgets 

after inflation. This varies from 39.5% in the North West of England to 23% in the South 

East.3 If one factors in cuts to concessionary fares reimbursement since 2011, this cut is 

over 50%.4 

                                                             
1 Transport-and-social-exclusion-summary.pdf (bettertransport.org.uk) 
2 Joseph Rowntree Foundation “Young People and Transport in Rural Areas” 2000 
3 County-APPG-Reversing-the-decline-of-county-buses-final.pdf 
4 The-Future-of-Rural-Bus-Services.pdf (bettertransport.org.uk) 

https://bettertransport.org.uk/sites/default/files/research-files/Transport-and-social-exclusion-summary.pdf
file://///voyager/FolderRedirect/claire.walters/Downloads/County-APPG-Reversing-the-decline-of-county-buses-final.pdf
https://bettertransport.org.uk/sites/default/files/research-files/The-Future-of-Rural-Bus-Services.pdf
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The problem has been exacerbated by revised regulations for Community Transport 

Operators introduced in December 2020. The loss of services has a devastating impact 

on the people who depend on them. Another example of a lack of integration and 

comprehensive travel planning is that of West Norfolk when changes in 2018 led to a 

lack of easy, change-free travel by bus and a worsening of journey times because of a 

lack of bus priority in the centre of King’s Lynn5. In one year, this resulted in 61% of 

journeys to work being by car or van (vs national average of 54%) and only 3% of such 

journeys being by bus (less than half the national average). 

b. Access to key services. This is critical in rural areas. Public health facilities and schools 

have been centralised in areas away from traditional transport routes6. The problem is 

made worse as each arm of government, especially education authorities and the NHS, 

tends to create its own catchment area, reducing social cohesion and making it 

impossible to run efficient transport services. Online ordering for those with internet 

access can help with some essentials, but many services still require travel. Travel by bus 

has the additional benefit of reducing social isolation and loneliness and improving 

mental health. 

c. Access to employment. This is essential for younger adults and will become more so as 

the nation rebuilds the economy. There is likely to be less dependency on the hospitality 

sector which tends to be a major employer of young, minimum wage workers in rural 

tourism areas. Transport poverty is changing the face of the rural community7. Access to 

employment in urban areas, especially for apprenticeships, will be essential and will 

require a significant overhaul of the rural local bus network. The existing, commercially-

focused market structure may not be fit-for-purpose.  

d. Social isolation. Two thirds of people and 87% of young adults8 admit to feeling lonely, 

with the risk of loneliness increased in rural areas by low levels of population. City 

centres provide the most even distribution of access modes, with bus and car vying for 

the largest number of trips9. Buses play a major role in combatting loneliness, and one 

third of people admit they deliberately catch a bus in order to have some form of social 

contact. In 2017/18, West Sussex County Council estimated that it cost £28k a year for 

each elderly person who becomes dependent on them. The cost of providing social care 

in rural areas is more expensive and there is greater stigma attached to asking for 

support10.  

 

2 Do you think there are other issues facing rural areas that we should consider in the 

strategy?   

Funding will be severely constrained in the pandemic recovery period and needs to be 

carefully targeted to maximise social value. Greener Journeys estimates that every £1 spent 

on running bus services and facilities can generate a return to society of £7. 

 

                                                             
5 https://www.west-norfolk.gov.uk/download/downloads/id/5808/stage_2_-_options_report.pdf  
6 Health and wellbeing in rural areas (local.gov.uk) 
7 Reversing-the-decline-in-rural-bus-services-2019.pdf (bususers.org) 
8 https://www.comresglobal.com/wp-content/uploads/2018/10/Greener-Journeys_ComRes_Data-
Tables_September2018.pdf  
9 https://www.comresglobal.com/wp-content/uploads/2018/10/Greener-Journeys_ComRes_Data-
Tables_September-2018.pdf  
10 Delivering and receiving services in rural areas | Community Care 

https://www.west-norfolk.gov.uk/download/downloads/id/5808/stage_2_-_options_report.pdf
https://www.local.gov.uk/sites/default/files/documents/1.39_Health%20in%20rural%20areas_WEB.pdf
https://bususers.org/wp-content/uploads/2019/07/Reversing-the-decline-in-rural-bus-services-2019.pdf
https://www.comresglobal.com/wp-content/uploads/2018/10/Greener-Journeys_ComRes_Data-Tables_September2018.pdf
https://www.comresglobal.com/wp-content/uploads/2018/10/Greener-Journeys_ComRes_Data-Tables_September2018.pdf
https://www.comresglobal.com/wp-content/uploads/2018/10/Greener-Journeys_ComRes_Data-Tables_September-2018.pdf
https://www.comresglobal.com/wp-content/uploads/2018/10/Greener-Journeys_ComRes_Data-Tables_September-2018.pdf
https://www.communitycare.co.uk/2007/10/31/delivering-and-receiving-services-in-rural-areas/
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Urgent reform is needed of Section 63 of the 1985 Transport Act to make funding for socially 

necessary services a duty rather than a consideration. This will open up fair funding for 

people unable to drive a car or who make a conscious decision not to. Without reform, these 

people will continue to be left behind, which runs counter to the Government’s levelling-up 

agenda and Decarbonising Transport policies.  

 

If more public transport is to be provided with constrained funding, external costs will have 

to be reduced. Regulation is the most significant of these and arguably brings the least 

added value. This is particularly so in rural areas where smaller vehicles can add value by 

playing a feeder role to main inter-urban routes, as well as taking children to school and 

people to their local health, leisure and shopping facilities. Operators of these vehicles have 

been the most adversely affected by new regulations issued between 2017 and 2020. In 

contrast, light delivery vehicles which are the same size and weight have been subject to no 

such regulations. Over the last 30 years, while van use has more than doubled to 51bn miles 

(source Decarbonising Transport – setting the challenge, DfT March 2020) the use of similar-

sized passenger vehicles has fallen. Removing the regulatory restrictions on public/ 

community transport operators, other than those directly related to safety, would make far 

more services viable. 

 

3 What examples do you have of the transport trends in rural areas of: 

a. Increased use of active travel modes. Cycling and walking, which are not always 

practical or possible as a mode of transport, have been the main focus of active travel 

promotion. In an Australian study11 researchers found that using public transport added 

8-33 minutes of physical activity each day. If 20% of inactive adults increased their 

walking by just 16 minutes a day for five days a week, the number of adults considered 

‘sufficiently active’ would increase by 6.97%.  

Public health messaging should highlight the impact public transport can have on 

becoming more active. In rural areas, this would need to incorporate other existing 

shared transport options such as community transport or carshare schemes.  

b. Micromobility. Portable devices such as fold-up bikes or scooters can provide first and 

last mile access to main inter-urban transport routes. Sharing schemes are unlikely to be 

cost-effective in small, low-population areas but a parish-based car/bike sharing scheme 

might be feasible depending on demand and funding. These schemes are more likely to 

succeed if built around local and regional mobility hubs. 

c. More effective integration of journeys. If anything, integration has reduced in the past 

10 years. As funding for local transport authorities has fallen, so has their influence on 

commercial markets. However the scope for more effective integration is now greater 

than ever and the mobility hub concept is key. This is partly a matter for planning law 

and best practice as mobility hubs could most effectively be trialled as part of new 

residential or commercial developments, with the developer part-funding the facility. 

The NPPF should be revised to recognise this, and Public Health England should bring it 

to the attention of Health Authorities, NHS providers and Clinical Commissioning 

Groups. A best practice manual published jointly by DfT and MHCLG would enhance 

acceptance of such features in all new developments at scale.  

                                                             
11 ijerph-09-02454.pdf 

file://///voyager/FolderRedirect/claire.walters/Downloads/ijerph-09-02454.pdf
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d. Digital models for more flexible services. The trend towards DRT in rural areas has had 

the effect of reducing the customer base12. The research found DRT was welcomed by 

those it suited but was less useful to others, especially younger people because of the 

longer and unpredictable journey times. There was also an intrinsic inability to market 

DRT bus services compared with conventional ones, and the cost to the LTA per person 

travelling increased. As fewer people travelled on the schemes researched after 

conversion to DRT, more were left socially isolated or forced to use a car.    

e. Data and digital improvements unlocking market knowledge. We are not aware of any 

evidence of the use of big data in providing rural transport closely tailored to individual 

demand. Even in urban areas such as Oxford, the latest digital applications do not 

provide sufficient bulk-demand to make it viable. In previous experiments, digital 

technology businesses like CityMapper have failed even in larger markets, citing 

regulatory hurdles as making them not cost effective. All have withdrawn. 

f. New modes of transport. This section refers to deliveries to rural areas, whereas rural 

passenger transport collects people from rural areas to take them to their desired 

destinations. Delivery vehicles in urban areas cause congestion and block passenger 

services and stops which is unhelpful, particularly for those with impaired mobility. 

g. Strong community links. These are essential for successful rural passenger transport 

services and a local identity is crucial for maximising marketing outlets. A growing 

number of villages also now have their own community business structures, often 

focused on providing retail and community services such as public houses. These offer 

the potential for expansion into rural transport routes, becoming the village mobility 

hub and providing feeder services to main road inter-urban bus routes and local health 

facilities. For this to happen, there needs to be an overhaul of the regulations, in 

particular the onerous Financial Standing requirements on local bus operators. 

 

4 Do you think there are other trends in innovation we haven’t included?  

The trends not included here are social and spatial rather than innovative. The conventional 

concept of innovation does not work in rural transport: commercial businesses only 

innovate, and government will only invest, where there is potential for commercial return.  

 

Transport should not be seen as the end in itself. As clearly stated in the Office for Science’s 

Future of Mobility Report:” Government should consider what it wants transport to provide. 

Health and well-being, social inclusion, job opportunities, trade, access to services, 

sustainable places and other objectives can all be supported through the careful design and 

planning of the transport system”13. 

 

Other trends include: 

a. The impact of second homes, especially in tourist areas, is huge. As far back as 2005, 

York University warned: “the rise in holiday homes is reducing the housing stock and 

increasing house prices, making it even harder for young people to remain in their 

original communities.” Second home owners are not regular users of public transport, 

rendering it unviable in rural areas and leaving permanent residents even more isolated. 

b. Providing choice in education has broken down catchment area cohesion. This has 

increased the use of private cars, increased congestion (which is a direct cost to mobility 

                                                             
12 PF Voice (d3cez36w5wymxj.cloudfront.net) 
13 Future of Mobility the transport system (publishing.service.gov.uk) 

https://d3cez36w5wymxj.cloudfront.net/wp-content/uploads/2016/06/01094528/Demand-responsive-transport-users%E2%80%99-views-of-pre-booked-community-buses-and-shared-taxis-FINAL-2016.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/780868/future_of_mobility_final.pdf
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providers), created poor air quality around schools, in particular children, and reduced 

the number of vehicles required to mass-transit schoolchildren. In some areas there is a 

risk that operators will not have sufficient vehicles available to provide rural links at 

other times of the day. 

c. Spatial planning based on the assumption of car dependency makes it increasingly 

difficult to provide a residual mobility service for those remaining in rural areas without 

access to transport. A village of 1,000 people may need to travel to 4 separate 

destinations for the services they need, essentially creating 4 smaller villages. So despite 

meeting the requirements of the National Policy Framework, it would be hard for a 

single bus route to be viable in the village, leading to social isolation. 

 

5 Do you think the Future of Transport: rural strategy should include the above principles?  

Which additional principles would you like to see in the strategy? 

Rural areas are very different from urban settlements and from each other, so a one-size-

fits-all approach will not work. 

As agreed by government in response to the House of Lords Rural Economy Committee 

Report14, all policies and examples of best practice should be thoroughly rural-proofed and 

age-proofed.  

Any transport planning should look at all existing transport options and assess their 

effectiveness in providing socially necessary transport before prioritising a new format or 

scheme.  

Residents likely to be affected should be involved in the whole process so that any 

developments take full account of their needs and concerns both now and in the future.  

 

6 Are there specific considerations for testing and trialling new technologies in rural areas 

that you think we should consider? 

If new technologies are to be tested and trialled in rural areas it is essential that this is done 

through a series of comparative trial areas: 

 A ‘no change’ area that measures the consequence of how the market works without 

intervention 

  An area that temporarily suspends the provisions of the 1985 Transport Act in order to 

enable a planned transport network to be established. This would need to be within all 

other existing regulatory requirements, including safety regulations and administrative 

arrangements such as the DVSA’s bus service registration requirements  

 As above, but with all other regulatory requirements temporarily suspended, except for 

those which are directly safety-related.  

These trials should be given sufficient time to establish which combination of regulatory 

regime, funding and technology would best serve the needs of local populations. They will 

need funding, and an exit route to the pre-trial status quo in the event of failure. 

 

7 In your view, what should the role of (a) central government, (b) sub-national transport 

bodies and (c) local authorities be in encouraging innovation in rural areas? 

a. Central government must provide the necessary legislative structure and funding 

certainty to enable a series of extended trial areas to be applied.    

b. Sub-national transport bodies do not cover the entirety of rural areas so their role 

should be complementary to central government in funding, and to the local authority in 

                                                             
14 LLN-2019-0110.pdf 

file://///voyager/FolderRedirect/claire.walters/Downloads/LLN-2019-0110.pdf
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planning, executing and evaluating the trials. Because of the possible wider application 

of these outcomes, these bodies have a potential input to objective monitoring and 

measuring of the trials on behalf of both central government and local authorities. 

c. Local authorities and local operators, existing and prospective, need to be at the heart 

of the connectivity planning process which establishes networks in the trial areas and 

acts as the bus service registration authority for these areas, instead of DVSA. Plans 

should be based on meaningful public engagement and consultation as to what change, 

if any, is needed.  

 

8 Do you think government can encourage the private sector to develop innovative new 

transport services in rural areas? 

In the past, it was common for SME bus operators to carve out a path which larger operators 

would scale up. Additionally, established operators and funded tech businesses have trialled 

innovative approaches to DRT in recent years, which have not been successful. Transport 

innovation along these lines is therefore unlikely to be the way forward. The cost of 

innovating has to be reduced to improve the possibility of financial return to the innovator, 

thereby reducing the risk. This would need to be addressed by central government. 

 

9 How do you think the government should encourage the private sector?  

Tax breaks or other fiscal measures can be used to encourage innovative developments 

designed specifically to bring societal benefits. 

It also requires a joined-up approach across departments, in particular in terms of the 

planning framework. By ensuring new developments are not car-dependent, there will be a 

clear market opportunity for providers. The regulatory reforms mentioned above could 

make running transport services less onerous but still green, safe and sustainable, 

encouraging innovative responses to the newly created demand. 

Regarding car-dependent developments, the requirement for local authorities to comply in 

planning policy and development control with the definition of sustainability at paragraph 7 

of the National Planning Policy Framework is an urgent necessity. 

 

10 Do you have any other comments on this call for evidence? 

We welcome the focus on rural transport and would encourage the trialling of mobility hubs 

around rural market towns and coastal resorts to stimulate green tourism and sustainable 

employment options. 

 

Bus Users stands ready to assist with engagement of local communities.  

 

Comparison of ‘Future of Transport: Towns and Cities’ publication with rural areas 

The quotes used below are from the ‘easy read’ version. 

1 “There are going to be some big changes to transport in our towns and cities” (page 3). This 

applies equally to the countryside. Policy and best practice must be tailored to different 

areas, and separate strategies developed that are fit-for-purpose. In short, they must be 

rural-proofed in line with the improved rural-proofing policy proposed in the House of Lords 

Rural Economy report15. 

                                                             
15 rural-proofing-guidance.pdf (publishing.service.gov.uk) 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/600450/rural-proofing-guidance.pdf
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2 “The government needs to think about how the laws and rules about transport will need to 

change” (page 3). This applies equally in the countryside. In particular it relates to the 

current ‘one-size-fits-all’ approach to transport regulation which increases cost in rural areas 

disproportionately to users’ ability to pay and needs rural-proofing. 

3 Rural-proofing also extends to other areas: “How to help companies to provide the right 

transport for people” (page 3) applies equally in the countryside. This is not only about 

funding, but making regulation fit-for-purpose, especially for smaller vehicles more 

appropriate to rural areas and easier to manoeuvre in narrow lanes.   

4 “People all over the UK must be able to make use of new ways of travelling” (page 4) applies 

as much to people in the countryside as it does to towns and cities. Failure to rural-proof this 

will further damage local communities, local economies and social wellbeing.   

5 “New transport must not give off pollution” (page 5) applies equally in the countryside. In 

fact, under current policies, cars are even more essential in rural areas including for those on 

lower incomes. As a result, older, polluting cars remain in use for longer so the emphasis 

should not only be on ‘new transport’ but on encouraging and supporting people in rural 

areas to use non-polluting forms of transport. Evidence submitted to DfT’s Decarbonising 

Transport Board in July 2020 indicated that emissions per capita in rural shires are twice that 

of London and two thirds higher than in larger towns and cities.16 

6 “New ways of travelling must help to cut down the amount of traffic” (page 5) applies 

equally in the countryside. Rural traffic volumes are growing as fast, if not faster than in 

urban areas due to longer-distance commuting linked with increasing home-working, second 

home ownership and new rural housing, often planned and built without appropriate 

transport infrastructure. Planning policies need to be rural-proofed.  

7 “It’s easy to change types of transport in your journey” (page 5) applies equally in the 

countryside. Mobility hubs are an essential feature where new housing is approved, and it is 

vital that new rural housing does not simply generate more car use, counter to the aims of 

this policy. 

8 “Today we have lots of cars on the roads” (page 6) is particularly apposite in the countryside. 

Policy and practices need to be specifically targeted at these road users, many of whom do 

not have their main residence in the areas they visit.    

9 “Vehicles give off pollution which causes health problems for many people” (page 6) applies 

equally in the countryside and need a specific policy focus.   

10 “[There is] too much traffic. Lots of vehicles on the road means it takes longer to get to 

places” (page 7) is clearly a major problem equally in the countryside, given the tendency 

towards smaller roads, fewer passing places and queues for various hubs and attractions.  It 

slows buses and makes their timetables unreliable, rendering them less attractive to 

potential users and requiring more assets and resources to deliver the same outcomes. 

Ultimately it forces operator revenue down and costs up and needs a different approach 

that will work in rural areas.  

11 “We expect that more people will be coming to live in our towns and cities.  We have to do 

something or these problems will become worse” (page 7) has an even greater impact in the 

countryside. Indeed, the Government’s Future of Planning White Paper has the potential to 

make this significantly worse in rural areas, and so policies and best practice must be rural-

proofed. 

                                                             
16 Transport Times Events | News/Blog | Decarbonising transport outside cities 

https://www.transporttimes.co.uk/news.php/Decarbonising-transport-outside-cities-536/
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12 “People can now plan and book their journeys on their mobile phones” (page 8) should 

apply equally in the countryside but it does not. The roll-out of faster broadband has been 

slow and mobile signals are extremely poor in rural areas.  

13 “We think that there will be many more people living in Britain in the coming years” and “we 

think that people will travel less because more people are working from home” (page 10). 

While the population will increase in rural areas homeworking may not, given the high levels 

of employment in agriculture and hospitality, and slow broadband speed. This needs specific 

policy and practice to be developed. 

14 “People are living longer. There are more, older people” (page 10) and “we think towns and 

cities will have mostly younger people” (page 11). The rural population is ageing and more in 

need of good public transport and other support. They are also likely to need carers who will 

themselves need affordable transport. Policies therefore need to be both rural-proofed and 

age-proofed, in line with the 2010 Equalities Act.  

15 “These days nearly every adult has a smart phone. Nearly everyone uses their smart phone 

to help them travel” (page 11). This is not accurate: only 79% of UK adults have smartphones 

and only 40% of over-65 year olds have them17. If you factor in the inadequacy of rural 

broadband, the needs of older people in rural areas must be taken into account.  

16 “Mobile phones and computers might make it cheaper and easy to share transport. Travel 

could become cheaper” (page 13). This simply does not apply in rural areas as yet, for the 

reasons stated above.  

17 “Better public transport and easier walking and cycling will mean that fewer people will 

want to have their own car” (page 14) should apply equally in the countryside.  However it 

cannot because of the combination of excessive regulation relative to the users’ ability to 

pay, and ever-reducing public funding in rural areas. The lack of statutory responsibility for 

local authorities to fund socially necessary transport continues to mean that local funds will 

only be put towards statutory requirements unless this is changed (Section 63, 1985 

Transport Act). Without an accessible and affordable public transport option, most rural 

residents will continue to use private vehicles.  

18 “More people will share cars. This will lead to less traffic” (page 15). Informal car sharing is 

already happening in the countryside so, to some extent, the benefits have been realised.  

19 “We need to think about the risks of the new ways of travelling” (page 17) applies equally in 

the countryside. The risks are not the same in every rural area, any more than in every urban 

area, so there needs to be an understanding of local risks and opportunities.  

20 One risk identified is “making sure that self-driving taxis don’t lead to fewer people travelling 

on buses” (page 17) applies to a greater extent in rural areas. With a higher percentage of 

young and older people using rural buses, often at discounted fares, the loss of even small 

numbers of full fare-paying adults can have a major impact and potential loss of service for 

those unable to make another choice.   

21 “Making sure that people who don’t use the internet or have bank accounts don’t miss out” 

(page 17) is particularly relevant to rural areas. With a higher (and growing) proportion of 

older people in the countryside, and almost non-existent rural banking facilities, access to 

services of all kinds is vital. 

22 “Making sure people don’t become more lonely” (page 18) applies more so in the 

countryside. Loneliness among young adults and older people is already a problem that 

could become significantly worse.   

                                                             
17 Mobile internet statistics - 2020 | Finder UK 

https://www.finder.com/uk/mobile-internet-statistics#:~:text=On%20average,%2079%%20of%20UK%20adults%20(18+)%20own,of%20those%20aged%2065+%20have%20the%20same%20access.
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23 “We are looking for new laws for buses and taxis” (page 19). It is absolutely essential that 

any new laws are fit-for-purpose in rural and urban areas. The ‘one- size-fits-all’ regulation 

of the 1985 Transport Act and other EU-led legislation must go. We need new structures 

which are fit for the future and thoroughly rural-proofed to reflect different market needs in 

these areas. 

24 The headline policy objectives already outlined for cities and towns also apply in the 

countryside. To be successful in rural areas, however, they should be delivered differently.   

 

About Bus Users 

Bus Users campaigns for inclusive, accessible transport. We are the only approved Alternative 

Dispute Resolution Body for the bus and coach industry and the designated body for handling 

complaints under the Passenger Rights in Bus and Coach Legislation. We are also part of a 

Sustainable Transport Alliance, a group working to promote the benefits of public, shared and active 

travel. 

Alongside our complaints work we investigate and monitor services and work with operators and 

transport providers to improve services for everyone. We run events, carry out research, respond to 

consultations, speak at government select committees and take part in industry events to make sure 

the voice of the passenger is heard.  

Bus Users UK Charitable Trust Ltd is a registered charity (1178677 and SC049144) and a Company 

Limited by Guarantee (04635458). 

 
Bus Users UK 
Victoria  
Charity Centre 
11 Belgrave Road 
London SW1V 1RB 
 
Tel: 03000 111 0001 
enquiries@bususers.org 
www.bususers.org  
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