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The Community Transport Association 
(CTA) is the national membership 
association for community transport 
operators in England, Scotland, Wales and 
northern Ireland.  

The CTA’s vision is “To see community 
transport thriving across England, 
Scotland, Wales and Northern Ireland, 
enabling people to live independently, 
participate in their community and access 
education, employment, health and other 
services”. 

The CTA’s mission is to lead and support 
community transport to be successful 
and sustainable in all parts of England, 
Scotland, Wales and northern Ireland 
through:

Leadership: Promoting community 
transport and influencing the development 
of better strategy, policy, regulations and 
investment at all levels of government.

Practical support: Advocating high 
standards of practice and providing 
advice, information, training and hands-on 
support that assists community transport 
in working to these standards.

We therefore aim to strengthen the work of 
our members, which include voluntary and 
community organisations, charities, social 
enterprises and co-operatives, enabling 
them to deliver high quality services to 
those who depend on community transport 
for many reasons. 

The Scottish Government provides funding 
to CTA Scotland as the representative 
body for the community transport sector 
in Scotland. The funding enables CTA 
Scotland to deliver an agreed plan of 
support and development services to 
new and existing community transport 
organisations across the country. We 
also serve to advocate and promote the 
community transport sector in Scotland.

AbOuT THE CTA

Community transport is about providing flexible, accessible and responsive solutions to unmet local 
transport needs, and often represents the only means of transport for certain user groups. using 
everything from mopeds to minibuses, typical services include voluntary car schemes, community bus 
services, school transport, hospital transport, Dial-a-Ride, Wheels to Work and group hire services. 
Community transport benefits those who are otherwise isolated or excluded, enabling them to live 
independently, participate in their communities and access education, employment, health and other 
services.

The term ‘community transport’ covers a range of services, including:

WHAT IS COmmunITy TRAnSPORT?

Community car schemes: volunteers 
drive their own cars to transport individual 
passengers who are often unable to travel 
by other means due to disability, illness or 
lack of public transport. Some operators 
own vehicles (sometimes accessible) that 
are available on a self-drive basis.

Group transport: community transport 
groups hire out vehicles – often accessible 
minibuses – and drivers to take the 
members of voluntary groups on trips. 
Alternatively, voluntary groups can use their 
own drivers. These are carried out under 
section 19 permits in Great britain and 
section 10b permits in northern Ireland.

Community bus services: demand-
responsive or fixed-route transport 
services, available to the public, operating 
where commercial bus routes are not 
viable, and run under section 22 permits 
(not applicable in northern Ireland).

Shopmobility: loan or hire of wheelchairs 
and mobility scooters to allow disabled 
travellers to get around the shops when 
they visit local towns.

Vehicle brokerage: community transport 
organisations manage the sharing of a 
number of vehicles owned by several 
organisations in order to maximise the 
services that can be delivered.

Wheels to Work: scooters are loaned to 
geographically isolated people (often young 
people) to enable them to get to work, 
apprenticeships or training. 

Door-to-door Dial-a-Ride services: these 
are services for individuals who can’t, or 
find it difficult to, use or access mainstream 
transport services. People are usually 
picked up from their homes and dropped 
off at their destination such as the doctor 
or the shopping centre. Each vehicle will 
carry several passengers going to and 
from different places. These are run under 
section 19 permits in Great britain and 
section 10b permits in northern Ireland.

The CTA is building an online database of CT 
providers, which is available at  
http://www.ctonline.org.uk/search/.
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InTRODuCTIOn TO THE REPORT

This is the CTA’s second ‘State of the Sector’ 
report for Scotland. The first report was 
published in 2012 with the aim of enhancing an 
understanding of the community transport sector 
across the country, which could then be shared 
with funders, policy-makers and stakeholders. 

The data for this report was drawn from an 
electronic survey which was issued by Transport 
Scotland during 2014 to around 300 voluntary 
organisations that provide transport, whether as a 
primary or ancillary service. The survey was jointly 
designed by Transport Scotland and the CTA. 
This approach differed from the 2012 report, in 
which the data was gathered from 80 community 
transport operators who were surveyed by 
telephone by the CTA. This report does not 
therefore provide a like-for-like comparison with 
the 2012 report. 

Since the first report, an inquiry into community 
transport took place within the Scottish Parliament’s 
Infrastructure and Capital Investment Committee in 
2013. One of the recommendations from that inquiry 
was that more research was required in order for 
community transport to be better understood by 
funders, policy makers and other stakeholders. To 
this end, the Scottish Government has supported 
the CTA in Scotland in gathering the data used to 
support the narrative in this report. A total of 106 
community transport organisations responded to 
the survey, which was issued in the summer of 
2014. The survey explored several areas to assess 
the state of the community transport sector across 
Scotland: 

 ● Organisations and their services 

 ● Organisational membership 

 ● Journeys and vehicles 

 ● Employees and volunteers

 ● Finances and other challenges 

In addition to this the Scottish Government has 
commissioned additional research into community 
transport, exploring a number of organisations and 
their users in greater detail.

The purpose of this report is to set the context for 
community transport in Scotland. It builds a detailed 
picture of the size and scope of the community 
transport sector, which will be used to inform the 
CTA’s work in Scotland. It helps to build up the 
evidence base of community transport’s contribution 
towards Scottish life. The findings will enable the 
CTA in Scotland to concentrate its efforts on those 
issues which have most impact upon member 
organisations and their service users. 

WHERE DOES COmmunITy 
TRAnSPORT OPERATE In 
SCOTLAnD?
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Community transport is spread rather unevenly 
across Scotland. Looking at the four largest cities, 
there is significant community transport activity 
in Edinburgh and Glasgow but in Aberdeen 
and Dundee there are fewer services. The 
Highland Council area has the highest number 
of community transport operators and other 

areas such as Aberdeenshire and Dumfries and 
Galloway have significant concentrations, but 
some areas such as Shetland and Angus have 
very little community-based transport at present. 
The map below shows the locations of the survey 
respondents.



THE RESILIEnCE 
OF COmmunITy 
TRAnSPORT
Despite the difficult economic climate community 
transport has proved to be remarkably resilient. 
In all, 86% of the survey respondents have been 
in existence for more than five years, including 
39% who have been around for 20 years or more. 
However, the era of austerity appears to have had 
an impact on the setting up of new community 
transport organisations: only 3% of respondents 
were formed in the last five years. On a highly 
positive note, very few community transport 
operators have gone out of business in the last 
few years, which indicates the commitment they 
have to their communities. 

Operators may be surviving because the demand 
for their services appears to be growing. A total 
of 43% of respondents said that their services 
had increased in the last year; 45% said that 
their services had stayed the same; and only 3% 
said their services had decreased, with lack of 
funding cited as the cause of the decrease in each 
instance.

Whilst the resilience of the sector is notable, this 
should not disguise the difficulties in running a 
community transport service. In terms of planning 
for the future, 41% of operators said that they can 
plan their business only one year into the future; 
26% said that they can plan their business up to 
two years into the future; and 32% said they can 
plan their business more than two years into the 
future.

SIZE OF 
ORGAnISATIOnS

All sorts of voluntary organisations are involved 
in community transport. Some are very large 
organisations which have a presence across the 
whole of the uK (such as the Royal Voluntary 
Service and british Red Cross); many would 
not immediately describe these as community 
transport operators but transport provision forms 
an important part of their services.

However, the typical community transport operator 
is a relatively small organisation rooted in a local 
area and formed because mainstream transport 
either does not exist or is very limited for local 
people. 

Locally based community transport operators tend 
to be small organisations. The largest local group 
in Scotland has an annual income of £2.6m but 
most are significantly smaller than this. According 
to the survey, 21% of the respondents have an 
annual income of more than £500,000, while the 
majority (52%) have an annual income in excess 
of £100,000 but less than £500,000. Almost one in 
four operators has an annual income of less than 
£21,000. 

Other community transport operators may be 
schools, universities or care homes which need their 
own transport. Schools, colleges and universities 
often need to take students to sports facilities, arts 
events and other destinations. Care homes often 
have their own transport to take residents to local 
services, and day care services sometimes have 
their own transport to take clients to and from their 
facilities. Though these services are usually free to 
users, they are subject to transport regulations and 
invariably require a permit.

What is your organisation’s total annual income? 

The majority of respondents to our survey 
were organisations for which transport is their 
primary function and which operate in a limited 
geographical area – often a single local authority 
area, though in some instances across two or 
three local authority areas. Generally the focus of 
community groups is very much on local transport. 
Rarely do services go long distances or travel 
across the whole of Scotland.

22.6% 11.3% 3.8% 2.8% 7.5% 11.3% 10.4% 4.7% 4.7% 20.8%

£20,999 or less

£21,000 - £39,999

£40,000 - £59,999

£60,000 - £79,999

£80,000 - £99,999

£100,000 - £199,999

£200,000 - £299,999

£300,000 - £399,999

£400,000 - £499,999

£500,000 or more

Almost 1 in 4 operators has 
an annual income of less than 

£21,000

… very few community transport operators have gone 
out of business in the last few years, which indicates the 
commitment they have to their communities.
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LEGAL STATuS OF COmmunITy 
TRAnSPORT ORGAnISATIOnS

In total 90% of the respondents are registered 
charities and 68% are either companies limited 
by guarantee or Scottish Charitable Incorporated 
Organisations (SCIOs). The introduction of 
SCIOs has made incorporation easier, as they 
are designed specifically for charities, and the 
number of community transport operators that are 
not incorporated has reduced as a consequence. 
Just 10% of the respondents are unincorporated 
associations. 

The CTA considers that any organisation involved 
in transport provision should become incorporated; 
trustees and management committee members 
are otherwise exposed to the risk of personal 
liability if, for example, road accidents take place. 
Transport provision clearly has a higher level of 
risk than many other forms of voluntary activity. 

To help ensure that small community transport 
operators are properly structured and comply fully 
with transport regulations, the CTA has developed 
a quality standards framework. This can help to 
ensure that services are safe and legal.

REGuLATORy REGImE FOR 
COmmunITy TRAnSPORT

Community transport operators are required 
to comply with both charity law and transport 
law. Charity law ensures that the organisation’s 
activities are focused solely on providing public 
benefit. Within transport law there are special 
provisions for non-profit voluntary and community 
organisations. 

The key legislation is contained within the 1985 
Transport Act and its subsequent amendments. 
This was the Act which denationalised the bus 
industry; it recognised that transport provision 
in some places was unlikely to be commercially 
viable and so provision was made to make 
it feasible for community groups to provide 
transport.    

The regulatory regime strikes a balance between 
placing sufficient rules on community transport 
services to ensure that they are safe and legal 
but not making them so stringent that they deter 
community organisations and volunteers from 
getting involved in operating a transport service. 
Any organisation that provides transport using a 
minibus should have a permit, whether or not it 
charges a fare to its passengers.

This regime has worked well for 30 years in 
bringing mobility and access to services to many 
thousands of people for whom public transport 
does not work. As a result, where public transport 
may be limited, community transport can help 
disabled people to get out and about, older people 
to live independently, young people to get to youth 
clubs, patients to get to health appointments and 
communities to get together at costs which are 
affordable.  

Volunteer car schemes are also subject to transport 
legislation. Essentially, car schemes are exempt from 
the licensing and regulatory rules for taxis and private 
hires but are permitted to charge a fare to the people 
they are transporting. The charge can only cover 
the cost of fuel and the wear and tear of volunteers’ 
vehicles. Car schemes cannot carry the general 
public. They are used by people who have difficulty in 
using public transport or who have no public transport.

Apart from car schemes, most community transport 
operators are required to have a permit to enable 
them to carry passengers. Over 70% of the survey 
respondents reported that they use a section 19 
permit; this permit gives a lot of flexibility to the 
operator. Operators can charge a fare and services 
do not necessarily have to run to a timetable, but 
they cannot carry the general public. Services 
operating under a section 19 permit are restricted 
to certain categories of passenger such as older 
people, younger people, disabled people and 
people whom the organisation exists to support. 
Those of our survey respondents who have section 
19 permits told us that they have 372 permits 
between them; this ranged from one to 35 permits 
per organisation. 

In addition, 24% of the survey respondents told 
us that they have section 22 permits. These 
enable operators to run community bus routes as 
registered services, just like scheduled mainstream 
bus services, through using minibuses with up to 
16 passengers. There has been a steady growth 
in section 22 services in Scotland in recent years, 
reflecting the pattern of bus service withdrawal or 
reduction in many areas, with community groups 
stepping in to fill some of the emerging gaps. In 
most instances, operators running section 22 
services also run section 19 services.   

What kind of structure does your 
organisation have?

53.8% 14.2% 10.4% 2.8% 0%3.8%15.1%

Company

SCIO

Unincorporated association

CIC

Industrial Provident Society

I don't know

Other
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Just 8% of the respondents have operator 
licences. These licences place significant 
obligations on the operator and are used for 
mainstream bus services serving the general 
public. Community transport operators who obtain 
operator licences do so usually because they have 
trading subsidiaries which may run commercial 
services.

Community transport usually emerges where 
people either do not have any local transport 
services or cannot use the existing transport, 
perhaps because it is inaccessible for people with 
specific forms of disability. The current transport 

PEOPLE In COmmunITy 
TRAnSPORT

Some community transport operations are run 
entirely by volunteers but most have a small 
number of staff backed up by volunteers. Only 
9% of survey respondents told us that their 
organisation has no volunteers.  

35% of respondents have between one and five 
full-time employees but 55% have no full-time 
employees. Only 10% have six or more full-time 
employees. In terms of part-time employment, 
56% of respondents have between one and five 
part-time employees and 14% have six or more 
part-time employees; 30% have no part-time 
employees. The typical community transport 
operator therefore is a small employer. However, 
employment in community transport in Scotland 
appears to be growing, as 19% of the operators 
responding to our survey reported that their 
number of full-time staff had grown and 33% 
reported an increase in part-time staff. Only 4% of 
respondents reported that their full- and part-time 
staff number had reduced; the rest had no change 
to their staffing numbers.

The survey respondents also told us about 
their volunteers. The majority – 56% – have 
between one and 15 volunteers who are involved 
specifically in transport services. A further 24% 
have between 15 and 50 volunteers and 9% have 
over 50 volunteers. This excludes many other 
volunteers who give their time as trustees or 
management committee members and in other 
roles such as administration. Whilst 51% of the 
respondents said that their volunteer numbers 
had remained the same over the previous 12 
months, 33% said that their volunteer numbers 
had grown, with only 14% reporting that their 
volunteer numbers had decreased. As is the case 
with employees, it appears that more people 
are getting involved in community transport on a 
voluntary basis. 

regulations are reasonable for community 
organisations which get involved in providing local 
transport but are unusual in a European context. 
Sometimes the regulatory regime for community 
transport is seen as an anomaly but it has served 
Scotland and the rest of the uK well for 30 
years. In many places community transport is the 
difference between some kind of transport and no 
transport, as conventional services may not be 
viable in these areas. For this reason, although 
the uK regulatory regime for community transport 
may be seen as anomalous compared to other 
parts of Europe, the CTA believes it should be 
protected.

What licences/permits do you have? 

71.7% 23.6% 7.5%17.9% 5.7%6.6%

S19

S22

O Licence

No licences I don’t know

Other

Sometimes the regulatory regime for community 
transport is seen as an anomaly but it has served 
Scotland and the rest of the UK well for 30 years.
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TyPES OF SERVICES

Community transport offers a variety of services. 
These range from section 22 community bus 
services, which may be scheduled and look like 
mainstream bus services, to Dial-a-Ride services 
which are completely flexible and tailored to the 
needs of individuals. 

Door to door is the most common form of 
community transport, with 55% of survey 
respondents offering this kind of service. 50% of 
our survey respondents offer group hire services. 
The following breakdown shows the range of 
services offered, although some operators run 
several types of service so respondents selected 
all the services that applied to them:

VEHICLES

The combined community transport ‘fleet’ in 
Scotland is large. Our survey respondents 
reported that they own, or have access to, 1,327 
vehicles. Of these 380 are minibuses, 862 are 
cars (of which 703 are owned by volunteers) and 
85 are mPVs or people carriers. 

Replacing vehicles which are at the end of their 
life, particularly minibuses, is a cause for concern 
for many operators as the cost of vehicles is high. 
most community transport organisations cannot 
factor the full cost of vehicle replacement into 
their fare structure, as this would make the cost 
prohibitive for passengers. Instead most fundraise 
constantly from other sources, but in a climate in 
which competition for charitable funds is extremely 
high.  

The Scottish Government recognised these 
difficulties and helped to address the problem in 
2014 by opening a fund for community transport 
vehicles. This funded the purchase of 29 vehicles 
which were mainly replacements for vehicles at 
the end of their useful life. The fund attracted 130 
applications, however, which highlights the fact 
that vehicle replacement is a significant issue for 
the community transport sector. 

Door to door                                                                                                55%

Group hire                                                                                             50%

Other (e.g. school transport, patient 
transport etc.)

43%

Community bus                                                                                         43%

Training 25%

Car scheme                                                                                               18%

Dial-a-Ride                                                                                                 17%

Wheels to Work                                                                                           2%

What types of services does your organisation 
provide? 

Group hire

Dial-a-Ride 

Door to door

Car scheme

Providing training to others

Wheels to Work

Other

Community bus

50% 42.5% 25.5%43.4% 17.9% 1.9%54.7% 17%

WHO uSES 
COmmunITy 
TRAnSPORT?
It is not possible to determine an exact figure 
for the number of people who use community 
transport each year in Scotland. A very 
conservative estimate is that this is at least 
100,000 people. most community transport 
services are for individual or group members who 
can be classified to meet the requirements of a 
permit, e.g. older people, disabled people, young 
people or people who live in areas where there 
is no public transport. Generally services are 
not for the general public, apart from section 22 
community bus services. 

In total 40% of the survey respondents indicated 
that they have at least 100 individual members 
who use their transport services. The survey also 
showed that 54% of respondents provide transport 
to up to 50 different community organisations, with 
10% of respondents providing transport to over 
100 organisations. Examples of organisational 
users could be a day centre for older people, a 
youth club, a community organisation that takes 
people on social outings; the range of voluntary 
activity that requires transport is extremely wide. 

Older and disabled people are by far the biggest 
users of community transport. The following table 
shows the user groups that community transport 
operators serve (respondents were able to select 
more than one option):

Older people          85%

Disabled people     53%

Children                  16%

General public       12%

Teenagers                7%
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Given that older and disabled people are the 
primary users of community transport, one of 
the anomalies within the transport landscape 
is that on most community transport services 
the national concessionary bus fare scheme for 
older and disabled people cannot be used. It is 
only on section 22 community bus services that 
concessions are eligible. Section 19 services, 
which are largely the norm in community transport, 
do not fit with the current rules for the national 

WHAT IS COmmunITy TRAnSPORT 
uSED FOR?

The survey asked respondents to list the three 
main purposes for which their services are used. 
These purposes are as follows (it should be noted 
that respondents could select more than one 
option):

Social outings                               71%

Care centres/day centres          56%

Health related                             47%

Shopping                                     42%       

Education                                   19%

Sport 16%

Other                                      8%

Work                                        2%
                                          

This data shows the important role that community 
transport plays in connecting older and disabled 
people with others and in enabling them to access 
basic services such as shops and nHS facilities. 
Survey respondents said that social outings are 
the most common use for community transport. 
This suggests that transport fulfils much more 
than simply the functional role of getting people 
from place to place, but is also a key to enabling 
people who are often seen as vulnerable and 
potentially isolated to live as full a life as possible 
by connecting with others. 

The data also shows how important community 
transport is for getting people to day and care 
centres. no matter how good the centre facilities 
may be, without transport these centres are 
unlikely to function, so it is important that transport 
is factored into the planning and design of social 
services. 

5.7% 6.6%

Older people

People with disabilities

Children

Teenagers

Members of the 
general public

Other

6.7%16.3%52.9%84.6% 5.8%11.5%
%

concessionary scheme. Even if they were to be 
included, there would still be issues relating to 
the reimbursement rate and the requirements for 
ticket machines and ‘back office’ technology; these 
could act as disincentives for small operators to be 
involved in the scheme as it is currently designed. 
If there is a rethink on the concessionary fare 
scheme then CTA considers that the needs of 
community transport users should be factored into 
its planning.

Who are the main users of your services? 

Health related

Shopping

Care centres/day centres

Social outings Education 

Work

Sport

Other

1.9%16.2% 7.6%19%71.4% 56.2% 41.9%46.7%

What are the main purposes for which the 
service is used?

… on most community transport services the 
national concessionary bus fare scheme for 
older and disabled people cannot be used.
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85% of community transport 
users are older people



ACCESS TO HEALTH SERVICES

The demand for community transport to take 
people to health services is growing. This 
reflects the rise in demand for NHS services as 
the population grows older and the fact that the 
assessment for non-emergency patient transport 
is now more rigorous than it was in previous years. 
many operators report that the number of calls 
they receive for health-related transport has grown 
rapidly in the past year but sometimes requests 
cannot be fulfilled for capacity reasons. 

A total of 61% of respondents said that their services 
are used to take people to health services such 
as GP surgeries, hospitals and dentists. The main 
health-related purposes for which their services 
are used are as follows (it should be noted that 
respondents could select more than one option):

GP appointments                  67% Physiotherapy                        24%

Hospital appointments         56% Other health related             23%

Dental appointments           49% Visiting patients                     17%

What were the main health-related purposes 
for which the service is used?

Visiting the hospital 
as a patient

Visiting the hospital 
as a visitor

Visiting the GP

Visiting the dentist

Physiotherapy

I don't know

Other

1.5%22.7%24.2%48.5%66.7% 16.7%56.1%

Despite the significant contribution that community 
transport makes towards providing access to 
health services, engagement between health 
authorities and community transport organisations 
is piecemeal and fragmented. The sector could 
have a bigger role in getting patients to nHS 
services, but only if proper arrangements are 
put in place which fit with community transport 
operations. There is an opportunity to improve 
matters with the current plans to integrate health 
and social care services. new Health and Social 
Care Partnerships will be formed from April 2015 
and if transport can be given its rightful place in 
health and social care planning, better outcomes 
can be achieved for nHS patients and people who 
use care services.
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HOW IS COmmunITy TRAnSPORT 
FunDED?

The current economic climate and cutbacks 
in public expenditure are having an impact on 
community transport operations. Local authorities 
have been the key funders of community transport 
but as they face increasingly difficult decisions on 
spending priorities, community transport funding 
has come under closer scrutiny. However, in some 
areas where supported bus services have been 
reduced community transport is seen as a solution 
to local transport problems. Community transport 
is not alone in feeling the effects of the current 
climate and the challenge of finding sustainable 
funding is not new, but it remains a significant and 
complex challenge.

The CTA works continually with its members to 
understand the strains that are placed on their 
organisations. The funding issues faced by 
members vary according to the size, scope and 
scale of the organisation.  

Community transport services cannot operate 
without some form of investment or public support 
and funding for the following reasons:

 ● The cost per trip is higher than in mainstream 
public transport, owing to the personalised and 
specialist nature of most community transport 
services.

 ● The non-profit aspect of section 19 and 22 
permits prohibits profit-making, which creates 
barriers to sustainability.

 ● Charging passengers for all the costs would 
put the services beyond the reach of the 
very individuals and groups that community 
transport exists to serve. 

Funding is therefore a key concern to the 
sector, especially during this time of uncertainty 
arising from wider economic pressures. It is thus 
imperative to gain a greater understanding of 
the types and sources of income available to 
community transport organisations. 

The survey asked respondents about their sources 
of income and how these compared to 2007. 
Respondents said that the percentage of their 
total income derived from a variety of sources. 
The table overleaf shows the patterns that have 
emerged for the main sources of income (the 
comparative percentages relate to the percentage 
of respondents who fell into each category): 



Tendering for contracts is still relatively uncommon for 
community transport organisations and most operators 
reported that they have never tendered for work. 
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                                                                                                                               2014            2007
GRAnTS
Rely on grants for more than 50% of income                                                              40% 57%

Rely on grants for up to 50% of income                                                                        51%           38%

Do not rely on grant income                                                                                              9%             6%

SERVICE LEVEL AGREEmEnTS
Rely on service level agreements for more than 50% of income                            25%             26%

Rely on service level agreements for less than 50% of income                               46%             44%

Do not rely on service level agreement income                                                           29%              31%

COnTRACTS
Rely on contracts for more than 50% of income                                                        20%                15%

Rely on contracts for less than 50% of income                                                           46%                25%

Do not rely on contract income                                                                                     34%                60%

PAymEnTS FROm FARES
Rely on fares for more than 50% of income                                                                 13%                   9%

Rely on fares for less than 50% of income                                                                     65%                 79%

Do not rely on fare income                                                                                               16%                 12%

TRAInInG
Rely on training for more than 50% of income                                                               3%                    0%

Rely on training for less than 50% of income                                                                 66%                  50%

Do not rely on training income                                                                                         32%                   50%

FunDRAISInG
Rely on fundraising for more than 50% of income                                                         13%                   11%

Rely on fundraising for less than 50% of income                                                            73%                   82%

Do not rely on fundraising income                                                                                     13%                    7%

OTHER SOuRCES OF InCOmE
Rely on other sources for more than 50% of income                                                       18%                  17%

Rely on other sources for less than 50% of income                                                          61%                  50%

Do not rely on other sources of income                                                                             21%                   33%

Grant income is still the most significant source 
of income for community transport; 40% of 
respondents reported that over half of their income 
comes from grants. A further 51% receive less 
than 50% of their income from grants, with 9% 
receiving no grants whatsoever. 

Grant aid, however, has reduced as a percentage 
of overall income, and contract income has risen. 
nevertheless only 19% of respondents reported 
that they currently run a service as a consequence 
of winning a tender. Tendering for contracts is 
still relatively uncommon for community transport 
organisations and most operators reported that 
they have never tendered for work. This may be 
because the procurement and commissioning 
process is usually unduly complex, even for work 
that is of low financial value. Factors such as the 
need to provide assistance for passengers who 
may be frail or disabled are rarely factored into 
tender documents, yet these are often the things 
which make the biggest difference for users and 
are what make community transport the best fit 
for those people. Community Benefit Clauses in 
tender documents would be one way of attracting 
bids from community transport operators but at 
present such clauses are very rare.  

There is a trend within public bodies towards 
tendering and away from grants but this is not a 
solution to tackling the local transport problems 
with which community transport is grappling. 
Tendering is perfectly appropriate for commercially 
viable services but not necessarily for the difficult 
parts of transport that community organisations 
deal with. 

State aid has recently begun to emerge as an 
issue for community transport and has been 
causing confusion for some operators and 
funders. It is borne out of a lack of clarity on state 
aid and whether grants from public bodies for 
community transport should be classified as such. 
Charities and community groups get involved in 
transport provision arguably because of market 
failure. The motivation is to help people who have 
inadequate or no transport services, rather than 
to act as a competitor to commercial transport 
providers. The kind of work that community 
transport generally does is highly unlikely to affect 
trade between member states of the European 
union or distort any market, which is what the 
rules on state aid are intended to prevent. The 
Department for Transport has recently produced 
guidance for local authorities on how community 
transport can be treated in the context of state aid.  

The community transport sector in Scotland 
and across the uK is unlike anything else in the 
Eu but there are strong arguments for at least 
maintaining, if not enhancing, its regulatory 
regime. 



More and more drivers that are 
applying to become volunteers are 
unable to volunteer for CTG as they do 
not have the classification, leaving CTG 
with a very small volunteer pool.

There is no guarantee on 
how long employees will 
stay with the organisation.

All (our drivers) are 
retired. All need to 
renew their licences 
after 70 and don’t 
want to do so as it is 
a huge responsibility.

Some younger people 
would like to drive 
for our organisation 
but we do not have 
the resources to help 
them fund the training.

Those people who do not have D1 are 
reluctant to spend the time needed to 
go through the D1 training. I don’t really 
blame them if they are working as a 
volunteer. Actually, it hasn’t (impacted) 
yet, but we can foresee that it will.

This has had a negative impact on the 
services which we currently provide, 
due to restrictions on our ability to 
recruit volunteer drivers.
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TRAInInG AnD LICEnSInG

It is imperative that passengers on community 
transport receive safe services which are of good 
quality. Training is therefore an important feature 
of community transport. A large majority – 71% – 
of respondents said that they provide the minibus 
Driver Awareness Scheme (miDAS) training 
to their drivers, both paid staff and volunteers, 
though it should be noted that the remainder are 
mostly organisations that do not run minibuses. 
In addition 29% of respondents put drivers and 
assistants through the Passenger Assistant 
Training Scheme, which trains people in how to 
work with frail or disabled passengers who usually 
cannot use public transport. 

A total of 14% of respondents said that they 
have provided D1 training to their drivers, 
which touches on one of the biggest problems 
facing the community transport sector: it is 
becoming increasingly difficult to find drivers, 
particularly volunteer drivers, who are eligible to 
drive minibuses, as many will not have the D1 
entitlement on their licence. This is due to the fact 
that whilst drivers who passed their test before 
1 January 1997 have automatic D1 entitlement 
(entitlement to drive a minibus, not for hire or 
reward), those who passed after this date only 
hold the b category on their licence. 

These conditions make it problematic for younger 
people to volunteer in community transport, as 
vehicles tend to be heavier than the stated weight 
restriction. Currently the youngest possible age 
at which D1 entitlement exists without having to 
sit a test is 36. The number of volunteers with 
automatic D1 entitlement is therefore dwindling but 
the cost of obtaining a D1 licence for those without 
it is generally around £1,000 to cover training and 
test fees. Providing this training is unaffordable for 
most community transport providers.

According to 49% of the survey respondents 
the D1 issue has already had a negative impact 
on their organisation. As each year passes 
D1 will become a bigger and bigger problem 
and a crisis is looming, not just for community 
organisations but for others such as educational 
establishments where, for example, teachers 
who drive school pupils to sports events will also 
need D1 entitlement. There is also a dearth of D1 
trainers. Instruction can only be given by people 
who have passed the D1 test (not those who 
have ‘grandfather rights’ from having passed their 
normal driving test prior to 1997) and who have 
held it for at least three years. Thus there is a 
strategic need at the outset to ensure that there 
are enough people qualified to train in D1 before 
the issue becomes a full-blown crisis.

Half the survey respondents gave narrative 
feedback on the impact the D1 issue is having on 
their organisation. The following are some of the 
comments made:

In order to drive a minibus with a b 
category licence a person must meet all 
of the conditions below:

 ● the driver is aged 21 or over, but 
under 70 (unless the driver has 
passed a PCV medical and has 
gained the restriction code 120 or 79 
[nFHR])

 ● the driver has held a full b licence for 
an aggregate of at least two years 

 ● the driver receives no payment or 
other consideration for driving the 
vehicle other than out-of-pocket 
expenses 

 ● the vehicle weighs no more than 
3500kg (this is its maximum 
authorised mass or maximum 
permitted weight when fully loaded, 
and may also be described as 
the GVW – gross vehicle weight), 
excluding any part of that weight 
which is attributable to specialised 
equipment intended for the carriage 
of disabled passengers; or 

 ● no more than 4250kg otherwise 

 ● there is no trailer of any weight 
attached.



If the cost of the training was cheaper 
or we could employ trainers within the 
community transport network this would 
make a greater impact on accessing 
volunteers and getting them trained to 
D1 standard.

The younger trustees in our organisation 
feel left out on not being able to drive a 
minibus without having to sit an exam 
and being taught how to drive a minibus.

Groups wishing to hire on a self-
drive basis find it increasingly 
difficult to find a driver with D1, 
especially for youth groups.

We would like to employ 
younger people but due to 
costs for a D1 this will not be 
happening in the near future.

The nearest test centre is over 100 
miles away and those who wish to 
take the D1 training are in full-time 
employment. They would lose out due 
to the cost of accommodation during 
the course and loss of earnings.

Each year we recruit new members of 
staff and we are seeing that many are at 
an age that means they do not have D1 
on their licence. As we require our staff 
to drive minibuses we do need to fund 
D1 training. At present we are only able 
to fund 20-25% of our new staff.

Significantly reduces the pool of 
drivers we can use, changes the type 
of vehicles we can operate, increases 
costs, makes eligibility much more 
complex and off-putting for volunteers, 
leaves very grey areas about the criteria.

Some volunteers feel that being over 70 and the 
extra requirements that demands in applying 
for a D1 licence makes them think that it is time 
to give up the driving of minibuses and let the 
responsibility pass to younger persons.

It restricts the flexibility we could provide for our members 
in terms of transport if, for example, one of our D1 
qualified drivers is on holiday or sick. We can’t make use 
of another member of staff to drive the vehicle and may 
have to cancel trips.

As all our volunteer drivers are 
middle-aged or older, this will 
become a barrier to operating 
our services in the future.
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COnCLuSIOnS

 ➥ 1. Community transport is making a positive contribution
Despite the issues and challenges raised within this report, the research findings are positive 
on the whole. The essential role that community transport plays in Scotland in providing access, 
mobility and choice for people who would otherwise experience significant isolation is one of the 
reasons that community transport organisations are surviving during an era of austerity and a very 
difficult climate for public finance. The findings reveal that community transport organisations have 
been expanding and the sector has experienced an increase in the services it provides. The fact 
that older people and individuals with mobility impairments are the biggest users of community 
transport also suggests that the demand for community transport is likely not just to continue but 
to escalate rapidly in view of the demographic changes taking place in Scotland’s population.  
 
The demand for more ‘traditional’ community transport services is on the increase since for many 
people other transport modes are just not viable (or even available). Moreover, the findings clearly 
demonstrate that the community transport sector is providing support to those people most at risk 
from suffering social isolation and who would otherwise be prevented from accessing essential 
services. At a time when community transport organisations are more likely to experience 
pressure to provide transport solutions for the general public, particularly in areas experiencing 
cuts to bus services, they also face increased demand from the service users they were usually 
designed to serve. Community transport organisations therefore have a difficult balance to strike 
between achieving their charitable objectives and exploring options which could lead to better 
financial sustainability. 

 ➥ 2. Community transport faces significant challenges
The economic climate is challenging. making decisions on competing spending priorities is 
increasingly difficult as resources diminish. Community transport offers excellent value in 
tackling some of the most difficult transport problems; it achieves much with comparatively little. 
Government at all levels should recognise and value its contribution, providing funding which 
helps to ensure its sustainability and keep its vehicles on the road.

As each year passes, the pool of people who have D1 entitlement to enable them to drive any 
minibus is gradually diminishing. Drivers now must be at least 36 years of age and that age 
increases year by year. This is a significant barrier to recruitment of both staff and volunteers 
and is an issue not just for community transport operators but also for statutory agencies such as 
educational establishments. A strategic approach is required to ensure that the lack of qualified 
drivers does not become a crisis in the future. 
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 ● The unique arrangements we have in Scotland and across the rest of the 
UK for regulating community organisations which provide not-for-profit 
transport services should be defended by our governments. 

 ● The new Health and Social Care Partnerships should embed transport 
in their planning so that they can have better working arrangements with 
community groups and thus make progress towards solving the problems 
people have in accessing health and social care services.

 ● The Scottish Government and local authorities should work with the 
community transport sector to develop a strategy for ensuring that more 
people are D1 compliant.   

 ● Transport Commissioners should actively consider community transport 
when developing proposals for socially necessary services. The CTA and 
the Association for Transport Co-ordinating Officers should work together 
so that appropriate social value criteria and community benefit clauses 
become a feature in the commissioning of transport services.

 ● The national concessionary bus fare scheme should be reconsidered with 
a view to enabling older and disabled people to use their concession on 
all community transport services.

 ● As non-profit organisations, community transport organisations are 
less likely to be able to build sufficient capital reserves to enable them 
to replace vehicles easily. Government at all levels should continue to 
support the sector with initiatives such as the successful 2014 Community 
Transport Vehicle Fund.
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