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LOCAL GOVERNMENT AND TRANSPORT COMMITTEE OF THE SCOTTISH 
PARLIAMENT 
IMPLEMENTATION OF THE TRANSPORT (SCOTLAND) ACT 2001 
 
SCOTTISH EXECUTIVE SUBMISSION: 21 JUNE 2004 
 
1. Introduction: 2001 Act 
 
1.1 This paper responds to the request by the Local Government and Transport 
Committee that the Executive provide a short written submission for the Committee in 
advance of officials’ appearance before it on 29 June.  The paper comments on the issues set 
out in the Committee’s letter of 4 June. 
 
1.2 The purpose of Part II (Bus Services) of the Transport (Scotland) Act 2001 is to 
encourage local transport authorities to work in partnership with bus operators to deliver high 
quality bus services.  The Act gives local transport authorities a ‘toolkit’ of options to 
develop local solutions to local transport problems.  This ‘toolkit’ is supplementary to local 
authority powers to subsidise bus services, and gives transport authorities more scope to 
develop solutions for areas where the industry may not deliver the quality of bus services 
which meets public expectations.   
 
1.3 The toolkit of options includes statutory Quality Partnerships and Quality Contracts.  
A Quality Partnership is an agreement between local transport authorities and bus operators 
where each party commits to delivering improvements aimed at securing better quality bus 
services in an area or along a corridor.  Typically this involves both the introduction of better 
infrastructure and better vehicles.  The powers in the 2001 Act gave these previously 
voluntary arrangements a statutory basis, allowing for greater enforceability.   
 
1.4 A Quality Contract is a form of franchise which gives the transport authority control 
over the provision of local bus services in the area of the contract.  The transport authority 
determines what local services should be provided, the standard to which they should be 
provided (including fares and frequencies) and any additional facilities or services to be 
provided.  In recognition of the extent of intervention in the market Quality Contracts require 
approval from Scottish Ministers. 
 
2. State of play on Quality Partnerships and Quality Contracts 
 
2.1 To date there are no statutory Quality Partnerships or Quality Contracts in Scotland.  
However, there is evidence of a great deal of voluntary partnership working which is 
delivering benefits similar to those associated with a statutory QP.  Initiatives by local 
transport authorities include bus priority lanes, new and improved bus stations, improved 
passenger interchanges and shelters and park and ride facilities.  Initiatives in response by bus 
operators include increased service frequencies, increased numbers of low floor buses and 
improved ticketing and passenger information.   
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2.2 Further detail on the voluntary partnership working taking place is contained in 
‘Quality Partnerships and Quality Contracts: a Review of Current Practices and Future 
Aspirations’, a report published in May 2004 by the Association of Transport Co-ordinating 
Officers with the help and co-operation of the Confederation of Passenger Transport.   
 
3. Administrative and resource implications 
 
3.1 The main bus sections of the 2001 Act (Part II) were brought into force on 1 July 
2001.  The Executive issued comprehensive guidance on these provisions, after wide 
consultation, on 29 October 2001.  The toolkit of options is predicated on an authority 
making use of them to implement their “relevant general policies” which include the 
objectives set out in the authority’s local transport strategy.  The aim of the guidance is to 
ensure that authorities thoroughly consider and assess the wide range of options available to 
them to help them best meet their local transport strategy objectives.  Authorities are 
encouraged to undertake a comprehensive analysis of problems in the local bus market and 
fully appraise all options available to them. 
 
3.2 The guidance also outlines the steps which an authority must take to implement each 
of the toolkit options, including Quality Partnerships and Quality Contracts.  An authority 
wishing to bring a statutory QP into being must go through the following steps: 
 

• Decide the area/corridor in which it would like to see the QP introduced; 
• Consult with operators, the Traffic Commissioner, user groups, neighbouring 

transport authorities and Chief of Police about the aims, quality standards and 
operation of such a QP; 

• Consider what the authority is able to offer in terms of infrastructure, promotion and 
monitoring; 

• Identify resources; 
• Draft the QP in detail; 
• Publish a notice in a local newspaper to give details of the proposed QP, the facilities 

to be provided and the service standards required for operators to use the facilities. 
 
3.3 A Quality Contract is a greater intervention in the bus market and as such the 
development process is more detailed.  An authority wishing to consider a QC must 
undertake a comprehensive analysis of the local bus market detailing the problems and 
possible solutions.  A cost benefit and appraisal analysis should be carried out for each option 
to determine which solution is likely to represent best value.  This information is a key part of 
the application process as Ministers have to be satisfied that the QC is justified and in the best 
interests of the public.  A full assessment of the likely costs should be prepared and the 
benefits of the scheme identified and articulated, including the wider cost and benefit 
implications.  Competition issues should be considered and addressed where necessary. 
 
3.4 If, having carried out this assessment, an authority concludes that a QC scheme is the 
most appropriate way to proceed it must go through the following steps: 
 

• Decide the area/corridor and the time length of the contract(s); 
• Consider service quality, frequency enhancements and fare reduction possibilities; 
• Identify resources; 
• Publish a notice in a local newspaper to give details of the proposed scheme; 
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• Consult with local operators, user groups, neighbouring transport authorities, Traffic 
Commissioner and Chief of Police; 

• Submit QC application for approval by Scottish Ministers. 
 
3.5 Once a QP is made or a QC application approved an authority is required to undertake 
administration with regard to the scheme to ensure that it is delivered effectively.  In the case 
of a QP the agreement must be managed and the authority must deliver its commitments with 
regard to infrastructure, promotion and monitoring.  The 2001 Act requires authorities which 
make statutory QPs to prepare an annual monitoring report to illustrate how the QP has 
performed in relation to local transport policy objectives. 
 
3.6 Following approval from Scottish Ministers an authority wishing to make a QC must 
invite tenders for the services to be provided.  The authority then enters a contractual 
relationship with the winning bidder and this contract must be managed in line with normal 
contract management rules.  The QC must be monitored against its objectives and an annual 
report prepared and submitted to Scottish Ministers on the effectiveness of the scheme. 
 
3.7 The aim of the bus powers in the 2001 Act is to encourage local transport authorities 
to develop local solutions to local problems.  A QP or QC developed by one authority may 
therefore be very different to a QP or QC developed in another.   
 
3.8 A QP is a combination of elements provided by all parties to the agreement.  Elements 
which could be provided by operators include new or refurbished buses, route branded buses, 
simplified routes/timetables and driver customer care training.  Elements which could be 
provided by transport authorities include new bus shelters, bus priority measures, bus 
boarders and display cases for timetables.  It is for the parties to the QP to reach agreement 
on what will be provided and by whom.  
 
3.9 In a QC the transport authority has control over local bus services in a specified area.  
The authority can specify the services to be provided, the vehicles to be used, fares, 
frequencies and any additional facilities to be provided.  Each QC will be different in terms 
of the detail of the contract, dependent on the nature of the bus market in the area.  One 
authority may wish to focus on increased service frequencies; another may wish to maintain 
existing frequencies but introduce a condition that new, low-floor vehicles are used.   
 
3.10 Transport authorities have substantial resources to meet local needs.  For supported 
bus services, the Executive provides resources for socially necessary bus services in the form 
of Grant Aided Expenditure allocations.  Estimated expenditure on supported bus services by 
local authorities came to £26.7 million in 2003-04, and the Executive will provide allocations 
of £25.6 million in 2004-05 and £26.5 million in 2005-06.   
 
4. Travel Concession Schemes 
 
4.1 Section 68 of the 2001 Act empowers Scottish Ministers to require local transport 
authorities by order to make a travel concession scheme (or schemes).  The provision gives 
Ministers wide powers in relation to schemes run by transport authorities, including power to 
decide the groups of people who would qualify for the concession; the nature of the 
concession (eg free travel); the journeys and public transport services on which the 
concession would apply; and rules about enforcement of the scheme and re-imbursement of 
operators.  Section 68 has not been commenced as Ministers’ policy on concessionary travel 
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has to date been successfully implemented by agreement with the transport authorities and 
CoSLA. 
 
4.2 Currently, concessionary travel is delivered by local transport authorities under 
section 93 of the Transport Act 1985.  Under that section, the authorities have discretion to 
operate concessionary travel schemes on public transport.  There are 16 local concessionary 
travel schemes run by individual local authorities and groups of local authorities.   
 
4.3 The 16 schemes were developed locally over the years to meet the needs of people in 
the area served by the particular scheme.  As a result, each scheme is different – in terms of 
the categories of people who qualify for concessionary travel; the transport modes on which 
concessionary travel is available (eg rail or ferry in addition to bus); and the nature of the 
concession on offer.   
 
4.4 In implementation of Executive policy, each scheme has since September 2002 
provided a national minimum standard of free local off-peak bus travel for older and disabled 
people.  In April 2003, schemes were further enhanced to provide for age equalisation of 
eligibility for concessionary travel.  Previously, women aged 60 and over and men aged 65 
and over were entitled to concessionary travel.  Age equalisation added men aged 60-64.  The 
national minimum standard was added to what schemes already offered, with no reduction in 
the benefits which schemes already provided.  These additions were introduced by agreement 
among the Convention of Scottish Local Authorities, the local transport authorities, bus 
operators and the Scottish Executive.  The resources for concessionary travel were increased 
for the purpose. 
 
 
 
 
 
 
Scottish Executive Transport Group 
June 2004 
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Issues Arising from Implementation of Transport (Scotland) Act 2001 

Introduction 

The Convention of Scottish Local Authorities (COSLA) welcomes the opportunity to contribute to 
the Local Government and Transport Committee’s inquiry into issues arising from the 
implementation of the Transport (Scotland) Act 2001. 

This written response will be complemented by evidence that will be presented to the Committee 
by COSLA’s Roads and Transportation Spokesperson, Councillor Alison Magee on Tuesday 29 
June 2004. 

Background 

Members of the Committee will be aware that COSLA was heavily involved in the development of 
the Transport (Scotland) Act 2001.  Before we comment on the implementation of it, we would 
wish to make a few observations on lessons learned from that process.  Lessons that we believe it 
is crucial the Scottish Executive takes on board, as it seeks to translate the recently published 
white paper, “Scotland’s Transport Future”, into a Transport Bill. 

For the 2001 Bill, COSLA convened a member/officer Bill Team.  This Team drew on front-line 
expertise from a variety of differently sized and organised councils.  The Team was set up to 
consider the legislative detail and agree a policy position for Local Government.  We believe that 
such a Team is a crucial resource in the development of a Transport Bill.  Our concern then, as 
now, was that the Executive act as a partner, not just an overseer.  In this case, relations with the 
Minister were very good and a strong relationship was established.  As a result, much of the final 
Act was well thought through and fully endorsed by Local Government. 

However, there were some problems.  One of these was the lack of a draft Bill.  The current white 
paper makes a number of proposals, some specific, some more general.  We would argue that, 
following full consultation with key stakeholders, this must be translated into a draft Bill that allows 
Local Government and others adequate time to comment on the legislative detail.  Without this, 
the proposals may face similar problems to 2001, namely the need for quick, and thus not 
necessarily well-informed and good, decisions on a position. 

Having said that, the Executive did involve COSLA fully in the 2001 Bill process, and the quality 
and workability of the legislation was improved as a result.  COSLA worked effectively with the 
Scottish Executive and/or MSPs to secure many improvements and four significant amendments 
on bus services, which the LGA was unable to secure in the parallel Bill at Westminster:- 

• councils can set minimum service frequencies in voluntary bus Quality Partnerships; 
• councils can speedily introduce bus Quality Contracts, setting all service standards, rather 

than voluntary Partnerships, where this is necessary for implementing their policies; 
• bus operators must supply councils, in confidence, with information on passenger numbers, 

journeys, fares and revenues; and 
• councils can fix the dates for bus timetable changes, thus stabilising the timetables and giving 

more confidence to passengers. 
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Difficulties only became apparent when the “detail” of the Act was implemented, and councils and 
the Executive found that they were not in agreement.  We believe that much of this could have 
been avoided had we and other stakeholders had more of an opportunity to consider the long term 
implications of the Bill.  Basically we had a mismatch between Ministerial ambitions and local 
realities.  We explore the results of this below. 

We understand Ministers’ desire to implement their policy priorities speedily, however these 
policies have to be practical and deliverable.  We, and others, must be given a real opportunity to 
provide the advice that makes this possible. 

Specifics 

The Committee has identified a number of specific areas where it has asked for our comments on 
how the 2001 Act has been implemented.  We discuss these in detail below. 

Quality Partnerships/Quality Contracts – Current Position 

Many rural routes - and in some council areas, all routes - are operated under contract.  Many 
councils consider that standards can be set and tightly controlled through the contract specification 
and conditions.  As a result, they consider there is no need to enter into formal Quality 
Partnerships/Quality Contracts as the current arrangements are delivering the service and Quality 
required.  It is worth pointing out however that many councils are forced to award Contracts 
primarily on the basis of least cost, as budget pressures do not allow the higher cost award of high 
Quality wheelchair accessible vehicles. 

This is not to say that there isn’t significant investment on new vehicles and improved Quality on 
commercial routes.  For example, Dundee will have 100% wheelchair accessible bus provision 
later this year, while more rural areas such as Highland or Angus have such vehicles on prime 
commercial routes. 

We accept that deregulation of the buses undoubtedly encouraged smaller operators.  However 
resources are not being used effectively and passengers are gaining little from the present 
situation.  West Lothian for example has thirteen buses per hour being operated commercially 
between Armadale and Bathgate by four different operators during weekdays, but in the evening 
there is no commercial provision and the Council has to bear the costs of two subsidised buses. 

Voluntary Quality Partnerships have been introduced by many authorities throughout Scotland and 
these have generally worked well to date.  However, authorities have, in the main, lacked the 
funding required to put in capital infrastructure improvements as part of voluntary Quality 
Partnerships.  The exceptions are some PTF funded projects.  However this funding programme 
has now effectively ended.  We look forward to its successor which is still not defined or 
operational. 

Formal Quality Partnerships – How Easily Would They Work ? 

In simple terms, Quality Partnerships will not work without the necessary resources.  While they 
will almost certainly require less resources than Quality Contracts, they still require a significant 
amount of work on their development and implementation, getting the approval of the Scottish 
Executive and then post introduction monitoring. 

Available funding for, say, bus stops and shelters, is scarce and many schemes require money to 
meet both capital and revenue streams.  Also, although there may be some vehicle improvements 
on a commercial basis on marginal commercial routes, Quality Partnerships outside urban areas 
will require council funding for vehicles as well as infrastructure.  Frequency of services could be 
improved but only if there is money available to pay for it. 

Quality Partnerships still allow operators to determine their schedules.  They do not address 
problems of frequently changing services and lack of interchangeable tickets.  There are also 
problems with constraints on flexibility in the open market. 
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Resource constraints and other practical concerns have prevented the introduction of Quality 
Partnerships so far.  However, on a positive note, we acknowledge they may remove poor quality 
operators who have not invested in their vehicles in recent years.  Ideally, authorities would like to 
be able to use Quality Partnerships to control fares to ensure that the passenger does not pay the 
costs of higher quality vehicles, to allow marketing initiatives and achieve modal shift.   

A more detailed analysis of the current position has recently been undertaken by the Association 
of Travel Co-ordinators (ATCO), a copy of which COSLA understands Committee members have 
already received. 

While the above seems bleak, it is important to note that the use of formal Quality Partnerships 
has not been ruled out by authorities. 

Quality Contracts – How Easily Would They Work ? 

The main appeal of Quality Contracts are that, on paper, they allow a local authority more effective 
control of network coverage and resources in their area.  Operators would effectively be franchised 
to run services and poor performance would result in the removal of operators from routes.  They 
would also allow interchangeable tickets to be introduced. 

However this comes at a cost.  A Quality Contract is likely to require significant resources, 
including the appointment of consultants for network analysis, development of proposals and 
procurement.  Thereafter significant resources would be required for monitoring.  Additionally, the 
cost of Quality Contracts in terms of administration and resources are likely to be greater in urban 
areas where a large percentage of the network is commercial. 

Generally, Quality Contracts are likely to cost more than existing commercial and tendered 
services as quality standards increase and more reliable operation ensues. 

Quality Contracts require the availability of long term funding.  We would point to the experience of 
some train operating companies, who got their bids wrong and then had to receive substantial 
additional funding in order to continue operating, a situation that could be repeated for some bus 
operators. 

In terms of practical difficulties, it will be a lengthy process.  It needs Scottish Executive approval 
and they are required to agree there has been a market failure, which may be difficult to argue 
particularly were there are actually too many buses competing on routes.  Quality Contracts will 
require the collection of highly sensitive commercial data from operators.  There is also a question 
of whether a Quality Contract might restrict future competition for the second round of franchising. 

The likely response of the operators to the proposed introduction of a Quality Contract cannot be 
overlooked.  There is likely to be the question of compensation for any incumbent operator who 
loses their operation.  Assuming there will be test cases, and every indication is that there would 
be, there are also likely to be significant legal costs. 

Quality Partnerships/Quality Contracts - Conclusion 

As can be seen from the above, while formal Quality Partnerships and Quality Contracts have not 
developed as envisaged by the 2001 Act, this is not to say that they are not actively being 
considered or that the standard of bus service has necessarily suffered through their non-
introduction. 

COSLA’s view remains that it is for individual councils to decide whether Quality Partnerships or 
Quality Contracts should be introduced locally.  The power is available to them and they will use it 
if they consider it the most effective solution to local circumstances.  Forcing councils down one 
route or another would be helpful neither to councils nor the operators. 
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Concessionary Fares – Current Position 

The Committee will be aware that free concessionary fares schemes have been introduced 
throughout Scotland to meet the minimum requirements. 

Schemes vary in size and make-up across the country.  The Strathclyde scheme cuts across 
twelve local authority areas and allows free travel ouwith the peak throughout that area.  Some, 
particularly rural, areas allow free travel within peak periods.  Some schemes even allow free 
travel to specific towns and cities outwith the scheme area, eg Perth to Edinburgh, or include rail 
travel in the scheme.  In areas where a ferry effectively operates as a bus, it too is covered by the 
scheme.  The picture varies across the country but generally passengers are most dissatisfied 
where they see a “better” scheme operating in a nearby authority. 

In terms of payments to the operators, reimbursement rates also differ in each scheme area.  For 
larger operators particularly, this causes great dissatisfaction.  However, in most areas short 
extensions to existing Contracts have been agreed while all wait for details of the national scheme. 

Prior to the free scheme, there was little difficulty with passenger aspirations nor with 
reimbursement to operators.  Now authorities are faced with demands for wider areas of travel to 
be available to passengers, and no long term commitment from operators in respect of 
reimbursement. 

COSLA has long pointed out that the advent of free travel will stimulate new journeys, but their 
numbers, patterns and costs cannot be predicted with certainty. 

Additional services have been required in some areas to cater for increased demand. This has not 
only been the case in cities but also in rural areas.  Many routes across the country have had to 
have additional resources put in or ensure that larger vehicles are operating. 

In rural areas the availability of free travel has generated demand for bus services and some 
authorities have responded by improving network coverage and service frequencies. 

There is a negative effect of additional free passengers however - figures suggest that it causes 
some farepayers to switch transport mode because of the crowded vehicles and additional 
boarding times.  Operators complain that they have lost passenger loyalty from free pass holders - 
previously fares differentials determined the service used, now users take the first bus that arrives.  
This has resulted in a loss of competition on some services. 

In financial terms, the Committee will be aware that SPT was forced to ask the Scottish Executive 
for additional funding to meet the demonstrable overspend in its budget as a result of providing the 
national minimum standard.  For urban transport authorities especially, providing the national 
minimum standard demanded by the Scottish Executive is proving costly. 

Concessionary Fares – The Future 

COSLA welcomes the Scottish Executive’s ongoing commitment to concessionary fares and their 
willingness to meet regularly with COSLA and the bus operators to discuss how best they might 
operate. 

COSLA has long argued the need for a national scheme administered locally.  This, we believe, 
would remove some of the problems faced by the existing scheme.  Currently administration 
difficulties between transport authority areas remain.  For example, because “disabled” has not 
been defined, entitlement for the disabled is different in different areas – some allow companions, 
others don’t.  A national scheme would at least resolve this.  We welcome therefore the 
Partnership Agreement commitment to a national scheme.  However, on the basis of existing 
evidence, we believe this could prove a costly and difficult to implement commitment. 
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In light of the above, we await with interest the long-promised Scottish Executive consultation 
paper on a national concessionary fares scheme, and look forward to contributing constructively to 
the debate, providing real examples of the problems any new scheme must address to ensure its 
deliverability. 

Conclusion 

For several years, we have asked for a long term resourced, integrated national transport strategy 
for Scotland, developed together by the Scottish Executive, COSLA, the business community, the 
STUC and other key stakeholders.  The white paper suggests this will now happen.  We believe 
this crucial as a starting point. 

The above difficulties faced in introducing Quality Partnerships and Quality Contracts, and 
extending concessionary fares schemes, demonstrate how important it is that we all learn from 
those that know, and that adequate time is given to exploring fully the practicalities of the new 
Transport Bill. 

We look forward to participating in that over the next few months. 

For further information please contact: 

James Fowlie 
Team Leader – Environment and Regeneration 
james@cosla.gov.uk 
0131 474 9263 

21 June 2004 
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IMPLEMENTATION OF THE TRANSPORT (SCOTLAND) ACT 2001 
 
 

Report to the Local Government Transport Committee 
29 June 2004 

 
 
Introduction 
 
The Society of Chief Officers of Transportation in Scotland (SCOTS) welcomes the 
opportunity to provide evidence to the Committee with specific regard to the impact of the 
Bus Quality Partnership Agreements and Quality Contract schemes introduced by the 
Transport (Scotland) Act 2001. 
 
In addition comment will be made on the operation of travel concession schemes 
implemented under the Act and the financial implications of such schemes. 
 
Bus Quality Partnership Agreements and Quality Contract Schemes 
 
Prior to the Transport (Scotland) Act 2001, a significant number of Quality Partnerships had 
been entered into on a voluntary basis by local authorities/Strathclyde PTA (SPTA) and bus 
operator(s).  These partnerships have resulted in improvements to local bus services and 
infrastructure. 
 
The Transport (Scotland) Act 2001, saw additional powers being granted to enable the 
creation of statutory Quality Partnerships and Quality Contracts between local authorities/ 
SPTA and bus operators.  These statutory arrangements make the commitments by each 
party enforceable and give the opportunity to exclude non-conforming operators from 
particular facilities. 
 
Quality Partnerships 
 
A local transport authority, or two or more such authorities acting jointly, may make a Quality 
Partnership scheme covering the whole or any part of their area, or combined area, if they 
are satisfied that the scheme will either: 
 
• Improve the quality of local services and facilities provided in the area to which the 

proposed scheme relates in such a way as to bring material benefits to persons using 
those services and facilities; or 

 
• Reduce or limit traffic congestion, noise or air pollution. 
 
Currently no Quality Partnerships have been signed under the powers of the Transport 
(Scotland) Act 2001 but a significant number of informal or non-statutory partnerships are in 
place. 
 
Quality Contracts 
 
A local transport authority, or two or more such authorities acting jointly, may make a Quality 
Contract scheme covering their area, or combined area, if they are satisfied that: 
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• making the proposed scheme is necessary for the purpose of implementing their 
relevant general policies in the area to which the joint scheme relates; and 

 
• the proposed scheme will implement those policies in a way which is economic, 

efficient and effective. 
 
Currently there are no Quality Contracts in place. 
 
We have been asked to comment on three areas of interest to the Committee namely 
 
1 The administrative and resource implications. 
  
2 The potential impact of such schemes on these standard of bus services. 
 
3 The effectiveness of informal partnerships were developed. 
 
We are aware that the Association of Transport Co-ordinating Officers (ATCO) have also 
been asked to give evidence in this regard and they will no doubt go into greater detail of the 
history and development of voluntary partnerships and outcomes to date however from a 
SCOTS perspective we would like to concentrate on “what can be done” in the context of 
experience to date but more importantly in the vision of the transport white paper – June 
2004 “Scotland’s Transport future. 
 
Paragraph 1.25 of the white paper encapsulates the context and the vision: 
 
“Scottish transport has a complex organisational landscape.  Local government re-
organisation, deregulation and privatisation of the bus industry, privatisation of the rail 
industry and evolution have all played a part in the creation of our current complex 
arrangements.  Government has a duty to the taxpayer to make it easier for them to 
understand the system, who funds it and which elected representatives are accountable to 
them.  Most important of all, putting in place the right governance arrangements will 
improve strategic planning and the focus on delivery, and secure Best Value in transport 
expenditure.” 
 
We can accept that the administrative and resource implications are similar in the formation 
and operation of Partnerships and or contracts other than the more legalistic approach 
required in contracts comments are attributable to both types other than where specifically 
highlighted. 
 
Administrative and Resource Issues 
 
As with all agreements the mutual understanding of participants requirements common goals 
and trust will dictate much of the administrative and some of the resource issues.  Currently 
Local Authorities have administrative experience and skills for the introduction of and in most 
cases the monitoring and reporting in partnerships/contracts.  With the onset of the proposed 
Scottish Transport Authority and some form of Regional Transport Partnerships, there is a 
very real fear that some specialised skills will be lost from the Local Authorities to these new 
bodies.  This will be expanded on a little later in this paper. 
 
As with all change there will be initial pressure and steep learning curves to achieve robust 
output driven partnerships/contracts that are embraced and understood by both the active 
participants, the users and indeed non-users of public transport.  Exemplar partnerships/ 
contracts will no doubt be available in the near future which can be adapted to meet needs 
at a local regional and a national level. 
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Specifically on resources these split into two distinct areas: 
 
Financial; and 
Physical (staff) 
 
Any public/private partnership will have to recognise the requirements of the private sector to 
generate sufficient returns on its investment in order to underpin capital expenditure and to 
provide job security for its employees and for the public sector to seek enhancements to the 
image and reputation the city/region/nation whilst meeting the social needs of the community 
in a logical and timely fashion (see Appendix A for a full version of a recently signed 
Transport Concordat between three major bus companies, the Local Authority and the 
Police.  This “Concordat” was witnessed by the Transport Minister in order to add gravitas to 
the document.) 
 
Equally the public sector must ensure Best Value in meeting strategic and local policy 
objectives. 
 
On the financial side of the equation we are afraid that it is at this point the complexity of the 
organisational landscape of transport in Scotland is most focused with regard to 
partnerships/contracts – bus service subsidies and Travel Concession Scheme payments.  
The complexity is in a way of all our making.  We treat these as separate parts of public 
transport.  They quite simply are not.  They are inextricably linked.  No partnership/contract 
will stand the strain of the financial and operational influence of concessionary fares 
reimbursement in its current form.  Going back to fundaments of all agreements there 
currently is little trust between the public and private sector on the levels of and or forms of 
reimbursement on Travel Concession Schemes.  Whilst accepting that meetings are ongoing 
in this regard at a national level the potential for a huge administrative burden and lack of 
genuine consensus still looms large. 
 
On a positive note however the ability to enter into agreement over a seven year period offer 
the ability to plan, implement, monitor and refine over a realistic business plan period is 
beneficial to all parties from the point of view of return on capital, best value and continuous 
improvement.  Revenue streams from the public sector should also be committed over the 
same period as agreements.  Whilst these can be capped or agreed on a diminishing scale 
over the period of the agreement they must be secured.  Capital spend projects from the 
Public Sector/Integrated Transport Fund have seen a step change quality of the building of 
the transport engine to drive the transport policy through revenue is the oil to allow the 
engine to perform to maximum benefit.   
 
Resources from the physical side, meaning staff, is a problem in basic supply and demand.  
As the transport agenda moves forward so does the demand for the specialist skills to plan, 
implement and operate schemes increase.  Put simply there are not enough professionals 
available.  As was touched on earlier local authorities are currently having difficulty in 
recruiting professional staff and are fearful that the creation of new transport/transportation 
bodies (STA and Regional Partnerships) could leave a skills vacuum at a local level.  This 
may be a short to medium term problem however it coincides with the steep learning curve 
required for the formation of partnerships/contracts. 
 
From the point of view of effectiveness of informal partnerships where developed, it is 
apparent that they have delivered success at a very localised level.  ATCO’s publication on 
Quality Partnerships and Quality Contracts gives examples of most local authorities being 
some way along the road to development of formalised partnerships with Contracts being 
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considered where the quality of service delivery is a problem.  Partnerships to date have 
tended to be more project/route based most and local authorities now recognise the 
opportunity to move to the next stage of quality services from all parties on a larger scale.  
True partnerships working to common agreed goals will deliver better quality, better services 
and ensure value for money. 
 
Travel Concession Schemes 
 
We are not aware of the Minister having to exercise his powers as contained in the “2001 
Act” to implement Travel Concession Schemes.  We believe that all schemes currently in 
operation are operating on a voluntary basis.  We are aware that two groups have been set 
up to: 
 
a Examine additional costs through generation of addition travel (because the scheme is 

now free at specific times of day); and  
  
b To examine operational issues such as pass issue/validation/tracking etc. 
 
These groups will comprise members drawn from SPT, ATCO, COSLA, Bus Operators and 
the Scottish Executive. 
 
The first meeting of a group (a) is scheduled for 26 July. 
 
In addition to this we are aware of a meeting to discuss the more strategic issues of the 
National Travel Concession Scheme and integrated ticketing which is in fact to be held 
tomorrow.  Initially this meeting involves representatives from the Confederation of 
Passenger Transport, the Scottish Executive and the Head of Transportation of Dundee City 
Council.  The purpose of this meeting is to scope out the methods of introducing a National 
Travel Concession Scheme and Integrated ticketing through the use of technology involving 
the Scottish Citizens Account Smartcard Consortium (SCASC is a consortium of 11 local 
authorities who are delivering a multi-application smartcard to their citizens for joining up 
local authority services). 
 
The financial implications of operating the current scheme and the introduction of a 
geographical national free scheme are fraught with difficulties and a wide divergence of 
views between operators and indeed local authorities which to put it mildly will be like 
“herding cats”. 
 
From an operators point of view they want payment for the revenue they have foregone 
because of the free scheme. 
 
From an authorities point of view they have to ensure that the operator is no better or worse 
off by participating in the scheme. 
 
From the Scottish Executive’s point of view they currently issue grant-aided expenditure on a 
“per capita” basis to local authorities. 
 
All sounds very simple.  Well it is not.  Operators do not just operate in discreet “Council/ 
Scheme” areas they cross boundaries.  Not all schemes are the same specifically the split 
between urban and rural authorities.  The cost of operating travel concession schemes 
between urban and rural areas is totally different.  The cost to an operator operating in a 
rural/urban setting is totally different.  This is not the arena to debate the equity in GAE 
allocations however if it is accepted that the global budget for the operation of a free (local 
travel concession) scheme are sufficient it is very apparent that the current method of 
disbursement for payment by local authorities is not.  Urban authorities expend much more 
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money than the GAE settlement for travel concession schemes whilst rural authorities will 
say that whilst not spending their allocation on the travel concession scheme, they have to 
expend far more on bus service subsidy and school transport.  Meanwhile the operator is 
trying to provide a service in 16 differing travel concession schemes throughout Scotland. 
 
As was stated earlier travel concession schemes and the provision/quality of bus services 
are inextricably linked.  There may be an opportunity to “herd the cats” with the introduction 
of the Scottish Transport Authority and Regional Partnerships if they are funded (which will 
mean removing GAE amounts from local authorities for all transport functions) to deliver 
national objectives at a local level. 
 
 
 
 
 
 
 
 
 
 
 
 
IFS/EB 
 
24 June 2004  
 
HeadofTransportation/misc/Transport(Scotland)Act 2001 
 



6 

APPENDIX A 
 
 
DUNDEE PUBLIC TRANSPORT PARTNERSHIP CONCORDAT 
 
 
An efficient and effective transport system is the lifeblood of any community especially one 
that serves the centre of a thriving technological, educational and commercial centre such as 
Dundee. Such a system must cater for a full range of choices in terms of modes, routes and 
travel times to suit the needs of the traveller. Within these choices buses have a major role 
to play in supporting mobility for those without access to a car as well as providing an 
alternative choice for those that have.  
 
Enhanced public transport is an integral part of the City Council’s strategy designed to: 
 
• Promote realistic choices in travel opportunities 
• Reduce traffic congestion and hence improve reliability and punctuality for both bus 

and car users 
• Reduce environmental pollution and traffic related accidents 
• Promote a sustainable transport and land use system that raises the quality of life for 

everyone. 
• Encourage inward investment and regeneration opportunities 
• Enhance access to the City Centre, the major employment sites and priority areas 
• Provide flexibility in adapting to the changing demographic, economic and population 

trends 
 
The enhancement of Dundee’s public transport network is best delivered through partnership 
working between the City Council and public transport operators, in which each party 
commits to work together to continually improve the public transport system. Significant 
improvements cannot be delivered without the co-operation and joint working of all partners. 
 
Within such an arrangement the City Council will seek to deliver further bus showcase 
infrastructure. These schemes will involve: 
 
• Roads improvements which benefit bus passengers 
• Improved enforcement of bus lanes through decriminalised parking and camera 

enforcement 
• Improved stops and shelters 
• Real time information both at bus stops and through other systems 
• Automatic Vehicle Location equipment that will aid service control 
• Improved pedestrian access 
• Enhanced on-street security 
• A proactive attitude to new ideas and concepts 
 
The bus operators will seek to complement the engineering and physical measures with: 
 
• Revisions of the network to accommodate emerging developments and changes in 

land use 
• A review of operating hours to match changes in travel patterns 
• A review of the existing service network with a view to enhancing service provision and 

reducing passenger wait times 
• A reduction of the average fleet age 
• Increased provision of easy access vehicles 
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• Focussed branding and marketing  
• Improved driver training in customer care 
• The maintenance of on-board security systems 
• A proactive attitude to new ideas and concepts 

 
The partners will work jointly together to promote positive messages about the benefits and 
successes of public transport within the City. In order to review progress and develop the 
workings of the partnership regular liaison meetings will continue to be held by the parties at 
a senior level. 
 
The Public/Private partnership recognises the requirements of the private sector to generate 
sufficient returns on its investment in order to underpin capital expenditure and to provide job 
security for its employees and for the public sector to seek enhancements to the image and 
reputation of the City whilst meeting the social needs of the community in a logical and 
timely fashion. 
 
This partnership it compatible with the mutual aims of each partner, which is to ensure a 
greater use of public transport and to deliver a service that is valued by its customers and 
envied by other communities. 
 
Signed on behalf of the Partnership 25th May 2004 
 
 
 
 
    
for Dundee City Council for Travel Dundee 
 
 
 
 
    
for Strathtay Scottish for Stagecoach in Fife 
 
 
 
 
    
for Tayside Police Witnessed by Nicol Stephen 
 Minister for Transport 
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LOCAL GOVERNMENT AND TRANSPORT COMMITTEE 

 
PETITION PE 568 

 
 
 
Introduction 
 
1. This paper invites the Committee to consider for the second time the 

following Petition: 
 
 PE 568 by Douglas Gilroy on behalf of the Scottish Accessible 

Transport Alliance (SATA), calling for the Scottish Parliament to 
encourage Scottish local authorities to have (a) half their licensed fleet, 
fully accessible for wheelchair users and other disabled people and (b) 
a standard concessionary scheme for taxis. 

 
2. The Public Petitions Committee (PPC) first considered the petition on 

18 March 2003, and agreed to refer it to the successor committee to the 
Transport and the Environment Committee for further consideration. The 
petition was considered again by the PPC at the start of the second 
session of the Parliament on 25 June 2003 when the PPC agreed to refer 
the petition to the Local Government and Transport Committee. 

 
3. The Local Government and Transport Committee first considered the 

Petition at its meeting on 30 September 2003. The Committee agreed to 
request a further background briefing from the Parliament’s Information 
Centre on the Petition and to write to the Executive requesting information 
on its current position with regard to the issues raised by the Petition. The 
Committee agreed to defer a decision on whether to accept referral of the 
Petition until it had considered the briefing and the response from the 
Executive. 

4. This paper sets out some of the key issues relating to the provision of 
accessible taxis which are relevant to Petition PE 568.  It briefly outlines 
the relevant legislation, and the Executive’s proposals in relation to the 
implementation of that legislation. It also provides information on numbers 
of taxis which are wheelchair accessible in certain Scottish local 
authorities, and whether or not these local authorities operate 
concessionary travel schemes for taxi users. A table outlining information 
from 21 local authorities which were contacted can be found at Annexe A, 
with a more detailed summary of the local authorities’ approaches at 
Annexe B. The Executive’s response to the Committee’s request for 

Agenda item 3 

Local Government and 
Transport Committee 
 

29 June 2004 
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information is attached at Annexe C. Additional information provided by 
the Scottish Accessible Transport Alliance is attached at Annexe D. 

Background 
 
5. The market for hire vehicles in the United Kingdom has been the fastest-

growing transport sector over the last 25 years.  Turnover has risen 43% in 
real terms since 1994.  Usage is higher amongst low income groups, and 
people with disabilities. The market is divided between licensed taxis, 
which can ply for hire in the streets or at ranks, although they can also be 
booked by telephone, and Private Hire Vehicles (PHVs) which can only be 
pre-booked. There are differences in the regulation of the two sectors. The 
quality of service and safety standards of both taxis and private hire 
vehicles can be regulated by the licensing authority (broadly speaking, the 
local authority in the area).  Drivers of both taxis and private hire vehicles 
must be licensed. 

 
6. The Disability Discrimination Act 1995 (a UK Act) provides that, by 2012, 

all licensed taxis will require to be wheelchair accessible. Although 
legislation relating to disability discrimination is a reserved matter, Section 
39 of the 1995 Act allows for regulations made under the Act to be laid by 
the Scottish Executive before the Scottish Parliament.  It is understood 
that, in due course, the Scottish Executive will bring forward regulations 
implementing the provisions of the Act which relate to taxis, in the form of 
a Scottish Statutory Instrument (SSI). Any SSI will be subject to scrutiny by 
the Scottish Parliament, in the usual manner, before it can become law.   

 
 
The Scottish Executive’s  approach 
 
7. As previously indicated, following its last consideration of the Petition, the 

Committee wrote to the Executive requesting further information on its 
position with regard to the provision of accessible taxis. The Executive has 
indicated in its response to the Committee that it intends to take a slightly 
different approach to the introduction of regulations on accessible taxis, 
from that originally proposed for England and Wales.  

 
8. In England and Wales, the Department for Transport (DfT) has indicated 

that accessibility requirements for taxis are to be introduced initially in local 
authority areas where it is considered that accessible taxis will make the 
biggest impact in meeting the needs of disabled people, and where the 
additional costs are less likely to have a detrimental impact on the taxi 
trade. In order to allow the taxi manufacture industry sufficient time for 
design, development and manufacture of suitable vehicles, the DfT intends 
to bring forward the new accessibility regulations by 2010 for newly 
licensed taxis, and by 2020 for all licensed taxis.  The DfT has indicated 
that in England and Wales, regulations will initially apply only in areas 
where the population exceeds 120,000. 
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9. The response to the Committee indicates that Scottish Ministers have 
concluded that there would be merit in adopting a slightly different 
implementation plan for Scotland.  The Executive has indicated that it aims 
to ensure that accessible vehicles are available in all local authority areas, 
and that it intends to consult widely on this approach, and on its 
implementation.  The Executive intends to allow local authorities to 
determine their own plans for implementation of the regulations, tailored to 
local needs, with the objective of achieving a realistic balance between the 
needs of disabled people and of the taxi trade. The timetable for this 
process is to mirror, as closely as possible, the timetable for the DfT to 
implement the regulations. 

 
 
Current local authority provision of accessible taxis 
 
10. During preparation of the further briefing, Parliamentary staff sought 

further information on the provision of accessible taxis across Scotland 
from 21 local authorities, selected to include a mix of urban, semi-urban, 
rural and island councils.  

 
11. Annexe A shows the results of the survey in tabular form, with more a 

detailed summary provided at Annexe B. 
 
 
Analysis 
 
12. The survey of local authorities appears to show considerable variation 

across the country in the extent to which wheelchair accessible taxis are 
available to the local population, with more progress being made towards 
meeting the requirements of the Disability Discrimination Act in some 
council areas considerably better than in others.  

 
13. For example in the City of Edinburgh, East Lothian and Midlothian, the 

survey shows that 100% of taxis are wheelchair accessible, but in nearby 
West Lothian the figure falls to 32% and in Fife to only 5.9%. In the West 
of Scotland, 99% of taxis in Glasgow appear to be wheelchair accessible, 
but in South Lanarkshire the figure falls to 7.8%. In West Dunbartonshire 
100% of the taxis in the Clydebank area are accessible, but in the same 
council area, only 2.3% of taxis in Dumbarton are accessible, possibly 
reflecting differences arising from the former District Council in the area. 
The cities of Aberdeen and Dundee have poorer accessibility levels than 
Glasgow and Edinburgh, at 25.6% and 1.8% respectively, while the 
Western Isles is shown by the survey to have no wheelchair accessible 
taxis at all. 

 
14. Overall, 47.5% of taxis in the council areas surveyed appear to be 

wheelchair accessible, which is only just short of the figure called for by 
the Petitioners. However, this masks the variations described above. 
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15. The Committee may wish to consider whether to pursue the reasons for 
this variation with the Executive, COSLA or individual councils. 

 
16. There were similar variations in the provision of concessionary travel 

schemes, with 12 of the 21 councils surveyed having such a scheme in 
operation. 

 
 
Future action on the Petition 
 
17. The Executive has indicated that taxi operators will be required, under the 

Disability Discrimination Act 1995, to have their fleets fully wheelchair 
accessible by 2012. The petitioners seek a more rapid pace towards full 
accessibility and together with the introduction of a standard concession 
scheme.  

 
18. The Committee has been asked by the PPC either to  

a) agree to accept the referral of the petition and carry out further action; 
or  

b) to agree the petition does not merit further consideration.  
 
19. The Committee may wish formally to accept the Petition, as it falls clearly 

within its remit. However, the potential for any further action on this 
Petition by the Committee appears to be limited. The Committee may 
wish, before disposing of the petition, to write once more to the Scottish 
Executive inviting its comments on the variations in the numbers of 
wheelchair accessible taxis across different councils, and the lack of 
consistency in the provision of concessionary travel schemes. 

 
 
Summary of recommendations 

 
20. The Committee is invited to— 
 

Accept the referral of Petition PE568 from the Public Petitions Committee 
Consider whether to invite the Scottish Executive’s comments on the 
results of the survey of 21 councils 
Consider whether it wishes to take any other action 
Consider whether or not to continue the Petition 
 
 

Eugene Windsor 
Clerk to the Committee 
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 ANNEXE A 
 
Table 1: Summary of numbers of wheelchair accessible taxis and 
provision of concessionary travel in a sample of councils 
 
 
 
 
Council  No. of taxis No. of 

wheelchair 
accessible 

taxis 

% of taxis 
wheelchair 
accessible  

 Travel 
concession 

scheme 

Aberdeen City Council 882 226 25.6% Yes 
Aberdeenshire Council 286 24 8.4% Yes 
Angus Council 213 Yes Not known Yes 
Dundee City Council 507 9 1.8% Yes 
East Ayrshire Council 112 22 19.6% No 
East Lothian Council 68 68 100% Yes 
City of Edinburgh Council 1260 1260 100% Yes 
Fife Council 443 26 5.9% Yes 
Glasgow City Council 1428 1414 99% No 
Highland Council 546 14 2.6% Yes 
Midlothian Council 52 52 100% Yes 
North Ayrshire Council 211 25 11.8% No 
North Lanarkshire Council 470 90 19.1% No 
Orkney Islands Council 38 1 2.6% No 
South Ayrshire Council 105 105 100% No 
South Lanarkshire Council 308 24 7.8% No 
Stirling Council 55 10 18.2% Yes 
West Dunbartonshire 
Council (Clydebank)  

259 159 100% No 

West Dunbartonshire 
Council (Dumbarton)  

177 4 2.3% No 

Western Isles Council 100 0 0% No 
West Lothian Council 159 52 32.7% Yes 
Total 7679 3650 47.5% 12 
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Annexe B 
 
Case Study Examples 
 
1. Aberdeen City Council: The Council licences 882 taxis of which 226 are 

wheelchair accessible. In addition to those there are a further 159 private 
hire vehicles, which are all saloon cars. Before 1998 there was no 
requirement for taxis to be wheelchair accessible, but since then the 
Council has made the granting of a new licence subject to the condition 
that the licensee provides wheelchair accessible vehicles. This condition 
was brought forward in anticipation of the relevant provisions of the 
Disability Discrimination Act 1995 coming into force in 2001. The 
introduction of these provisions was subsequently delayed. As a result of 
the delay, saloon taxi operators have been able to continue to operate 
using their cheaper vehicles. It us understood that the operators of 
wheelchair accessible taxis in Aberdeen have signalled their intention to 
challenge the Council’s policy as they consider it unreasonable for the 
Council to require new licence holders to provide wheelchair accessible 
taxis whilst allowing existing operators to continue to use saloon cars. 
Aberdeen City Council is currently therefore reviewing its practices and 
considering how to respond to the possibility of legal challenge from the 
operators of wheelchair accessible taxis.  

 
The Council also operates a taxicard concession scheme. 

 
2. Aberdeenshire Council:  The Council has a taxicard concession scheme 

and has 26 wheelchair accessible taxis from a total of 286 taxis currently 
licensed. At present taxi operators, in obtaining a licence, are not required 
to provide accessible vehicles.  

 
3. Angus Council:  The Council has 213 licensed taxis operating in its 

areas. It has a taxicard scheme and there are a few accessible and partly 
accessible vehicles. Exact figures are not available for the number of 
accessible vehicles as this information is not requested by the council 
when an application is made for a licence.  

 
4. Dundee City Council:  Since November 2003 the Council has granted 72 

new taxi licences, all of which are for wheelchair accessible vehicles.  
There are currently 25 applications under consideration, and a further 30 
pending.  If all 55 applications were successful, 21% of Dundee City’s 
licensed taxi fleet would be wheelchair accessible.   

 
A Taxicard concessionary travel scheme is available in Dundee.  This 
covers up to 110 journeys per annum, and provides a 50% discount on 
fares up to £5.  It is available to all wheelchair users. 

 
5. East Ayrshire Council: Currently the Council licenses 112 taxis of which 

22 are wheelchair accessible. The Council had adopted a  policy that by 
May 2004 every licensed vehicle must be wheelchair accessible.  
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However, it is understood that implementation of this policy has been 
deferred for 12 months.   

 
The Council also requires taxi drivers and private hire drivers to undertake 
an approved course of Disability Awareness Training.  The cost is met by 
the Council. 

 
6. East Lothian Council:  East Lothian has a total of 68 licensed vehicles, 

all of which are wheelchair accessible. The Council does not grant or 
renew a taxi driver’s licence unless his or her vehicle is wheelchair 
accessible.  All taxis are required to be available for use by wheelchair 
users at all times. 

 
7. City of Edinburgh Council:  Following a decision of the Council in May 

1989, Edinburgh’s fleet of purpose-built city 1260 taxis became 100% 
wheelchair accessible. A voluntary scheme was introduced in the mid-
1990s to provide training for licensed taxi drivers to gain the knowledge 
and skills necessary to carry wheelchair users appropriately in taxis.  Due 
to an initially poor take-up the scheme was later made compulsory, and by 
1997 all licensed taxi drivers had received the training.   

 
In 2001 the Council expanded the compulsory training of new applicants 
and now all are required to complete a six module course which includes a 
Wheelchair Access & Disability Awareness module (an expansion of the 
previous Wheelchair Training). 

 
The Council’s City Development Department runs a Taxicard scheme for 
people with disabilities. This allows concessionary travel in taxis and on 
trains in the area. The Taxicard scheme includes most, but not all, of the 
major booking office companies in Edinburgh. Some private hire car 
booking offices also are part of the scheme.  Only a very limited number of 
private hire car vehicles in Edinburgh are wheelchair accessible and there 
is no condition of licence that requires them to be so. 

 
8. Fife Council: In Fife there are currently 443 licensed taxis in operation. Of 

these there are 26 accessible vehicles plus a number of accessible mini 
buses.  

 
The Council also operates taxicard concession scheme. 

 
9. Glasgow City Council:  In Glasgow there are currently 1428 licensed 

taxis. Of those 99% are wheelchair accessible. There is no requirement 
however for taxis to be wheelchair accessible. Providing they are road 
worthy, taxis will be granted a licence whether they are accessible or not.  

 
At present there is no concessionary travel scheme in operation. 

 
10. Highland Council: The Council is currently developing its policies in this 

area. At present there are 546 licensed taxis of which 14 are wheelchair 
accessible. 
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11. Midlothian Council: The Council has a policy which aims to ensure that 

all taxis wheelchair accessible. At present there are 42 taxis in operation, 
with a further 10 due to come into operation later in the year. These 
vehicles are all wheelchair accessible.  Disability training is available from 
Lothian Community Transport Services at additional cost to the licence 
fee.   

 
There is a taxicard scheme in place for wheelchair accessible taxicabs. 

 
12. North Ayrshire Council: The Council licenses 211 taxis of which 26 are 

wheelchair accessible. However, the Council is in the process of 
developing a policy under which new licences will only be issued in 
respect of accessible vehicles. 

 
13. North Lanarkshire Council:  In North Lanarkshire there are currently 470 

licensed taxis of which 90 are wheelchair accessible. Council policy 
requires all taxis to be of the purpose built wheelchair accessible variety by 
31 December 2005, and only issues new licences on that basis.   

 
It is understood that the introduction of a taxicard scheme is being 
considered by the Council. 

 
14. Orkney Islands Council: There are currently 38 licensed taxis in the 

Orkney Islands area.  Of those vehicles, one is wheelchair accessible.  
 

A taxicard scheme is believed to be under consideration. 
 
15. South Ayrshire Council:  All of the 105 taxis operating in this area are 

wheelchair accessible.   
 

There is currently no taxicard scheme in operation. 
 
16. South Lanarkshire Council:  The Council is currently developing its 

policy. It licenses 308 taxis of which 24 are wheelchair accessible. 
 
17. Stirling Council:  The Council currently licenses 10 wheelchair accessible 

taxis from a total of 55 licensed vehicles.  Council policy requires that all 
newly licensed taxis must be wheelchair accessible.  

 
A Taxicard concessionary travel scheme is in operation, offering 
discounted travel for people with disabilities. This scheme is available to 
people with permanent disabilities who cannot use ordinary buses, and 
allows a maximum of 12 taxi journeys per week.   

 
18. West Dunbartonshire Council:  The Council has two licensing zones.  All 

of the 159 licensed vehicles in the Clydebank Zone have been adapted for 
wheelchair users.  Most of the 177 vehicles in the Dumbarton and Vale of 
Leven Zone are saloon type vehicles, with no accessibility conditions 
attached to the licence. However, 4 accessible taxis have been introduced 
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by one company.  From January 2006 all new taxis will be required to be 
wheelchair accessible and this will be extended to all taxis by 1 January 
2009.   

 
There is currently no taxicard scheme in place, and it is understood that 
there are no plans to introduce one. 

 
19. Western Isles Council:  In the Western Isles 100 taxis are in operation, 

none of which are wheelchair accessible.  
 

There is no concessionary scheme for travel.   
 
20. West Lothian Council: West Lothian Council currently licences 52 

accessible vehicles from a total of 159 licensed vehicles. Since 1994 any 
applicant for a licence has been required to provide a wheelchair 
accessible vehicle. 

 


