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LGT/S2/04/22/2 

SUBMISSION FROM LONDON BUSES 

Scottish Parliament: Local Government and Transport Committee 
Implementation of the Transport (Scotland) Act 2001 Inquiry 

1 Transport organisation in London - Transport for London (TfL) and 
London Buses

TfL is a Functional Body as designated in the Greater London Authority Act 
1999.  Greater London covers an area of 1579 km2 with a population of more 
than 7.3 million in 2003, which is forecast to rise by 800,000 by 2016.  TfL 
works in accordance with the Mayor’s Transport Strategy. TfL became a Best 
Value Authority in 2000.  

London is a regulated bus market, in which public passenger services are 
provided under contract to or in agreement with London Bus Services Limited 
(London Buses), which is part of the Surface Transport Directorate within TfL.  
London Buses was recently awarded ‘beacon status’ in respect of significant 
improvements made to the bus service provided in the short period since the 
inception of TfL. These include:-

 The highest number of passengers since 1968.  1.7 billion trips in 2003/04, 
with over 5.7 million carried on 6,800 buses on a typical weekday (over 6 
million on the busiest days). 

 Fastest rate of passenger growth since 1945, with over 30% increase 
between 1999/2000 and 2003/04. 

 Highest operated kilometres since 1957, at 437 million kilometres 
(including 7m km lost due to the effects of traffic congestion). 

 Passenger waiting times at bus stops has significantly reduced over the 
past year, and services are now the most reliable since performance 
figures were first collated in 1977.    

 93% of the bus fleet is low floor and wheelchair accessible. 
 Bus services have been enhanced through a combination of new routes, 

bigger buses, and additional frequency on existing services, throughout 
the week, and in particular during evenings, on Sundays and on night bus 
operations.  

 Market Research has shown that only 18% of Londoners never use buses 
compared to 24% a year ago.   

London Buses is responsible for all bus stops (18,000), bus stations and most 
bus shelters.  It also provides all marketing and passenger information and is 
responsible for providing ticket machines both on and off the bus. 

Partnership relations with the London Boroughs

Boroughs are key partners in delivering the Mayor’s Transport Strategy. 
Responsibility for the road network in London is split between TfL on trunk 
roads (previously the responsibility of Central Government) and the boroughs 
for local roads.   TfL works with the Boroughs to improve London’s transport 
system, and in 2003/04, the boroughs received £140m from TfL in grant 
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funding which among various transport schemes, provided investment in bus 
priority measures. 

2 Bus Network Planning and Contracting Regime

London Buses develops the bus network, specifying the network of routes, 
their frequencies and hours of operation and the capacity and configuration of 
the vehicles to be used.   It defines and monitors service quality and safety. 
Services are delivered in partnership with private operators working under 
contract to London Buses, with the contracts competitively tendered to ensure 
value for money. London Buses consults on service changes, and has 
recently expanded the process. 

Quality Incentive Contracts commenced in December 2001, and contain two 
significant mechanisms, a performance payment system whereby bus 
operators are paid for the quality of service they deliver, and the potential for 
contract extensions of two years if quality targets are met.  London Buses 
retains the revenue (over 80% is from off-bus ticketing).  Over two thirds of the 
network is now run under some form of incentivised contract (for service 
quality).  

The bus operating companies operating London Buses contracts are from six 
medium or large operating groups (with roundly 90% market share), together 
with a number of small operators.  London Buses encourages new entrants 
into the market to increase competition.  Strict performance standards need to 
be met. 

Working with the Bus Operating Companies

There is continuous contact with each bus operating company, as partnership 
working is important.  There has been a shortage of operational staff in the 
bus industry, and London Buses has worked closely with the bus operators to 
improve the conditions of service. A key employment factor has been the 
establishment of adequate wage rates, and the introduction of the ‘TfL Bonus’.  
These initiatives have proved very beneficial, and the bus operators staff 
shortage has reduced significantly.   

London Buses developed and funded a Business and Technical Education 
Council (BTEC) training programme, which was introduced in 2002. This 
course is for drivers, conductors and service controllers (who are employees 
of the bus operating companies); the focus of which is on improving driving 
standards, health and safety, understanding customers needs and 
expectations (including disability and equality issues) and communication 
skills.

London Buses is working with the bus operators to improve the environmental 
performance of the bus fleet by ensuring that all vehicles used on its services 
are equipped with a minimum Euro II standard engines and particulate traps 
by the end of 2005.  Over 84% of the fleet meets a minimum of Euro II or 
better, and over 56% is fitted with particulate traps.  



London Buses has also embarked on a programme to equip the bus fleet 
used on its contracts with in-bus CCTV – currently 72% of buses are fitted and 
the target is to complete this by March 2006. 

3 Bus Priority

Market Research has shown that one of the key barriers to greater bus 
patronage has been the reliability of service, both in relation to variable 
journey times and waiting times. 

TfL (and its predecessor organisations) has invested heavily in bus priority 
measures throughout London, including those introduced as part of the 
London Bus Priority Network (on borough roads), and Red Route schemes 
(on TfL roads).  During 2003/04 over 500 bus priority schemes were 
introduced to further improve bus reliability and journey times, including over 
70 bus lanes and 200 traffic signal priority (Selective Vehicle Detection) 
junctions.  Over the last four years, the various bus priority programmes have: 

 Delivered roundly 300 new or extended bus lanes pan-London, increasing 
the total number of bus lanes to over 1,000 (including both with-flow, and 
contra-flow bus lanes).   

 Delivered a total of over 1,170 physical priority schemes, improvements to 
around 380 traffic signals and over 1,400 bus stops across 27 bus routes. 

 Expanded the use of bus priority facilities at traffic signals. Roundly 700 
traffic signalled junctions are fitted with bus priority equipment.  These 
include Selective Vehicle Detection to improve bus flows through junctions, 
bus gates which allow buses to proceed through junctions before other 
traffic, and buses being exempted from banned turns at junctions. 

Pilot projects are being developed in conjunction with London Boroughs on 
two bus corridors to inform future bus priority programmes. These projects will 
combine higher levels of bus priority with enhanced features such as further 
selective vehicle detection at signals and measures such as inset loading 
bays and increased and more targeted enforcement.  These schemes 
encompass both TfL and borough roads.  

Congestion Charging Scheme (CCS)

The central London CCS was introduced in February 2003.  The bus network 
provided virtually all the net additional public transport capacity needed to 
ensure the scheme’s success. The scheme has significantly reduced 
congestion within the area, and bus services are more reliable.  Disruption 
levels to bus services in the charging zone, and on the charging zone 
boundary fell by 50%, and excess waiting time on routes into the zone fell by 
a third.  

4 Marketing, Fares and Ticketing

Fares levels

TfL sets the fares levels within Greater London on bus, Underground, 
Docklands Light Rail and Croydon Tramlink, and also for the Travelcard which 
gives integrated ticketing across all public transport, including National Rail. A 



range of tickets are available, including Bus Passes, Travelcards, bus Saver 
tickets, Underground Carnet tickets, Family, Student, Visitor, New Deal, and 
Concessionary.  The Oyster card (a contactless smartcard) began to roll out in 
2003, for 7-day, monthly and longer period Bus Passes and Travelcards, and 
for Freedom Passes.  Oyster Pre Pay gives discounted single trip fares for 
those travelling less frequently.   

Cash fares on buses have been set at a single flat fare since 2000.  Currently 
about 13% of passengers pay cash on the bus, with the other 87% using 
tickets bought off the bus.    

Concessionary Fares

A range of concessions are available, including:- 
 The London Boroughs fund the Freedom Pass for eligible disabled and 

older (over 60) Londoners, which gives free travel on most bus, Tube, 
Docklands Light Railway, Tramlink, and National Rail Services within 
London.  Elderly Freedom Passes are valid after 0900 on Mondays to 
Fridays (0930 on National Rail) but any time at weekends and public 
holidays.  Disabled Freedom Pass holders can use them at any time 
except on National Rail before 0930 on Mondays to Fridays.  

 Students over 18 (full-time or part-time) can travel for a 30% reduction on 
7 day and longer period bus, Tube, Tramlink and Docklands Light Railway 
services, provided they purchase a Photocard (£5 each academic year). 

 People aged 16-17 year old can obtain a Photocard entitling child fare on 
7 day and longer period tickets for TfL services.    

 Children under 11 travel free on buses and Tramlink. 
 New Deal Photocard holders travel at child fare on buses, Tube, Tramlink 

and Docklands Light Railway.   

London Buses Ticketing and Boarding Strategy

This is based around three elements: (i) introduction of cashless operation 
with a  ‘Pay Before You Board’ scheme in London’s West End in late August 
2003, which incorporates a large part of the West End, bounded by Victoria, 
Paddington, Euston and Waterloo Stations and covering some 300 bus stops; 
(ii) progressive introduction of articulated buses with open boarding; and (iii) 
expansion of cashless operation across the whole network by end 2005.    

The prime objective of the strategy is to speed boarding and reduce dwell time 
at stops, making passenger journeys faster and more reliable, and leading to 
increased satisfaction with these aspects of the bus service. Passengers 
paying by cash take over twice as long to board, and delay those who have 
already paid (Travelcard, bus pass, and Freedom Pass). 

Better information at bus stops

Initiatives to improve passenger access to simple and easy to use information 
included the roll out of stop specific timetables and line diagrams, with the 
whole of the network covered by end 2003.  Countdown signs provide real 
time information to bus passengers at over 2,000 bus stops. 



Clare Kavanagh, Performance Director 
TfL London Buses, September 2004
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LOCAL GOVERNMENT AND TRANSPORT COMMITTEE 
SUBMISSION BY MISS J N AITKEN, TRAFFIC COMMISSIONER FOR 
SCOTLAND 

Background information to the role of the Traffic Commissioner 

1. Traffic Commissioners are appointed under the Public Passenger Vehicles Act 
1981 and serve in defined Traffic Areas of which Scotland is one.  The current Traffic 
Commissioner for Scotland is Joan Aitken and her Depute is Richard H McFarlane.  
The office is located at Argyle House, Edinburgh.  Staffing resources are provided by 
officers of the recently formed Vehicle and Operator Services Agency (VOSA).  
VOSA is an aggregate of the Vehicle Inspectorate and the Traffic Area Network.  
VOSA itself is an Agency of the Department for Transport.  The Traffic 
Commissioner is not a civil servant but is an independent Commissioner, 
independence being necessary to the exercise of the quasi judicial role and to take 
objective decision making in contentious or difficult cases.   

2. The Traffic Commissioner in Scotland has these functions:- 

i. The licensing of heavy goods vehicle operators, that is the haulage industry, 
whether hauling on own account or on behalf of others; 

ii. the licensing of public service vehicle operators, that is the bus and coach 
industry; 

iii. regulatory (sometimes called disciplinary or enforcement) action against 
goods vehicle or public service vehicle operators which can include the revocation or 
suspension of the licence, curtailment of vehicle numbers on the licence or the 
imposition of conditions; 

iv.  the registration of local registered bus services; 

v.  regulatory action against operators who fail to run registered services which 
includes the power to impose a financial penalty as well as general regulatory action; 

vi.  consideration of the fitness of holders or applicants for large goods vehicle 
driver licences or passenger carrying vehicle driver licences which can include the 
refusal of such applications or the suspension or revocation of those currently held;  

vii. consideration of the return of vehicles detained under the Goods Vehicle 
(Licensing of Operators) Act 1995 for alleged unlawful operation; 

viii. the appointment of Parking Adjudicators in those local authority areas in 
which parking offences have been de-criminalised in terms of the Road Traffic Act 
1988;
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ix. to determine appeals against taxi fare scales decided by local councils under 
the Civic Government (Scotland) Act 1982; 

x. to receive reports from the Bus Users Complaints Tribunal; 

xi. to be consulted, including statutory consultation in terms of the Transport 
(Scotland) Act 2001.

Public Service Vehicle Operator Licensing (Buses and Coaches) 

3. The Scottish Traffic Area has a higher proportion of public service vehicle 
operator licences per head of population than the other 7 traffic areas in England and 
Wales.  The number of vehicle discs in issue is fairly stable.  There are 1047 PSVOL 
holders of which 397 run local services. 

4. In 2003/2004 we saw far fewer applications for registered services including 
variation applications.  This reflects changing practice following the introduction in 
the Transport (Scotland) Act 2001 of notice periods for local service registrations.  In 
the past there was a tendency to vary services on a frequent basis and to “try out” 
routes.  This thwarted there being predictability of provision and compilation of 
reliable public timetable information.  Further  local authorities charged with 
presenting better public transport strategies and information did not know what was 
happening.  In February 2004 all operators were advised that local service registration 
applications would not be accepted without proof of timely prior notification to local 
authorities.  By strict adherence to this stipulation, better processing of information 
has occurred.  The office receives a considerable number of applications for short 
notice registrations.  In the main these relate to subsidised services and are supported 
by local councils. My office is grateful to, and draws from, the local knowledge of 
SPTE and local council transport officers in assessing whether short notice 
applications should be granted or not. 

5. Informally I designated 2004 as the ‘Year of the Bus’ in my office as a 
reflection of our enthusiastic engagement in promoting safe, reliable and well 
regulated bus and coach travel in Scotland.  A dedicated bus team has been formed 
within the licensing section.  In so acting I wish to reflect the commitment of the 
Scottish Parliament and the Scottish Executive to the bus industry and to ensure that 
we were well placed to play our role in the regulation and development of the industry 
and public policy initiatives. 

6. When I took up this role in March 2003 I was dismayed to find that there were 
only 2 Bus Compliance Officers (monitors) to serve the whole of Scotland.  While 
local authorities and the Strathclyde Passenger Transport Executive play a significant 
role in monitoring the reliability of subsidised services, to expect 2 officers to be able 
to react to complaints about the reliability of all other services reflected on the 
integrity and credibility of the enforcement regime.  I have not hidden my disquiet at 
this and thus it is particularly pleasing to be able to record that the Scottish Executive 
has provided resources to VOSA such that there will be a significant increase in the 
resourcing of bus monitoring.  By the end of this year 2 additional Bus Compliance 
Officers will be in post with a further 2 recruited soon thereafter.  Not only will this 
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allow for better monitoring in response to complaints but it will also allow for 
proactive engagement and the development of better practice.   

7. In 2003 Stagecoach Fife launched a service called the Yellow Taxibus, 
principally geared to servicing commuters and visitors between Dunfermline and 
Edinburgh.  Operating out of  a demand responsive area in Dunfermline, along core 
routing to Edinburgh, it has whetted the imagination of industry, Government and 
users.  Such a service requires to be registered and to comply with local service 
registration regulations.  It attracted controversy and objection from taxi operators in 
the Fife area who feared that business was being taken from them and who questioned 
the licensing arrangements.  The intense work and co-operation on this particular 
service registration has proved invaluable in advising others, principally local 
authorities, keen to use bus route development funds and demand responsive transport 
to service areas of unmet or sparsely located need.  I see the use of demand responsive 
services as playing a useful part not only in serving rural communities but also in 
serving urban communities at the extremes of the day or for special purposes.   

8. As yet no quality partnerships or quality contracts have been advanced in 
Scotland though there is evidence of considerable informal partnership working 
between local authorities and operators.  The excellent ATCO publication of April 
2004 is a very useful summary of the many initiatives underway.  Some of these are 
referred to in the CPT publication “On the Move”.  The  Committee has these 
publications.

9. The Traffic Commissioner is a statutory consultee in terms of the Transport 
(Scotland) Act 2001 where it is proposed to make schemes for quality partnership or 
quality contracts.  Informal discussions are held with me or officials of my office, the 
most recent of which was a most useful dialogue with officials of the West Lothian 
Council.

Public Hearings and Public Inquiries

10. It may be useful for the Committee to be aware that much of my work is in 
conducting Public Inquiries and Driver Conduct Hearings.  These are reported 
regularly in the trade press and sometimes in the general media, depending on interest.  
These Inquiries and Hearings allow me to consider evidence from enforcement 
agencies principally the Vehicle Inspectorate Division of VOSA and for operators and 
drivers to present their account of matters.  In cases where I take regulatory action 
against an operator or where I refuse the grant of a licence application, the 
operator/applicant has the right of appeal to the Transport Tribunal.  In the most 
recent case to the Tribunal, that of a Glasgow bus operator, where I found significant 
failure to run registered services, not only did I impose a financial penalty against the 
operator but I also placed a condition on the licence prohibiting that operator from 
running registered services for a period of 3 years.  As a flavour of my regulatory 
powers I quote from a paragraph of that decision “He is not fit to run registered 
services and is one who, by his failings, lets down not only the travelling public but 
all those who strive to attract more passengers to the buses.  I form no impression 
from this man of any imperative to serve his passengers”.  I regard it as very 
important that the Tribunal upheld that decision. 
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11 I am grateful to the Committee for inviting me to give evidence to it as with 
any public body my office receives correspondence from elected representatives, 
many of whose surgeries are the first port of call for those who feel let down by bus 
companies, or who have no access to bus transport.  I am very grateful to Members of 
the Scottish Parliament who take the trouble to write to me to alert me to the concerns 
of their constituents.  A number of MSPs have met with me one of whom kindly 
invited me to observe at a public meeting in his constituency.  Just as this Committee 
has greatly valued its engagement with members of the public at Stranraer and 
Glasgow, I welcome opportunities to listen to the public and their representatives.  I 
am keen for there to be greater awareness of the role of my office and an initiative in 
that direction is the inclusion, by Audit Scotland, of my office in its recent publication 
‘Route Map – Your guide to complaining about Public Services in Scotland’. 

JOAN N AITKEN SSC 
Traffic Commissioner for Scotland 

20 October 2004 

Contact details:- 

Office of the Traffic Commissioner for Scotland 
J Floor 
Argyle House 
3 Lady Lawson Street 
EDINBURGH 
EH3 9SE 

Tel:    0131 200 4905 
Fax:    0131 228 9454 
e-mail:  joan.aitken@vosa.gov.uk 
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LOCAL GOVERNMENT AND TRANSPORT COMMITTEE OF THE SCOTTISH PARLIAMENT 
IMPLEMENTATION OF THE TRANSPORT (SCOTLAND) ACT 2001 

ATCO (Scotland) 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. 

The Committee wishes to consider Quality Partnerships and Quality Contracts and the impact these 
may have on the standard of bus services. Firstly we must ask ourselves: 

What are we trying to achieve? 
The Scottish Parliament wishes to see improvements to local bus service provision throughout 
Scotland. In order to deliver this ATCO (Scotland) considers the following criteria are essential: 

Accessibility 
Quality 
Reliability 
Stability 
Frequency 
Suitable infrastructure 
Service integration 
Integrated / inter-availability of ticketing  
Driver standards including customer care 

How can these objectives be delivered? 
At the present time there is no consistency to service delivery throughout Scotland, for example 
similar sized settlements there can be very different levels of access to essential local services such 
as shops, banks, chemists, health centres and to places of education and employment.

To date improvements to service levels have been tackled on an ad hoc basis. Many improvements 
have been made in rural areas by authorities utilising Rural Transport Grant funding e.g. in Angus 
the Forfar to Arbroath service now operates on an hourly basis rather than the previous 4 journeys 
per day, no such funding is however available in urban areas. In the near future improvements will 
be made on some routes through Bus Route Development Grant funding. While these grant sources 
are welcome, the resulting improvements in respect of service provision are piecemeal. In order to 
meet the step change required in bus service provision to meet the aspirations of the Scottish 
Parliament, and indeed the travelling public, significant additional funding is required. ATCO 
(Scotland) considers that for a medium sized local authority this would be in the order of 
approximately £1.5 million per annum. It should be noted that for similar sized local authorities in 
England these sums of funding have been provided through their Rural Transport funding streams.
For example, South Somerset Council (population150,969, area 95,900 hectares) was funded to the 
tune of £1,487,539 in 2002/3 compared to a similar Scottish region, North Ayrshire (population 
135,817, area 88,539 hectares), which received £82,000.  

ATCO (Scotland) believes that we require a National Transport Policy setting out the standard of 
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service provision which should be available throughout Scotland, this will define and include the 
criteria listed above e.g. accessibility standards, quality, frequency, reliability etc. The necessary 
funding to deliver this must also be made available. 

How does service funding vary throughout Scotland?  
We currently have a varied picture of service delivery throughout Scotland which can simplistically 
be summarised as: 

All/mostly tendered network (e.g. Western Isles, Orkney, Shetland, Dumfries & Galloway) 
Mixed tendered and commercial network (majority of authorities) 
All/mostly commercial network (e.g. Edinburgh, Glasgow, Aberdeen, Dundee) 

Does the current service delivery meet local authorities service aspirations? 
The means of service delivery listed above determines the influence authorities have over local bus 
service provision in their area. 

Where services are operated on a wholly/mostly tendered basis then authorities have control over 
the service network. In these cases service levels are set and tightly controlled by the Council 
through the contract specification and conditions.  The effects of this can be significant for 
example Shetland has achieved 100% provision of low-floor wheelchair accessible vehicles. In other 
areas however quality is restricted through a lack of availability of funding. 

In areas where there is a mixed tendered and commercial network then authorities have less 
influence on quality through the tendering process. In these areas many authorities have entered 
into voluntary quality partnerships to improve service levels/quality. Similarly where the network is 
wholly commercial / mostly commercial, voluntary partnerships have been used to assist in 
improving local bus service provision.  

There has been much evidence to date of successful partnership working on a voluntary basis 
throughout Scotland. This is detailed fully in the ATCO (Scotland) publication –‘Quality Partnerships 
and Quality Contracts – A review of current practices and future aspirations’ published in May 2004. 
Examples of successful outcomes include: 

• Provision of low floor buses 
• Enhanced frequencies 
• Infrastructure improvements – shelters, bus boarders etc 
• Bus priority measures – bus lanes, priority signals etc. 
• Public transport interchange points 
• Public transport information 
• Park & ride 
• Ticketing arrangements 
• CCTV 

In the main the voluntary partnerships have worked on the basis that each partner delivers specific 
elements of the scheme, for example the bus operators have provided quality vehicles and 
enhanced frequencies while improvements to infrastructure, bus priority measures etc, have been 
provided by authorities. The local authority/SPTA funding has in many cases come from successful 
Public Transport Fund bids to the Scottish Executive. The lack of this bid process or any alternative 
in recent years has however seen a decline in new quality partnerships being initiated because of 
the inability of authorities to contribute financially towards partnership objectives. Authorities 
would welcome a new funding stream, however, it must be acknowledged that if this is to be a bid 
process then it this inevitable that not all authority aspirations may be met or consequently LTS 
targets achieved. 

What other means are there to achieve service standards? 
The other means available to achieve improvements in service standards are as provided for under 
the powers included in the Transport (Scotland) Act 2001. These are: 

Statutory Quality Partnerships 
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Statutory Quality Contacts 

Why have Statutory Quality Partnerships and Quality Contracts not been introduced? 
In areas where the service network is all/mostly tendered the authorities consider that they have 
sufficient control over the service network through tender specification and conditions of contract 
to deliver quality services without the need for quality partnerships or quality contracts. Though as 
mentioned earlier a lack of financial resources has restricted the introduction of quality services. 

To date, the remaining authorities have in the main seen no need to introduce either Statutory 
Quality Contracts or Partnerships as they consider the current voluntary arrangements to be working 
well. The biggest drawback however to authorities is the lack of funding on their part to contribute 
to partnerships (whether voluntary or statutory) as there are currently no funding streams available 
to bid into to cover what would be the Council’s commitment to the partnership e.g. infrastructure 
improvements, bus priority measures etc. 

For the introduction of Quality Contracts the following are seen as major hurdles:  
Cost – there is no point in just putting back the same service as at present, the public want to 
see improvements to service frequencies, quality of vehicles etc. and this will come at a 
significant cost – this is estimated to be approximately £1.5 million per annum for a medium 
sized local authority though even this will not attain wholly wheelchair accessible vehicle 
provision. There are also cost implications in setting up quality contracts – for a small local 
authority this has been estimated at £1/4 - £1/2 million and significant administration and 
resource issues on an on-going basis.  
Opposition from bus industry  
Consultation and ministerial approval 
Proof of market failure 
Loss of competition at the next round of tendering 

Other concerns which have been raised are competition issues should large operators win a 
substantial number of Quality Contracts and concerns as to what would happen if the predicted 
costs were underestimated as transpired in some rail franchises. 

Travel Concessions

The second item the Select Committee asked us to consider was Travel Concessions. All current 
Travel Concessions Schemes are operated under Section 93 of the Transport Act 1985.

Significant funding is already going into Travel Concession Schemes to provide a minimum free local 
travel concession on bus for elderly and disabled persons. 

Is the free local travel concession scheme currently meeting the objectives it was set out to do? 
The problems which have been identified as a result of the current free local schemes are as 
follows: 

Lack of capacity – impact of this on the ability to achieve modal shift 
Perceived discrepancies - different schemes in different areas 
Impacts on local economies (longer distance travel has been encouraged particularly of the 
economically mobile) 
Lack of services for people to travel on (social exclusion) 
Not meeting the requirements of disabled passengers (social exclusion) 
Impacts on commercial freedom (loss of fare paying revenue) 
Not meeting the objectives of local authorities as set out in their Local Transport Strategies 

What should a new National free travel scheme include? 
ATCO (Scotland) considers that the following are essential ingredients of a new National free travel 
scheme: 
• Must be a truly National Scheme (every cardholder will have the same benefits), for all 

registered local bus services and ferries 
• Must have Nationally agreed reimbursement criteria (this should include for all additional costs) 
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• Must be Uniform Entitlement criteria of a fair standard throughout Scotland (grandfather rights 
may have to be considered) 

• Concessionary passengers must be treated equally to fare paying passengers 
• All existing expenditure on local bus service support must be protected 
• Existing support on local dial-a-ride, rail, taxicard, DRT schemes should be protected and 

enhanced  
• A National standard should be developed for non-registered express coaches and rail 
• Bus industry should get fair reimbursement 
• National Policy, local level administration of the Scheme, passes issued by local smartcard 

offices 
Men 60 – 64 and National Blind Scheme should be subsumed into the National Scheme  
Schemes must be available all day. In many rural areas the only bus to take people shopping to 
their nearest centre is the workers and scholars service operating pre 09:30. A scheme only 
operating post 09:30 would therefore not assist many residents in rural areas. 

In addition, it is important that the proposed Young Persons entitlement does not impinge on the 
delivery of the Senior Citizen and Disabled Persons agreement 

Operation of the current local free travel concession schemes 
The current free travel concession schemes have undermined the efforts of commercial industry to 
attract modal shift. In some cases authorities have worked with operators to put on additional 
vehicles. This has still not addressed the situation of fare paying passengers who are being lost. 

Take Up of current local free travel concession schemes 
The results to date show a significant rise in the number of trips being made. For senior citizens 
(excluding men aged 60 – 64) the average increase to September 2003 was 29%. Comparing the 
fourth quarter after the scheme was introduced with the equivalent quarter prior to the scheme, 
the average increase has been as much as 40% and there is every sign that there has been a 
continuous increase since then.  

While usage has increased the same can be said for trip length as can be seen through higher 
equivalent average fares being recorded. People are therefore for example not necessarily shopping 
locally but are travelling further afield. 

Financial Implications for Local Authorites and SPTA 
The introduction of the free local travel concession schemes has cost significantly more than 
expected in the urban areas and the Scottish Executive has had to assist authorities by making 
additional funding available to them. 

When considering the introduction of a free national concessionary travel scheme, it must be 
acknowledged that the financial implications of concessionary travel scheme cannot be looked at in 
isolation from local bus service funding. If the GAE for concessionary travel is taken out of local 
authority control then this will significantly undermine tendered local bus service provision 
throughout Scotland, especially outwith the cities.  

The situation will be further complicated by the introduction of travel concessions for young 
people. It is important that the impacts of a Young Persons scheme are identified, addressed and 
fully funded to ensure that they meet the strategic aims of the Scottish Executive without further 
impacting on the commercial networks. 

The key focus of authorities must be the delivery of local bus services and sufficient funding must 
be maintained to enable authorities to deliver this. 
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For further information please contact: 
Lesley Millar 
Chair – ATCO (Scotland) 
c/o Angus Council, Planning & Transport,  
St James House, St James Road, FORFAR  DD8 1EQ 
millarle@angus.gov.uk
Tel 01307 473700


