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1, INTRODUCTION

The 1985 Transport Act in the UK radically changed the framework for the
supply of local bus services, Its provisions, commonly described as
"deregulation”, removed gquantity control from local (formerly stageuearriage)
bus gervices by abolishing Road Service Licences, Competitive tendering was
also introduced for any serviece which & loecal authority wished to subsidise on
the grounds of social need, In making these provisions, the Govermment .
foresaw that competition would result, whieh (it was argued) would lead %o
more efficient provision of services, thereby reducing the finaneial cost of
services both to passengers and to taxpayers, whllst improving the quality of
service,

In England and Wales, the privatisation of the National Bus Company was
proposed and have been accomplished but, in Secotland, the Scottish Bus Group
(SBG) was not to be privatised under the 1985 Act. Subsequently, however, the
Seeretapry of State for Scotland has announced the Government's intention to
privatise SBG as well. - -

Considerable interest has arisen, of eourse, in the effects which deregulation
might have and a number of studies have been or are being carried out. This
paper is based upon a report of the results of eight area studies in Scotland,
undertaken by the Tranaport Operations Research Group (TORG) of the University
of Newcastle upon Tyne on behalf of the Central Research Unit of the Scottish
Development Department (SDD),

The aim of these area studies was:

tto identify and evaluate changes in public transport arising from the
1985 Tranaport Act, focussing particularly on the impact on the
travelling public., The primary objective is therefore to establish and
el compare the levels.of .bus. service provision, fares and patronage,: before .
and after bus stage-carriage deregulation,”

- Accordingly, three primary topies were defined as the central issues for the
_monitoring programme, These were: (2) supply; (b) fares; and (¢) demand. The

process of monltcrlng Was based on a szx-mcnthly qxele of data~collection, as

. follows:.
November- 1985 . the baseline‘measurements and surveys;
May 1986 before deregulation, preliminary changesj
November 1986 immediately after deregulation, the "interim period";
May/June 1987 after full deregulation; and '
November 1987 12 months after baseline measurements.

Study areas were selected by the SDD prior to the start of the monitoring
programme. The aim was to cover a range of the most common soeial and public
transport circumstances in Seotland, Both rural and urban areas are included
amongst the 8 areas-selected for monitoring.

(1) Highland Region - Inverness, Badenoch and Strathspey Districts and parts
of Lochaber Distriet;



(2) Fife Region - Nortih East Fife Distriet;

(3) Dumfries énd Galloway Region;

(u) Lothian Région - the eorridor from Penicuik to Ediunburgh City Centre;
(5) Lotnian Region = the eorridofmfrom Dalkeith to Edinburgh City Centre;
(6) Strathelyde Region - the town of Paisley;

(7) Strathelyde Region -~ the suburb of Bearsden and its connections to

. ..Qlasgow; and . I

(8) Strathelyde Region -~ the Easterhouse housing scheme and its connections
to Glasgow, "

This paper reports on the results of the monitoring programme in the eight
study areas up to November 1987, covering the first complete year post-
deregulation, . . . .

2, MAIN FINDINGS

So far; the effects of deregulation in these & areas have been far from
uniform and, because we have sought to generalise, countervailing examples can
no doubt be found with respeect to each conclusion, Our findings must also be
viewed in the wider context of deregulation elsewhere in the UK and the
results of these case-studies are just one contribution to the overall pattern
which is emerging. '

In monitoring three main indicators of change nawely, supply, fares and

demand, we concentrated on the passengers' viewpoint, as required by our - - _
brief., Operators' views may differ and,‘crucially,.we were not in a position
to report on the finaneial viability of the industry in the aftermath of

deregulation. - ) T3

2.1 Overall_Rate ¢f Change

~

In general, a high rate of change has prevailed, Aﬁhen our monitoring work
ceased, in November 1987, the situation was still far from stable. This was.-
in sharp contrast to the trend towards a stable, integrated and coordinated
public transport system which was evident prior to deregulation. Change came
about most quickly and to the greatest extent in the conurbations, . However,
the rate of changs appeared to be accelerating in the rural study areas, too,
towards the end of the wmonitoring period. ' :

Because of this inecreasing instability, it is too¢ early to say whether the
aims of the legislation will be fulfilled in the long term, However, the
evidence so far from the study areas is that many of the more adverse A
predictions which were made prior to deregulation have not yet come fo pass
and that, in the short term, some aims of the Government sesm to have been
achieved. For example, competition has arisen in places, unit costs of



operation have fallen and most authorities have zchieved an initial reduction
in their expenditure on subsidy. , : . :

2,2 Changeé in Supply

In all study areas, there were more bus-kms being operated in November 1987
than-at the baseline in November 1985. The greatest increases were in the
urban areas, with commercially registered services generally exceeding, in
aggregate, the baseline levels., In the rural study-areas, commercial bus-kus
are less than the baseline, although in some cases higher levels of service
are now being offered in the free-standing towns. Although many rural |
services were not registered commerecially, in all three rural study-areas-
commeprcially registered bus-kms had inereased by November 1987, The Regional
Councils have generally succeeded in theipr aim of "buying backm™. the missing
pre-deregulation services through the tendering process, ’

Although supply has inereased overall, with more bus-kms in total, these are
not necessarily provided in the same places and at the same times as before
deregulation, However, the widespread reductions that were feared - on -
Sundays and in early morning services = have not occurred due to the success
of SPTE and Regional Council tendering activities. So far, Regional Councils
have not had to make any particularly difficult resource~allocation cholces
within their transport budgets,

'0n the road' competition has been extensive in the urban study-areas and, in
the latter part of the monitoring period, was growing in the rural study-
areas. Where more than one large, public operator existed within or adjacent
to an area, competition between them was aggressive and widespread., In such
cases, new independent operators have been few in number and, in the one case
where they had been long-established, they appear to have been squeezed in the
batile between their bigger rivals. Where there was only one large (8BG)
operator in a locality, the level of activity from independents has been
greater and.competitive challenges have grown steadily. . . i, T

Competition for tenders has taken place, even in the more rural areas where,
pre-deregulation, some Regional Councils :feared that there were too few
operating companies to generate competitive bids, )

Overall, therefore, there are now more providers of local bus services in the
study-areas than there were prior to deregulation, With very few exceptions,
however, all operators previously held operator licences, if only providing
schools contracts, express services and other forms of transport services.
Precious few entirely new entrants to the market have been recorded.

2,3 Changes in Fares

Growth in the number and range of multi=journey tickets available has heen
marked, The operators® marketing efforts have sought to generate brand
loyalty by introducing tickets axelusive to their services, in contrast to the
tmulti-modal! and !through' ticketing arrangements prior to deregulation, A
number of limited journey tickets have been withdrawn. " Especially in the
conurbations, where there is competition between large companies, travellers
now have a wider range of tickets on offer.



" bus_as_in the_baseline of November 1985.

In terms of single journey fares, which remain the most common method of
purchasing bus travel, there 1s no consistent pattern of inerease or decrease
in fares.. 1In some areas, competition appears to have reduced single fares,
even in actual money terms, In other areas, despite competition, they have
increased in both money and real terms, However, because of the widespread
use of multi-journey tickets, offering substantial discounts to frequent
travellers, it is well-nigh impossible to generalise about changes in average
bus fares as a consequence of deregulation.,

" Only occasional examples of price competition with single fares are evident.

More widespread is the use of multi-journey and discounted return fares aimed
at-capturing passengers to a particular operator, What can be said, however, -
is that there is no evidence of substantial general fares increases in the

study-areas, One group of travellers iz facing higher fares, -namely children

. and teenagers - especially those not entitled to free school transport, - Many

children now have to pay for lunch-time Journeys home, many 14—~ and 15=year
olds must now pay full fares and in sowe areas the replacement of scholars
tickets with zonal, multi-ride tickets has imposed higher fares on 16 to 18-
year olds in higher education. -

" Lastly, concessionary fares schemes do not seem to have suffered from

deregulation, In some cases the eligibility categories have been expanded,

2.4 Changes in Demand

No clear pattern of changes in demand has emerged. Despite the general
increases in bus-kms and in competition, whieh have occurred, there have been
few cases of any inerease in the number of passengers observed in our surveys.
In most cases, there is little evidence of change. Paradoxically, more buses
appear to be carrying fewer passengers, suggesting that the long-run secular
decline in demand for bus travel has not been halted by deregulatzon.

?-Competition has not necessarlly generated more travel. Further, whilst e
- recognising that observations at the roadside cannot describe condltions along

a whole route, our observations suggest that passengers per bus have decldined.
Even where additional demand has been generated in general neither incumbent

_opepators nor newly arrived competitors are_earryzng as many passengers per

Qur surveys of passengers! perceptions of the quality of bus. services of fered
have generally focussed on areag where competition is greatest, Favourable
impressions were reported in more areas than not, although.there were places
and certain aspects of services which were reported on unfavourably. This 1is
particularly marked in the areas where demand appears to have declined most,

3. THE LEGISLATIVE PRAMEWORK

| 3.1 What "Deregulation" Implies

The 1985 Transport Act is widely regarded as being the most radical piece of .
legislation concerning the bus industry since the 1930s. Over the 50 year



period 1930-1980, the general dfift of legislation had been towards regulation

and control.

Competition had steadily reduced, initially as companies merged

or were taken over and, by the latter part of the period, the vast majority of
the suppliers of loecal bus services in the UK - as opposed to coach and
contract hire services - had passed into public ownership. By 1980, 90% of
bus and coach journeys in Great Britain and 80% of receipts accrued to
publicly owned operators (DTp, 1987). In Scotland, the proportions were §9%
and 83¢ respectively (SDD, 1988),

In addition to the increasing public ownership of the industry, there was a
general steady decline of patronage and of revenue, resulting in increasing
amounts of revenue-support from. local authorities, The-!Buses' White Paper
(DTp, Scottish Office and Welsh Office, 1984) identified a thirteen-fold
increase in revenue-support, in real terms, over the period 1972-1982, it
saw radical changes in the structure of the bus industry (and in its
legislative framework) as the only way to halt this decline,

The 1980 Transport Act had already marked the beginning of the end of the
period of -regulation and public ownership of bus services in Great Britain.

—--It had abolished -the road service licence (RSL) for long-distance express
coach services, which resulted in a substantial growth in patronage and, at

" least initially, considerable competition., The process of deregulation was

largely completed with the 1985 Aet, which abolished the remaining part of the
RSL system, as it applied to local bus services (formerly termed stage=
carriage services), except those in Greater London,’

'Deregulation! is often used as a catch-all description of the provisions of
the 1985 Transport Act and it is a convenient shorthand expression in this
paper, It must be remembered, however, that the 1985 legislation was much
~wider in scope. The main components of the Aet are, as follows:

(1) .

2(2)
(3)
()
(5)
(6)

(7).

abolition of road service licensing (except in Greater London);.

- tightening of quality controls and safety standards,

competitive tenders for subsidy;
concessionary fares schemss open to all;
new grants for rural public:transport;

" break-up and privatisation of NBC - but not SBG;

(8)
(9)

(10)

_PTEs split into_ admznlstratlve units and independent 'arms~-length?!

operating companies;

municipal operators alsoc to become larms-length! companles'

removal of the bus industry’'s exemption from the Restrictive Trade
Practices Act of 1976; and
changes in taxi licensing and proviaions for shared use,

It was argued, in the White Paper which preceded the legislation, that these
provisions could

",.s set (the bus industry) free to give a better service to the
passenger at less cost to the ratepayer and taxpayer,”

It foresaw competition, leading to the more efficient provision of services,
thereby redueing the financial cost of services to passengers and ratepayers,
whilst improving the quality of service.



The most substantial difference in Scotlagd is that the Scottish Bus Group .

Road Seryice Licences were to be replaced with a aystem of registration.
Holders of Operator 'Q! Licences who do not seek subsidy for a particular
service have simply to register it with the Traffic Commissioner., After the
expiry of the transitional arrangements (26th January, 1987) 42 daya' notice
was all that was required to introduce, amend or withdraw a local bus service
(with some exceptions), subjeet to local authority agreement, This process of
registration, although perfunctory, does provide a valuable source of
information to which we shall return,

Local authorities, having examined these Tcommeprcizl'! registrations, are able
to subsidise additional services, if they regard it as necessary to meet
social needs, but only through a procesa of tendering (subject to certain de
minimis exceptions), The authority must publish not only the lowest priced
tender but also its reasons for accepting any tender other than the lowest
priced one., Having been zaccepted as a tenderer, the potential operator then -
registers the service - as 'supported' rather than 'commereial?!, It is usual
for local authorities to impose a number of conditions when seeking tenders,
for example regarding maximum fares to be charged. The successful -tenderer is
then bound by those conditions for the duration of the contract,

Rural bus grants were introduced, on a sliding scale, to provide additional
financial support to services in rural areas, which were felt to be most at
risk due to low and falling patronage. This is paid on a per km basis to all
reglstered services in rural areas, It amounted to 6p per mile (4p/km) in
1986/87, but will decline to zero over the subsequent four years,

In addition, a new grant was created to encourage new transport schemes for
communities in rural areas, These one~off grants were administered by the
Development Commission, in England, and by the Scottish and Welsh Offices in
their respective jurisdictions,

 Broadly,- these were the main proviszions of the 1985 Act.which apply-in Great:. ... .
Britain as a whole _and . are of general relevance -to bus.deregulation,. .There...

are, ‘however, some particular differences in Scotland.

3.2 Differences in Scottish Legislation :

(SBG) was not to be privatised by the 1985 Aet, in contrast to the Natlonal
Bus Company (NBC) in England and Wales. In effect, this meant that the
overwhelming majority of local services were to continue to be ‘provided by
publicly owned companies, However the Secretary of State for Scotland has now
announced (early in 1988) that the SBG will be privatised in due course. The
distinetion muast be made, however, between the nationally owned SBG and the
local authority owned municipal operations. Only two of the latter are
covered in this study: Lothian Regional Transport (LRT), owned by Lothian
Regional Council, operating in and arocund Edinburgh; and Strathelyde Buses
Limited (SBL), owned by Strathelyde Regional Counecil and formerly the direct
bus operatlons of Strathelyde Passenger Transport Executive (SPTE).

Although financial issues are not covered in detail here, another important
difference exists in Strathelyde, Metropolitan counties were never set up in
Scotland, thus the abolition of the Greater London Council and the
metropolitan counties in England and the introduction of direct control by the



Secretary of State for Transport of the precept levied to support the PTEs in
England, did not apply in Strathclyde., Regional Council funding of SPTE
activities 1s controlled in the normal way by the Council. Also, ths
Passenger Transport Area in Strathelyde doeas not cover the whole Region,
although the PTE acts as agent for the Regional Council in those parts of the
Region outwith the Area. 1In terms of the case-studies reported here, however,

all those in Strathelyde lie within fhe Passenger Transport Area based on the
City of Glasgow. i

4, AIMS AND OBJECTIVES OF MONITORING

Understandably, there was considerable interest in the effects which this
legislation would have upon the bus industry and a number of studies were
established to monitor the effects of deregulation, These have been/are being
undertaken directly by, and in some cases under contract to, central -

. government agencies, loecal government groups (such as the AMA), individuzl
- - Joeal authorities, academic organisations and private bodies, The work

reported here falls into the category of studies by ecentral government.

The programme of research into deregulation which is being undertaken by
central govermnment is desceribed by Balcombe et al (1987). It comprises: a
national overview, being undertaken by TRRL and Scottish Office staff} a
series of area studies, being carried out under contract to TRRL and thse
Scottish Office and by joint TRRL/PTE working groups in some PTE areas; and

" case studies being undertaken directly by TRRL staff and, in some cases, by

consultants on their benalf., It is important that the eight area studies
reported here are seen in this context of a wider programme of research in. the
UK in general and Scotland in particular,

In the autumn of 1985, the Scottish Development Department (SDD), through its : s

. Central Research Unit (CRU), invited a number of academic institutions and

consulting firms to submit proposals for some or all of eight area studies in .

Seotland., Whilst broadly similar in scope to the area studies in England and

Wales to be carried out under contract to TRRL, they dirfered in detail, The
“outgome of the proposals and subsequent negotiation was ‘that a contract was ___

“awarded by the SDD to the Transport Operations Research Group (TORG) of the
University of Newcastle upon Tyne to undertake all eight area. studies, This
contract initially covered the period November 1985 to November 1987, but was
subsequently extended to Mare¢h 1988 in order to incorporate a round of data
collection in November 1987. -

The aim of the area studies, as set out in the terms of reference, was:

"to identify and evaluate changes in publie transport arising from the
1985 Transport Act, focussing particularly on the impact on the
travelling public. The primary objective is therefore to establish and
compare the levels of bus service provision, fares and patronage, before
and after bus stags-—carriage deregulation,™

This general aim was developed in terms of monitoring the effects of
deregulation on a number of inter-related aspects, Three primary topias were



specified and, as resources permitted, a number of"’ seeondary topies were also
to be studied, These were the following:

 PRIMARY TOPICS:

(1) the supply of bus services;
(2) fares on those services; and
(3) the demand for those services at those fares,

-SECONDARY TOPICS: : : e T

(1) new types of services;
(2) the effects of new grants;

(3) quality of service; -
(1)  through ticketing and travelcards,
(5) concessionary fares schemes)
(6) school bus services; and
(7) viability.

-In presenting the findings of this work, this paper only really covers: the

results of the three primary topies, although some mention is made of the-
secondary ones.

5. METHOD OF MONITORING
5ol Data Sources

In broad terms, we carried out a 'before’ and 'after! study, based on a szx—
- monthly cycle of data—collectlon . - The key dates Weres ...

'-?November 1985 ' baseline, before dereaulatlon-””" Wi B g “*}"*””":‘

May 1986 before deregulation, preliminary changes;
November 1986 immediately after deregulation but in the interim:
period!;

November 1987 {2~months after derEgulatlon.

"Table 1 shows the main sources of data covering the primary topiles. Iz - '
addition, information has been gained from interviews with operatOrs and loeal
authorities, the media and personal contaets,

The supply of bus services within the study areas was monitored by
investigation of both the size and spatial extent of the registered networks,
changes in the equivalent annual bus-kms operated during the respective _
legislative phases and alterations to the level of serviee frequencies offered
at different times of day. :

Viewing this combination of aspects would, it was felt, overcome weaknesses of
. relying upon one particular indicator of supply. Monitoring annual bus-kms in
isolation, for example, can obscure the fact that the geographic extent of the
network may have changed or that the level of service frequencies could have

 May and June 1987 after full deregulation; and =~ ;_— T oTmemT



altered substantially within the same overall total of annual Bus—kms. of

particular interest was the extent to which the competition envisaged by the
legislation has arisen in practice,

Table 1 : Sources of data for monitoring changes in primary topics

Topie Sources of data

Supply timetables
. ; registration forms :
Jocal authority re tenders -
. BRI/MVBus software

Fares faretables
surveays
Demand operators records

six-monthly cyele of surveys:
(a) at the roadside
(b) on board buses/household questionnaires

A number of data-sources were used, The primary source was the registration
system and basic data wepre drawn from the National Bus Registration Index -
(BRI) maintained by TRRL., These were supplemented by SDD, SPTE and TORG to
1ncorporate geographic information and to correct any errors and omissions.
..A regular series of interviews with both local authorities and bus companies ~-

helped to assess both the operating climate and atmosphere within the
respective areas, together with more definite information on overall supply
changes, especially to individual service registrations, timetable frequencies
and mileages, and any route_ changes which may have taken plage. In some_

areas, regular 'on-bus'! surveys conducted once every six-months by-TORG gave-a—. = -

further understanding of the study area, and the operating services within it.

5,2 Supply of Bus Services

The BRI provides a comprehensive database of registered bus services, although
there are no directly comparable m"before® records. Accordingly, a set of
tdummy! registrations were prepared for stage-carriage bus serviess in the
study-areas, These were coded and .entered into the database to provide a .
basis for comparison., Coding was carried out by Strathelyde PTE for the
Strathelyds areas, CRU for Lothian Regilon and TORG for all other areas,

Whilst BRI provides basiec information on registrations, frequencies, route-
and bus-kms, it contains only summary plain language descriptions of the
geographic cover of services, A suite of computer programmes (MVBus) has been
developed to redress this, (MVBus was developed by Systematica, on behalf of"
TRRL, SPTE, Scottish Office and a number of other organisations who



5.3 Fares-

_,refleets the conventional British 'stage-fare’ basis of charglng.ﬁ s Bk

"‘It is assumed that tha fare charged to a pasaenger 13 made up of a fixed B BT

contributed to its funding,) MVBus makes use of BRI coded data to which are
attached a digitised representation of the routes. It thus becomes possible,
using MVBus, to plot the extent of geographic cover of bus services at various

times of day and day of fthe week, with respect to SD&leied date. Comparisons
can thus preadily be made.

In principle, this provides an accurate and systematic way of monitoring the
supply of bus services in an area. Problems did arise, however, of two kinds,
First, a complete and rapid flow of registration forms is required, whiech ean
then be coded into the format needed for the database, In practice, not all
forms were received in time and coding is a time-consuming process, hence
omissions have occurred, If there are many and.-frequent-changes (now that the .- .
h2-day rule is in force), the veracity of the database may be questioned,
Secondly, it is assumed that the supply on the ground is the same as that
registered, We know this not to have been the case in a few places, in the
interim period, but hopefully they will have become few and far between as
service-patterns became established,

Three aspects of bus fares have been monitored:

(i) the level of fares;
(ii) the range and usage of fare payment methods; and
(iii)-people!s perception of fares.

(1) Fare levels o

In the absence of any known formal fare-structure, a simple linear regression
analysis has been used to explain the actual level of standard single journey
fares charged in the different areas with respect to trip length, This model

boarding charge plus a sum dependent on the dlstanoe travelled of the form:
fafe = boarding charge * (prlce per mlle x distance travelled) o
R Gy - ° - Sy, e

- e E — - . . - g . i o e e i . (508

Regression exercises have been earried out on priee/distance data from

‘Paretables applicable in the baseline (November 1985) and from subsequent -

faretables. Particular attention is paid to the !'goodness of fit! of the
regression equation to the data and of the relationship between the
coefficients A and B,

Many operators offer a wide range of ticket types, Some tickets are aimed
specifically at regular bus users, e,g, in the form of a discounted price for
frequent- journeys, and some are aimed at encouraging travel, for instance,
traveleards allowing unlimited use of much of a bus network., The availability
of different fare-payment methods and the price of each,.in respect of
discounts offered on the cost of single tickets, has been monitored. The
extent of through ticketing arrangements has also been observed. The usage of
the various tickets is more problematic to monitor, Some data have been
provided by operators but many companies regard this as confidential

10



information and some do not have ticket machines capable of recording the
necessary information. The survey forms used in the demand analysis contain a
sectlon requiring passengers to state the ticket type used for that particular

journey, hence a sample of ticket usage data have been collected by this
means,

Not only is the perception of fare levels difficult to quantify but resources
ware limited in finding out just what people think of fare levels and whethep
they react to changes in them.. The survey forms used give an indication of
reaction to fares by way of passengers' responses in the "quality of service™
sections of the questionnzires, Respondents were asked. to rate various
aspects of the bus service they travel on most often, ineluding did they think
fares are expensive .... c¢heap on & scale of 1 to 7. Chi-squared tests were
used to cheeck atatistical consistency of responses over time-periods where. -
there had been no fare change, '

5,4 Demand for Bus Services

Sadly, patronage and revenue data is clearly regarded by operators.as in the
"ecommerceial in- confidence™ classification in today's competitive-environment, =~ - -
The response which we have received from operating companies has been mixed -
covering all extremes, from open books to nothing at all. Most have provided

a4 rezasonable level of information and access to their vehigles for survey

purposes, Where available, operators! data are presented in the form of an

index, to preserve commercial confidentially. :

Qur survey strategy haz been to carry out roadside sereenline dnd cordon
counts, particularly in the urban areas, to try and establish overall levels -
of bus use and market shares between operators where competition has arisen,

There are a number of statistical problems here. Dally passenger volumes vary
markedly in systematic ways (by season and day of week) and in.random ways. . .. ..
Our surveys, particularly roadside estimates of the number of passengers om- .-
board a bus, are subject to error, Any two counts, therefore, would not be
expected to be the same. We are seeking to establish the extent of any
changes and therefore need to have some means of estiwmating the probability of
any observed differences being unlikely to have occeurred by chance.

" On several hundred separate odécasions we have had on~bus surveyors passing
sereenline/cordon points, Assuming that the surveyor on-board has made an
acourate count, the validity of the roadside estimate can be tested, Broadly,
low and high bus occupancies appear to be estimated well, mid=-range figures
less well, Several bus operators have provided us with daily patronage on
particular bus routes (even single bus journeys within a daily timetable) for
periods as long as a year. It has thus been possible to examine the likely
variability between single days'! counts. This has shown that the coefficient
of variation (standard deviation expressed as a percentage of the mean) can be
as high as 100% on low volume routes, but for heavily trafficked urban routes
(say in excess of 1,000 passengers per day) 10% is a reasonable ruls of thunb.
It is not possible, however, to place conventional confidence limits on these
estimates, due to the wide .differences betyeen types of route.

The roadside surveys also included counts of taxis and their occupancies, as
it was suspected that changes in bus services may have had some impact upon
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taxi use, Unfortunately resources have not been available to analyse all of

this data as yet, and changes in taxl usage are not fully reported here.

The main aim of the on-bus and household surveys was to establish passengers!
responses to changes in service and to establish their perceptions of quality
of service, Depending upon bus frequency and the nature of the residential

areas concerned, a combination of on-bus, bus stop and household surveys were

carried out, In each case, the self-completion questionnaires used were
similar and reply-paid envelopes were provided for their return.

Counts were also carried out during on-board surveys, to establish age/sex

 splits amongst passengers for control purposes, with pespect to questicnnaire
returns, and to gain a broad impression of the nature of the market being '
served. These counts also recorded information about boarding and alighting

points, so thdat journey-lengths could be estimated, but these data are not -
reported here as operators regard thenm as commercially sensitive.

6. CHARACTERIST

The eight areas covered by TORG's research programme were defined in the late

1CS OF THE STUDY-AREAS .

Summer of 1985 by CRU, They are shown on the attached Figure 1; being:

(1) Highland Region: Inverneas, Badenoch and Strathspey Distriects and parts

of Lochaber District;
(2) Fife Region: N E Fife District
(3) Dumfries and Galloway Region;

(4)  Lothian Region: the corridor from Penicuik to Edinburgh Clty Centre;
(5) Lothian Region: the corridor from Dalksith to Edinburgh City Centre;
(6) Strathelyde Region: the town of Paisley;

(7). .Strathelyde Region: the suburb of Bearsden an

Glasgow; and

(8)  ‘strathclyde Region: the Easterhouse housing scheme and its connsctions

to Glasgow.

»
?

d its connections to.

"It is important to note that these areas were'selectéd well before

- depegulation to "inelude a range of themost common social and -publie transport-
circumstances in Scotland. They were nof selected &fter thé &vent to cover o

interesting or contentious cases, although as will be. seen later, they do
cover a wide range of the conditions which seem to have emerged in Scotland

following deregulation.
6.1 Rural Areas

(a) Highland

Geographically, the Scottish Highlands are vast and isolated, being situated

at the northern extreme of the British Isles, and are well-known for their

rocky terrain and adverse weather,

industry which centres around Inverness and Aviemore.
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TORG's study area extends across three
districts: Inverness, Lochaber and Badenoch and Strathspey. "Within these,
farming, forestry and fishing are the main industries, together with a few -
more specialist enterprises, such as whisky distilling, and a thriving tourist
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Figure 1% The study aress
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Communications are difficult within the Region and the main population centres
are separated by considerable distances: Inverness (pop 40,612) is often
referred to as being the 'Capital of the Highlands'; 66 miles away is Fort
William (pop 11,533), the other main town in the study area (Iigures taken
from the 1981 Census of Population),

4 network of poorly-aligned, narrow roads is slowly being updated, The A9
Trunk road has been completely rebuilt, allowing good access to, from and
through the area, Signifiecantly, the opening of the Kessock Bridge, north of
Inverness, has both eased the flow of traffic through the town and increased
the mobility of the communities on either side of the Moray Firth, A new
bridge was opened in Inverness town in December 1986: this was designed to
ease the vehicular flow problems within the town and is not currently used by’
~local.bus services, . The remainder of the road network contrasts sbharply with
the improvements made to the A9, highlighting the problems of access to more
-remote parts of the area,

The major bus operator in the area prior to deregulation was Highland
Scottish, the territorial SBG operating subsidiary., A number of small, -
private operators provided schools and some stage-carriage._services. in the
Region as a whole, but few of these were in the study area, - The Region &lso
supported a number of Post buses, some within the study ares,

(b) North East Fife

Fife Region lies on the east coast of Scotland with the Firth of Tay to the
north and the Firth of Forth to the south, It is a rural, undulating area and
the District of N E Fife has no heavy industry. ‘Agriculture, fishing and
tourism are the main components of its economy. Figure § shows the study
‘area, »

At the 1981 Census the population of N E Fife was 62,100, about one fifth. of
‘the Regional total, The main towns within the area are St Andrews (11,400)
and Cupar (6,600). St Andrewa is a University town and the renowned golf
courses attract visitors to the area, The population, particularly in the
coastal villages, tends to be elderly. The Tay Bridge links the Distriect to
the City of Dundee (outside the study area) but there are few other major

bighways in” the Distrlcﬁy Railways play little part 1n loeal transport 1n the
: Distriet. Tt T

Prior to deregulation, local bus services were dominated by FPifée Scottish, the
territorial SBG operating company in the area. Public transport was seen as
an important public service by the Regional Council who had held fares at 1982 -
levels by way of network support to Fife Secottish, Fife Regional Council wers
strongly opposed to the 1985 Tramsport Act, ' ' :

(e) Dumfries and Galloway

The study area covers the whole of Dumfries and Galloway Region (Figure 1).
The Region is situated in the south western corner of Scotland and iz
approximately 100 miles wide by 60 miles from north to south., Its population
iz around 145,000, comprising many smz2ll villages as well as the main
population centres of Dumfries (31,000) - the Regional administration centre -
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Stranraer (10,500), with ite ferry link tn Nanthern Trelzand, and Annan:
{8;000)¢ . R :

The Region is served by several main roads, such as the A75 fron Grétna to
Stranraer, A76 Dumfries to Kilmarnock link and the AT01 Dumfries to Edinburgh

moad, -~ In qd&i&i¢n' Awvsaanas MinAan Aarnd 1inal aaad Piad nAasds inmlnn intrinatras
network of highways, The Region is noted particularly for farming,

light industry, forestry and thousands of tourists are attracted to the
beautitul’ inland scenery and ¢oasatlincs The Nithodale ares hus o high
swneesntraticn of manufmokuring works and apsncsaak miming 1a rarniad ank arnound

Kirkoeonnel.

" Dumfries and Galloway has the highest car ownership level of any Region in -
Scotland, 61.1% of hounoholds owning 3 oar ooupsred with 51.3¢% 2= the Sootland
aveoragoe (1981 Csnsws)., There hag beon =2 subgtantizl growth in c¢ar ownership -
since 1971, when 55% of households in the Region had one or more cars
available, Local rail services form a minor part of the transport scene,
although bhere is o rail link from Qlasgew be bhe Stranracr ferry terminal,

Prior to deresulation, the £BC oubsidiary Wostorn Sesottich waa the majen

s p o= et e Ceem H e e g ey emcesmce Aaagy e merd w e  momoes  mem et e f e wm e dmmcmele oA

soographically and in tormo of journey froguencies. However, nearly 20
indcpendent operatoro aloo provided loecal sorvices. Although widoly spread
avaer the Regimn, their eombined frequenciss fall far shart af fhase rin hy
Vewbasasy menny belig wohowdk wrowbos sprn o bhe publine Coddwvolag —ay b edabd e

“in SCOTMAP.

The Post Office and the Regional Couneil 'Yellow Buses! (operatedAﬁhder
Section 46 of the 1981 Public Pasaenger Vehicle Act without PSV 'Q' Licence)
provided services, mainly in the more rural areas,

6.2 Urban Areas

(a) Tl Peoloulk and Dalkelbll Cuir-ldoss

Penicuik (population 17,600 at the 1981 Census) is an expanding commuter town,
giTUATAd 171 Miles TA TNe SOUTN AY KAINDUPrgN AT T.he Toar o7 the’ Pantiand Hil11=,
OriginAally founded on pDapers=mdking, Penfoealk I now Lle Targesl, Lowe In

Midlothian and during the_last two decades a number of new industries have . .. __ ..

"been established.

.Dalkeith (population 11,2%50).also is a commuter town for Edinburgh, being
eight miles from the ecity centre, Whilst founded on grain and cattle markets
it is now the administrative centre of Midlothian and- has an expanding

industrial base, ' S )

?

Both towns have a numper or satellite nouslng schemes which inriuence tnelir
hus networks. Neaither towun 12 now aerved hy rail serviees, hnt gand road
nAannamtinne, A7, ARR] anAd AT7N1 14wl +ha fum Faune kA TAinhungh |

Prior to deregulation the SBG had a monopoly of bus services along the

corridors to Penicuik and Dalkeith; predominantly Eastern Scottish, but with
anma lancar distance lLowland fnnttish rantes 31sn pasasing throngh tha tnuna en
route to Edinburgh, Lothian Region Transport, historically the Edinburgh
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mitn ot =l nperabor, G0 nub peov hde seev fees oubwith the city boundary but waos
the major operator within it. The predominant pattern of bus services in the

towns was to provide links into the City of Edinburgh.
w)huwm

Bearsden is a high status suburb on the north western edge of thes Glasgow
conurbation, its population is around 27,000 and it has a high level of car
ownearship, With the neighbouring suburb of Milngavie, ibd makes up bdhe
Dioctrict of Bearoden and Milngavie which ioc rogarded as an up markot,
commutoral rosidontial area for thae City of CGlasgow.

Wioce o e - e =d -2 2 Lo Lo by g ell. Aldue Llana Al s eogilve Duoseare dae

terminating at Milngavie offerlng fast and frequent (electrified) services to
Flhn aldge aambna, Mihn pondamdimnnk hitm apamnban e bha Avan 40 Macambhas 4008

WHS RELVLN SCOLLLINI, Wi ODU SUDSLIULEcry, WHO malulalied d depul vl LUS uurvierd
edge of the study-area on the boundary between Bearsden and Milngavie, Most
Lbus servives Lo Bearsden did avb wvelgliable U eud o Lhe” subw-l, Ll passed
thrangh an route hatwean (lasgow and athar arass to the waah or north.

(¢) Easterhouse

Ta direct contrast to RBearsden, the Easferhouse scheme 1s almost entirely
public Sector housing WiTR LOW ¢ar-ownersnip. Un the easvern edge oI tvne Uity
of Glasgow, adjacent to the M8, it has excellent road connections to the city.
There is also a rallway station to the south of the estate but this is beyond

senvondent walliing diebanece feor bhe majorddby of ieeldenbe.

Praditionally, there has hasn a great dapandenna on buses in tha apes, with
both SBL, who were the major operator prior to deregulation, and Kelvin
Seottish providing a high frequency service within the context of the PTE!a
duty to develop an.integrated publie tranapert systems There arc fow
PFantlitdna within tha aotats and thisn, sombimed trith mamy aeocial ldnlagea Lo
other parts of the city following redevelopment of the inner areas, lead to
high levels of bus use,

(d) Paisley 7

=] e Ry C—  mtnams e e Te =3 e e, ¥ e e, 5 i e m e e mmeee i A B

Comprising about half the population of Renfrew Dlstrlet, the town of: Paisley
(popnLAatInn AL,QUU) 12 A MAaRUrasTUring Town 1n it OWR pright, Situsted zoven

miles to the south west of Glasgow, near to Abbotsinch Airport, it has

emsoollont road connootiono to Sho aisy via dha M8 and a fash (=1 cehrificd)

railway connection to Glasgow Central Statiom,

Car-ownership in the town is relatively low and it has a tradition of being
good bus territory, The SBG operating company in the area, Clydeside

Ocottlish, is based ln Paisley., Twu subslaullsl ludepeadeot vperdbors alyo dpe
hAaRAA 1in tha Area, MALIT 1R And UNARams. PP1Ar To deregulation, both aompanies
had. providod stage carriago sorvices in bhe dewn for many yoars. Fov MowQlilley
the shage-aarriaga aparatinona waa, and remaina, thair sntirse business; Grahame
nndarntalbe a limited amaunt of oocach and seentraet-hire work, Tho aroa study of
Paiszlev concentrates on 1oeal rerviaes within tha town, rather fthan ita
aonnantinns elaawhera, although as will be sesen links and expreoss sorvioos to
Clasgow have beoome an important arca of compoetition in Dadoley.
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T+« RDJULTI Of MONITORING CUANGEO
-'./_1 u:s;n‘:nn': or Commaraial Regilatrnations

Te hahls wmseaTl Ana arhianm Asecan; HOThen 'p‘-nv-f'.'l A~ weasAal banl dn s aoapdang wilbls Lt~
nnnatant npdates and amandmante tn regiatratrinna vhish +anlr nlame, aaneamdally
arter January 1987. -

Sone general trends emerged within the respective rural and urban areas
following initial commercial registrations (as at 28th February 1986) and

wnondments prior to dorsgulution day (26th Octobor 1786) ., These arce cempareced

- against "subsequent registrations which generally took place after 26th"January

1087 and included withdrawalsp, amendmento and cxbtensiono to commersisl

memrrwdoea, Ax wall As adcme foocmerly :-upl.-u..‘t*r.l s viowy wliluli wewew sxubawguwatlly

‘registered as commercial.

- (a) Rural. Study-Areas ___ . B I S BT P e R e
Within the study arcas wf Ilighland, Rorth East Fife aud Duwfiles aud Galluway,

Table 2 compares the Baseline (Novemhar 1985) annual bus mileage with the
initdial annual bug milsage total from commercial registrations and thoso that

wrredintaasgrranerl T 30 Fesl A onrvena vz kR R A o Wowombor Iy, Anttial rogioatratilona

of commercial mileage (November 1906) rangsd fiww G0F Lu 008 vl bLasellus iu

the three rural study areas. However, as Table 2 reveals, this increased in

all ¢cases over vne rirstc Year oI deregulation. 1T must be noted tnat,

=1 Lhouxh fol.=s1 bz miles gives R SHRReral 1lmpression oY QuUPPly., The pus maloas

rogistorod by Novembor 1986 were not ncccaoarily the same bus miles that were

operated in November 1985,

Many preaderegulation newsnaper reports and stateomente by loosl socuncillons
suggested that rural arcas woro likoly Lo suffer badly in bermo of rcduced

- services. Indeed, the provision for 'Rural Bus! and 'Innovation! grants was a.
. rccognition by fhe (ovarnmeant of the need forr ‘Aarenial s ]_n‘uv‘lﬂuulﬂ ln moraorrem b
maintenance of serviees in rural areas, :

It was thus necessary for us to investigate not only the actual level of

crrnaal bus midlex, bBut alxe thae tldues 0 day wliduld wuau wuvrwviwd Ly wviwesrwlul

regi‘ﬁtrat 1°n$.. e e mel e s s————c———— o == i —RE N W TRt K R L gemrm—aE2 = . =

\(

Looking collectively at initial registrations (November 1986), in the rural
parts of the study areas, early morning (05-0700 kre) and ovoning services
(20-2200 hrs) on both weekday and Saturday seemed to be those time periods

which suffered general service reductlous. In addition, most Sunday services
‘= aornan the day — wars alsa reduweed. . * ‘ : :

Alternatively, within the areas'! main population centres, notably different
trends emerged. In St Andrews, for.example, weekday and Saturday early

morning services were registered at approximately the baseline level, whilst
evening and Sundav gervices had only slight reduations,

In Inverness, commercial services wepre registered to cover the whole day;

weekday and weekend, at alwost the same service. level as November 1985, This
waso donc 4intentionally by the leocal 8B vwuwpany Lu dewuuslrale Lls commitment
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Teble 2 2 Commercially vegdsbeiwd Lus wilws 1u Lhg rural sludy arsas

. __Apnusl Bus Miles (nillions) within atudy arass

Nov 85 30th Noveaber 1986 : 30th November 1987
AFG& Baseline Commercial % of . Commsrecial Z of
Registratlons baseline Regist ationg taseline
Highland 2.9 2.25 81 2.7 89
¥. B. Pifo 1,90 1.15 61 1.63 87
Dumfries & o
_Tnbla'ﬁ b Commeraeinlly ?égiﬂtarad >ug mileg in the u;b&n atudy sroagf
______ ] i “.-/.ﬂv_-v—hnnﬂl ﬁnﬂ. M#"an Lm-‘{'Ha-nn). h_;,- n-?.taﬂ:v fn;nn
, Nov 85 30th November 1986 : 30th HBVember 1987
Area Baseline = Commercisal Z of Commereial ' % of
Ragirtrationa bageline Regiatrationa, hrralina
Penicuik (1) 1.84 2.04 ‘ 111 ' 2.3 _ 127
Dalksith (1) 2.14 . 2.75 129 3.29 . 154
Eagterhouse (2) 2.51 5.00 199 S5k 221
. Bearsden (3) 2.28 2.76 121 . B.32 . 102

Paisley (4) 6.73 6.96 103 . T.53 M9

. (T) Services along the corridor only . .
A{2Y Tatal wmitas Aarn 811 earviaace :nfar'\ Y- "?.n c+bwhnncn .
MY TutAY wilea wu ATl Arms vivea gsmanioe t.01 s Dear adwn £

(L) Fxaluding 1ongfdis+pnoa serviras pessing through Pnﬁqlpy

v

Table ‘%J; Changes in bus miles in the Study Areas

Eowivelent annual bus niles (millioms)

Rtudy Axosn Now 85 30+h Nowombor 1986 © . 20th Nuvewbo: 4987
: Beselina Commercial Supported Totel Commercial Supported Tot
. Dalkeith T VA 2.75 0.07 2.82 3429 0.17 3.4
Pand auvil 1.84 2.04 0.03 2.07 234 . 0.0D X
Zasterhouse 2.51 . 5.00 . 0,12 5,12 . W5.54 0.12 5.6
Bearsden 2.28 2.77 0.26 3.02 - 2.32 0.27 2.5
Paisley 6.73 6.96 0.01 6.97 - . 7.49 T 0.04 7.5.
NX. E. PFPife 1.90 1.15 0.85 2,00 1.65 0.25 1.8
Highland 2.79 2.25 0.50 2.75 2.47 0.50 2.6

Dumfriss & B

Gallovay 2.98 1.75 1.51 3.26 2.43 1.56 3.6

Souraar: RRYT, dna campeny snd Reglonsl Counell regerds,; TORC =oeords
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and, presumably, to protect its territory. We understand, however, that
changes have occurred in Inverness after the end of the monitoring period in
November 1987. These include registrations by independent operators and .
deregistrations by Highland Scottish, -

Trn Dusefs dww bumis Llwis mer s oulUslbaubldl SUOLLidlld 1 WeEKQa‘Y interpeak (']0_
16800 hra), aarly morning (05-0700 hro) and cvenimg services (20=2200 luy), 1in

Saturdey carly morning (05-0700 luy) and worliy peak (U8=UYUU nrs) as well as .
in all Sunday services, o :

{b) urpan btudy—Aalrsas

The pattorn of oommoreial registration differa auybxlanlixlly when we.turn To

“tha urban study-sreas,

Tn the two l.othian corrnidors, and the threc Strathelyds study=arcas, aunudl
bus mileage from initial commercial registrations exceeded the November 1985
baseline, as shown in Table 3, This trend has continued with subsequent

- ecoumercial registrations, with further service increases in all ;reéﬁ‘éxcebt

Deassden, E :

These increases in bus miles are refleated in the increased service

Praniiamad am ~APParal 2l iy Llincs v ke aoyw Az Auwbes Hwaos LUGEE llayYye USEll
increases in all time pertods, ilneluding sundays, and Paisley has
substantially higher fregqueneiss during most woolkiday timec periods,

In Dalke th thera “-T“I"ﬂ aTioht Promianay maladdace 2w P T e g
poriadn (NN=20N00 hra) asd v Swdsyse. OUHCIWioSy ThASres wWolre serylug

inereases., The Penicuik corridor saw increases over all time periods,
including Sunday, '

ATrhaugh the majority of cacces illustrate inoreased zwrviue levels, some time
periods show reductions. For example, in Bearsden reductions occurred in

weekday and Saturday morning pesks and in the evenings, as well as slight -

paductions soroos tha whole of Sunday. Huwever, & new, but iimirten, Satunday
Tt~ wiohbd surviesr (Lebrwoen 400 wud ORUY AYO] Wad aldy Cuuuerclally - -

registered,

In Paisley thers weirw icducblumns Lo Lue Saturqay morning and evening peaks, as

well as_in weolday and Saburdey evéniim secylues (202700 NrR) . Nome minor
reductions also occurred across all the Sunday time periods. Howaver, =2
Saburday late night servlue (OO0 Lo OUUO hre) wis registored commereially.

The extent of spatial cover also generally increased in the urban study-aress;

A9 oAMmMA AnsAs oo ol t“_ﬂ‘ Pon.l$ Phamww -
7.2 The Tendering Pransaa

Following the initial registration of commercial services by operators, local
aubthorities reviewed the public transport network, assessing gaps both in the

spatial extent and -daily timetable .coverage where they believed social needs
Jusllflwd wubeidy to restere a serviuve, Whllsl 411 the loeal authorities in

the study-areas aimed to-restore their network to its ore-deresulation lavel.
1T waz pesngnized that financial considerabtions wixhl lullibib this..
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Bsymulally lu Lle Pural areas, there was widespreéd épprehensioﬁ about whethep
the sum total of bids for supported services would exceed tha budgetary
limits. Dunfries and Galloway Reglon comsequently dwelded to. introauce

tendered services in phases. mancentrating An Firnaralug svhad srec= ssineldes wid
be the mopt imporbtant *linka’ witlhla Lhe netweork/vanmevanles and bhen

'tQpping up' Lue readinder witn wnatever money was left within the_budget.

Highland Regilonal Council adopted an alternative approach Withzn the Region
as a whole they invited tenders for 73 services which would return the network
to its oprederegulation lavel, Those included 14 contracts whlul were sought
to "top upM the commarnizally rosiztersd notwork And ercluded LLw mwiviowd
separately put out to tender by the Education Department. At the sanme time,
44 alternative servimss woene alsoc offercd for tender;: Llese wele or lLower
frequencies vu esseullully the same routes, These tenders were invited as a
precautliun lu casws Lbe cosSt or providing the prederegulation level of services
exceeded the limits of the budget, In the event, the prederegulation network

was "bought back" at a cost which was eatimated hy the Repion to be 112 lann
Luan Lne prevzous year‘s budget out-turn. ) o Co T

By contrast, in the urban areas most or, in some cases, all of the orzginal
Tinks had alroady been commercially replulered. Subsequently, 1t was more a

case of replacing missing journeys, for examole a servias tn take workers to
the early morning hoopital ahift, Ffllling lxkte night/carly morning omisslony

in the timetable, or restoring end sections of routeas that had nat been
commercially registered,

InvitdtiOns to bid were widely disblrlbuled and responses as bids for
individual routes were the most sommon within the initial Leuder process. Ln
N E Fife, however, Fife Scottish offered reduced prices for 'packages' of
rounter., whinh in this azsa preaved ha be the svel Luyvuz ‘uble rinancaal vplLluy

for the Regional Couneil,

Contracts were issued fur varylug lengths of time, In Lothian for example,
they were-awarded on 2, 3 and 4 year bases, in order to stagger both the
future administrative burden of re~-tendering, ta allow a slose finsnoial
monitoring of costs and to provide greater flexibility within the continually
changing registration of commarnial sorvigos.

' - - - — —— - - —— ——

Within the rural areas the average number-of competitive bids variad - being -~ ——— ~
very low in N E Fife, Within the more urban areas there was evidence of"

strong competition, It also appears that comnatition was highor for
subsequeont tendorno, for awnmple, across Ltlw Jlrxzblulyde Aaginn wnere was an

average of 2,5 bids per routs in the first round of tendering in Summer 1986,
which inereased to 3.3 bids in the second round in Summer 1987.

In moast of the study arean confivachs srare Lasnevwd wil @ Pgob oubocidy! basis
(whers operators retain all revenues, grants zand aneh like, in ¢ffoot scoliing
a top-up subsaidy to cover the estimated shovrtfall hetwesan ocosts and inooms),
and usually stipulated detailed timetzbloa. a linting Af madm bue stopa and »
maximum fare-scale based on the previous operator'!s fares, The exception
oceurred in the Highland study area where a maximum fare scale was not
specified, as it was felt that placing a limit on fares might - lead to higher

tendered prloes.



Following tho initial round of beudwring, mOSt regions had restored the -
S luloned encbeessis proviaadss will Gl wgual, OF ISUMGSU Subsldy costy, alvaougn

complieations surround the onleulation of the vusts ul revenue aupport. In
Highland the Council report that, fur Lhe Reglon as 3 whole, there was an
approximate 118 saving. The exceptivn sveus Lo be Fire where the Council
Astimate that deregulation inibially vusl Lue Region approximately an
additional £450,000, Harrison and Pullen (1988) discuss revenue support in
more detail. S

Table 4 illustrates the ratin af commersial te oupported anuuxl bus wmiles ror
each of tha stndy-areas.during the respective plLuses uf the legislation up to

November 1987' Table 5 illustrateg the Pnth nf Arhanca AP nmnﬂ_aé»g&i-»_, P
UereRUlEa Lo, - . - ' S

7.3 Compeotiilieon

Within the contaxk of supply, we cought to identify Lutl 'un Lhe roaa'
competition, where two or more companies oparate the same or similar roubes
within the same passengor market, and mure 'yualitative' rorms, so that the
individual company's presentation to the general public = through timetahlas,

wpeglzrl types of bus, or the relalroduation or orewoed operation could he
Tertersriarentant Into an evorall aoocwowwsiibe Iu adllilulon, oI goursea, Thera is-

price competition.

From the outsetr aof the moni+aring programme ithore ocemed a sisaler 1lkel 111004
of the development-of competition within the mnre densely populated urban .
study-~areas between the largs, public ssotor operators. Initial luberviews
with same af the amallan, privated eporabere whw puiliays lad bLUg puLentizl TO
compete in the local market revealed, even before deregulation took placs,
that most had adopted an attituwlue uf twatt ana sosil.  Some, howewvesr, did iLahs
~ the opportunity to compete; e.g. Leith in Dumfries and Galloway, Gaeliecbus in
Highland and Magicbus in the Glasgow area, ' : -
Many of tlLw wolallleolsu- yuwpsllies [ad, DY Punning loeal services over the
years, forusd cluse working reiationships with the area's Rsgional Couneil,

and had intimate knowledge of ?their! territory. Alternatively, the potential

competitor - envisaged by the Transport Act as being likely to be tha smaller
ingependent = had already divepsificd and antnhlinhrd themaselves Zu w vuslubly

of difforont typea af wark fanwludliy prlvato Rire ond ¢dach sorviuves, aud - .—— . — .

would, therefore, parhaps ha reluatant not only in challenging the larxe

incumbent operator, but also in venturing into a new type of service
provision. o . . " =

Tn hath tha FAdnhnngh and Glasger senwrbablicunw Llu Llobuvi LG WUiVPUly
boundaries had constrained competition for many years, Lothian Region
Transport, who had traditionally operated wllhln Edaloburgh Clty, saw
deregulation as an opportunity to expand their services out to both Penieuik
and Dalkeith, encrcashing upon Easztern Soottish'!s traditional opcrating arca.
BEactern,; ab the same tiwe, were lublluvduceling high Irequency minibuses with new
livery on some reuteo acress bthe olity, stall=d Ly Wilyers specially trained in

'eustower care!?,
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Table 5 : Numbera of changes to registrations: Fovember 1986 — November 1987

No of Durdng period November 1986 - Novembar 1987
_ . registrations . - _ :

Study Arsd Nov 86 No. of Nov 86 registrations No. of additional registr-

' subisct to A ations after 26 Jan 87 )

No Minor Major withe No  Hipor Hé,jor. with-
Change Change Change drawal Change Changs Change drayal

of giggla;if 94 46 7 4d, 20 7 - V4 -

. B, ® 57 19 13 5 1 5

Dumfries & ' 4 - 12 1 -
Galloway 146 56 13 67 20

Dalkeith 36 19 24 17 5 2 -2- .z: 4

Penicuik 17 8 16 10 . 1 1 - -

Bearsden A 16 7 12 15 5 1 - 1

Easternouss 25 14 9 i 4 1 - - -

Paisley 106 60 9 18 22 17 - - -
Table T7°+y Passenger Journeys by Bus and Goach (Millions)

. Type ‘of operator 1977 1979 1981 1982 .19.83 1984 1985/86
Local Authority 434 420 382 366 349 340 334
Scottish Bus Group 358 250 322 314 319 211 370
Private 108 f=a) 73 48 - "~ 76 75 2
Type of sarvice i i
Stage 824 786 716 693 - 680" 669 671
Express 4 A {2° 2 2 3 ( -

. TR, _ Coee 72 . 6 L5953 82— 55— .55 mmrae
Total 900 852 777. T8 . .Thh - - 727 726 -
Source: SDD (1988), Table 2.1.

Table & 1 Passengers per bus crossing Bearsden Screenlines

Pax/bus
Operator Hov 85 May 86 Nov 86 May 87 - Nov 87
Kelvin Scottish 20.8 20.7 1.6 ¥2:.3 16.1
SBL 12.1 10.9 10.1 10.7 13.2
Othor 11.9 8.7 8.2 1.2 e
Total 18.8 18.3 10.8 1.5 14.3




In Glasgow, competition has been particularly intense betwoon SBL end the
Scottish Bus Group. SBG companies took the opportunity provided by
deregulation to re-route their services through the centre of Glasgow,
providing expanded ¢ross-eity links, SBL, at the same time, expanded services
outwith their traditional territory within the eity. ’

& number of new local service operators have appeared in all the urban study=-
areas, Despite generally being smaller independents, each has tried to find a
corner of the market which suits their own-operating capacity, . William
Stewart Motors for example, running along the Dalkeith study corridor, are.
essentially filling timetable and route gaps omitted by LRT and Eastern,

Some small, independent operators, as in the case of Jay Coaches in
Easterhouse, have simply converted their pre=deregulation 'works'! services
into Journeys open to both workers and the general public, Others, like
Magicbus in-Easterhouse, have initiated completely new services, not only by
running a regular Easterhouse to Glasgow City service,, but also by developing
a Company image, running Routemasters with crews, together with marketing

techniques which included a periodie distribution of free _pens and mugs t°-~ti__f.

customers, L -
Whilst different types of competition have appeared in each of the'rurél

study-areas it bhas not generally been on such a wide or extensive scale as in
the urban areas. B

' Some of the mopre notable examples of pural competition have occurred within
Dumfries and Galloway, where new operators and routes have appeared, Whilst —
in November 1985 there were 19 independent operators of loecal services, by

November 1987, these had inereased to 26, although some had previously
oparated buges, but net on local serviceos, Nul vnly are they servieing the
area's main population centre = Dumfries town ~ they are also extending their
provision in the countryside, L S

7.4 Other Operators

In the more remote rural areas, the supply of Post Office services was also
monitored, in case local authorities asked them to bridge any minor gaps in

£111. | | .

Comparing pre- and post-deregulation Post Office provision, very little change
has taken place within any of the study-areas, Most services simply continued
running through the different phases of deregulation. The Post Office believe
the provisilon of minor local postbus services to be a peripheral activity to
their main purpose of delivering mail. So far, they appear content to
continue with this role. . : :

TORG also monitored the provision of taxi services., Within the main
population centres = pural and urbasn - these play an important role, and it
was felt that any reductions in the level of bus services could be to their
advantage, Generally, it would seem as though this has not been the case,
Substantlal increases in patronage levels have not been detected, nor hav
there been noticeable increases in taxi movements, :
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7.5 Overall Changes in Supply

Viewed overall, the supply of bus services in the_study-areas, in térﬁs4of bus
miles, has increased following deregulation. In the urban areas this inerease
ranges from 11% to 130%, Perhaps most surprising is the change in the rural

. areas, ranging from no overall inecrease in North. East Fife to 2z 34% increase
in Dumfries and Galloway.

-+ When looking more closely at the days of the week and times of day when

service provision has changed, there are examples of reduetions on Sundays,A'
and early and late weakday aarvicea, bubs bhose ais aul ugiversal, :

For the public in general, competition has meant that in some areas they now
have a choice of two or more bus companies who together are often providing
enhanced frequencies throughout the day, It must be acknowledged however,

that schedule matching is still common and that competition in some areas is

still aggressive in nature, Because of this, services are continuing to
change, .

" Not everyone has benefitted. In some areas there have besn. service
reductions, Alterations to routes bave occurred as operators shifted

resources into more profitable areas and timetables have changed as they
reanhsdulsed their vehicles,

The overall supply of buses is far from being stable. In Strathelyde Region,
‘for example, between January and November 1987, there were more than 2,000
amendments to service registrations, In the more rural areas change is also
evident through both the re-tendering of services and further examples of
'direct’ competition., Of the study areas, only in Paisley, Dalkeith and
Easterhouse had more than half of the November 1986 registrations remained
unchanged by November 1987. 1In all cases more than 40% had changed and in
some cases, registrations have been modified several times, X :

7.6 Structure and Level of Fares

The requirement to monitor fares has besn met in terms’ of the structure and
level of fares, on the ones hand, and the public'o perceptivu ul Luese, on the

othar., The analysis of fare levels concenliales on. single. rares-pecause- these: —

remain the most comman farm af pPurchage of hne travel., Dabta fuirr cualysls dre
drawn from bus company faretables, output from electronic ticket machines
provided by operators and speecific TORG. surveys, Coe -

Single fares are taken here as the indicator of fares levels, in part because
they generally remain the most commonly used fare, butk alzea beoauss therne aro
many. practical difficulties in attempting to estimate average fares when faced
" with a wide variety of multi-ride tickets of indeterminate usage. It is
recognised that this concentration on single fares excludes the discounts
often available from multi-ride tickets, ’ : : '

A number of features can be seen from Table 6, The first is the obvious
difference between urban and rural services: urban services have higher
boarding charges, but lower prices per mile than do rural, This reflects, to
some extent, the costs of provision. On urban 4ourneys the provision of a bus
at all, irrespective of its (relatively short) journey length, accounts for a
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Tabla & ¢

Resulto of +he Rugsrooolon Medol Weiuy Fevulables apnl1nx?ﬂa.in tha fhwi, Acgas

Novembar 1985

November 1886

Ao s vmwwa 1707

Bus 'Boarding Prica/ 'R2  Boarding Pri i -
Gompany Chasge e Churge’ Hasy . Pgurdlee Prise/ w2
. Factor Fantar .- F‘:\ wloz
2N VD) (p) (p) (p) (p)
URBAN AREAS
» . * - a 2 O‘ i
- e 27 plo o3 iwh 335 09; by Lo o
SEDracuss . - i 23~31 7433 0.66 24,94 7.37 0.4s
- ES-Dalkeith - 13,68~ 7.66 0 89" - (1) - ()= (1) 21 i3y oo
° * o - '16 02 »
e mnl 15.82  7.39 0,95 Sty T (1Y 195 - s oned
_ =Lothian _ 17.22 J.68 Q.95 15V 4433 0.98 19,30 '4.33 0.98
FS-St. Andrevs 12,68 3.40  0.61 12,68 3.40 0.61 12.68 3.40 0.61
ES-Invernsss 17,78 7.10  0.88  18.31  7.14  0.85  19.59  7.31
= : L) . - - . * 0‘8
HS-Fort William 10.09 7.87 0.92 9.56 8,44 Q.92 11.42 5.29 0.82
WS-Dumfries 12.70  9.20 0.87 - (1) = (1) = (1) 15.00(2) ‘8.7(2)0.72
RURAL AREAS - .
FS-N.E. Fife 27.63 4,17 . 0.83 27,63 447 0.83 27.63 ‘ 42177 0.83
Hs—sééys'ide 21,44 8.77 0.94 22.74 9.17 0.93 32.72 8.10 0,90
ES-Service 44(3) 17.98 9.02 0.96 17.29 5.77 0.93  18.35 6.12 0.93-
Gaelicbus (3) - - - 18.56 6.50° 0.76 24,71 4.36 0.80
Shiel Buses 30.43 6.07 0.97 30.85 8.22 0.96 30.85 8.22 0.96
WS-Dumfries—Gretna - 29,60 6.0 0,96 29.60 6.0 0.96 30.50 6.80 0.96
Gallacher~Dunfries . 4 S
- Gretna - - - 20.96 6.33 0.96 - (1) .-(1) =
¥WS~Kirkconnel : : - : - -
~ Dunfries 34.90 6.40 0.97 34.90 6.40 0.97 37.70 6.60 0.97
Leith~Kirkconnel : : Ty iy
. Dumeries - - - 32,90 5.65 0.97 - (1) = (1=
Notesg:

1) Faretables not available or service not yet introduced

Fares applicable in April 1987

(2)
Finlochleven ~ Fort Willlam

(3)
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high proportion of cost, In contrast, on longer rural Joufdeys, the diétance;
based component of cost assumes a greater importance, :

Whilst there clearly are loecal variations, there has been a tendency in the
urban areas to increase fares on short journeys by a greater proportion than
on long journeys. This can be seen from the general increases in boarding
charges in Table 6, with, in many cases, a reduction in the mileage-based
component, This would, of course, follow from flat fapes inereases which have
bractical attractions to operators, for example in terms of coinage.

Generally, encouragingly high values of R¥% have been achieved; suggesting ihat
the fares model of a boarding charge plus a price per mile continues to

prevail, Had substantial price competition broken out, or had primess varied
warkedly DetWween routes, we would have expected the values of R® to fall.

This appears not to have been the case, with the exception of the Strathelyde
areag, eanerially Paisley in Nevember 1966,

Clydeside Scottizh fakes in Paislsy in Novcany;f906_dldﬂngg.éonrorm wellL to. - -

- the model used, as seen from-the low value of R* mainly due to the sharp

increase in fares-scale over the period November 1985 to November 1987, with

an inerease of approximately 20% compared with that of 7% in the RPT aver the
Sdme period, : C

T.7T Overall Changes in Fares

Overall, no consistent pattern emerges from these figures, In some cases, —
competition appears to have kept fares in line with inflation or even to have
reduced them in real terms, for example in the Dalkeith and Penicuik: areas and
around Fort William. By contrast, in Bearsden and Paisley single fares have
~risen by amounts well in excess of inflation. It should be noted, however,
that the Strathelyde study-areas probably have the most extensive range of,

and greatest market penetration by; multi-journey tickets offering discounts

- to. frequent travellers. s g : S " R o

In the rnral study-arecss, farocs have generally Incsdased ln line with
~inflation (7% increase in RPI November 1985 - November 1987) but competition
appears to have held increases down.in.some_areas.._In Fort William there-have - ==
hean maduotions of approximstoly 17%, in meney bteiws, Jdue LU ¢gompetition .
between HS and Gaelicbus. Independents generally charge slightly lower fares
than the SBG. Whereas, in N E Fife, the Regional Council's low.fares policy
" (no changes since 1982) waa aentinued by Fife Secottish oo & commcreial poliey,
following deregulation.

Much more mixed results prevall lg Lue wrban study-areas, . sSingle rares from
Dalkelth and renicuik have deelined between 20 and 30% in money terms
following competition between ES and LRT, In contrast, in Palsley and
Bearsden, single fares have increased by some 20%, despite competition, In
these cases, however, a wide range of mulitd=journey tiskets affer substantial
-savings to frequent travellers, Multi-ride tickets allow benefits to be

- - v
reglissd On DOTA TAS OPSPRTOr and passonsor alilica In many areas, pasaengesrsa

perceptions of the level of fares changed slightly over the survey periocd to
being more favourable,
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The range of tickets offered by SBG subsidiaries continues to be comprehensive
but there has been a movement away from limited journey tickets to those based
on myulti-ride in urban arear sush a2s Strathelyds z2nd Lothian., There bhao been

a general increase 1n the range and availability of company speeific ticket

types, most notably in areas facing competition with other Operators in.an
attempt to encourage 'brand loyalty'

Concessionary fares schemes are operated by all of the Regional Councils.
Operators are typically reimbursed by the Councils for permitting the elderly,
disabled and certain age-=groups of c¢children to travel for reduced or free
fares, The categories of eligibility have been extended in most regions,
although 14 and 15 year old children's concessions are no longer ineluded in
the formal schemes in Strathelyde or Highland Regions, when travelling on
commercial services,

7.8 Changes in Demand for Bus Services

Discussion of changes in demand following deregulation must be seen in the
context of any background changes which bave been taking place in recent
years, Whilst the general publie impression, reinforced by statistics quoted -
in the 'Busoo! White Paper (DTp, 1904), Las Ueswen une of continuous decline in
the bus industry, taking all operators as a whole, there is evidence that this
downward trend may have flattened out from 1982 on, Table 7 reproduces
figures given in Soottish Transport Statistics 1986 (SDD, 1988). For the
period 1977~82, decline is apparent in all sectors, However, from 1982 up to
~deregulation, tatal annual patronage in caoch yoar fell only slightly (atb
approximately 14 p.a.) and for SBG and private operators patronage increased .
over this period, However, there are fears that the deeline since
deregulation has accelerated again,

The most dramatic change in market size appears to have occurred in Bearsden.
Quite clearly Kelvin's decline is due to the expansion of SBL into this area,
Even so, total demand in this market has deeclined, such that Kelvin now appear
to have a smgller share of a smaller cake. Nevertheless, their loadings per
bus (Table 8) remain above those of SBL, at least as observed orossing the
screenlines, . ;

s

As if to underline how difficult it ia to quantifly changes in demand in__
periods of change, there appears to be coqflictlng evidence from the studyh
areas regarding the effects of competition. °

'In rural areas,’ where eompetitlon ‘and service changes generally have been
limited, we have not identified any changes in demand, TIwe of the larger
towns in the rural study-areas, Dumfries and Fort William, have seen
competition and this; combined with increased frequencies, has generated extra
Journeys,

A1l urban areas which have seen increased services and competition, exhibit
-fap from consistent effects upon demand - well up in Easterhouse, probably up
‘on the corridors into Edinburgh, no change in Paisley and down in Bearsden.

. The socio-economic contrast between Easterhouse and Bearsden may explain those

differences and increases in fares will have had a countervailing effect to

inereases in supply in Paisley.
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Whether the additional traffiec ean be sustained will depend upon whether the
additional buses remain. Our survey results aongistently suggost that lawer

loadings for the incumbent operatar have reanlted from compotition, with these

for the newcomer lower atill. Without analvais of acnkm ua ~rnnabk ssnsls
conelusgions anout viahility., 0On the Paoce of it, howevor, with only limited

rares inereases naving occurred in most cases, revenues may also be down, In
the long-run, it is hard to see how extra bus-kms can be sustained if
patronage continues to fall., The dilemma over finaneing ever=-inereasing
revenue support is likely to return,

8. PASSENUGKNST PEKRKUKPLIONS OF QUALITY OF SERVICE
8.1 Introduction

The results of the surveys to-in&estigate passengers! perceptions of Quality
of service in the TORG study-areas are complementary t£o work on the three

‘petmaegs barndoe O Ay y LSuscws and damanaa PICANNaatven Gl LRy el T

Peroeptions havo complox relatienships to physlual *un Lbhv ground’ megsures or
bus service provision, For this reason, it is important to establish how
services are perceived, as reactions to them may be unexpected and at variance
with the physical evidence,

EUrvavm WNre MAMAESEmicme A #? Faeem  comemccss scas brascaaenl Ymovey mO SUS QDVWEL Ui YIS

houscheld gquestionnali-es, depwudlioyg upon clreumstances, Llhe praply-paid
questionnaires used were similar in each case and employed a semantic scale,
whereby respondents were asked to prate performance of their bus services with

respect to a number of attributes of the service - raliahility, staff
halpfilnsacn, eloanlinces and oo one A pwervu—pwlal plale was udeu, LLE N1gner
the score achieved, LLw Leller being that aspect or service in the view of the

respondent. '

The perception senras were examined in order to ostablich trends, the
reliability of which 1s dependent on the number of surveys undertaken over
time. Where trends are identified over a limited number of surveys then the
conclusions can only be tentative, . ) ;

T f e A s ——— e = R S

8,2 Summary of Resulbs - - - — —  .:- R e
Acroas the Six-stddy-aréas that yielded sﬁitablevtime—séries séores, there

were apparent reactions to service frequeney in all six cases,  Dumfries and
Galloway, Highland, North East Fife, Paisley and Dalkeith all exhibited

positive trends, whilse the soores for freguoency in Dearsden shomed a uepsllys”
trend, This is broadly in keeping with the findings for changes in bus-miles
in the relevant areas. . -

From contacts with local authorities it is clear that the provision of
information for passengers has become a problem in an environment of rapid
change., This is reflected in downward trends in scores for information
provision in Dumfries and Galloway, Highland, Bearsden and Dalkeith, Dumfries
and Galloway Regional Council claim to have maintained a consistent standard
of information issued by them since deregulation, but only as reflscted in the
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level of complaints. Il any case, our survey results relate Lo informatlon i
general, rather than just that provided by the Regional Council.

General conclusions, however, are of limited value because each study-arez is

" affected by its own local political, economie, social and geographical

aireumstances, A combination of these factors can help shape the individual
nature of bus service provision in each area. As these factors clearly differ
as between the study-areas, it is more satisfactory to consider each study- '

_area on its own merit and examine changes occurring within each,

(a) Highland

Responses to overall quality of service in the Highland Study area are mostly
in the 'same! category, although with an important exception. The household
survey in Fort William elicited .a negative response, despite actual frequency
increases, perhaps related to route and timetable changes, the sparsity of
evening services and scme loyalty to the established operator.
Notwithstanding the Fort William results, a more positive trend emerges for
the frequency attribute from on-board surveys in the Inverness area, perhaps

in requnse_to~minor'changes.tO'routes_and"timetables. - There was an -~ -
~apparently associated downward trend in information provision.

(p) North East Fife

With 11£+18 ohange in mserviees expeeted in North East Pife, sunveys foougsnd
on changes in Tayport. The responses fell mainly into the 'better!

categories, related to the limited expansion of* services across the Tay Bridge
fruw Duudee, The Lreyueacy azml seryvloe aebnork ablelbules reflect these
changes with upward trends. in their scores,

(¢) Dumfries and Galloway .
In Dumfries and Galloway overall quality of service responses are mostly in
the 'same' categories. A4 major exception was the strongly positive response
from the household survey in parts of Dumfries Town influenced by & newly .

introduced minibua service. Scores for the frequency attribute show it is

regarded positively, probably in response to inecreased provision in Dumfries
town and small frequency increases in some other areas, Information provision _

-Téxhibitd & downward trend;—as does-crew helpfulness; despite the reported -

efforts of’ local operators towards f"customer-cars”,

(d) Dalkeith and Penieuik

The responses to overall quality of service for Dalkeith showed.a large
proportion in the 'better! category, falling slightly in the last survey in
November 1987, This may be related to the initial large increase in service
frequency and reduction in fares with 'on the road' competition, followed by
subsequent revisions to routes and timetables, Related to this are large
increases in the scores for fares, frequency and cleanliness, which also drop --
back alightly in November 1987. However, wilh these changes there 18 also a
negative trend for information provision. :
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