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SCOTLAND’S TRANSPORT POLICIES

National Targets – Hit or Miss?
Paul Finch, Faber Maunsell
Road trafﬁc reduction targets have hit the headlines (albeit in a relatively modest way) since the
Scottish Executive’s publication of the Climate
Change Programme report1, and the consultation draft of the National Transport Strategy2.
The Executive is consulting on whether or not
to continue with the existing 2002 Trafﬁc Stabilisation Target as part of the National Transport
Strategy.
The original trafﬁc stabilisation target was ﬁrst
published in the 2002 Transport Delivery Report3, which provided a policy focus on tackling
congestion in and around major metropolitan
areas, delivering greater integration and the
completion of vital missing links in the transport
network. The report stated that “Road trafﬁc
is predicted to grow by 27% over the next two
decades and theExecutive will strive to stabilise
this at 2001 levels by 2021, through investing in
an integrated package of measures – modernising and improving public transport, promoting
alternative modes of transport to the private
car, and targeted motorway and trunk road
improvements”. Subsequent policy publications
have maintained this target, but it has increasingly been presented in terms of an aspiration.
A review of this target probably comes as little
surprise to many particularly in comparison to
forecast trends (see Figure 1).
Following publication of the target in 2002,
Faber Maunsell were commissioned to undertake a major study to evaluate and review the
road trafﬁc reduction reports of each Scottish
Local Authority, with the objective of enabling
greater rigour and consistency of approach,
with a view to working towards achievement
of the national target. Outcomes of this study
were reported in the Summer 2005 edition of
Scottish Transport Review4, and the full report
has recently been published.5

Our work found that there is virtually no beneﬁt, rather there is a serious risk of undermining strategies, with the scripting of poorly
developed targets to which there is little real
commitment or ownership, scant evidence of a
realistic delivery plan, no enthusiasm or resource
for monitoring, and which are not regularly reviewed and reported on. There is also a signiﬁcant danger in setting targets, the outcomes of
which are not signiﬁcantly in the control of the
target setter.
By contrast, we did ﬁnd there is no lack of plentiful and sound guidance relating to the appraisal
of policies designed to meet speciﬁc outcomes,
associated with subsequent monitoring and target setting, review and revision (for example,
see Scottish Transport Appraisal Guidance6).
What appears to be necessary is the robust application of this guidance to revised national
targets, in order to help work towards speciﬁc
transport objectives.

thorities is probably inefﬁcient, there appear to
be opportunities to apply appropriate aspects of
the English Local Transport Plan process to Regional Transport Partnerships, and to the reporting of the National Transport Strategy.
Now, more than ever, there is an urgent need to
move on from the 2002 target to a more robust
target(s), in order to effectively tackle environmental, economic and social concerns associated
with increasing car dependence and usage. The
nature of transport problems is changing – including rising UK carbon dioxide emissions, and
inevitable fuel price increases and instability7.
We need a robust and informed approach and
process to respond to them. National, regional
and local targets and indicators should form
one element of this approach - be they related
to road trafﬁc levels, carbon dioxide levels, or
congestion – but most importantly they really
do need to be more than just words on a page.
1

It was apparent from our work that English Local Authorities have stolen a considerable march
on Scottish Local Authorities in terms of the
development of informed transport strategies,
and consistent progress reporting. Many now
have the ability to demonstrate the success they
are enjoying, with access to information to help
identify where strategies are failing, as well as
prevailing background trends. Whilst application of similar processes for Scottish Local Au-
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Scottish Executive (March 2006), Changing our Ways – Scotland’s
Climate Change Programme, Scottish Executive, Edinburgh
See page 5
Scottish Executive (March 2002), Scotland’s Transport – Delivering
Improvements, Scottish Executive, Edinburgh
Scottish Transport Studies Group, Scottish Transport Review
– Issue 29, Summer 2005
Faber Maunsell (2006), Term Commission for the Evaluation
and Review of Local Authority Road Trafﬁc Reduction Targets,
Scottish Executive, Edinburgh
Scottish Executive (2003), Scottish Transport Appraisal Guidance,
Scottish Executive, Edinburgh.
Hickman, R and Bannister, D (2006), Looking Over the Horizon
– Visioning and Backcasting for UK Transport Policy, Department
for Transport – Horizons Research Programme 2004/05, London.

After the target was published in 2002, our
consultation amongst Local Authority transport
planners in Scotland revealed that the majority
considered that it would make little contribution
to the development of coherent Scottish transport policy. Despite being very challenging, fundamentally the target failed to meet established
and widely recognised elements critical for its
success and credibility. Regardless of the overall
desirability of the trafﬁc reduction, there is now
a strong case for the target to be replaced with
something more ﬁt for the purpose.
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Statutory Quality Partnerships
and Quality Contracts – Dead and Buried?
John Collins, Inverclyde Council
New powers given to local authorities in the Transport (Scotland) Act 2001
have been put under the microscope in a report entitled ‘A survey of intended use of the new public transport powers granted under the 2001
Transport (Scotland) Act’ (October 2005) written by John Collins (Napier
University MSc course).
Under review were the actions of local authorities as regards the introduction and/or implementation of Bus Quality Partnerships (QP), Bus Quality
Contract (QC) Schemes, Ticketing Arrangements and the Provision of Information.

• 4 local authorities indicated that they are planning a Statutory QP within
12 months.
• 14 local authorities that responded were not considering a Statutory QP
at present.
• Only 2 signiﬁcant LA/PTE branded integrated ticketing schemes were in
place.
• The highest rated barriers for introducing an integrated ticket scheme
was ‘OFT Guidance complex / off-putting’ and ‘difﬁcult to price a ticket
to make it attractive’.

Barriers to Implementation
As part of the questionnaire survey
An attitudinal questionnaire surthere were four rating type quesvey was sent to all 32 Scottish local
authorities in July 2004. Responses
tions regarding each speciﬁc trans“Resources to back up the legislative
were received from 23 local authoriport power where the respondent
was asked to score, on a scale of 1
ties as well as Strathclyde Passenger
intent had not been put in place”
to 5, several ‘Barriers to ImplemenTransport (SPT). With a response
rate of 80% (3 Island Councils were
tation’. The scores ranged from 1
excluded due to bus services being
‘not relevant’, to 5 ‘very relevant’.
contracted out) some signiﬁcant ﬁndings emerged:
An average rating was calculated for each barrier, which allowed barriers to
be compared and ranked for each policy measure. A barrier was considered
• No Statutory QP or Quality Contract had been introduced in Scotland.
relevant if rated greater than 3.0.
• 21 councils responded that they were not planning to introduce a Quality
Contract within the next 12 months.
The ‘Barriers to Implementation’ factors chosen reﬂect constraints affecting
• Only one local authority indicated that they were planning a Quality
local authorities and the relationship between local government, central
Contract with the proviso ‘only if their Statutory Quality Partnership does
government and bus operators.
not work’.
For Quality Contracts all eight barriers were considered relevant. The three
highest rated barriers (with a rating over 4.0) were ‘lack of revenue funding’, ‘likely stafﬁng resources required’ and ‘estimated time required to implement a Quality Contract’ (Chart 1).
Similarly, these three barriers were the highest rated for Statutory Quality
Partnerships and the diagram shows a similarity of views regarding barriers
for both these transport powers (Chart 2).
The co-operation (or lack thereof) of bus operators was also found to be a
signiﬁcant barrier in both cases1.
Costs vs. Beneﬁts
The Convention of Scottish Local Authorities (COSLA) pointed out that resources to back up the legislative intent had not been put in place and that
policies should be practical and deliverable. This was in accord with SPT’s
view that the provisions of the Act were inadequate and did not sufﬁciently
empower and encourage local transport authorities to use them to bring
about change.
The Association of Transport Co-ordinating Ofﬁcers (ATCO) stated that
there is no point putting back the same services at present and that the
public want to see improvements, although this will come at a signiﬁcant
cost, i.e. £1.5 million for a QC. The Scottish Executive suggested that the
main source of funds for the bus infrastructure elements of a QP is likely to
be the Authority’s own Roads and Transport Capital Programme.
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Despite this suggestion, the Scottish Executive Finance Minister announced
in January 2005 that local authorities would have to make £750 million in
savings over the next three years. It is therefore not surprising that many
local authorities consider that the beneﬁts that may result from the implementation of a statutory QP are outweighed by the costs of the process.
For many authorities the implementation of such a scheme will be a low
spending priority.

Chart 1 Quality Contract
– Barriers to Implementation

A Potential Solution?
Also examined in the dissertation was evidence from the transport inquiry from Transport for London (TfL) that highlighted the signiﬁcant
improvements that had been made to bus services in London under a
regulated system. It was the author’s view that the case for some form of
regulated, integrated and comprehensive bus system is conclusive given
that the cost, at most, would be similar to the cost of the new Scottish
concessionary fare scheme. If the present London tender scheme were introduced there would be no additional cost for reimbursements to bus operators for carrying free concessionary travellers as the fare revenue comes to
the public body. Bus operators are only paid incentivised contracts to run
quality bus services.

Chart 2 Statutory QP
– Barriers to Implementation

Bus travellers all over Scotland could therefore have enjoyed a comprehensive, gold standard bus service and free concessionary travel for the same
order of magnitude cost as the present concessionary fares scheme.
Scottish Executive (April 2006), Scotland’s National Transport Strategy
– A Consultation, Scottish Executive, Edinburgh
Some copies of the dissertation are available by contacting John Collins:
john.collins@inverclyde.gov.uk
1

It was considered instructive that a synopsis of the evidence be given to the Scottish Parliament’s own
transport enquiry into the implementation of the Transport (Scotland) Act 2001, principally on measures
sought to improve bus services.

Scotland’s National Transport Strategy Consultation Paper
A draft consultation of the National Transport Strategy (NTS), published
this in April, sets out the major issues facing the Scottish transport sector
and the Scottish economy. It provides stakeholders with the opportunity
to consider the issues and make comments before the ﬁnal NTS is
published later this year.
The paper makes clear that the National Transport Strategy should
serve as a guide to the growth of an integrated transport system that is
environmentally sustainable and yet compatible with continued economic
growth for Scotland. Moreover it will “guide transport policy formulation
and investment” and “act as a reference point for all who wish to contribute
to transport policy, planning or practice” for the next 20 years1. Major issues
to be addressed are set out in a series of 65 consultation questions.
General Scottish transport trends are summarised including:
• The transport sector in Scotland is a continually expanding industry,
due in part to the growth of the economy by around 2% each year.
• The car is increasingly dominant, there has been a boom in air travel
and both the bus and rail sectors have grown.

Eight overarching goals are listed in the draft consultation paper:
1. Facilitate economic growth on a socially and environmentally
sustainable basis.
2. Promote accessibility by linking transport networks, reducing the need
to travel and expanding Demand Responsive Transport (DRT).
3. Promote choice, raise awareness of the need for change.
4. Promote modal shift by encouraging moves away from car use
towards more sustainable alternatives.
5. Promote new technologies and cleaner fuels.
6. Manage demand.
7. Reduce the need for travel, including provision for local walking
and cycling networks and promoting the uptake of home
working.
8. Promote road safety through campaigns and legal measures.
Formal responses to the NTS consultation were due in by 13 July, 2006.

1

pp.1, Tavish Scott
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ACCESSIBILE VEHICLES AND FARES

100% Accessible Taxis
James Cooper
The Transport Research Institute’s (TRi) Taxi
Studies Group (TSG), headed by James Cooper,
has recently undertaken an unmet demand survey of taxis in the area around West Dumbarton.
As adopted by many other studies in other cities,
the observation of waiting times at taxi ranks
was the principle methodology. This study also
paid special attention to the impacts of differing
levels of demand and other interactions in the
night time economy, and the issue of accessible
taxis for disabled persons and other groups. This
study follows on from a similar study conducted
in the City of Glasgow in 2005.
The Glasgow study revealed that there was
signiﬁcant unmet demand (SUD) at night, particularly at weekends. At other times there were
more than enough taxis available to meet demand. The study suggested that the solution
to the night time SUD was not to license more
taxis, because this would lead to an undesirable
change from double-shifting to single shifting
as more taxis became available and drivers had
a greater choice of hours to work. The study argues that an increase in taxi licenses may lead to
a fall in the number of taxis operating at night.
The suggested solution to the night time SUD
is to increase the efﬁciency of the existing taxi
ﬂeet, one option being using ‘taxi marshals’ who
help put people into taxis quickly, consequently
decreasing turnaround and waiting times.
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In West Dunbartonshire there was found to be
no SUD at any time, in fact there was an excess
supply of taxis at many times of the day. The
main issue that arose from the study was that
of disabled accessible taxis. There existed an historical discrepancy between licensing in Clydebank, where the entire taxi ﬂeet is made up of
wheelchair-accessible black Hackney style cabs,
and Dumbarton, where the main ﬂeet is made
up of regular saloon cars with only 1% being
wheelchair-accessible. In Clydebank, in contrast,
the 100% accessible ﬂeet made travel faster for
all users, as entry and turnaround time was signiﬁcantly reduced.

"Even where SUD
exists, increasing
the number of taxis
in the area may be
counterproductive"

The study argued that this represents a
suppressed SUD for accessible taxis in Dumbarton. The key questions arising from this issue
were:

1. Are accessible taxis always available for those
who need them?
2. What happens if they are all being used?
3. What percentage of the Dumbarton ﬂeet
should be accessible?
With respect to these questions, the study concluded that:
1. A mixed ﬂeet of accessible and non-accessible
taxis will result in many of the accessible taxis
being used or out of service.
2. When all accessible taxis are being used, or
out of service, the result equates that of a
non-accessible ﬂeet.
3. With a given percentage accessible ﬂeet,
there is a high probability that no accessible
taxis would be available at a given time and
location for those in need. Therefore to ensure equality and efﬁciency, it is argued that
the optimum solution would be to introduce
a 100% accessible ﬂeet.
The ﬁndings of this study have implications for
current policy on license limits, particularly in
light of recent actual and proposed increases
in taxi licenses in major UK cities following the
Ofﬁce of Fair Trading's recommendation to end
the restricted numbers policies operated by
many UK local authorities. Responsibility for administering the licensing arrangements for taxis
and private hire cars in Scotland rests with local
councils. If de-restricting taxi licenses or increasing the number of licenses does not appear to
offer an effective solution to the problem of
SUD, then this appears to contradict much of
current thinking.

ACCESSIBILE VEHICLES AND FARES

Fares Technology and Policy:
Report on STSG Seminar 26 April
The speakers at this seminar were Iain Coupar
of Lothian Buses, Andrews Hemmings, Head of
Sustainable Travel at the Welsh Assembly Government and Tom Rye, TRi Napier University.
The STSG Seminar considered how changes in
fares might be used to improve delivery of social inclusion objectives and modal shift. The
following observations were made:

The report by the task group set up to review
the licensing provisions contained in the Civic
Government (Scotland) act 1982 (Scottish Executive, 2004)1 recommended that:
“…licensing authorities continue to have a discretionary power to restrict the number of taxis
in their area if there is no signiﬁcant demand
which is unmet but that the ability to do so
should be re-examined 2 years after the proposed vehicle speciﬁcation requirements resulting from the Disability Discrimination Act 1995
(DDA) are introduced.”
The ﬁndings of the study would broadly support
this statement in that there are no grounds for
extending the number of licenses in the absence
of SUD, but takes the implications a stage
further, suggesting that even where SUD exists,
increasing the number of taxis in the area may
be counterproductive.
The ﬁndings of the study also have implications
regarding the DDA and the response to
requirements to make it mandatory for all taxis
to be accessible to people with disabilities. Where
a limit on taxi numbers is in force, local authorities have suggested additional taxi licences could
be granted where an accessible vehicle is to be
placed on service, thus moving towards the DDA
requirements. This is the current policy operated
by Aberdeen City Council. Similarly, West Lothian,
North Lanarkshire and Renfrewshire have no limits, but stipulate all new vehicles must be wheelchair accessible. The ﬁndings of this study suggest
that increasing the percentage of accessible taxis
would be of limited effectiveness as an interim
measure, and effective only in that it would work
towards a 100% accessible ﬂeet, as currently
found in Edinburgh and Glasgow.
1

Scottish Executive (2004), A report by the task group set up to review the licensing provisions contained in the Civic Government
(Scotland) Act 1982, November 2004.

• Recent changes in fares (notably free bus
travel for older people and the disabled)
had concentrated on the perceived political gains from such travel rather than on
evidence that it was effective, set against
the costs involved, in meeting social inclusion objectives.
• Costs were expected to rise further with
extended concessions for younger people
promised for 2007, plus pressure for concessions to apply also to rail and to ferry
and internal Scottish air services.
• Positive effects from free bus travel had
included encouragement for those over
59 to continue in work (though this may
not apply in England where free bus travel
from 2008 may only apply after 9.30 am on
weekdays) and a stimulus to the car-owning elderly to shift away from car use.
• Among the downsides were the inability
of some rural residents to make use of
free travel, a low take-up among the disabled people (many of whom needed more
specialist services), the variable extension
of concessions to taxis and concerns that
bus operators may be receiving excessive
compensation – though this may help
in maintaining a wider range of services
than might otherwise be provided.

• On balance, there was a positive impact on
total trips (though less so on passenger kilometres) since some passengers, deterred by
a higher ﬂat fare, were counterbalanced by
increased use of Day and Smartcard tickets.
• Improved ticket data was also an aid to
marketing. Most systems did not give
information on both origins and destinations but a great deal could be deduced
about changing travel patterns from the
data that was available. Services could be
made more responsive to demand.
• Due to problems of loss of control and revenue allocation issues, certain operators were
not yet convinced of the beneﬁts of adopting new technology. While a multi-modal
Zonecard had worked in Strathclyde for
many years, Zonecard fares remained above
individual bus company offers and there
were problems in convincing operators of
the beneﬁts of greater use of multi-modal
fares and off-vehicle sales.
• There was a risk element that might have to
be overcome through some public funding
to accelerate the use of new technology or
through the introduction of conditions as
part of a future Bus Operator Grant regime.
Separate action, involving local authority
and police collaboration, was needed to ensure improvement in bus speeds, frequencies and shelters but, in combination with
fare reforms, there was potential for both
more inclusive local transport networks and
modal shift from cars.

• The combination of ﬂat on-vehicle fares
and Smartcards was proving commercially attractive to some operators as they
sought to grow the market.
• Smartcards and simpliﬁed fares could cut
fraud and reduce loading times.
• Smartcards and day fares also encouraged
wider use of buses for shorter trips (as part
of journeys where no convenient through
bus was available).
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Flat Fare & Smartcard Potential
Iain Coupar, Marketing Director, Lothian Buses
Since the early 1970’s an exact fare policy has
operated on Lothian Buses, Edinburgh’s largest
bus operator, and up until the end of the last
decade there was a complicated variable single
fare structure ranging from 50p to £1.60.
Finally on the 26 March 2006 Lothian Buses completed the simpliﬁcation of their cash fares jigsaw and went to a single adult cash fare of £1.
After 6 years of gradually removing and reducing
fares and carrying out detailed research, which
showed that the fare structure was perceived
as complicated even with 2 single fares, a single
ﬂat fare was introduced. For a number of years
a single ﬂat fare system has worked very well in
Central London and Brighton. The move will undoubtedly speed up passenger boarding whilst
removing the driver/passenger debate, which can
sometimes result in argument over the fare. It is
also anticipated that more passengers will switch
to Lothian’s pre-purchased smartcard travel
product called Ridacard that currently amounts
to 51% of journeys compared to 1998 when only
38% of passengers were on a Ridacard ticket.
Lothian Buses operate the UK’s largest commercial smartcard system outside London. They
currently have 60,000 users on Ridacards which

Images courtesy of Lothian Buses
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amounts to over 600,000 on-bus transactions
every week. They have also succeeded in getting
14,000 of their passengers to pay for their travel
by Direct Debit. Using the same payment scheme
as SKY TV, passengers never have to worry about
topping up their smartcards or them running out
as long as the Direct Debit payments continue.
Paying by Direct Debit also saves the passengers
money whilst beneﬁting the bus company with
passenger loyalty.

“For a number of years
a single ﬂat fare
system has worked
very well in Central
London and Brighton”
Lothian Buses also have a large network of
agents across their operating area. Over 300
PayPoint outlets which are found in many local
convenience stores (most open 7 days a week,
and often until 10.00p.m.) allow bus passengers

to recharge their Ridacards rather than them
having to visit one of the Company’s City Centre
Travelshops. Currently Ridacard re-charging at
PayPoint locations amounts to over 3000 transactions a week.
In the near future, and thanks to the National
Concession Scheme, Lothian Buses will be able
to upgrade their current on-bus and back ofﬁce
smartcard equipment that will be able to read the
new Saltire cards. They are also looking at further
developments of smartcard ticketing which will
make re-charging cards even easier. On-line and
telephone re-charging will always be an issue due
to an inability to update smartcards in realtime,
however on-street re-charging at ATM style machines will hopefully become a reality very soon.
There is one question that remains unanswered
– can you remove cash from bus travel? The simple answer is no. There will always be passengers who live in a cash economy. Operators will
be able to remove cash handling from buses,
similar to what has happened in Central London, and provide on-street ticket machines. Cash
could also be made less attractive by charging
more for cash fares and offering cheaper prepurchased tickets such as day or season tickets.

NEWS

Policy Framework, Funding & Management
FUNDING & MANAGEMENT
Free Scotland-wide bus travel for older people
and disabled people started in April with £11m
also to be spent on 40% air fare cuts for islanders
and parts of mainland Scotland due to start this
summer. Further spending on improved concessions for younger people is the subject of consultation for the National Transport Strategy.
Transport Secretary Alistair Darling has announced
a review of longer-term rail prospects, including
capacity enhancement, improved energy efﬁciency, study of a high-speed Anglo-Scottish route
and simpliﬁcation of closure procedures for lightly
used routes or services taking up rail capacity better used for other purposes. Decisions within Scotland, and transport investment levels, will be related to Scottish Executive funding priorities though,
legally, the Ofﬁce of Rail Regulation (ORR) retains
responsibility for approving closures and setting
rail track access charges in Scotland. Responding
to the consultation on a Public Transport Users
Committee for Scotland (PTUC).

AVIATION UPDATE
BAA Aberdeen is planning a 300m runway extension. Passengers are expected to almost double
to 5m a year with special growth of in-tourism.
BA is replacing domestic check-ins with website
booking and automated kiosks. It is also increasing Edinburgh-London City airport ﬂights from
5 to 7 a day.
EasyJet is cutting Inverness-Belfast services,
started a year ago, from 7 to 4 a week but is
expanding services from Glasgow to Berlin, Alicante, Malaga and Palma.

SHIPPING & FERRIES UPDATE
£520,000 of Scottish Executive support in 2005
was unable to stop the halving of the RosythZeebrugge ferry service. SNP is seeking a larger
fund to support international ferries.
CalMac has been given preferred bidder status
for the replacement northern isles ferry franchise due to start this autumn.
Lottery funding is being sought for a £40m redevelopment of the Portree Harbour area. This
could include cruise ship facilities. Despite a tollfree Skye bridge, 10,000 cars used the ferry in
2005 and aided local tourism.

RAIL UPDATE
A cost review by Transport Minister Tavish Scott
has concluded that major rail projects in Scotland
face delay unless they can be delivered at lower
cost. Network Rail and the Executive are collaborating in ﬁnancing small ‘quick win’ schemes.
Phase 1 of Waverley station enhancement and
the Stirling-Longannet link are expected to open
in 2007 but the Glasgow Airport Rail link (GARL)
and Airdrie-Bathgate have completion delayed
until 2010 with the Edinburgh Airport Rail Link
(EARL), Central Borders Rail and Edinburgh’s initial tram route following in 2011. In a Rail Position Paper, SAPT is seeking faster action on more
‘quick win’ projects, on GARL linked with the
Glasgow Central-Shotts-Edinburgh ‘Caledonian
Express’ proposal, on Edinburgh’s tram route
and on Central Borders rail but with some delay
for EARL and omission of electriﬁcation from
Phase 1 of the Airdrie-Edinburgh project.
Punctuality of Edinburgh-London GNER trains is
reported as substantially better than on parallel
air services though reliability and fare income
could be threatened by competing rail services
from north-east England to London Kings Cross.

Central station along the north Clyde Waterfront
to SECC and Yoker with completion by late 2007
and costs a fraction of an equivalent tram route.

ROADS, STREETS & PATHS UPDATE
Tolls on the Erskine Bridge were abolished in
April while the Executive has rejected plans for
any early rise in Queensferry tolls, including
rejection of the differential charging proposed
by FETA.
Revenue from Scottish parking offences reached
a record high of £14m in 2005. Speeding ﬁnes
also rose. The AA wants the use of such income
to improve roads and parking.
FETA have said that unless corrosion problems
can be solved, the Forth Road Bridge may have
to close to HGVs by 2013 and close completely
by 2019. The Scottish Executive has agreed that
preparatory work for a new bridge is necessary
but costs could exceed £800m and opening
could not be before 2014 at the earliest.
Morgan-Vinci has gained the £120m contract
for a new Kincardine Bridge and approaches, to
open by summer 2008.

First Group chief Moir Lockhead has claimed
that maglev trains could cut Glasgow-Edinburgh times to 12 minutes. SAPT claims that
high-speed Glasgow-Edinburgh services (taking
around 25/30 minutes) are only likely to be justiﬁed as part of plans for high-speed Glasgow to
England rail services via Edinburgh.

Though without a funding commitment, Tavish Scott has announced plans for an £87m
upgrade of the A82 between Tarbet and Fort
William and full A9 dualling from Perth to Bruar
at around £240m. Priority is likely to go to a
£16m removal of A82 bottlenecks, including the
30 year old ‘temporary’ trafﬁc lights north of
Tarbet, Loch Lomondside.

The Scottish Executive has awarded £5.2m towards a rail timber terminal at Barrhill linked
with a network of forest roads avoiding public
roads. W H Malcolm has received £600,000 to assist plasterboard ﬂows from Cumbria to Elderslie.
Eddie Stobart is to receive Scottish Executive aid
to introduce container by rail services for Tesco
from Daventry to Coatbridge.

Cycling groups have complained at Scottish Executive cutbacks in cycling funding and the dropping of targets for a substantial rise in cycling.
Edinburgh City Council is stepping up measures
to ensure provision for cycling in new development with priority for the southeast development wedge. Vertical bike-racks in Edinburgh
tenement stairwells are also being encouraged.

BUS,TRAM & TAXI UPDATE
Scottish Citylink is hoping to ease problems from
the extension of free travel for older people to
coaches by encouraging pre-booking of seats
for a 50p charge and providing extra capacity.
The two new Edinburgh bus park and ride sites
are attracting 500 users per weekday though
weekend usage is lower.
Glasgow City Council is promoting a £30m 85%
segregated busway, termed Clyde Fastlink, from

PLANNING & PROPERTY
New Scottish Executive rules say that greenbelt land should have that status for at least 20
years but current planning reviews may release
land presently regarded as greenbelt. Some
change from greenbelt to housing is expected
in east Glasgow while a consultation paper on
Edinburgh’s Vision for Capital Growth 2020-40
proposes controversial ﬁnger developments
running some 15 miles out from Edinburgh with
intervening green wedges.
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Traveline Scotland – Some Scottish Household Survey Results
A note by the Scottish Executive Transport Statistics branch
Introduction
This is the twenty-seventh in a series of short
notes on transport-related results from the Scottish Household Survey (SHS). It describes adults’
answers to some questions about Traveline Scotland (TLS), which have been included in the survey since the start of January 2005. The ﬁgures
given here are based on 10,168 interviews conducted in the ﬁrst nine months of 2005.
Traveline Scotland (TLS) Ltd is a telephone, internet, and SMS travel enquiry service providing
public transport timetable and journey planning
information to travellers in Scotland. It was set
up at the end of 2000 and aims to encourage
travellers to make greater use of public transport by providing customised information and
comparisons about travel by all modes of public
transport.
Key ﬁndings:
• 16% of adults had heard of Traveline
Scotland;
• 5% of adults had used Traveline Scotland;
• Of those that had used Traveline Scotland,
18% had used it in the past two weeks.
1. Awareness of Traveline Scotland
The interviewer asked “Have you heard of
Traveline Scotland?”. 16% had heard of TLS,
82% had not heard of TLS, and 2% responded,
“don’t know”. There were marked differences
in awareness between the age groups, which

fell from 23% of 20-29 year olds, through 17%
of 50-59 year olds, to 4% of 80+ year olds: see
Chart 1. There were also differences dependent
on frequency of driving, with 18% of those who
drive every day having heard of TLS, compared
with 14% of those who never drive.
The interviewer then asked those who had heard
of Traveline Scotland, where they had heard of
it. The methods on the interviewers code list, and
the percentages of who had heard of TLS by each
of these, are shown below:
•
•
•
•
•
•

20% - word of mouth;
19% - television report or advert;
17% - advert at a station, bus stop airport etc;
12% - newspaper report or advert;
11% - other advert;
8% - radio report or advert.

In addition, 23% recorded that they had heard of
Traveline Scotland from an “other” source. The
percentages total more than 100 because some
people mentioned more than one method.
There was some variation between population
subgroups of where they had heard of Traveline
Scotland. Men were more likely than women to
have heard of it by “television report or advert”
(21% vs. 17%), “newspaper report or advert”
(13% vs. 10%) and “radio report or advert” (9%
vs. 7%). Those who drive every day were much
less likely than those who never drove to have

heard of it from “advert at station, bus stop, airport etc” (11% vs. 25%).
Use of Traveline Scotland
The interviewer asked those who had heard
of Traveline Scotland, whether they had used
it. 5% of all adults had used TLS. There was a
slight difference between the sexes: 4% of men
had used it, compared to 5% of women. The use
of TLS fell away with age; 6-7% of those aged
under 50, 4% of those aged 50-69, and only 1%
of those aged 70+ had used the service. A more
detailed breakdown of age against use of TLS is
shown in Chart 1, which clearly shows the (general) decline in use with increasing age. Traveline Scotland appeared to be used most by “infrequent” drivers; 6% of those who drove less
often than every day had used TLS, compared
with 4% of those who drove every day and of
those who never drove.

Chart 1 - Awareness and use of Traveline
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Chart 2 - Methods that adults might use to access Traveline, if they were available

The interviewer then asked those who
have used Traveline Scotland, how often they
have used it in the past two weeks. Of those
who had ever used Traveline Scotland, 72%
had not used it in the past two weeks, 18% had
used it once in the past two weeks, and 10% had
used it twice or more. 1% responded, “don’t
know”.
Preferred methods of using Traveline Scotland
were obtained by the interviewer showing each
user a card which gave a range of options. Some
respondents “preferred” more than one option. The options which appeared on the card,
with the percentages of those who had used
Traveline Scotland who preferred each of them,
were:

Methods that people might use to access
Traveline Scotland, if they were available
Views on other methods that people might use
to access Traveline Scotland were then obtained
by another card shown to each person who had
heard of Traveline Scotland. The options that
appeared on the card, with the percentages
of those who said that they might use each of
them, if they were available, were:

differences between age-groups: 18-21% of
the under 50s might use “digital TV” to access
TLS, compared with 15% of those aged 50-69,
and 6% of those aged 70+. Similarly, 22-30%
of those aged under 50 would use “internet
through a mobile phone”, compared with 10%
of those aged 50-69 and 1% of those aged 70+.
The difference between different age groups is
shown in Chart 2.

• 19% - internet using a mobile phone
• 18% - digital TV
• 17% - electronic kiosks/terminals at bus/train
stations
• 10% - electronic kiosks/terminals at libraries/
shopping centres
• 6% - electronic kiosks/terminals at your place
of work

“Modal shift” due to Traveline Scotland
The interviewer then asked those who have
used Traveline Scotland, whether they have
made any public transport journeys which they
might otherwise have made by car as a result
of information from TLS. Of those who have
used Traveline Scotland, 13% said that they had
chosen to make a public transport journey as a
result of information from TLS.

• 54% - telephone;
• 49% - internet using a PC or laptop;
• 1% - mobile phone using SMS.

Some people said that they would use two or
more options.

There were some differences between subgroups, but again the results could be subject to
large sampling errors. Females were more likely
than males to contact Traveline Scotland by telephone (59% vs. 45%) whereas males were more
likely to use the internet (53% vs. 46%). People
who drive every day were more likely than those
who never drive to use the internet to contact
TLS (56% vs. 38%) and less likely to use the telephone (49% vs. 65%).

There was some variation between different
sub-groups of the population, but again some
of the results are based on small sample sizes,
so will be subject to large sampling variability.
Males were more likely than females to say that
they might use “digital TV” (22% vs. 14%) and
internet using a mobile phone (21% vs. 17%),
and females were more likely than men to say
“none of these, but would access Traveline Scotland in other ways” (28% vs. 24%). There was

Those who said that they had chosen public
transport rather than the car due to information from Traveline Scotland were then
asked how many times this had happened in
the past two weeks. 1.8% of those who have
used Traveline Scotland had shifted mode one or
more times in the past two weeks. Males were
more likely than females (2.5% vs. 1.4%) and
those who drive every day were more likely than
those who drive less often or never drive (3.9%
vs. under 1%) to have shifted from car to public
transport due to TLS in the past two weeks.
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Research Update
PROJECTS RECENTLY AWARDED
Transport to Employment extension. The TRi Taxi Studies Group (TSG) has
been running a Transport to Employment (T2E) pilot scheme that has been
operational in East and Central Sutherland for the last 12 months.
An MVA-led consortium (consisting of MVA/ WSP/ Natural Capital and various experts) has won a £400K project to help SE Scotland Regional Transport
Partnership develop and deliver their Regional Transport Strategy.
MVA are currently carrying out research for the Scottish Executive (as part
of the Transport Model for Scotland contract) to determine how best to
model High Occupancy Vehicles (HOV) and responses to measures such as
HOV lanes, SOV tolls etc. This research will ultimately lead to an enhanced
SOV/HOV modelling capability within TMfS.
Atkins Transport Planning and sub-contractors at the Employment Research
Institute at Napier University have been commissioned by Argyll and Bute
Council to conduct an appraisal study for the Cuan Sound Transport Links.
West Edinburgh Planning Framework: The Scottish Executive is undertaking
a review of the Planning Framework for the West Edinburgh area. MVA is
assisting this process by creating a bespoke version of the Transport Model
for Scotland, focussing on this area.
MVA has been appointed by West Dunbartonshire Council to undertake
research into the suitability of rural school bus pick up points.
The Scottish Executive has invited tenders for a literature and methodology
review of road charging.
NESTRANS and HITRANS have appointed Steer Davies Gleave to prepare
their regional transport Strategies.
The Scottish Executive is to study the economic impact of tolls and toll abolition on Fife and Dundee though impacts on Edinburgh and Lothian will not
be examined.
SESTRAN and SPT have commissioned a three-month scoping study into
options for higher-speed Glasgow-Edinburgh rail services. SPT is also
evaluating six options for improving the Gartnavel Interchange (linking
with the expanding hospital) and services through Partick.

The Transport and Local Government Committee is studying freight in relation to the Scottish economy with Prof Alan McKinnon as advisor.
Heriot-Watt University, Pantrak and SCDI are conducting a scoping freight
study for the Scottish Executive, Scottish Enterprise and HIE.

COMPLETED PROJECTS AND FINDINGS
The Scottish Executive published work with TNS Travel and Tourism that collected information on cycling use and attitudes towards cycling in Scotland.
This can be compared with previous research conducted in 1997 and 2001.
DHC recently completed SustAccess Aberdeenshire Interchange Project:
Park and Ride Evaluation and Development where it was found that Park
and Ride could be delivered in a cost effective way while contributing to
sustaining the community bus network and mode shift from the car.
Scott Leitham (MVA) & David Simmonds (David Simmonds Consultancy)
have recently completed a research scoping exercise looking at the likely
impact of various forms of transport investment on the Ayrshire economy.
Work by MVA for the Scottish Executive was recently published produced
a comprehensive topic report on Scottish long distance commuting for the
Scottish Executive, predominantly using available data from the Scottish
Household Survey and 2001 Census.
For the Scottish Executive, work was recently completed by MVA on modechoice and modal shift, predominantly using available data from the Scottish Household Survey.
The Scottish Executive Transport and Planning Research Team published research reviewing National Transport Strategies across developed countries
in Europe and elsewhere. The aim of the research was to identify good
practice and provide a starting point for the development of the National
Transport Strategy for Scotland.
The Scottish Executive Transport and Planning Research Team published
research reviewing regional transport strategies in the UK. The aim of the
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CalMac Ferry Usage January-March 2006 (with % change on 2005)
Source: Caledonian MacBrayne
Passengers

733,000

-3.6%

Cars

176,000

-1.7%

Coaches

1,389

15%

Commercial vehicles

23,191

14%

Air Passengers January-March 2006 ( thousands with % change on 2005)
Sources: BAA Scotland, HIAL and Glasgow Prestwick
ABERDEEN

EDINBURGH

GLASGOW

Domestic

397

6.0%

1,366

-1.1%

1,054

-1.4%

International

170

25.0%

448

15.2%

599

8.0%

TOTAL

566*

13.6%

1,814

2.7%

1,652

2.4%

* excludes a further 114 helicopter passengers
PRESTWICK
TOTAL

460

-4%

INVERNESS
148

28%

OTHER H&I
108

11%

Comment: Domestic trafﬁc at Edinburgh, Glasgow and Prestwick is now static or falling compared to previous high growth. Reasons may include a shift
of ﬂight patterns in favour of direct overseas ﬂights, direct internal services from Aberdeen/Inverness and some rise in rail competition. Apart from
Prestwick, high growth is being maintained in overseas ﬂights as more companies cater for the lower priced market for external trips including in-tour-

research was to inform the preparation of draft statutory guidance for
regional transport partnerships in Scotland on the development of their
regional transport strategies.
The Scottish Executive commissioned Faber Maunsell to Review the Road
Trafﬁc Reduction Targets . Based on data to 2002 and modelling forecasts.
Little evidence is seen of decoupling road trafﬁc from Scottish economic
growth. At best such measures might cut trafﬁc growth to 2021 from 27%
to around 15%. There was a need for targets around the four leading cities
with a particular case for road user charging in West Central Scotland.
A Report from the Napier Maritime Research for the Northern Maritime
Corridor Group on the Northern Isles Ferry Services recommends a larger
boat running to a mainland terminal at Peterhead.

STATISTICS UPDATE
The Scottish population has risen slightly for the third year in succession.
Economic growth in 2006 is running at, or above, the 1.5% rate for British
growth. Growth in leisure and tourism has slowed compared to manufacture but Glasgow is still experiencing strong tourism expansion. BAA expects annual growth of 2% rather than the 4% of previous years though
Scotland is expected to be above average. In growth terms, both Edinburgh
and Glasgow are performing better than most English cities. A new strategy

aims to raise in-tourism earnings by 50% by 2015.
Cars and Road Trafﬁc Nearly 23% of Scottish homes now have 2 cars compared to 19% two years ago but 55% of Glasgow homes and 49% in Dundee still have no car. Edinburgh, with higher car ownership, is the city least
reliant on cars for travel to work. Only 48% of Edinburgh residents use the
car to work compared to the Scottish average of 68%. Rising fuel prices
are depressing car use. DfT data shows a 1% fall in GB car trafﬁc in the last
quarter of 2005 though light van use grew 5%. Overall, GB road trafﬁc in
2005 was 0.3% above 2004. A survey of Scottish drivers by car insurance ﬁrm
More Than has found that 40% of car drivers cut usage in recent months,
mainly due to the rise in fuel costs. An overview of all types of movement
by household members is provided in SHS Travel Diary results for 2004, ScotExec. March 2006.
Rail Network Rail expects a 30% rise in passengers over the next 10 years
with 50% growth in longer-distance travel and around 27% for regional
travel. Scottish Executive forecasts suggest that Scotland will be above the
regional average. Usage of the reopened Larkhall line has been 34% above
forecast.
Bus Scottish local bus trips in 2004-05 rose to 465m, 2% above the previous
year. Usage has now risen for six consecutive years with growth on Lothian
Buses as high as 4%. In real terms, fares fell 1% but calculations are complicated by changes in fare structures. More data is given in Bus and Coach
Statistics 2004-05, ScotExec, Feb. 2006.
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BUSINESS, PEOPLE & EVENTS

BUSINESS
EasyJet shares fell after an Icelandic investor
sold a 17% stake. Half year losses are expected
to double and load factors have fallen.
Bmi full year proﬁts have risen from £2.6m to
£10m but trafﬁc on its Scotland-Heathrow services has fallen.
Passenger Focus is the new name for the Rail
Passenger Committee.
North Isles ferry operator Northlink suffered a
£696,000 loss in 2005 despite £21m of subsidy.
Aberdeen Harbour has announced a £5.6m pretax surplus after cargo and shipping levels rose
for a seventh consecutive year.
Stagecoach has rolled out biodiesel at 28 depots
in Scotland and reports that rising income has
compensated for fuel cost rises.
Falkirk-based Alexander Dennis is the main recipient of Stagecoach orders for 460 new buses.
Operating proﬁts at Scottish logistics group John
G Russell have surged to £1.4m despite soaring
costs for diesel.
Motor dealer Arnold Clark reports a rise in full
year operating surplus to £64.8m despite a depressed car market.

PEOPLE
Alistair Carmichael, Orkney/Shetland MP, has
been appointed LibDem transport spokesman at
Westminster.
Donald Anderson is to retire as Edinburgh City

Council leader and aims to become an MSP.

FORTHCOMING CONFERENCE

Steven Purcell, Glasgow City Council leader, is also
now chair of the Clyde Waterfront Board aiming
to regenerate 8 miles along the riverfront.

Getting from A to B –
Scotland’s Transport Infrastructure,
12 September 2006, Edinburgh

Former civil servant Harold Mills had been re-appointed CalMac Chairman.
First ScotRail Commercial Director, Gordon Dewar, has moved to Arriva.
Guy Houston has been appointed Finance Director of Transport Scotland.
Scottish Enterprise Glasgow chief Ron Culley is
now Chief Executive of the new Strathclyde Partnership for Transport (replacing the former SPT).
Vincent Goodstadt, leader of the Glasgow and
Clyde Valley Structure Plan team, has retired.

SELECTED PUBLICATIONS

How important is infrastructure in delivering
transport objectives? Holyrood Events are organising a one-day event to consider project
delivery, scrutiny, legal aspects and impact.
STSG members can attend this conference at the
reduced rate of £199+VAT. Book with Holyrood
Events, 21-23 Slater’s Steps, Holyrood Road,
Edinburgh, EH8 8PB, transport@holyrood.com,
Tel 0131 272 2116.

Inclusive Design PAN 78, Scot Exec, Mar 2006
Road Accidents – Scotland 2004, Scot Exec, 2006
Bus and Coach Statistics 2004-05, Scot Exec Statistical Bulletin, Trn/2006/2, Feb 2006

Changing Our Ways: Scotland’s Climate Change
Programme, Scot Exec, Apr 2006

SHS Travel Diary Results for 2004, Scot Exec Statistical Bulletin, Trn/2006/3, Mar 2006

Proposals for a New Approach to Delivering
Public Transport Infrastructure Developments:
Consultation Paper, Scot Exec., Feb 2006

Scotland’s Transport Future: Guidance on Regional Transport Strategies, Scot Exec, Mar 2006

Scotland’s National Transport Strategy: A
Consultation, Scot. Exec., April 2006 (responses
sought by 13 July 2006)
Planning: Pilot Model Policy Study – Conclusions
and Next Steps, Scot Exec, Jan 2006

Review of National Transport Strategies across
Developed Countries, Atkins/McLean Hazel for
Scot Exec, Feb 2006
Review of Regional Transport Strategies in UK,
Atkins for Scot Exec, Feb 2006

Vision for Capital Growth 2020-40, Edinburgh
City Council Mar 2006

Term Commission for Evaluation and Review of
Local Authority Road Trafﬁc Reduction Targets,
Faber Maunsell for Scot Exec, Feb 2006

Designing Safer Places PAN 77, Scot Exec, Mar
2006

SHS Analytical Topic Report: Accessibility and
Transport. S Stradling et al for Scot Exec, 2005

FORTHCOMING CONFERENCE

ENERGY AND TRANSPORT CONFERENCE, 28 SEPTEMBER 2006, STIRLING
The UK Energy Review and the development
of a National Transport Strategy for Scotland
are seeking to reconcile growing demand for
travel with the need for new and more sustainable energy resources.

•

This year the annual STSG conference and
AGM brings together leading experts in transport, energy, and technology to debate what
these changes mean for Scotland.

Speakers include the Scottish Executive, researchers in transport and energy, environmental agencies, and experts in different modes of
transport.

Scotland is leading the way with the zero emission
fuel cell car trial on Unst, growing take up of LPG
cars, and new more energy efﬁcient buses and
freight vehicles. But as a peripheral country in Europe, Scotland is more reliant on air travel where
alternatives to fossil fuels have yet to emerge.

It should be of interest to all those with an
interest in Scotland’s Transport Future and in
particular businesses, local authorities, lobby
groups, consultants, MPs, MSPs, MEPs and councillors and staff in public agencies covering economic development, transport, tourism.

The conference will discuss:
• How long the oil will last

The conference is being held at the Stirling
Highland Hotel and transport will be provided
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•
•

What energy sources future cars, buses
and trains will use
The policy changes needed
Action required to develop sustainable
energy sources.

for those delegates attending the Chartered
Institute of Logistics (CILT) and Transport Annual Dinner in the evening.
The delegate fee is £140 for businesses and
corporate bodies and £90 for STSG and CILT
members.
Further details and a booking form can be
obtained from conferences@stsg.org, STSG,
26 Palmerston Place, Edinburgh, EH12 5AL. Tel
0870 350 4202.

Honda’s prototype fuel cell car could go into production
within three to four years

CONCESSIONARY TRAVEL

Free Concessionary Travel in Wales
Andrew Hemmings, Welsh Assembly Government
Since April 2002, the Welsh Assembly Government has required local
authorities to provide free travel on local bus services for elderly men
(aged 65 and over) and women (aged 60 and over), and disabled people.
This scheme was extended to men aged 60-65 from April 2003.
People apply to their local authority for admission to the scheme. It is the responsibility of each local authority to determine such applications. Local authorities in Wales have already issued more than 530,000 free bus passes.
If approved by the authority, the successful applicant is issued with a free
bus pass entitling them to free travel on any local bus service in Wales, irrespective of the time of day.
In addition, where persons who have been issued with a free bus pass satisfy
the issuing local authority that they require extra help to travel by bus, they
may ask the local authority to replace their free bus pass with a free bus
pass that also entitles an escort to accompany the pass holder when the
pass holder is travelling on a local bus service. When accompanying the pass
holder, the escort also travels free.

“The Welsh Assembly
Government is making
available more than £38m to
meet the cost of the
free travel scheme”

A pass holder may ask his or her local authority to agree to return
the pass and to receive tokens instead. Those tokens could then be
used on another form of public transport. This is most likely in the most
rural areas of Wales where a “reasonable” local bus service might not exist, or be relatively infrequent. It is a matter for the discretion of the local
authority.
The Welsh Assembly Government has undertaken to fully fund the
cost to local authorities of reimbursing bus operators for carrying
pass holders for free. However, as local authorities in Wales were already operating half-fare schemes for elderly and disabled people on
local bus services, the funding that is being provided meets the difference between the cost of a free scheme and the cost of a half-fare
scheme.
In the current ﬁnancial year, the Welsh Assembly Government is making available more than £38m to meet the cost of the free travel
scheme, which meets in full the estimates provided by the Welsh Local Government Association. The actual sums allocated to each local
authority (there are 22 in Wales) will be based on audited returns, provided
by local authorities to the Welsh Assembly Government. Local authorities

are responsible for reimbursing bus operators; the Assembly reimburses local authorities. The Welsh Assembly Government is therefore meeting the
cost of implementing its requirement that local authorities should provide
a free scheme.
It is the responsibility of each local authority to negotiate agreements with
bus operators for reimbursement. In practice, local government collectively
has agreed a formula for reimbursement with the bus operators such that
reimbursement is based on the number of journeys undertaken by a free
bus pass holder, irrespective of the journey length, and reﬂecting the cost
of an average adult single fare.
Of course, bus operators are able to appeal against this formula, but the
fact that the formula was discussed and agreed between local authorities
and operators before it was introduced means that, to date, there have
been no such appeals. Local authorities have a responsibility to ensure that
operators are no better or no worse off as a result of participating in a
concessionary travel scheme.
The huge success of the scheme has enabled a number of bus operators to
bring forward their investment in newer and more accessible buses, and to
safeguard or even extend a number of services. As a result, all passengers
are beneﬁting.
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Do Concessionary Fares for Senior Citizens increase equality?
Tom Rye, Napier University
The Scottish Executive’s document “Building
a Better Scotland – Spending Proposals 20052008” sets out a number of transport objectives
and policies. The National Minimum Concessionary Entitlement (referred to in the rest of this
paper as concessionary fares (for senior citizens))
is a policy that is not linked to a speciﬁc target
but which, according to “Building a Better
Scotland” (p 13), contributes to greater equality within and between communities. This note
looks for evidence that concessionary fares do in
fact achieve this.
Mykura (2003) surveyed 144 pensioners in Edinburgh in March 2003, seven months after the introduction of free bus travel within their current
scheme area. He asked people about the effects of
this on their perceived change in their quality of
life and their travel behaviour. He found that:
• The biggest improvements in quality of life
were reported by those on incomes of less
than £5,000 per year, whilst those on £10,000
per year or more reported very little change
in their quality of life.
• 25% of respondents reported that they get
out of the house more as a result of the free
concession; 80% of these were on incomes of
less than £10,000 per year.
Amongst this group of older people in Edinburgh,
then, there is evidence that concessionary fares

have reduced inequalities and therefore increased
social inclusion. Research for the Executive by
Colin Buchanan and Partners (2004) also shows
strong user satisfaction with concessionary fares,
although there is no evidence of an increase in bus
trip making in a matched, Scotland-wide before
and after sample of pass-holding pensioners.
On the other hand, the Scottish Executive’s
own research in the Scottish Household Survey
(ongoing) also shows that 22% of the Scottish
population has a long term illness or disability.

“Strong user
satisfaction with
concessionary fares”
These people make one third fewer trips in
total (by all modes) than do their non-disabled
counterparts – a strong indicator of inequality and
social exclusion. Some 46% of disabled people are
put off using the bus for health reasons, compared
to 2% of non-disabled people.
Colin Buchanan and Partners (2004) found that, of
a sample of those people who do have a concessionary bus pass, 11% do not use the bus because
it is too difﬁcult for them to do so. An analysis of

concessionary pass take-up in the SPT area (Napier
University, 2006) also shows that take-up per person is much lower amongst disabled people (who
are also entitled to a pass) compared with people
who qualify on grounds of age; and that, in one
city in eastern Scotland, even those disabled people who do have a pass make only around twothirds of the number of bus trips made by those
who qualify on grounds of age.
Conclusion
Concessionary fares are making a contribution to
reducing inequalities for those people who are
physically able to use buses. Among the 20% of
Scots with a disability or long-term health problem (many of whom qualify for a concessionary
fare), take-up and use of the concession is much
lower because there are other barriers to their
use of buses. Therefore the impact of the concession on inequality for these people is limited.
References
Colin Buchanan and Partners (2004), Monitoring Free Local Off-Peak
Bus Travel for Older and Disabled People, Technical Report 3: User
Surveys, Scottish Executive, Edinburgh.
Mykura, W. (2003), Concessionary Fares - An effective tool in travel
behaviour change? Unpublished Napier University Honours Project.
Napier University (2006), Unpublished analysis of SHS and SPT passholder data.
Scottish Executive (2004), Building a Better Scotland - Spending
Proposals 2005-2008: Enterprise, Opportunity, Fairness, Scottish
Executive, Edinburgh.

Ensure you receive Scottish Transport Review Regularly by Joining STSG
Individual membership £30, Company membership £60 to £500
All STSG correspondence and membership enquiries should be
addressed to 26 Palmerston Place, Edinburgh, EH12 5AL.
Telephone 0870 350 4202, Fax 0871 250 4200, E-mail enquiries@stsg.org
Name: ................................................................................................ Position: ..........................................................................................................................
Organisation: ..............................................................................................................................................................................................................................
Address: ......................................................................................................................................................................................................................................
......................................................................................................................................................................................................................................................
......................................................................................................................................................................................................................................................
.........................................................................................................Post Code: ..........................................................................................................................
Telephone: ...................................................................................................................E-mail: ...................................................................................................

enquiries@stsg.org
Scottish Transport Review Issue 33, 2006

www.stsg.org

